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Executive Summary 

This report intends to diagnose and provide recommendations on the road transport industry in 
Ghana, within the framework of the Transport Integration Plan of Ghana. 

The study aims at providing a better understanding of the current situation of the transport 
industry in Ghana and assess the problems (Part 1: Diagnosis Study) in Ghana to further 
prepare actions aimed at improving intercity passenger transport as well as transport–logistics 
in the country (Part 2: Recommendations) 

The Study was approached from three main viewpoints:  

� The institutional organisation : identification of the main stakeholders involved and their 
ability to cooperate and share a joint vision on common problems and required policy 
improvements. The way of understanding “who does what” involved interviews with 
representatives from different organisations such as administrative authorities, professional 
road transport unions and representatives from the chamber of shippers. 

� The regulatory framework : this firstly involved reviewing the objectives of the regulatory 
policy in terms of how well they promote competition and the efficient use of roads, while 
meeting safety and environmental requirements. Secondly, it involved analysing the current 
regulations and the way that they are enforced in order to see if they are suitable to achieve 
the required regulatory objectives.  

� The operational performance : assessment of the factors affecting truck and bus 
performance, in particular those affecting fleet productivity (e.g. ton–kilometre carried out by 
trucks per year and the resulting costs) and fleet competitiveness (differentiation between 
costs per ton-kilometre depending on fleet productivity and transport prices per ton-
kilometre). The ways of measuring the cost and service level indicators involved using 
existing information and interviews carried out with carriers (professional associations of 
“owners” and drivers, transport companies and forwarders as well as data on needs from the 
transport user’s viewpoint). 

The investigation and report were prepared by the project road transport expert José CACERES 
during his three assignments to Ghana:  

1) from 19th October to 6th November 2008  

2) from 20th February to 16th March 2009 in Accra, including a study trip to Cape Coast 
and Kumasi 

3) from 7th June to 30th June 2010  
 
A list of the people he met, throughout the assignment, can be found in Appendix 1. 

The diagnosis’ conclusions can be summarised by the following:  

Institutional arrangements 

There is an institutional vacuum in the area of road transport services as there is no specific 
body regulating and managing this area.  

On the other hand, a framework for regular meetings between stakeholders, to develop jointly-
agreed work programmes, is lacking. Indeed, policy development and the revision of regulations 
by the Ministry of Transport, and other road transport-related administrations involve 
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discussions with representatives from the transport profession and transport users. This is 
especially true in the freight transport sector. The lack of a specific framework for regular 
meetings between the different stakeholders involved is an obstacle to achieving better 
regulations, based on widely-discussed problems and agreed proposals for improvement and 
developing work programmes on a yearly or several year basis. 

The absence of an institutional body specifically dedicated to road transport explains the lack in 
orientation as regards the road transport sector, the poor policy development and regulations, 
and lack of service network facilities which need to be developed by a competent body, in 
charge of monitoring the transport situation at central government level, as well as interpreting 
the transport information and translating it into policy measures, laws, regulations and 
standards. 

Finally, the transport unions are deeply involved in the direct management of traffic (passengers 
and freight), their institutional role and contribution to policy-making is poor. On the other hand, 
it seems necessary that unions should represent and protect the interests of all involved parties, 
particularly the drivers.  

A step-by-step process should allow unions to play a greater institutional role in accordance 
with their typical role instead of acting solely as a manager of available loads and subsidies. 

Regulatory framework 

Road transport laws and regulations in force in Ghana are quite incomplete, and sometimes 
rather confusing and poorly applied.  

The profession has no legal status and anyone with an industrial car can make money without 
having to give anything back in return.  

Regulations do not include rules on competition, thus any vehicle owner can operate wherever 
he wants. In addition, there is no legal distinction between “own-account transport” and 
transport for “hire and reward” which prevents or limits the effectiveness of competition. 

Entrance into any particularly high-risk market segment is allowed as regulations do not 
stipulate any specific knowledge on the different market types (passengers, hazardous goods, 
perishable goods, etc.) 

Social regulations regarding driving and rest periods are stipulated but as on-board control 
devices in vehicles have not been considered, the first set of regulations are simply not 
applicable.  

Roadworthiness is being conducted visually, which is reflected by many trucks on the roadside 
which are being repaired by the drivers themselves. This is unsafe and even unfair as the 
maintenance and good working condition of vehicles on roads is a strict responsibility that must 
be assumed by the vehicle owner.  

A new law on redirecting the road transport sector is urgently required to push for its 
progressive abandonment (a 10 year period is required at least) and replacement by efficient 
techniques, based on fair and free regulated competition. 

The vehicle fleet 

A serious difficulty in discussing the development of the trucking industry is that statistical data 
is very scarce.  
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Even simple figures for the number of trucks are not readily available. New vehicles have to 
register and obtain a licence plate, but there is no system to cancel registration and therefore no 
information on how many automobiles have been scrapped or are off the road. As a result, an 
accurate figure on the number of vehicles serving the road industry is not available. 

Road transport safety issues 

Most accidents (up to 80%) involved people using their vehicles for business on public domain 
(roads), two thirds of road accidents are concentrated on intercity roads.  

Clearly, public action concentrates on the commercial aspects of road transport, and particularly 
on social aspects, as well as the chain of responsibility where some specific problems have 
been detected, namely: 

� There is substantial lack of knowledge concerning driving techniques which applies to 
industrial vehicles; thus there are situations where industrial vehicles are not drivable, 
therefore highly dangerous, in terms of road safety. 

� Owners of industrial vehicles in Ghana have little involvement in the chain of responsibility as 
they are not legally considered as “tradesmen”, requiring some professional skill before 
taking the risks of putting their vehicles in the hand of drivers ignoring the specific 
characteristics of those vehicles and its consequences in terms of driving.  

� The road transport business seems to form a part of the informal industrial sector, in spite of 
90% of people and goods being transported by road.  

Furthermore, the following findings are submitted for consideration: 

� Trucking and coaching is a risky business and it should be recognised that driving a light car 
is quite different from driving an industrial vehicle; consequently, the education of industrial 
drivers is of great concern. 

� However, in order to expect tangible results from drivers’ education, their personal 
responsibility should be limited to the driving while the legal condition under which they are 
supposed to drive will have to apply. This should be done by making owners more 
responsible, being considered as an employer in a risky business instead of ignoring the 
chain of responsibility with regards to the minimum salary to be paid to drivers, overloading 
issues, and respecting regulations regarding the stipulated 8 hours/day. 

Operation and practice issues 

There is a large ownership dispersion of the vehicle fleet which, combined with poor operating 
techniques, results in poor operation management and economic losses for the country and for 
the user as well since they have to pay for inefficient services. This situation is partly due to the 
lack of legal distinction between “own-account transport” and transport for “hire and reward” 
which prevents or limits the effectiveness of competition. 

However, the main problem in the road transport sector is the poor commercial structures and 
capacity by operators to offer more efficient services instead of concentrating on the FTL 
predominant operating model where, there are clearly too many vehicles, i.e. more than 
required by the markets. As a result, a situation exists which creates strong pressure on prices 
and prevents operators from doing more than surviving, i.e. from expanding their services and 
clearly contributing towards the development of the Ghanaian economy and safer roads.  

Competition in the trucking industry is a prerequisite for lower transport prices. The dominant 
queuing system is limiting competition and sector progress towards a better future.  
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Road transport finance and economics 

There are too many people acting as renters in the road transport sector; while they are doing 
business, they do not have any particular interest in road transport. This is a direct result of a 
regulatory framework which does not legally recognise the road transport as a profession (as is 
the case in other transport modes, such as railway, aviation, etc.). 

Following discussions with unions and operators, only a few industrial carriers (estimated to be 
no more than 5%) are able to demonstrate an adequate understanding of the business, have 
reasonable experience in managing and providing transport services, have adequate expertise 
and professionals to operate the business, are able to demonstrate thorough understanding of 
health and safety issues, and have a proven safety record. 

Many owner-drivers and firms operate under unreasonable transport patterns, with rate 
quotations set at extremely low levels. Similarly, many owners do not or poorly understand best 
practices for effective pricing strategies to collect freight through efficient operating techniques 
which are vital to the sector’s health and to the Ghanaian economy on the whole.  
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Chapter 1 - Diagnosis of the current 
situation 

1. Institutional structures of the sector 
Road transport is organised around the following categories of players: 

 

2. Authorities regulating the road transport sector  
The Ministry of Roads & Highways1 is the general authority responsible for the transport 
sector. The relevant bodies under the Ministry’s management are:  

                                                      

1 Source: http://www.mrt.gov.gh/  

AUTHORITIES 

(Regulation and enforcement 

Transport Unions 
(Operators)  

Passengers and 
Cargo-owners  

Ministry of Roads & 
Highways 

Commissions Agencies Authorities 

Driver & Vehicle 
Licensing Authority 

Department of Urban 
Roads (DUR) and 

Feeder Roads (DFR) 

National Road Safety 
Commission 

Ghana Highways 
Authority 

Metro Mass 
Transport (MMT) 
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The Chief Director is the Chief Administrator of the Ministry; the Ministry includes seven (7) 
directorates2 and four (4) units (legal, public relations, audit and road fund secretariat).  

2.1. Road transport services  

As shown in the Ministry of Roads & Highways (MORHA) organisation chart, there are a 
number of authorities and departments responsible for road construction and maintenance.  

However, MORHA does not integrate any specific regulating organisation with regard to road 
transport services.  

As there are no regulations as to starting in the road transport industry, there is no need to 
ensure that operators entering the transport business are aware of the risky implications of 
that particular commercial activity, which generates money from the use of public domain.  

2.2. Driver and Vehicle Licensing Authority 

The Driver and Vehicle Licensing Authority (DVLA) is a corporate body resulting from the 
enactment of Act 569 from the year 1999.  

The Authority’s purpose as provided in the DVLA Act is the following: 

� Promote good driving standards in the country.  

� Ensure the use of roadworthy vehicles on the roads and in other public places. 

� The DVLA’s duties, as stipulated in the Act, are as follows:  

� Establish standards and methods for the training and testing of driving instructors and 
drivers of motor vehicles and riders of motor cycles. 

� Establish standards and methods for the training and testing of the vehicles examiners. 

� Provide syllabi for driver training and the training of instructors. 

� Issue driving licenses. 

� Register and license driving schools.  

� License driving instructors.  

� Inspect, test and register motor vehicles. 

� Issue vehicle registration certificates. 

� Issue vehicle examination certificates. 

� License and regulate private garages to undertake vehicle testing.  

� Maintain registers containing details of licensed motor vehicle driving instructors, driving 
schools and drivers of motor vehicles. 

� The DVLA’s resources to perform its functions 

                                                      

2 1) Finance, 2) Policy and Planning, 3) Monitoring and Evaluation, 4) Procurement, Human 
Resources and Development, 5) Research, 6) Statistics, and 7) Information Management. 
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To perform its functions, the DVLA has regional and district offices spread out over the 
country. 

However, none of the assigned duties are being properly carried out:  

� There is no proper technical equipment to carry out accurate vehicle testing (this is 
currently being done visually). 

� The institution has a few computers, mainly for administration and accounting purposes.  

� The DVLA maintains books of registered vehicles and drivers, but no software to 
administrate vehicle lay-off certificates (normally to be issued after 6 months in the case of 
a commercial vehicle and 12 months in the case of a private vehicle) to ensure the proper 
updating of operational fleets.  

� The DVLA does not have any procedures or computerised networks to ensure the 
management of vehicles and drivers which no longer comply with initial standards (current 
status of authorised vehicles and drivers). 

 

2.3. National Road Safety Commission (NRSC) 

The inter-ministerial National Road Safety Commission is the organisation in charge of 
developing and promoting road safety in Ghana and coordinating policies in relation to them. 
Its main functions include the following: 

� Educate on road safety throughout the country. 

� Encourage the development of road safety education as part of the curriculum and the 
training of teachers in road safety. 

� Carry out special projects for the improvement of road safety. 

� Coordinate, monitor and evaluate road safety activities, programmes and strategies. 

� Make recommendations to the Ministry and such bodies, as they may determine 
measures which are calculated to prevent accidents involving the use of vehicles on 
roads. 

� Act in liaison and in cooperation with government agencies, the Driver and Vehicle 
Licensing Authority (DVLA) and other bodies, as they can facilitate the promotion of road 
safety. 

� Conduct investigations into road safety issues and advise the Ministry on them. 

� Advise the Ministry on the formulation of road safety policies and action programmes. 

� The NRSC also sets standards for road safety equipment in consultation with the Building 
and Road Research Institute (BRRI), the Ghana Standards Board and other bodies with 
relevant knowledge and expertise on road safety. It ensures compliance with the 
standards. 

In the performance of its duties, the Commission is to take the interest of the public and of the 
owners of properties on adjoining roads into consideration. 
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2.4. Metro Mass Transit (MMT) 

The Metro Mass Transit Company, established in October 2003, is a public transport operator 
with the status of an Agency under the Ministry of Transport.  

The Metro Mass Transit mainly operates in all market segments of passenger transport with a 
total number of buses in use of 677 at the end of 20063. This includes 89 inner-city, 41 
intercity and 23 long-distance routes which are operated by Metro Mass. 

The main reason for its particular status is the intention of the government to plan and 
introduce Bus Rapid Transit (BRT) in Accra and other cities as a way to lower city traffic 
congestion.  

The total MMT workforce, as at the end of 2006, stood at 2,536. Nearly half (44.60%) work in 
Accra and its surrounding areas. 

3. Enforcement bodies 
The areas of enforcement and corresponding enforcement bodies are summarised as 
follows:  

 

Vehicle conditions (road 
worthiness) 

Body 

Driver licenses (validity and 
type) 

DVLA 

Overloading (axle loads and 
weight limits) 

According to the law, the “Road Authority and the Police shall 
perform overload control and enforce these regulations”. However, 
the responsibility for overloading, as specified in the next section is 
unclear. 

Taxation (vehicles and firms) 

It is the Ministry of Finance and Economic Planning. Apart from the 
sector Ministry, there is a revenue governing body which oversees 
the activities of revenue agencies, such as the Customs Internal 
Revenue Service, and VAT Department. 

Veterinary rules (transport of 
livestock, frozen goods, 
perishable goods) 

(Ministry of Health): At present, veterinary issues are under the 
responsibility of the Ministry of Food and Agriculture. It is expected 
that this Ministry provide information to the Ministry of Transportation 
on the circumstance and temperature under which food and animals 
can be transported by the various modes of transport. 

Transit and customs  CEPS is in charge of payments, transit titles, visas, etc.  

Road traffic rules 
The Ministry of the Interior, through the Motor Traffic and Transport 
Units (MTTU) of Ghana Police, is in charge of traffic control, law 
enforcement and road accident reporting and investigation. 

Social rules  No-one appears to be responsible for enforcing the stipulations of 
these regulations (driving periods, rest periods: no more than 8 

                                                      

3 Source: Ministry of Transport, Statistical and Analytical Report (2000-2006), July 2008 
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driving hours/day, at least a 30-minute break after 4 hours of 
continuous driving).  

Transport operator  

Not applied to road transport as it is legally recognised as being a 
profession which requires proving that a minimum amount of 
knowledge on risk-taking and business understanding is known to 
enter into the profession and markets (legal issues, taxation issues, 
costing and pricing, good reputation, minimum financial standing, and 
particular proven skills).  

Management of controls 

No-one is centralising the offences detected by all of the above-
mentioned control bodies. This results in the operators, after having 
paid the fines, being allowed to continue their activities regardless of 
the number of offences.  

In other terms, operators that are repeatedly violating regulations do 
not have their licenses suspended.  

The lack of control management leads to the market malfunctioning, 
where authorities can do nothing to suspend or prohibit commercial 
activities by small-time carriers.  

 

The Judiciary, through the courts, is empowered to sanction violations or other offences (lack 
of payment of customs rights and duties, taxes, traffic rules, overloading, etc.) 

4. Transport Unions (Operators) 
The main institution representing road transport professionals is the “Ghana Road Transport 
Coordinating Council” (GRTCC).  

The GRTCC is in fact the umbrella union of 23 identified public and private sector unions’ 
nationwide representing operators from the passenger and freight sectors (for hire and 
reward).  

Table 1: GRTCC Membership  

 NAME ACRONYM 

1 Intercity SCT coaches company limited STC 
2 Ghana Private Road Transport Union GPRTU 
3 Concern transport union CONCERN 
4 Association of Liberal Transport Operators ALTOPS 
5 Ghana national cargo transport association GNCTA 
6 Commercial drivers association CDA 
7 Positive transport union PTU 
8 Unity transport union UNITY 
9 Express drive transport AWOTWE 
10 Ghana coaches owners association GHACOA 
11 Ghana cooperative transport association GCTA 
12 Great imperial transport IMPERIAL 
13 Ghana haulage transport drivers association GHTDA 
14 Progressive transport drivers association PROTOA 
15 Ghana road haulage association GRHA 
16 Pergah transport service PERGAH 
18 Redeemer transport service REDEEMER 

19 Labour enterprise LET 
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20 Kingdom transport service KTS 
21 Transcity express CITY EXPRESS 
22 Agate transport service AGATE 
23 Mighty transport union MIGHTY 

 

GPRTU is by far the largest union estimated to cover 60% of total transport demand.  

GPRTU mainly represents fleet-owners, but also driver-owners and “pure drivers” throughout 
the country in the passenger and freight sectors.  

GRHA, in principle, organises trucking companies with more than five trucks. According to its 
chairman, it has 205 members; however, only 70 are active. Altogether, its fleet is 420 trucks. 
Considering that apparently some of the large trucking companies are members, this seems 
to be a very low figure. 

During the present era of public-private partnerships, the conflicting interests of GPRTU as 
both a drivers union and an owners association apparently are becoming an increasing 
problem. In the new road fund it is the Ghana Road Haulage Association (GRHA) which has 
become the representative for the trucking industry (although some of the other organisations 
also appear to have committee members).  

5. Users (passengers, cargo-owners and trade) 
It seems that there is no association to represent the general opinion of the passenger 
transport sector in the policy-making and policy decision-making process 

Within the cargo sector, there are various organisations, with different roles:  

� The Ghana shipper's Council representing the interests of both private and public 
organisations in the maritime industry but also in the provision of relevant logistics 
services 

� The Ghana Community Network (CGNet) 

� Ghana Unions of Traders Associations (GUTA) 

� The Ghana National Chamber of Commerce and Industries (GNCCI) 

� The Ghana Customs Brokers Association 

� The Ghana Freight Forwarders Association 
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Chapter 2 - Regulatory Framework 

1. Introduction 
The regulation of industrial transport is fundamental for various reasons.  

� Highway/road transport represents more than 95% of national traffic. 

� PRIVATE operators develop an industrial activity in PUBLIC domain. 

� Commercial bus and truck traffic is mixed with other non-commercial traffic. 

� Road user safety is essential. 

Building roads is expensive; therefore it is essential to prevent damages from unfair use. 
Investments in highways represent an approx. cost of US$ 1 million/kilometre. In terms of 
road deterioration, a 40 ton heavy industrial vehicle will impact up to 200 times more than a 
private light car, 

Roads in good condition are essential for the provision of efficient services. In addition to 
negative impact on road safety, roads in bad condition imply higher operating costs, poor 
quality of services and lower technical and economical efficiency of the industry.  

2. Road transport laws and regulations in place in Ghana 
The main instructions to increase standardisation and to improve safety (issue of driving 
licences, use of safety belts, periodic roadworthiness tests, speed limits, tread depth of tyres) 
on roads have been adopted and are under the responsibility of the Ministry of 
Transportation. 

The Ministry and its agencies work within the legal framework set forth in the following laws 
and regulations. For road transport, the regulations include:  

1) The Road and Traffic Ordinance 1952 (Repealed) 

2) Ghana Highway Authority Act: ACT 540 1997 

3) National Road Safety Commission Act: ACT 567 1999 

4) Road Traffic Offences Regulations 1974 (Repealed) 

5) Driver and Vehicle Licensing Authority Act 

6) Road Fund Act 1997 

7) Road (Vehicle) Fee Act, 1998 

8) Road Traffic Act, Act 683 2004 

The document, Road Traffic Regulations 2006, compiles the main provisions in different 
fields.  

As for international transport at the sub-regional level, the ECOWAS Treaty was 
supplemented with two transport conventions adopted in 1982. The first, the Convention 
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Relating to Interstate Road Transportation, established the ECOWAS road transport network 
and technical standards. The second convention relates to the Interstate Road Transit of 
Goods, sought to establish an international customs transit system. Another important 
regional legal instrument relates to the region-wide third-party motor insurance scheme 
agreement on the harmonisation of highway legislation, temporary importation of passenger 
vehicles and free movement of people. 

In the sections below, the main fundamental areas are reviewed.  

3. Legal status of the profession  
Behaving and acting consistently with the standards of a road transport-logistics business is 
not required by law.  

In spite of being a full-time paid occupation, recognised as risky and using critical public 
infrastructure, it is not legally recognised as a profession requiring sufficient skills or 
knowledge that someone (passenger and cargo-owners) is willing to pay enough to do it full 
time.  

As a result, anyone who owns a vehicle can operate it commercially, without any particular 
practice-restricting licenses or certifications, minimum knowledge of the business, proven 
reputation or minimum financial standing.  

However, many well-defined standards and regulations have been drawn up.  

In this context, the transport activity attracts non-professionals. For many of the individuals 
who import one or several second-hand trucks, the trucks are an investment meant to 
generate an income without being legally considered a tradesman in the sector.  

Often they have no interest in the transport business and have little to do with the day-to-day 
running of the vehicle, as they do not operate the trucks themselves but hire a driver. As they 
find it difficult to supervise the driver, the driver pays a fixed amount of rent to the owner.  

It is not clear how the responsibility for the services is shared. At present, the “VEHICLE-
OWNER” holding a “trade licence,” issued after simply paying a registration fee, cannot be 
expected to take responsibility for the vehicle’s safety on the road and for ensuring that it is 
operated in accordance with the laws.  

On the other hand, the “TRANSPORT-LOGISTICS SERVICE” can hardly be considered as a 
driver’s job, even if driving a truck or bus requires training and a DRIVING LICENSE (issued 
only for driving purposes).  

None of the DRIVERS or VEHICLE-OWNERS can be considered responsible for a task over 
which none of them has effective legal control (it cannot be the mechanic either, or the cargo-
owner, even if the latter is required, as a tradesman, to be registered with the Chamber of 
Commerce).  

 

 

 



Egis Bceom International  

 

Page 18 Integrated Transport Plan for Ghana 

Volume 9: The Road Transport Sector in Ghana Final report 

 

4. Competition rules  
There is no clear-cut distinction between “own-account transport and transport for hire and 
reward”, which means that it is not illegal for “own-account” vehicles to be hired out or money 
to be made as a reward. 

Although the spot markets are operated by the transport unions, accessible to anybody for a 
fee, “hire and reward” carriers compete with private fleets (usually carrying buses or goods 
from an organisation for its own needs: staff or goods manufactured or sold by the firm). 

In countries where transport is recognised as being a profession, own-account fleets are not 
allowed to operate for “hire and reward”. In these countries, it is considered that transport 
professionalism requires an investment to be made in the transport fleet and facilities, and 
concerning skills. All this cannot be commercially viable if companies, whose core business is 
not transport, can divert, with their own vehicles, available cargo onto a market in need of 
transport for reward. This creates a situation seen as unfair or distorting basic competition 
rules.  

5. Entry into markets 
Unlike the situation of other means of transport (maritime, railway, aviation, etc.), entering 
into the road domestic transport market is not restricted, regardless of the market segment, 
including perishable goods, hazardous goods, people, etc., which may require specific 
qualifications.  

The absence of conditions to enter into markets helps to explain the lack of professionalism 
which dominates the road transport industry in Ghana.  

On the other hand, the role of the administration (issue of licences, granting, refusal, and 
suspension of licences, road safety, protection against smuggling, etc.) is quite weak. Indeed, 
how can proper enforcement of provisions be ensured (monitoring of services, reporting of 
offences, enforcement of licence regulations, and procedures to renew such operating 
licenses) if vehicles are allowed to operate under unrestricted conditions?  

However, entry into the international public transportation market is regulated. Long-haul 
freight or passenger services must operate under ECOWAS regulations regarding 
qualifications, drivers’ duties and hours of service, standards for vehicles, parts and 
accessories, maintenance of records and submission of reports by drivers, buses or trucks 
and operations, size and weight limitations, fuel sales and taxes, speed and traffic regulations 
and other local standards depending on the country in question. 

6. Social regulations applicable to drivers and training 
Social regulations applicable to drivers and are defined as follows:  

� An owner shall not drive or cause or permit another person employed by the owner to 
drive a motor vehicle; 

• For a continuous period exceeding four hours; or  
• For periods amounting in the aggregate to more than eight hours in a period of twenty-

four hours. 
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� An owner shall not drive or cause or permit another person employed by the owner to 
drive a motor vehicle: 

• Unless the driver has a compulsory rest of at least thirty minutes after each continuous 
period of four hours driving; or 

• Unless the driver has at least eight consecutive hours for rest in a period of twenty-four 
hours calculated from the commencement of any period of driving. 

For the purpose of these regulations an owner includes  an agent, a servant or a person 
authorised by the vehicle owner to drive. 

A person who contravenes this regulation shall be guilty of an offence unless he satisfies the 
court that the contravention was due to an unavoidable emergency. 

As specified in the last sentence, “an owner” is “an agent, a servant or a person authorised 
by the vehicle owner to drive.” Therefore, even if he does not own the vehicle, the driver can 
be considered as an “owner” to whom the regulation applies. The problem is how can a driver 
working for a “vehicle owner” (a renter) refuse to work? How can a driver also be the the 
owner at the same time (if he is not the “vehicle owner”, but just an employee, which is the 
case of 70 to 90% of the whole population in this sector)? 

In terms of road safety, in spite of great emphasis by the authorities on driving times and 
resting periods (continuous maximum driving hours), they are not enforced and/or barely 
enforceable: control and recording devices such a Tachograph is not specified in the current 
law, so that enforcement of such regulations cannot be properly applied.  

7. Technical regulations  

7.1. Maximum permissible axle load:  

The technical standards are defined as follows 

Table 2: Maximum permissible axle load 

 

Maximum permissible axle 
load 

The maximum net weight permitted for a motor vehicl e or a 
combined motor vehicle and trailer shall not exceed  16 tons  

Case of a non-articulated 
vehicle  

 

The maximum gross weight on two axles shall not exceed 18 tons 

The maximum gross weight on three axles shall not exceed 27 tons 

Case of articulated vehicles 
The maximum gross weight on three axles shall not exceed 30 tons 

The maximum gross weight on four axles shall not exceed 38 tons  

Five axles with one tridem 
and six axles 

The maximum gross weight on five axles with two tandem axles shall 
not exceed 46 tons 

The maximum gross weight on six axles shall not exceed 51 tons 

Maximum gross weight on a 
two-wheeled single axle 

Despite the preceding provisions concerning this regulation, the 
maximum gross weight on a two-wheeled single axle shall not 
exceed 11.5 tons 

Number of trailers by unit 
No more than three trailers with a maximum chassis-carrying 
capacity of 8 tons shall be drawn at any one time 
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7.2. Checking weights 

The law stipulates the following:  

The Licensing Authority or Police Officer or an authorised person may at any time, for 
reasonable cause, require a motor vehicle or trailer to be driven to a reasonably convenient 
place to have its net or gross weight or an axle weight ascertained, and the person driving or 
in charge of the vehicle or trailer shall comply with the requirement.  

Detection of overloaded vehicles and further contro l devices:  

According to the Ministry of Transport in 2005, eleven (11) permanent axle weighbridges 
have been constructed at Yapei, Ofankor, Asuoyeboah, Tema, Bogoso, Afienya, Sefwi 
Bekwai, Mim, Asokwa, Pwalugu and Elmina. 17 more are to be built at strategic locations 
around the country. 

From on-site observation on roads, the vast majority of heavy vehicles are overloaded or 
empty; which in both cases means poor use of the public domain where commercial activities 
develop.  

Detection of overloaded vehicle devices are said to be situated in 6 locations. Reports from 
authorised persons, responsible for detecting overloading, seem to not be centralised. Thus, 
those who overload, after paying a fee, if any, are allow to behave in the same way without 
receiving any further penalties.  

8. Roadworthiness 
Automobiles are required to pass a roadworthiness test twice a year, and this is used to 
obtain information on the number of vehicles. Regulations specify the requirements and 
procedures for obtaining a roadworthy certificate. 

Table 3 : Procedures for obtaining a roadworthy cer tificate 

Certificate  

A roadworthy certificate  

A certificate is issued for twelve months to private vehicles that have been 
examined and found roadworthy. It is also issued for six months to all 
commercial motor vehicles that have been examined and found 
roadworthy. 

Roadworthy certificates  
Certificates are also issued to all newly registered motor vehicles for either 
twelve (12) or six (6) months depending on whether the vehicle has been 
registered for private or commercial use. 

 

The tests which are being carried out by the DVLA, without special equipment, cannot make 
sure that vehicles are really roadworthy.  

On the other hand, if according to the DVLA, 63% of vehicles were inspected for 
roadworthiness in 2004, on-site observations by the Consultant confirm that these certificates 
are of poor quality as there is a very large amount of vehicle breakdowns on roads. 

The number of vehicles that were certified for roadworthiness from 2001 to 2006 is shown in 
the next table. The table shows that not all registered vehicles undergo roadworthiness tests.  



Egis Bceom International  

 

Page 21 Integrated Transport Plan for Ghana 

Volume 9: The Road Transport Sector in Ghana Final report 

 

Table 4 : Registered vehicles which undergo road wo rthiness tests 

 2002 2003 2004 2005 2006 

Number of vehicles 
tested for 

400,522 441,357 442,885 461,843 529,661 

No. of registered 
vehicles 

595,026 643,100 702,648 767,067 841,314 

Source: Ministry of Transport, Statistical and Analytical Report (2000-2006), July 2008 

 

9. On-board control devices on vehicles 
Regulations on freight and passenger transport, except for international transport where 
ECOWAS regulations are in force, do in no way require large vehicles to be equipped with a 
tachograph; thus it is almost impossible to control social regulations (driving times, speed, 
etc.).  

10.  Taxation on the use of vehicles  
Heavy vehicles contribute to road maintenance and are subject to a number of taxes, such 
as:  

� Fuel levy 

� Vehicle registration fee 

� Road user fee 

� Road and bridge tolls 

� International transit fees 

 

Road user charge comments 

Fuel levy 
According to the “Summary of proceedings 2005 annual road sector donors 
conference” (RPDC Unit), the amount of fuel levy received by the Government 
in 2005 was equivalent to 6.52 US cents/litre. There was no increase in 2006. 

Vehicle registration 
fees 

In addition to vehicle import duties, imported vehicles are charged a one-time 
registration fee: 43.46 US dollars per bus per year and 130 US dollars in 2006. 
This fee is collected by the customs agency and paid directly into the road 
fund. On average, around 50,000 vehicles are imported annually into the 
country. Even though the number of registered vehicles continues to increase 
consistently, revenue is still low due to the declining real value of the 
registration fees. 

Vehicle import 
duties 

In addition to vehicle import duties, imported vehicles are charged a one-time 
registration fee. This fee is collected by the customs agency and paid directly 
into the road fund. On average, about 50,000 vehicles are imported annually 
into the country. Even though the number of registered vehicles continues to 
increase consistently, revenue is still low due to the declining real value of the 
registration fees. 
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Road user fee 

This is a fee for continuous use of the road network. It is linked to the category 
of vehicle and the fees are calculated according to the weight of the vehicle. 
The fee was 21.73 US dollars/vehicle/year and 3.80 US dollars for buses in 
2006.  

Road, bridge and 
ferry tolls 

According to the same report, tolls for artic trucks were 0.54 US/km and 0.14 
US/km for buses in 2006. 

International transit 
fees 

The international transit fee is a fee paid by international vehicles for using the 
road network in Ghana. Rates charged in 2006 were 32.59 US dollars for 
trucks and 21.72 US dollars for buses.  

Vehicle Income Tax 
(VIT) 

The Vehicle Income Tax (VIT) is a mode of income tax collection used for 
commercial vehicles. VIT payments have to be made quarterly. VIT paid is 
credited to the assessed income tax liability. Upon payment, the taxpayer 
receives a sticker which has to be displayed on the windscreen. 

Vehicle inspection 
fees 

Vehicles in Ghana are required to undertake a compulsory semi-annual vehicle 
roadworthiness test. Revenue from vehicle inspection is therefore based on the 
level of compliance.  

11.  Educational issues 
There is inadequate training in Ghana for professionals in the road transport sector, which 
leads to poor service delivery to users.  

This lack of professional training skills involves all key players in the transport industry 
including drivers, mechanics, transport managers, vehicle-owners, managers, civil servants, 
and even government policy-makers and regulators.  

Most vehicle owners lack formal training in fleet management. Detailed records on operations 
are not kept, thus owners are usually unable to know their true operating costs and profit 
margins, as well as not having any knowledge on asset depreciation. 

As for drivers, most of them do not own the vehicles, but their salaries are determined by the 
profits the owners make, which are clearly linked to savings in operating costs; these tend to 
be their only concern.  

Both drivers and owners are concerned by the “vehicle issue” which is only a single 
component of a transport service as important as warehousing: the inefficient provision and 
management of terminals and the poor role of transport unions in this respect is largely 
penalising the efficiency of the transport industry in Ghana.  

The problem of training vehicle owners is as much important as training drivers. Vehicle 
owners require their status to be legally defined and training provided to them on both truck 
management and the responsibilities they have which is passed onto their driver.  

In the present circumstances, the driver is supposed to only be skilled and responsible in 
terms of driving. The situation is that drivers do not know technical driving; this is driving with 
the proper use of indications given by the tachometer (not the speedometer as required by 
the driver license test procedures).  

The relationship between drivers and owners is such that it is the driver who often becomes 
responsible for the daily management of the truck, without any knowledge about the financial 
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status of the enterprise and without the power to make the necessary decisions to provide the 
service for which the market is asking. 

And where absentee owners own more than one truck, they will tend to be operated 
individually with little or no coordination: the notion of fleet running within a network of 
interconnected platforms cannot be materialised and efficiency is thus reduced.  

12. Training drivers 
A set of measures for reforming and modernising the registration and testing systems for 
driving license syllabi for driver and instructor training were introduced in 2002 by the DVLA: 
driving schools/instructors have to be certified and registered, and written examinations were 
introduced in 2003, which by November 2004, had covered the entire country. Driver 
instructor training has also been introduced as well as driver safety awareness programmes. 

It should be noted, however, that at present the national legislation on driving licenses does 
not require a minimum level of training for road transport drivers; hence the commercial 
drivers are poorly trained and the need for accredited training institutions is urgent. Moreover, 
as previously mentioned, there are no specific regulated schools for professional drivers and 
specific schools for transport managers of national companies.  

On the other hand, some companies have also been implementing their own training 
programmes. A three-week intensive training programme has been organised for driving 
instructors in all MMT depots. The three-week intensive programme took place from Monday 
9th to Friday 27th June 2008. The first week was in Accra for the southern depots, the second 
week was in Kumasi for the northern depots, and then it was back to Accra for the third week.  

13. Road Transport Safety  

13.1. The annual cost of road accidents in Ghana 

Road accidents are Africa's third biggest killer. The problem is particularly acute in West 
Africa. Ghana is rated among the six leading accident-prone countries in the world (behind 
Ethiopia and Uganda ranking first and second). In 2007, around 2,039 died in road accidents 
and 7,533 were injured.  

The human suffering caused by road crashes is huge – for every crash victim, there are 
family members, friends and communities who must cope with the physical, psychological 
and economic consequences of the death, injury or disability of a loved one. 

In economic terms, estimates show that in Ghana the annual cost of road accidents was 1.2 
trillion cedis for 2004 and it has been marginally improved since then4. The cost does not 
include the associated pain, grief and suffering. 

 

                                                      

4 Source: “Marginal Improvement In Road Safety” (01/08/07) article taken from 
http://www.ghana.gov.gh/ghana/marginal_improvement_road_safety.jsp  
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13.2. Type of vehicles and roads & road safety 

According to recent figures5, if relative improvements have been observed in urban roads 
between 2000-2006, the rate of fatalities have been dramatically increasing on intercity (long-
distance) roads (+14% in 6 years). 

Table 5: Fatality trends on non-urban roads 

  2001 2002 2003 2004 2005 2006 2007 

Fatalities/10,000 veh 29.24 27.15 26.68 31.06 23.26 22.06 23,26 

Total road traffic accidents 
on urban roads 

46% 45% 44% 42% 40% 33% 34% 

Total road traffic accidents 
on non-urban roads 

54% 55% 56% 58% 60% 67% 67% 

 

On the other hand, according to Mr Justice Amegashie (recently nominated as the Chairman 
of the DVLA), it has been found that in a sample of 122 traffic accidents in the Kumasi 
Metropolitan Area, about 80 per cent involved commercial vehicles  (buses, mini-buses, 
taxis and trucks) and commercial vehicles accounted for over 81 per cent of all accident-
related injuries in the Kumasi area. 

 

13.3. The issue of the chain of responsibilities 

Main responsibility for traffic accidents is held by people who are putting vehicles on public 
roads and making money from it, although they are not considered as being “tradesmen” (or 
businessmen).  

Indeed, passengers and cargo owners are being provided with commercial services by 
vehicles owners who are legally considered as not requiring a professional license, as the 
road transport business is considered some how as being a part of the informal sector.  

Contrary to other means of transport (aviation, railway, maritime, etc.), and in spite of being 
by far the predominant mode of transport (more than 90% of total traffic volumes), entering 
into this category of business relies on the possession of a “trade license to a dealer or fleet 
owner”, delivered to them on the condition that they are “engaged in testing the vehicle or 
inspecting the vehicle”6 (procedure based on a single visual inspection, as the authority has 
no special equipment to perform proper vehicle testing). 

Then, as a second step, the vehicle owner hires the services of a driver who owns a 
“professional” driving license delivered to them on condition they succeed in “passing the 
relevant and appropriate test conducted by the Licensing Authority”. The mentioned test is 
“directed to ascertain the ability of the applicant,” to prove knowledge on a number of general 

                                                      

5 Source: Statistical and Analytical Report (2000-2007) released by the Ministry of Transport & Ghana 
Statistical Service 

6 Source: Road traffic regulations, 2006. Arrangement of regulations. 
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requirements, including road signs as well as “to understand the speed indications and 
figures shown on the speedometer of the motor vehicle”. 

Current regulations seem to make no difference on driving abilities according to whether the 
licensed person drives an industrial vehicle or a normal light car for personal purposes.  

However, light cars are designed in a completely different way compared to industrial 
vehicles (heavy trucks and coaches), and therefore, driving techniques are also different. 
While the speedometer indications are essential for light cars, when it comes to heavy work, 
there is no substitute for engine torque and crucial indications are provided by the 
tachometer.  

Why is it that so little is understood about torque among vehicles-owners, drivers and even 
the authorities examiners and enforcers? It is probably because industrial vehicle marketing 
activities use the language of horsepower. However, without a proper understanding of the 
characteristics of today's modern diesel engine, it is almost impossible to keep industrial 
vehicles drivable. This is why, in developed and emerging countries, professional driving 
licenses are delivered only on the basis of special regulated training courses and 
examinations, and the use of a tachograph is compulsory. 

Examinations on the road transport regulations in force in Ghana, as well as interviews by the 
Consultant with vehicle examiners, vehicle-owners and drivers showed that technical driving 
techniques, which apply to industrial vehicles, are ignored.  

 

13.4. Road safety and driving industrial vehicles  

Official institutions (such as the DVLA and NRSC) recognise that, apart from speeding and 
driving under the influence of drugs and alcohol, poor vehicle maintenance and overloading 
are major causes of this large fatality rate. 

However, it is intended to introduce speed limiters to try to curb the rate of fatalities. The 
Consultant’s view on this matter is that if such a device is introduced in this context where 
industrial drivers are aware of its consequences in terms of driving habits, in Ghana, the 
results may be counterproductive as the driver populations have no or a very limited 
understanding of the vehicles they drive: overtaking with a speed limiter could be even more 
dangerous than it is in the present context.  

The complete revision of driving licenses and, above all, training in the technical driving of 
industrial vehicles, seems a necessary prerequisite.  

On the other hand, the media in Ghana may have a bigger impact on their awareness 
activities if invited to participate in the technical driving of industrial vehicles and to 
disseminate the principles of those techniques. 

After carrying out interviews with carriers and institutions, the Consultant’s view is that a 
highly significant cause for road accidents is the style of driving, i.e. a lack of understanding 
regarding the functioning of a vehicle (technical driving of industrial vehicles).  

Consequently, and as a preliminary conclusion, the main finding and problems can be 
summarised as follows:  
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1) Trucking and coaching is a risky business. 

2) Driving a light car or an industrial vehicle is quite different. Small car engines are 
“speedy” (up to 8,000 rpm) while industrial vehicles engines are “torquey” (2,400 rpm 
as a maximum with torque delivered at lower engine speed). 

3) The road safety issue in Ghana takes its roots in a much more complex context than 
the simple inexperience of commercial vehicles drivers; it is rather all drivers and 
tradesman who add to this problem (as an example, at the end of these sections, 
there are some pictures taken by the Consultant on a road trip to Cape Coast and 
Kumasi that show something quite different to “professional” driving behaviour on 
Ghanaian roads.  

4) Legal vacuum with regards to the responsibility of people making money from 
commercial services along the chain, namely: the employer of a driver; the prime 
contractor of a driver; the operator of a vehicle; the scheduler of goods or passengers 
for transport by the vehicle and also the scheduler of its driver; both the consignor 
and consignee of the goods transported by the vehicle; the loading manager i.e. the 
person who supervises loading or unloading or manages the premises where regular 
loading or unloading occurs (brokers or “porters”); and the loader and unloader of the 
goods carried by the vehicle. 

5) Legal and institutional vacuity with regards to road transport service regulations. If the 
DVLA is in charge of regulating driving licenses and vehicles, there is a lack of 
institutions and regulatory framework governing this predominant transport mode. 
Recognition of the industrial road transport business sector should be a starting point.  

6) Lack of vehicle and employee management by vehicle owners, especially with 
regards to the drivers’ form of payment as well as in consideration of the social 
conditions under which they are doing the work. Interviews conducted by GHA7 
indicate that most commercial drivers of passenger cars, as well as small and 
medium buses, do not receive regular wages but receive trip-based payments and 
allowances”. “Driver assistants and mates, who are often apprentices, receive only 
trip allowances which are sometimes paid by the driver out of his daily earnings”. 

7) Finally, industrial vehicle drivers face high payment rates charged by vehicle owners; 
this pushes them to work much longer than the stipulated 8 hours/days to top up the 
rents and their own daily family needs. This being a burden and a source of stress is 
detrimental to road safety standards (which unfortunately are rather poor, as there is 
no provision for industrial driving education and vehicle understanding (education in 
industrial driving) and recording devices, namely the tachograph).  

                                                      

7 Report on “VOC Data for HDM4” prepared in February 2009 by the Ghana Highway Authority 
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13.5. Examples of unsafe attitudes seen on intercity road sections 

 

 

Figure 1: "ME FIRST" driving approaches 

 

 

Figure 2: Picture 3: Disregard for standards and la ck of enforcement 

 

 

Figure 3: Road Transport owner’s dangerous truck (u sed tyres) 

 



Egis Bceom International  

 

Page 28 Integrated Transport Plan for Ghana 

Volume 9: The Road Transport Sector in Ghana Final report 

 

 

Figure 4: Drivers performing the mechanical work on  behalf of th e"OPERATOR" 

 

    
 

Figure 5: Speedometer (lights cars) vs. tachometer ("torquey" vehicles) 
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Chapter 3 -  Operations and Practices  

The operational performance of freight and passenger road transport is being affected by the 
transport policy and regulatory framework governing the services, as well as the technical 
operation of transport movements by road.  

As previously mentioned, the industry lacks a developed code of practice and a system of 
accreditation schemes. In this section, emphasis is on the review of business practices, 
keeping in mind the lack of regulations on access to the profession and markets, as well as 
the lack of public sector guidance on investments to shift from a second-hand “vehicle fleet 
vision” to a system of vehicles moving within a transportation network (model applied to 
aviation, railway, maritime transport but not the predominant road transport sector).  

The review of current business practices in this section takes both supply and demand facets 
into account, and emphasises the road transport supply of services by the “professional’s 
carriers” sector.  

This involves the examination of the following: 

1) Vehicle fleet 

2) Road transport operator companies’ structures (level of concentration).  

3) Categories of transport services. 

4) Vehicle fleet and service facilities. 

5) Operational performance indicators. 

6) Shippers and users’ practices and organisation. 

1. The Vehicle Fleet 
New vehicles are incorporated into the vehicle register every year. However, although the 
regulations contemplated the unregistering of lay-off vehicles, this is not being done. It seems 
that it is not illegal to declare lay-off and obtain the corresponding certificate. No penalties are 
considered. As a result, the operational fleet on roads is unknown. But the lack of data and 
an effective fleet data management system does not support decision-making or accurate 
analysis on the road transport sector.  

1.1. Vehicle fleet and registration by the DVLA8 

The gross total number of registered vehicles steadily increased from 511,755 in 2000 to 
841,314 by the end of 2006, showing an annual average growth rate of the vehicle fleet of 
approx. 7.4%. 

                                                      

8 Source: Ministry of Transport, Statistical And Analytical Report (2000-2006), July 2008 
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The gross total population has not been adjusted for vehicles which are no longer in 
circulation and those owned by security agencies.  

In 2006, 74,247 vehicles were registered throughout the country. The yearly registration of 
vehicles exhibits a similar growth pattern. 

 

Table 6 : Annual number of registered vehicles 

Year 2000 2001 2002 2003 2004 2005 2006 

Annual number of 
registered 
vehicles  

 52,881   40,014   43,257   48,074   59,548   64,419  
 
74,247  

 

Private motor vehicles accounted for 41% of the gross vehicle fleet whilst buses and coaches 
accounted for 14% by the end of 2006. 

The growth is predominantly impacted by lower occupancy motor vehicles. Together these 
accounted for 64% (private motor vehicles – 38%, commercial motor vehicles – 12% and 
motor vehicles above 2000cc – 14%) of the increase observed in the total vehicle fleet from 
2000 to 2006. 

Accra, Kumasi and Tema accounted for more than 76% of vehicles registered in 2006 alone. 

 

1.2. Estimate of the operational vehicle fleet 

As previously mentioned, there is a serious difficulty in discussing the development of the 
trucking industry which means that statistical data is very scarce. Even simple figures for the 
number of trucks are not readily available. New vehicles have to be registered and obtain a 
licence plate, but there is no system to cancel registration and therefore no information on 
how many automobiles have been scrapped or are off the road. As a result, an accurate 
figure on the number of vehicles serving the road industry is not available. 

To proceed with an estimate of the operational vehicle fleet, the Consultant is using a 
relatively recent report (“Institutional Study of the Transport Sector”), elaborated by WSP 
International (UK) in association with Crown Agents (UK, Ghana), where a joint estimate with 
the DVLA was carried out for the year 2004. The estimation method seems quite accurate as 
the purpose was to determine the tax base and Road User Charges in Ghana.  

The calculation was based on past estimates of the size of the fleet which have been made 
by simply aggregating past vehicle registrations, with no allowance for scrapping and 
excluding military vehicles, which are not required to register, and vehicles designed for off-
road use. Then, to take account of yearly scrapped vehicles, the estimate was made by 
deducting, from each year’s registrations since the base year, a proportion indicated by the 
average service life of each vehicle type. If the service life is 10 years, then 10% of the 
vehicles on the register in the base year are deducted in each subsequent year. The 
procedure takes into consideration that a proportion of newly-registered vehicles are second-
hand and the average service lives indicated by GHA data were reduced. The extension of 
this approach results in an estimated vehicle fleet in 2004 of 433,000 vehicles as follows:  
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Table 7 : Estimate of operational fleet up to 2004 

Registration Category   Assumed operational fleet 

    2001 2002 2003 2004 

Motorcycle   46,037 48,160 52,629 62,784 

Motor car   174,650 178,691 184,784 190,646 

LCV   50,553 52,189 52,919 56,182 

MV >2000cc   17,471 24,516 32,197 39,288 

Buses and coaches   54,689 52,001 49,628 49,222 

Rigid trucks Light 20,470 19,411 18,222 18,185 

  Medium 6,706 6,348 5,983 5,928 

  Heavy 2,674 2,802 2,976 3,265 

Artic trucks <=24t 2,681 2,493 2,284 2,405 

  24-32t 2,256 2,281 2,553 2,753 

  >32t 1,468 1,526 1,926 2,305 

Total fleet   379,654 390,419 406,101 432,963 

Source: Joint estimate by WSP International (UK) and the DVLA 

Updated figures of the registered vehicles by category were collected from DVLA in order to 
estimate the growth by vehicle category for the period 2005 – 2007. 
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Table 8: Registered vehicles by category for the pe riod 2005-2007 (growth in %) 

 

Registration category   Registered vehicles by category    

    2001 2002 2003 2004 2005 2006 2007 

Motorcycle   6,058 6,430 8,777 14,462 15,136 18,051 20,320 

Private     MV <=2000cc   17,953 18,512 20,564 20,333 22,949 23,806 29,633 

LCV           <= 2000cc   5,568 6,015 5,110 7,642 6,686 7,249 7,757 

MV>2000cc   5,343 7,143 7,778 7,189 8,715 11,127 15,296 

Buses and coaches   2,676 2,601 2,916 4,882 5,585 7,399 9,791 

Rigid trucks Light 861 1,044 914 2,065 2,457 2,747 3,586 

  Medium 367 300 292 603 420 475 669 

  Heavy 234 281 326 442 543 1,024 1,240 

Artic trucks <=24t 136 138 116 447 551 269 160 

  24-32t 251 201 447 376 374 188 342 

  >32t 122 168 510 489 454 637 659 

Total fleet   39,569 42,833 47,750 58,930 63,870 72,972 89,453 

 

Source: DVLA
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The annual growth rate of vehicle registrations by vehicle category has been applied to 
previous 2004 DVLA figures to provide an estimate of the current operational fleet. The 
results are summarised in the following table. 

 

Table 9 : Assumed current operational vehicle fleet  by category 

Registration Category   Assumed operational fleet 

    2004 2005 2006 2007 

Motorcycle   62,784 65,710 78,365 88,215 

Motor car   190,646 215,174 223,209 277,845 

LCV   56,182 49,154 53,293 57,027 

MV >2000cc   39,288 47,628 60,809 83,593 

Buses & coaches   49,222 56,310 74,599 98,716 

Rigid trucks Light 18,185 21,637 24,191 31,579 

  Medium 5,928 4,129 4,670 6,577 

  Heavy 3,265 4,011 7,564 9,160 

Artic trucks <=24t 2,405 2,965 1,447 861 

  24-32t 2,753 2,738 1,377 2,504 

  >32t 2,305 2,140 3,003 3,106 

Total fleet   432 963 469 258 536 131 657 218 

 

According to this estimate, the total fleet represents approx. 657,000 vehicles, of which 
almost 100,000 are buses and coaches and 53,000 trucks (all categories included).  

During the last three years, the vehicle fleet has been increasing by an impressive average 
rate of 15% per year. This is mainly due to increases of the number of heavy rigid trucks 
(44%), motor vehicles of >2000cc (28%) as well as buses and coaches (26%) and, to a lesser 
extent, by an increase in the number of artic trucks.  

If we look at the size of the trucks, 59% of them are light rigid trucks carrying less than 8 tons, 
17% are heavy rigid trucks, and 13% are articulated trucks. The analysis shows that the share 
of heavy rigid trucks tends to increase. There is an increase of 10 to 12% for >24 tons, and 
this in detriment of light artic trucks which decreased by more than 20% during the last 3 
years.  

Table 10 : Share of heavy articulated trucks (in % out of total number of 53,000 units) 

 

Class Type Percent  

Rigid trucks Light 59% 

  Medium 12% 

  Heavy 17% 

Artic trucks <=24t 2% 

  24-32t 5% 

  >32t 6% 
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This dramatic development and growth in the number of vehicles shows that investments 
made in the road transport industry are concentrated in vehicles, which is a detriment to 
storage/warehousing and logistics (IT technologies) for the consolidation of freight 
(optimisation of stocks/inventories and vehicle use). As a consequence, the market is being 
saturated by poorly-used vehicles, while the provision of full transport-logistics services are 
still dramatically lacking. It also means that the rate of use per unit is lowering and having a 
strong negative impact on vehicle operating costs: maintenance, loss of production during 
maintenance days, fuel consumption, and high value of the ratio cost/ton x km. 

2. Road transport operator companies’ structures 
As previously mentioned, statistical data on operational fleets is not available and thus 
estimates were made.  

As there is no legal definition of a “transport operator”, studying the transport operator 
companies’ structures is not an easy task (no statistics or data available on the number of 
“transport businesses” and companies’ structures). However, from interviews and discussions 
with fleet-owners and unions, the following section attempts to provide a view of the current 
situation of these aspects.  

It seems clear that a significant number of carriers operate for “hire and reward”. However, 
fleets from the manufacturers’ sector are operating for their “own account” purposes to put, in 
the case of excess capacity, their lorries on the commercial market for “hire and reward”. 
While this can be considered as an issue distorting competition or making it unfair, it is not 
illegal as the law makes no distinction between both categories of fleet. In this context, 
following discussions with the transport unions and carriers, the following criticisable rough 
approximation of the ownership structure is as follows:  

 

Table 11: Truck fleet ownership structure 

 

Ownership structure % of trucks 

One-truck-owner (1) 

More than one truck and companies (1) 

75% 

25% 

(1) Both “own-account” and “hire and reward” sector.  

It is assumed that the vast majority of goods vehicles of the first category belong to “one-
truck- owners”, a part of them being “driver-owners”, and the rest being “pure fleet-owners” 
with vehicle driver being “pure drivers” (by far the largest population in the business, 
estimated to be around 70% of the total). 

It is assumed that within the second category, “more than one truck”, a significant number, up 
to 80%, are trucks working for the “structured sector”, most of them operating in specialised 
market segments (tankers, frozen goods, hazardous goods, construction material and 
mining). 

In the passenger sector, while largely fragmented, the situation is different; it is estimated as 
follows: 
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Table 12: Passenger fleet ownership structure 

Ownership structure Mini-buses  
Buses and 
coaches  

Tro-tro” sector is by far predominant (1) 

More than one-vehicle owner/companies 

Transport companies 

90% 

10% 

 

50% 

- 

50% 

(1) “Tro-tro” sector is by far predominant.  

Easier to organise, as flows are streamlined between fixed specific assets and not having to 
face the problem of empty-hauling, the sector is less fragmented, especially in the category of 
“Buses and coaches”.  

Consequently, and as a preliminary conclusion, main problems can be summarised by the 
following:  

1) Ownership dispersion combined with poor operating techniques result in poor 
operation management and economic losses (for the country and for the users as 
well; they have to pay for inefficient services).  

2) “Market failures”, especially in the trucking services market where there is no clear 
distinction between “own-account transport” and transport for “hire and reward” which 
prevent or limit the effectiveness of competition. 

3) Poor commercial structures and capacity by operators advocated to the 
commercialisation of their services. 

3. Categories of transport services and operations 

3.1. The Passenger transport services’ sub-sector 

Intercity passenger transport is characterised by the movement of people from one terminal to 
another terminal and the planning of such services is rather easy.  

The majority of the private transport system is operated by individual transport owners, 
including large buses managed by GPRTU.  

The quality of services is suffering from the high risk taken by passengers due to the poor 
qualification of drivers, and incomplete regulations and ineffective enforcement of driving and 
resting times for drivers.  

However, there are structured bus companies offering higher quality services and which have 
a significant intercity transport market share. The largest is the State Transport Corporation 
(STC) which is now completely divested to the private sector. STC Company is not only 
present in the national market, but also in the international passenger market segment. The 
company has an average fleet of 74 coaches and carries 1.5 million passengers. 

Others such as the Omnibus Services Authority (OSA) and City Express Services (CES) are 
on the divestiture list awaiting private sector interest.  

These “pure intercity” bus companies have recently entered into competition with the Metro 
Mass Transit (MMT), a company owned by a set of Government-linked financial institutions, 
operating as the main organisation of public road transport. The MMT, established in 2003, 
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was initially supposed to concentrate on the urban and suburban market segments with a 
fleet of 500 buses. However, the company is also now operating intercity services.  

Demand is high, especially when expressed in terms of passenger-kilometres, a market 
growing “alone” with the growth in population, the process of urbanisation and extension of 
urban areas.  

Current capacity seems to generally correspond to the expressed demand.  

The main issue is the road safety; quality of services is suffering from the high risk taken by 
passengers due to the poor qualification of drivers, and incomplete regulations and ineffective 
enforcement of driving and resting times for drivers.  

3.2. The freight transport services’ sub-sector 

Following interviews with transport unions and carriers, a rough approximation of transport 
services being offered by the operators is as follows:  

 

Type of services 
Operators 
in % 

Means 

 

Full truckload (FTL)9 

 

75% 

About 70% of the whole fleet and parking 
areas 

 

Specialised loads: 

Temp. controlled (coolers and freezers) 

tankers (full) 

tipping and constructing 

removers 

others 

 

 

5% 

 

 

Specialised (costly) vehicle fleet 

 

LTL carrier operation 

 

15% 

Pick-up (collect/delivery), larger trucks 
and freight consolidation (break-bulk 
centres) facilities.  

 

Transport/logistics (2PL) and 3PL10 

 

5%  

Only a few vehicles (haulage 
subcontracted out). Investment 
concentrates on warehousing facilities 
and ICT technologies. 

 

                                                      

9 Driver then proceeds directly to the consignee and delivers 

10 Third-party logistics (PL) is the outsourced movement of goods along a diverse or an entire 
company’s supply chain. While 2PL refers to transport and storage services (2 functions), third-party 
logistics (3PL) refers to a larger number of activities carried out by an external company on behalf of a 
shipper (generally 3 outsourced functions: transport, warehousing and inventory management). Finally, 
4PL refers to the provision and management of multiple logistics services. These activities are offered in 
an integrated way, not on a stand-alone basis. The cooperation between the shipper and the external 
company is an intended continuous relationship. 
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3.3. Full truckload (FTL) 

These kinds of services refer to freight loads rated on the use of a truck's entire capacity 
based on weight or volume, offered on a stand-alone basis. 

The vast majority of operators concentrate on the first category. One “vehicle-owner-driver” is 
the predominant group as it requires little in terms of operating techniques.  

FTL services are quite useful and flexible (fixed costs are usually lower compared to more 
structured businesses). However, the size of this market segment is limited. With most 
vehicles working under this model, the market segment is filled to capacity. One-man-FLT, 
mainly “owner-drivers”, may be working but losing money or just surviving (to the detriment of 
deteriorated working conditions and vehicle maintenance). Furthermore, FTLs are facing 
empty returns in a large number of cases, as traffic flows from coastal zones and ports to 
inland locations are markedly unbalanced.  

Having little understanding of business and knowledge on costing and pricing for owner-
operator businesses, most of them obtain loads through a queuing system managed by the 
associations or union (GPRTU being by far the largest union) they belong to (the queuing 
system organises both passenger and freight transport).  

The dominant model, queuing system, manages a large number of lorry parks all over the 
country, which serves as transport terminals and spot markets for freight transportation. The 
lorry parks are typically located in markets, the harbours and close to large industries or 
trading depots. GPRTU does not own the lorry parks. They are generally owned by the local 
governments, and are equipped with very poor infrastructure.  

They are often little more than a plain field with a small office building (none or a few 
computers), seldom any secure storage space and no equipment for loading and unloading 
freight. Each lorry park will typically have a number of associated trucks, but truck drivers or 
owners do not need to be associated with the lorry park or to be members of the union in 
order to use the lorry park, though non-members may have to pay a larger fee. The lorry park 
manager serves as a broker between transport buyers and truckers (Ghanaian use the word 
“porter”). This person issues waybills for the freight, enforces the government transport rates 
and administers the 3% tax for the government. 

Truck drivers queue up for new loads at the lorry park and are served in turn. However, 
especially during the low season, the spot market is largely saturated and drivers often have 
to wait for days or even weeks before they get a new job. Thus the over-capacity does not 
lead to increased price competition, though the government rates, which GRPTU uses, 
apparently are often undercut and the rates for demurrage, which are part of the rate 
structure, seldom seem to be paid.  

Similar queuing systems which prevent price competition are in operation in many African 
countries.  
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However, it is important to understand, within this study, that such models were abandoned 3 
decades ago in developed countries, where by the concept-model was originally established 
(about 50 years ago). The model proves to be highly inefficient from many viewpoints  

1) The model became increasingly responsible for delays and poor transport quality. 
Indeed, carriers tended to become complacent to look for freight demand and 
competition became inexistent, which in the end, undermined transportation service 
quality. 

2) The model did not lead to an optimal distribution of traffic, did not give an incentive to 
provide a better service and enable oversupply of trucks in a context of freight 
shortage. Indeed, any truck was guaranteed to transport some freight even though it 
was not competitive11. 

3) If oversupply was locally very high, a trucker was obliged to stop his truck for a month 
or even more. That is also why he did not have any incentive to invest in a new truck, 
which would have increased fixed costs with a high risk for future revenues. 

4) This system then gave more power to large fleets in poor condition and fostered 
corruption because the only way to increase transported volumes was to bribe the 
freight bureau. 

Consequently, preliminary conclusions on the FTL predominant operating model are as 
follows:  

1) There are too many vehicles available within the FTL market segment. The situation 
creates a strong pressure on prices. Under-pricing leads to less care being taken with 
regards to road safety and the fair use of road limitations, in terms of both load and 
size. 

2) Current operating systems are just reflecting the lack of regulatory and institutional 
frameworks, which have as a collateral adverse effect, a strong formal and informal 
protection of fleet-owners in detriment to the needs of cargo owners and employee 
populations (including drivers and mechanics).  

3) The “queuing model” is not “improvable”. A new law on how to redirect the road 
transport sector is largely and urgently required to push its progressive abandoning (a 
10 year-period is required at least) and replacing by efficient techniques, based on 
fair and free regulated competition.  

4) Competition in the trucking industry is a prerequisite for lower transport prices. 

5) Unions are to represent the interest of their member’s vis-a-vis cargo owners (as well 
as those in the passenger sector). A step-by-step process should allow unions to play 
an institutional role instead of dealing directly with the operation and management of 
available loads, subsidies, etc.  

 

 

 

                                                      

11 11 Refer to: World Bank study on “Transport Prices and Costs: The Need to Revisit Donors’ Policies 
in Transport in Africa”. 2008. 
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3.4. Specialised loads 

While most of the individually owned/operated trucks operate at the spot markets organised 
by the transport unions at the lorry parks, the larger hauliers tend, to a large extent, to rely on 
small but more structured working models, concentrating mostly on market niches with 
tankers, refrigerated trailers, hazardous goods tankers, mining and material special trucks, 
but also flatten trailers for break-bulk carrying.  

Cargo owners are mainly PBC, or private companies. 

In order to get a more reliable service these organisations use the more professionally-
operated trucking companies, which tend to use newer trucks (though also most of these 
appear to buy second-hand trucks) and have their own repair workshops. For this, they pay 
rates which tend to be 10-15% above the government rates, and also provide a more secure 
market.  

This market segment does not seem to be very competitive; rather contracts often appear to 
be allocated politically, and according to some people interviewed in the transport industry, 
large kick-backs have to be paid to get the contracts. Some of the major transport companies, 
which have traditionally been involved in cocoa evacuation, are now after the privatisation of 
the cocoa trade in an attempt to become involved in joint ventures with the new private 
produce-buying companies. 

3.5. LTL carrier services 

LTL services refer to loads that do not require a full truck or semi-trailer. Like small packages 
and postal carriers, LTL carriers are freight consolidators, combining and recombining 
shipments from many customers into truckloads of freight at various terminals. In this way, 
LTL carriers spread fixed transportation costs (e.g. vehicle and operator costs) over many 
customers. Very useful for small/medium cargo-owners, these services allow selling to be 
conducted nationwide with low inventory levels as there is reduced waiting time before partial 
loads reach a given destination. 

Indeed, the LTL trucking service is usually “demand-responsive”; if enough freight has 
accumulated at a terminal bound for a specific next terminal, a load is ready to be dispatched 
as soon as an appropriate driver can be assigned. The typically weight per cargo-owner is 
between 100kg and 4,500kg. 

In practice, less truckload carriers are doing their vehicle work within a terminal network; often 
created by alliances with other well-established fellow firms in their original location (this is 
typical within the aviation sector). The LTL carriers collect freight from various shippers and 
consolidate that freight onto enclosed trailers for further long-distance haul to the delivering 
terminal or to a hub terminal where the freight is further sorted and again consolidated for 
additional haulage to final destinations. In most cases, drivers start the day by loading up and 
heading out to make deliveries first, then begin making pickups once the trailer has been 
emptied for return to the terminal for sorting and delivery next day; thus, most pickups are 
made in the afternoon and most deliveries are performed in the morning. 

According to interviews, it is said that some 15% of carriers are offering LTL services.  

The main advantage for the cargo-owner in using this type of service (LTL) is that loads may 
be transported for a fraction of the cost of hiring an entire truck and trailer for an exclusive 
shipment. In the current context in Ghana, there is probably still room for newcomers into this 
segment.  
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3.6. The transport-logistics (2PL) & (3PL) 

The 2PL and 3PL are “third-party transport-logistics” services. This refers to services offered 
to cargo-owners who are outsourcing not only the trucking activity (to FTL and LTL) but also 
the storage activity (2 functions = 2PL).  

A very small number is servicing this segment which is probably, as in other places around 
the world, the most promising and healthy sector of the whole transport industry.  

Companies operating in this segment are mostly foreign groups: GLT, Antrak, Atlas, and 
Maersk. In general, investments are on network building facilities and warehouses while the 
investment on vehicles are reduced to a minimum, to take advantage of high pricing 
opportunities on the overall services, while subcontracting out a large part of the trucking 
component (better profit margins, as the overcrowded sector of pure trucking is under fierce 
competition and price pressure).  

3.7. “Own-account transport” vs. “hire and reward” 

It is important, within this study, to understand that freight producers do not always 
subcontract trucking activities but, to a significant extend in Ghana, make use of their own 
fleet.  

When transport services are provided by freight producers (industrial firms) using their own 
truck fleet, the expression (a term with a legal background, but not in Ghana) “own-account” 
transport is generally used. Reasons are linked to specific needs but more frequently the lack 
of trust in services sold by the professional carriers sector12.  

On the other hand, transport services provided in return for money is generally defined as “for 
hire or reward” (professional transport).  

Within own-account transport, there are two quite distinct operation categories:  

1) Operations in which a company transports its own goods from one place to another.  

2) Operations in which tradesmen use a vehicle as a tool of their trade to transport the 
equipment or goods they need to their place of work.  

Own-account operations are typically subject to less stringent regulations than transport for 
hire or reward, but own-account operators are often prohibited from performing certain types 
of work.  

However, that is no reason to consider own-account transport as second rate. In some cases, 
it is carried out just as professionally as third-party transport. Although fewer regulatory 
restrictions apply to own-account transport operators than to commercial haulage contractors, 
commercial hauliers do seem to be more efficiently organised. The crucial issue here is the 
number of empty back-hauls, which seems to be significantly higher in the case of own-
account transport. 

 

                                                      

12 Trend is outsourcing transport and storage. In developing countries, outsourcing is generalised, 
reaching up to 90% of businesses). 
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4. Contractualisation of services 
In spite of extended risks at stake, in the road transport services, written contracts are poorly 
used in the sector.  

However, situations vary greatly according to the transport sub-sector and within each of 
them, according to the status of the carriers.  

In the passenger sub-sector, intercity transport by bus is systematically covered by tickets 
which establish/limit the responsibility of the carriers. Transport by “tro-tros” is through a 
verbal agreement which does not mean that there is no responsibility in case of 
incident/accident. 

In the freight sub-sector, a verbal agreement is generally used. According to interviews 
conducted with carriers and unions, the situation can be summarised as follows:  

 

Table 13: Use of written contracts 

 Verbal agreement 
Written 
contract 

Queuing model (unions, cooperatives):  

periodically  

accidentally 

 

100% 

100% 

 

other carriers 100%  

cargo owner direct 90% 10% 

freight agencies n/a n/a 

 

As the general principle is passing a verbal agreement, responsibility cannot be clearly 
established in the case of incidents or accidents. To compensate for the absence of a written 
contract, users are probably paying high rates for insurance to cover risks that cannot be 
assumed by low-level financial capabilities of the transport operators. 

5.  The Transit Sector 

5.1. Main transit routes 

Main transit routes are the Trans-West African Coastal Highway; part of the Trans-African 
Highway network crosses Ghana, connecting it to Abidjan (Côte d'Ivoire), Lomé (Togo) as 
well as Benin and Nigeria. A highway is being planned that will be connected to another 
seven ECOWAS nations to the west.  

A paved highway also connects Ghana in the north to landlocked Burkina Faso, where it joins 
another highway in the Trans-African network, the Trans-Sahelian Highway.  

With regards to competing transit routes, in terms of distances, the situation of Ghanaian 
ports is as follows:  
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Table 14 : Distances from/to Tema in comparison wit h competing alternatives 

  Ouagadougou Bobo-
Dioulasso 
(Dry port) 

Bamako Niamey 

Abidjan 1,176   1,225 1,708 

Takoradi 971 1,280     

Tema 968 1,277 1,994 1,475 

Lome 990 1,282 1,967 1,241 

Cotonou 1,200 1,300   1,060 

Source: Mike Griffin, Ghana Ports and Harbours Authority 

 

5.2. Transit traffic volumes through Ghana 

There has been a clear trend in transit traffic diversions of shipments through Ghana (from 
Abidjan), particularly since 2003 (civil war in Cote d'Ivoire). Transit traffic has expanded 
rapidly both in physical and value terms. 

The following figures summarise recent trends in transit traffic volumes by country of origin – 
destination, from/to Tema and Takoradi.  
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Figure 6: Tema transit by country of origin/destina tion 

 

 

Figure 7: Takoradi transit by country of origin/des tination 

 

This trend represents a 10 to 15% average increase per year.  

However, most of the traffic is bulk, as only 15% of imports are in containers.  
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5.3. A state-of-the-art Ghanaian system 

Unlike domestic national road transport, the transit sector is benefiting from top-of-the-range 
transit management systems.  

In 2001 a new system, the Ghana TradeNet was established to provide fully integrated 
customs management software connected to a network with various operators who interact 
with customs in the processing of import and export transactions to and from Ghana.  

In 2003 Ghana moved away from the use of ASYCUDA for processing customs declarations. 
It adopted and modified a direct trader input system which is able to integrate the processing 
of import and export transactions into one system thereby providing data on all import and 
export transactions from one source. The Ghana TradeNet is made up of two main 
components:  

1) The Ghana Customs Management System (GCMS):  manifests and Single 
Administrative Documents (SAD) are electronically received and automatically 
processed.  

2) The Ghana Community Network (GCNet):  a platform enabling GCMS to share data 
and other relevant information with all the parties involved in the processing of trade 
documents and customs clearances. The GCnet is a joint venture company specially 
created to launch the Community Network (GCNet). It was established on a PPP 
(public and private partnership) model by SGS (inspection, verification, testing and 
certification company) and ECOBANK (70%), as well as government and other public 
and private organisations (30%)  

 

5.4. The Ghana Community Network stakeholders 

The GCNet Community involves key stakeholders from various organisations:  

� Ghana Customs Excise and Preventive Services (CEPS) is the state organisation 
responsible for the collection of taxes levied on imports, exports and some locally 
manufactured goods. Its mains role is to monitor and control movement of transit goods to 
prevent diversion into the local market, and to divert both revenue and security risks to the 
host nation. 

� Ghana Ports and Harbours Authority (GPHA). Transit related issues: setting up an inter-
ministerial committee on transit. Stakeholder awareness. Implementation of the ISRT 
convention. Registration of transit trucks. The 2:1 cargo sharing between transit and host 
country transporters. Port Advisory Committee quarterly meetings. Setting up customer 
service points at both ports. Opening of the Ouagadougou Representative office in 
January 2003.  

� Ghana Shippers’ Council.  

� Inspection Companies (SGS).  

� Freight Forwarders/Clearing Agents: Maersk, SDV, Panalpina and Exel and Shipping 
Lines: Mitsui O.SK. lines. MsC, Maersk, OT Africa Line, Delmas and P&O Nedlloyd. 

The Ghana Statistical Service has also been connected to the network and therefore can 
directly access trade data. Trade information from the border station, not yet connected to the 
network, is presented on hard copy declarations to the Statistical Service. Information on 
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these declarations is then keyed into the national trade database. International trade data and 
other information that has been gathered allows for periodic reports to be prepared for the 
Ministry of Finance, the Revenue Agencies’ Governing Board and CEPS management. 

There is also a Committee of about 70 people, including members from MORHA (DFR and 
DUR road departments) as well as banks and insurance companies.  

 

5.5. State-of-the-art procedures (single window) 

The Ghana Customs Excise and Preventative Service (CEPS) has introduced a new system 
for goods transiting through Ghana. The operation started in September 2006. The new 
system is a single-window ICT-based system delivering rapid and less bureaucratic transit 
clearance procedures as well as better management of transit risks and errors: reduced error 
rate, sped-up clearance time, and reduced face-to-face contact between traders and 
government agents in order to enhance transparency. 

The GCNet has its own private communication network, such as fibre optics between 
customs and GCNet, radio links with customs collections stations, and a dedicated leased 
lined (because of weaknesses in the national network).  

 

Figure 8: Illustration of the Ghana Community Netwo rk 13 

 

In comparison with the previous situation, this system has very significant advantages. 

                                                      

13 Illustration provided by GCnet 
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. 

The results are eloquent:  

� Processing time fell from 2-7 days to 2 minutes 

� The number of documents required for clearance fell from a maximum of 30 to 1 

� Transactions rose from 10,000 per day to 30,000 per day 

� Trade forwarders estimate that they saved 20-35% of transaction costs 

� Customs duty and excise tax revenues enter the Treasury’s coffers immediately rather 
than after a long delay 

� Trade statistics are prepared in a prompt manner 

� Traders can lodge information with a single body to fulfil all import and export related 
regulatory requirements and the number of transactions is reduced to a minimum. 

 

5.6. Procedure principles 

GCNet is responsible for the following activities:  

� Electronic submission of master manifests by shipping agents and airlines 

� Electronic submission of house manifests by forwarding agents/consolidators  

� Electronic submission of customs declarations by clearing agents or self-declarants  

� Payment of duties and taxes confirmed electronically by the banks  

� Electronic transmission of customs clearance approvals to terminal operators  

� Electronic transmission of delivery orders from shipping agents to terminal operators  

� Integrated system for the sharing of files between customs officers  

� Transfer of electronic messages between customs, traders and other parties concerned  

� Import, export, warehousing, free zone and transit operations 
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5.7. General principle and key elements of i-Transit 

The electronic procedures of the Ghana Customs Excise and Preventive Service (CEPS) are 
only permitted at approved entry points. This must be separately and specifically reported on 
the manifest.  

Customs have access to GCMS and therefore can check declarations related to 
consignments leaving the port area, but also follow goods in transit under one of the 7 
different regimes (exports, imports, temporary and international transit, etc.).  

The system uses a guarantee bond or cash deposit as collateral. Invoices accompanying the 
declaration help to determine the value and corresponding duties. Trucks under bond are to 
travel on approved roads and report at designated customs stations. A satellite tracking 
system, introduced in August 2007, is part of the system. This process, which depends on the 
physical infrastructure at a given site, takes on average between one hour and two days. 

Goods in transit benefit, generally, from a reduced tariff for the transit (structured to the 
advantage of the transit operator).  

The following scheme illustrates the key elements of the i-transit system:  

 

Figure 9: i-transit key elements 14 

 

5.8. Submission of a manifest: principle 

When a vessel arrives at any of the ports connected to the TradeNet, the master sends the 
manifest to customs by means of Front-End Software (FES) through GCNet. The manifest 
officer reviews and integrates the manifest into the GCMS and sends acknowledgements to 
the master of the vessel along with the rotation number of the vessel, automatically generated 
by the system. 

                                                      

14 Source: GCnet. http://www.ghanatradenet.com 
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Figure 10: Electronic submission of a manifest 

 

5.9. Submission of a declaration: principle 

Similar to shipping and airlines, declarants use the Front-End Software installed on their 
workstations to send declarations through the GCNet to customs (GCMS). GCMS validates 
the declaration at four levels:  

1) Checks the declaration with the manifest  

2) Checks the reference codes  

3) Computes taxes and duties  

4) Filters through the selectivity module  

Depending on whether the declaration has been selected by GCMS, the declarant submits his 
declaration, together with the supporting documents, to the Document Verification Officer 
(DVO) or the Compliance Officer as the case may be. If no discrepancy is found, the officer 
authorises the consignment to be released from the Customs charge. Otherwise, if any 
discrepancies are revealed, the declarant is contacted. The document verification officer 
(DVO) refers to the Compliance Officer (CO) for an additional review and further 
investigations by the Examination Officer (EO), who physically checks the contents of the 
containers in the presence of the declarant to ensure no violation has occurred. When the 
examination has been completed, the Examination Officer (EO) may approve the release of 
the consignment or refer to the Customs Offence Report office (COR) for the required 
corrective measures, if any, to be carried out. 

In most cases, the time taken to validate a declaration is less than one minute. When all 
levels have been successfully processed, the declaration is validated and a legal declaration 
number is generated.  

Once a declaration has been validated, there are three possible options that the declaration 
may have to go through:  
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1) Declaration rejected: when errors are detected during the validation process, GCMS 
rejects the declaration. The causes of rejection are listed and sent back to the 
declarant for correction and resubmission.  

2) Declaration validated and not selected by the Risk Assessment Module: in cases 
where the Risk Assessment Module finds, upon checking against reference tables, 
that the consignment is medium or low risk, GCMS sends a response back to the 
declarant stating that the declaration has not been selected for further scrutiny. This 
declaration is then referred by GCMS to the Document Verification Office for 
processing.  

3) Declaration validated and selected by the Risk Assessment Module: where the Risk 
Assessment Module finds, upon checking against reference tables, that the 
consignment is medium to high risk, GCMS sends a response to the declarant stating 
that the declaration has been selected for an additional review and that the 
declaration has been referred to the Compliance Office.  

Upon receipt of the customs response from the GCMS, the declarant may print a copy of the 
declaration from his FES at his office. The declarant then attaches all documents relating to 
the declaration ready for submission to customs and then proceeds to any of the receiving 
banks and settles all duties and taxes due. The bank confirms payment electronically from its 
FES to the GCMS through the network. This notification is a prerequisite for further 
processing of the declaration by customs. 

 

 

Figure 11: Electronic submission of the customs dec laration 
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5.10. Manual vs. electronic processing in progress 

Electronic processing procedures applied to import and export: automated method of 
processing declarations account for almost 96% of the volume of imports and exports in 
Ghana.  

All nine major entry points use automated systems in processing declarations, including 
Elubo, Aflao, Tema and Takoradi.  

Procedures are interlinked in various ways; the transactions in one procedure may lead to 
other transactions in related procedures. For example, if 4 is the code for home consumption 
and 7 the code for warehouse, then 47 will be home consumption following warehouse. 

Among the 49 frontier stations that are spread out along the borders, there are currently 9 that 
are automated, and 3 others have been earmarked for automation. Other small border 
crossings still use manual modes due to difficulties in infrastructure and thus continue to 
process declarations manually. 

 

5.11. Inspection & classification and valuation of commodities 

The Ministry of Trade, Industry and Presidential Initiative has contracts with Destination 
Inspection Companies (DIC) in Ghana, which inspects documents on consignments and 
issues reports of findings to be used by customs when assessing declarations. The values on 
the invoices are compared with those in the Transaction Price Database (TPD) of the 
Destination Inspection Companies. The companies may confirm prices with their counterparts 
in the exporting country or even with the suppliers. Where the prices of the commodities 
cannot be confirmed, the other WTO rules of valuation are applied. A report of findings known 
as the Final Classification and Valuation Report (FCVR) is issued by the inspection company 
to accompany the declaration to customs. 

 

5.12.  Challenges / problems in the Transit sector15) 

While there has been an increase in transit traffic and revenue, there are still some 
challenges ahead, such as:  

� Overloading and destruction of roads  

� Indiscriminate parking of cargo trucks  

� Social impacts in and around the ports, as well as along the road 

� Diversion of goods (commercial fraud, especially by shadow freight forwarders) 

 

 

                                                      

15 Source: Mike Griffin, Ghana Ports And Harbours Authority 
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6. Road Transport Industry Competitiveness 

6.1. Introduction 

The financial viability of an owner-operator depends on many inter-related factors. These 
factors include the total costs of operations, pricing strategies and the extent to which the 
capacity of the vehicle is used. 

When studying road transport finance and economics, data is required based on three 
essential factors: 

� The type of markets served: which market segment is intended for business development 
and how much cargo is available, taking into account the intensity of competition (level of 
supply already present in the wanted segment 

� The costs: costing all elements that will be incurred in running the transport business in a 
given market segment and how these costs can be controlled  

� The price: which rates will attract customers but be sufficient to reach a desired level of 
profitability 

This will form the basis of the following sections in an attempt to examine, on the basis of the 
context previously described, the economic characteristics of the industry, the resulting cost 
structure of the industry and the profitability level of long-distance road transport. 

 

6.2. The type of markets served  

A newcomer intending to make money in the trucking industry will firstly need to have an idea 
of the aspects to be taken into account for costing/price-determining estimates, including: 

� Type of vehicle 

� Type of market distances (national/international/cross-border) 

� Place (or country) of origin/destination 

� Distance 

� Special routing (e.g. distribution or joint cargo) 

� Type of customer (regular or incidental) 

� Availability of return cargo 

� Weight of cargo 

� Type of cargo 

� Packaging 

� Inclusion of loading and unloading services 

� Time of trip and waiting 

Once an operating segment has been chosen from the variety of transport activities available, 
an estimate of the potential amount of trips and loading factors is carried out.  



Egis Bceom International  

 

Page 52 Integrated Transport Plan for Ghana 

Volume 9: The Road Transport Sector in Ghana Final report 

 

It is difficult to predict the volume of work available in the road transport industry and, for 
some operators, contracts may be necessary in order to obtain financing for the vehicle.  

As previously mentioned in the report, most of the carriers concentrate on FTL services from 
coastal areas to inland locations.  

It is in the owner-driver's best interest to obtain as much information as possible on the 
market in which it is intended to operate. Available sources of advice include the industry 
unions, freight forwarders and brokers.  

In this area of economics, as in the other road transport areas, available reliable information is 
extremely scarce and thus it is difficult to generate any accurate analysis of the industry. 
Information and data is mainly obtained from discussions with drivers and unions as well as 
from some recent studies, namely the study carried out by GHA on vehicle operating costs’ 
input to HDM4.  

 

6.3. Costs incurred in operating the transport business  

Once a decision has been made regarding the type and structure of the business and a 
demand for the intended service has been identified, the profitability of the business must be 
established.  

This requires firstly estimating the costs of operating the trucking business.  

Industrial vehicles made by several different manufacturers are suitable for the proposed 
operation, so prices should be negotiated with as many dealers as possible to obtain the 
cheapest quotation consistent with the required quality of the vehicles. At the same time, a 
choice must be made whether to buy a new vehicle or second-hand one. 

As mentioned in previous sections, most vehicles in the market are second-hand, especially 
in the freight market.  

Once the most suitable vehicle has been selected, alternative methods of financing the 
vehicle need to be considered. The cheapest financing method should then be calculated and 
added to all other cost components to determine the total operating cost. 

 

6.4. The structure of the operating costs 

Finance payments are only a part of the total operating costs. 

Total costs will naturally vary according to the type of vehicle considered necessary for the 
selected transport market activity.  

The various cost estimate components can be grouped in a number of ways. The following is 
typical and currently being used: 

� Variable costs relate to the distance travelled (often called running costs)  

� Fixed costs are those that are incurred regardless of whether the truck is used or idle 

It should be emphasised that costs may vary according to the vehicle type and specifications 
(routes travelled, driving style, type of cargo, etc.) as well as the level of competitiveness in 
the selected sector, the imbalance between supply and demand, and the rate of empty return.  
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6.4.1. Input data 

Data collection is concentrated on the Accra-Tema to Kumasi route and relates to the 
following: 

� New vehicle prices (as well as used vehicles with similar characteristics) 

� Tyre prices (as well as used tyres of similar sizes) 

� Fuel prices  

� Maintenance estimates 

� Crew wages 

� Annual overhead costs 

The input data collection form can be found in Appendix.  

Data on the prices and basic features of representative vehicles (new vehicles) can be taken 
from the previously-mentioned GHA study (collected from vehicle manufacturing 
representatives and agents in the country). 

This has been complemented with field studies and interviews with a sample selection of 
vehicle operators, including timber companies, larger truck companies, some small owner-
operators, transport unions, vehicle importer/distributors, and tyre distributors. 

Most unit costs were obtained in US$. However, a few unit costs were in Euro which were 
converted to US$ at an exchange rate of Euro 1.00=US$ 1.31. For the calculations to be 
expressed in a single unit, the unit cost obtained in Cedis were also converted to US$ at the 
prevailing exchange rate of GHC 1.24=US$ 1.00. 

Vehicle prices 

Many used-vehicles are imported from Europe, Asia and America for further use in Ghana. 
Most of these used-vehicles either developed minor faults or were salvaged vehicles from 
their country of origin. They are repaired and put on sale in the Ghanaian market. 

However, it should be noted that the new vehicle sector is growing quickly with the 
introduction of numerous motor loan and financing plan facilities from the banking sector.  

The estimate takes different taxes on vehicles prices into account, such as import duty and a 
Value Added Tax (VAT) of 12.5% calculated on the duty-inclusive value of all imported 
vehicles. Moreover, a 0.5% tax is levied on the CIF value of non-ECOWAS imports, and the 
0.5% Export Development and Investment Fund levy and 2.5% NHIL on all imports. All these 
taxes are so far being paid by commercial vehicle owners, including V.A.T on fuel which is not 
reimbursed, although carriers are not the final customers (no deduction on VAT has been 
considered thus far in Ghana). 

Other taxes on vehicle operations 

Other taxes on vehicle operations include:  
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� Vehicle Registration: a registration fee is paid when a vehicle is first acquired, and can be 
regarded as a permit to own a vehicle. Registration is accompanied by a vehicle 
inspection, for which the owner does not have to pay. The registration fee is a charge for 
vehicle ownership and not vehicle use.  

� Vehicle Use Fee: the second tax is an annual, or biannual in the case of commercial 
vehicles, fee for permission to use the roads. The tax, with a vehicle inspection, is 
collected by the DVLA and, as with the registration fee, the level is set by Parliament. 

� Tolls are levied on some major roads, bridges and on ferries operated by GHA. In 2004 
road and bridge tolls raised US$ 1.75 million, a similar amount to vehicle user fees. 
Common toll for both roads and bridges (2004) has remained unchanged since 1998 
ranging from 200 cedis for a car to 500 cedis for the heaviest truck category. 

� Transit fee: transit fees are collected by CEPS at a number of border crossing points and 
paid monthly into road fund accounts held in commercial banks. Transit fees in Ghana 
were increased in 2002 and now range from the equivalent of US$ 12 for car to US$ 35 for 
the heaviest truck category. 

Crew costs 

These are the wages given to of commercial vehicle drivers and assistants (mates).  

Data was collected from independent private transport operators in Accra, Takoradi and 
Kumasi and a major commercial bus operator. The few interviews that were conducted 
indicate that most commercial drivers of passenger cars, as well as small and medium buses, 
do not receive regular wages but receive trip-based payments and allowances. For example, 
supposing a taxi driver works 21 continuous days in a month, he receives wages equivalent to 
a two-day sale for the month. Driver assistants and mates, who are often apprentices, only 
receive trip allowances which are sometimes paid by the driver out of his daily earnings. 

It is impracticable, due to the scarcity of data, to undertake a detailed study on wages as well 
as other factors for each of the vehicle types on roads, which would be representative of 
Ghana. However, for the purposes of this study, an estimate on operating costs has been 
carried out for typical second-hand vehicles working on long-distance markets. This is shown 
as follows: 

Passengers: Medium coach/bus: 46 seat capacity; two axles, 6 tyres, second-hand, 
purchased for US$ 45,000, partially financed by a loan paid at the usual interest rate charged 
by a commercial bank which is 29.5% and a residual value is 10% of the initial value. 

Truck: 20 ton capacity, six-axles (prime-mover and semi-trailer), second-hand, purchased for 
US$ 60,000, partially financed by a loan paid at the usual interest rate charged by a 
commercial bank which is 29.5% and a residual value is 10% of the initial value. 

The input data, collected as inputs of the average vehicle for both the passenger and freight 
transport sector, can be found in Annexe 2. 
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6.5. Results: operating costs for selected vehicles 

Once variable and fixed costs have been estimated, total annual costs per vehicle kilometre 
can be calculated, depending on the annual distance travelled by the vehicle. 

 

Table 15 : Intercity bus average vehicle operating costs 

VARIABLE COSTS (US$/km) FIXED COSTS (US$/day) 

Intercity bus         

Fuel 0.01 US$/km Insurance (vehicle)  0 US$/day 

Tyres 0.02 US$/km Insurance (payload) 14 US$/day 

Maintenance 0.13 US$/km Taxes 1 US$/day 

      Financing cost 25 US$/day 

      Renewal cost 8 US$/day 

Subtotal 0.16 US$/km   48 US$/day 

DRIVER            

Incentives  0.00 US$/km Remuneration 5 US$/day 

Per diem  0.00 US$/km Social contribution 0 US$/day 

TOTAL DRIVER 0.00 US$/km   5  US$/day 

OVERHEADS 

(or driver-owner)         

TOTAL overheads     General costs 5  US$/day 

TOTAL 0.16 USD/km   58 US$/day 

 

The resulting cost is 16 US cents of a dollar per kilometre (variable cost) and US$ 58 per day. 
As regards profitability, this will be discussed in another next section.  

The same calculation has been made for the selected truck resulting in the following 
operating cost.  
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Table 16 : Prime-mover and semi-trailer vehicle ope rating costs 

VARIABLE COSTS (US$/km) FIXED COSTS (US$/day) 

TRUCK           

Fuel 0.04 US$/km Insurance (vehicle)  0 US$/day 

Tyres 0.10 US$/km Insurance (payload) 0 US$/day 

Maintenance 0.16 US$/km Taxes 1 US$/day 

      Financing cost 32 US$/day 

      Renewal cost 11 US$/day 

Subtotal 0.30 US$/km   45 US$/day 

TRAILER           

Tyres 0.21 US$/km Insurance (vehicle) 1 US$/day 

Maintenance 0.04 US$/km Insurance (payload) 0 US$/day 

      Taxes 1 US$/day 

      Financing cost 11 US$/day 

      Renewal cost 3 US$/day 

Subtotal 0.25 US$/km   15 US$/day 

 TOTAL VEHICLE 0.55  US$/km   60 US$/day 

DRIVER           

Incentives 0.00 US$/km Remuneration 5 US$/day 

Per diem 0.00 US$/km Social contribution 0 US$/day 

TOTAL DRIVER 0.00 US$/km   5  US$/day 

            

OVERHEADS 

(or driver-owner)         

TOTAL overheads     General costs 6  US$/day 

TOTAL 0.55 US$/km   72 US$/day 

The resulting cost is 55 US cents of a dollar per kilometre (variable cost) and US$ 58 per day. 

An increase in the annual distance travelled means an increase in the total vehicle costs per 
kilometre. However, the average vehicle cost per kilometre falls as annual distance travelled 
increases. This fact is reflected in the industry through attempts by operators to maximise 
annual distance travelled, even though this may not always be the most profitable strategy. 

Depending on the main roads taken and hours worked, for example, most long-distance 
interstate owner-driver vehicles travel approximately 75,000 kilometres each year. At this rate, 
in the current operating conditions previously described, an owner-operator may be working a 
maximum of 250 days/year.  
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6.6. Having completed an estimate of total annual costs, the potential owner-driver 
Operational strategy and profitability 

is not yet in a position to make sure that its proposed business will be profitable. The financial 
viability of an owner-operator depends on many inter-related factors. These factors include 
the total costs of operations, as well as pricing strategies and the extent to which the capacity 
of the vehicle is used. 

The following examples are used to illustrate the profitability for a potential owner-driver 
contemplating the operation of a six-axle prime-mover and semi-trailer in a round trip on 
Tema–Kumasi road, under typical present conditions and are summarised as follows:  

 

Table 1:  Operating cost and revenue estimates 

 

In these conditions, the amount of units carried (sold) are equivalent to 6,789 ton-kilometres 
(0.125 tons carried over a distance of 543 kilometres). The price is set at US$ 0.115/ton-
kilometre (US$ 726 per round trip). The resulting profit is US$ 18.5 (2.5% of the annual profit 
margin). 

Through the analysis of the proposed road transport project, profitability can be estimated.  

The question then to be considered is how many kilometres per year, in this context, are 
necessary to break even? Clearly, the potential operator should not proceed to buy the 
vehicle as the operation is not profitable when driving less than 75,000 km/year. In this 
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context, the vehicle should be performing more than 100 trips per year for the owner to make 
enough profit. However, this means that instead of 5 days per trip, it should take the vehicle 
approx. 2 days per round trip, which seems to be a very difficult challenge.  

The potential operator should not proceed to buy the vehicle as the operation is not profitable. 

Another way to help solve this problem of breaking even is to look at the business differently, 
e.g. introducing other operating techniques such as the LTL model instead of FTL where the 
vast majority of operators concentrate. 

In the LTL market it is easier to assume that revenue estimates as load factors, which are 
very sensitive in break-even analyses, are higher, for instance, if the trucks are overloaded by 
more than 50% on a trip to Kumasi and some partial loads are found on the return trip, break 
even can be reached with much less than 100 trips per year.  

Alternatively, the operator could just break even by increasing the rates per ton-kilometre. 
Everything depends on finding cargo-owners willing to pay more. But the FTL is oversupplied, 
and unfortunately, this creates strong pressure for market prices to be extremely low. 

To conclude, the analysis highlights the significance of load factors to the competitive position 
of road transport operators. The financial viability of such operators, over time, can be very 
much dependent on consistent use of vehicle capacity throughout the year.  

Unfortunately, many owner-drivers and firms operate with unreasonable transport patterns 
and rate quotations set at extremely low levels. However, by making use of total carrying 
capacity, total operating costs can be distributed over freight carried on a circular route which 
regularly generates cargo. 

On the other hand, the analysis also highlights the need for understanding that an effective 
pricing strategy to collect freight by the owner-driver not only depends on single individual 
decisions, but on the whole sector moving towards better and efficient operating techniques, 
while enabling best pricing strategies which are vital to the continued existence of owner-
operators. 

The latter also applies to the passenger sector. However, as previously indicated, the market 
demand in terms of passenger-kilometres increases every year, without any special effort 
from carriers as the population is increasing and urbanisation is expanding. On the other 
hand, passenger flows are naturally balanced, so the critical issue of back loads does not 
affect the sector as is the case in the freight transport sector.  

The following example is used to illustrate the profitability for a potential owner-driver 
contemplating the operation of a medium bus on the Accra–Kumasi road. Under typical 
present conditions, the results can be summarised as follows: 
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Figure 12: Break-even analysis 
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Annexe 1: People met  
 

Name Entities/people and places Position 

Matthew HAYFORD GRTCC General Secretary 

 Justice AMEGASHIE  DVLA CEO of the DVLA  

George ACKOM DVLA 
Director (Vehicle Inspection & 
Registration) 

Cheyuo WIEMAA-MUSAH DVLA 
Director (Driver training, testing & 
licensing) 

Edmund CHEYUO DVLA Assistant Director, DVLA 

Bernard Abeiku Arthur Urban Transport Project  
Head of the Institutional Development 
Unit 

Mr Alhaji E.A. TETTEH 
GRPTU 
Greater Accra Regional 
Secretariat 

Regional Chairman 

Josephine MANU MOHRA Legal Officer 

Chris Holden Gcnet Operations manager  

Alwyn Hoegerle Gcnet General Manager 

A.M Ghani 
Ghana Haulage Transport 
Drivers Association (GHTDA) 

Director 

Member of the Ghanaian Trade 
Facilitation Committee  

Ath. Mohammed Tanko 
National Cargo Transport 
Association 

National Chairman 

Ath. Abubakar Musah 
National Cargo Transport 
Association 

Chairman 

Ath. Ibrahim 
National Cargo Transport 
Association 

Vice-Chairman 

Ath. Mohid Ameen 
National Cargo Transport 
Association 

Secretary 
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Annexe 2 : Operating Cost Input data  
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