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ABSTRACT 

Africa’s non-competitive trade and consequential socioeconomic problems have long been a topic 

for research and investigation. The Southern African Development Community (SADC) is a 

textbook illustration of this economic dilemma. Many researchers and organisations, such as the 

World Trade Organization (WTO), regard trade facilitation in the form of faster customs and border 

procedures as the solution. To determine the role of customs and border procedures in regional 

trade, we examined the potential effect of faster export times in the region with the construction 

of a Global Trade Analysis Project (GTAP) model. Following this analysis, the proficiency of co-

ordinated border management (CBM) as a possible trade facilitation instrument was investigated, 

by sourcing and analysing transaction-level data at a specific South African border post. Finally, 

we presented the current regulatory position on customs and border procedures in the SADC 

region. 

The result of the GTAP analysis in the first study indicated that a 50% improvement in export 

times will influence the gross domestic product positively in many respects; with a total welfare 

gain estimated at around US$28.6 billion for the region. Almost all sectors will experience a 

positive effect and export markets can become more diverse, which are essential elements for 

successful global trade. The second study illustrated that CBM, as a possible trade facilitation 

instrument, has the potential to expedite border clearance times to the levels required to achieve 

the aforesaid results. Lastly, considering the South African Customs Control Act (31 of 2014) as 

an example of the most recent legislation in the region, offered the insight that SADC members 

are adhering to global calls of the customs community to acknowledge trade facilitation in their 

national legislation, indicating vital political support. These results demonstrate that faster border 

clearance times can have a significant impact on prosperity in the SADC region and that some 

components to achieve success are already being considered, organised and implemented in the 

region. Better co-ordination between neighbouring countries, specifically in border procedures, 

can help to achieve better regional trade performance. 

 

Key terms: co-ordinated border management (CBM), customs, one-stop border post, Southern 

African Development Community (SADC), trade facilitation 
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OPSOMMING 

Afrika se nie-mededingende handel en gevolglike sosio-ekonomiese probleme is lank reeds 'n 

onderwerp vir navorsing. Die Suider-Afrikaanse Ontwikkelingsgemeenskap (SAOG) is 'n goeie 

voorbeeld van hierdie ekonomiese dilemma. Baie navorsers en organisasies soos die 

Wêreldhandelsorganisasie beskou handelsbevordering, in die vorm van vinniger doeane- en 

grensprosedures, as die oplossing. Om die rol van doeane- en grensprosedures in Suider-Afrika 

te bepaal, het ons die moontlike effek van vinniger uitvoertye in die streek ondersoek met die 

konstruksie van 'n Global Trade Analysis Project (GTAP)-model. Na hierdie ontleding is die 

vermoë van gekoördineerde grensbestuur, as 'n moontlike handelsbevorderingsinstrument, 

ondersoek, deur die verkryging en ontleding van transaksievlakdata by 'n spesifieke Suid-

Afrikaanse grenspos. Laastens is die huidige regulatoriese posisie oor doeane- en 

grensprosedures in die SAOG bespreek. 

Die resultaat van die GTAP-analise in die eerste studie het aangedui dat 'n verbetering van 50% 

in uitvoertye die bruto binnelandse produk in baie opsigte positief sal beïnvloed, met 'n totale 

welsynswins geraam op ongeveer VSA$28,6 miljard vir die streek as geheel. Byna alle sektore 

sal positief beïnvloed word, terwyl die diversiteit van uitvoermarkte verhoog kan word. Alles is 

faktore wat noodsaaklik is vir suksesvolle wêreldhandel. Die tweede studie het geïllustreer dat 

gekoördineerde grensbestuur, as 'n moontlike handelsbevorderingsinstrument, die potensiaal 

besit om die tyd wat bestee word aan grensklarings te versnel tot op vlakke wat noodsaaklik is 

om bogenoemde resultate te behaal. Laastens, aangesien die Suid-Afrikaanse 

Doeanebeheerwet (31 van 2014) as 'n voorbeeld van die mees onlangse wetgewing in die streek 

beskou word, illustreer dit dat SAOG-lede die wêreldwye oproepe van die doeanegemeenskap 

nakom om erkenning te verleen aan handelsbevordering in hul nasionale doeane wetgewing wat 

wys op hulle politieke steun. Hierdie bevindinge demonstreer dat vinniger grensklaringstye 'n 

beduidende invloed op welvaart in die SAOG kan hê en dat sommige komponente om sukses te 

behaal reeds oorweeg, georganiseer en geïmplementeer word in die streek. Beter koördinering 

tussen buurlande, spesifiek in grensprosedures, kan bydra tot beter handelsprestasie in die 

streek. 

 

Sleutelterme: doeane, eenstopgrenspos, gekoördineerde grensbestuur, handelsbevordering, 

Suider-Afrikaanse Ontwikkelingsgemeenskap (SAOG) 

 

  



v 

LIST OF ABBREVIATIONS 

ADB   Asian Development Bank 

AEO   Authorised Economic Operator 

AfCFTA  African Continental Free Trade Agreement 

AfDB   African Development Bank 

AU   African Union 

BBR   Beitbridge border post 

CBM   Co-ordinated border management 

C-BRTA  Cross-Border Road Transport Agency 

CBSA   Canada Border Services Agency 

CGE   Computable general equilibrium 

CIF   Cost, insurance and freight 

ECA   Economic Commission for Africa 

ECE   Economic Commission for Europe 

EDI   Electronic data interchange 

EV   Equivalent variation 

FBB   Ficksburg Bridge border post 

FESERATA  Federation of East and Southern African Road Transport Associations 

FOB   Free on board 

GATT   General Agreement on Tariffs and Trade 

GDP   Gross domestic product 

GOL   Golela border post 

GRB   Groblers Bridge border post 

GTAP   Global Trade Analysis Project 

GVCs   Global value chains 

HS   Harmonized System 



vi 

ICT   Information and communications technology 

IMF   International Monetary Fund 

ITC   International Trade Centre 

JBC   Joint Border Committee 

JPR   Jeppes Reef border post 

KFN   Kopfontein border post 

KOM   Komatipoort border post 

LDC   Least developed countries 

MSB   Maseru Bridge border post 

OECD   Organisation for Economic Co-operation and Development 

OSBP   One-stop border post 

OSH   Oshoek border post 

PPP   Purchasing power parity 

QAC   Qachasnek border post 

RAM   Ramatlabama border post 

REC   Regional Economic Communities 

RKC   Revised Kyoto Convention 

SACU   Southern African Customs Union 

SADC   Southern African Development Community 

SAFE Framework SAFE Framework of Standards to Secure and Facilitate Global Trade 

SAIIA   South African Institute of International Affairs 

SAOG   Suider-Afrikaanse Ontwikkelingsgemeenskap 

SARS   South African Revenue Service 

SCT   Single Customs Territory 

SKH   Skilpadshek border post 

TFA   Trade Facilitation Agreement 

TFAF   Trade Facilitation Agreement Facility 



vii 

TMEA   Trademark East Africa 

TMSA   Trademark Southern Africa 

TRALAC  Trade Law Centre 

UNCTAD  United Nations Conference on Trade and Development 

UNDP   United Nations Development Programme 

US   United States 

USAID   United States Agency for International Development 

VLD   Vioolsdrif border post 

VOC   Voucher of correction 

WCO   World Customs Organization 

WTO   World Trade Organization 

  



viii 

TABLE OF CONTENTS 

PREFACE .................................................................................................................................. I 

ABSTRACT ............................................................................................................................. III 

OPSOMMING........................................................................................................................... IV 

LIST OF ABBREVIATIONS ...................................................................................................... V 

CHAPTER 1: INTRODUCTION ................................................................................................. 1 

1.1 Background to the study .................................................................................. 1 

1.1.1 Trade facilitation ................................................................................................. 2 

1.1.2 Co-ordinated border management ...................................................................... 3 

1.1.3 The regulatory environment surrounding customs .............................................. 4 

1.1.4 Customs in the South African Development Community region .......................... 4 

1.2 Motivation for this research and the problem statement ............................... 5 

1.3 Research questions .......................................................................................... 6 

1.4 Objectives of this study ................................................................................... 6 

1.5 Research methodology .................................................................................... 7 

1.5.1 Data used in the study ........................................................................................ 8 

1.5.2 Geographic demarcation..................................................................................... 9 

1.6 Chapter division................................................................................................ 9 

CHAPTER 2: AN OVERVIEW OF TRADE FACILITATION AND ITS ROLE IN MODERN-

DAY TRADE ........................................................................................................................... 10 

2.1 Introduction ..................................................................................................... 10 

2.2 Literature review ............................................................................................. 10 

2.2.1 What is trade facilitation? .................................................................................. 10 

2.2.2 Historical overview of trade and trade facilitation .............................................. 12 

2.2.3 The Trade Facilitation Agreement ..................................................................... 14 



ix 

2.3 Trade facilitation instruments ........................................................................ 15 

2.3.1 Infrastructure .................................................................................................... 16 

2.3.2 Information and communications technology (ICT)  .......................................... 16 

2.3.3 Harmonisation of standards .............................................................................. 17 

2.3.4 Co-ordination practices of border procedures ................................................... 17 

2.4 Trade facilitation around the globe ............................................................... 18 

2.5 Trade facilitation in Africa .............................................................................. 20 

2.6 Conclusion ...................................................................................................... 21 

CHAPTER 3: INVESTIGATING THE ECONOMIC IMPACT OF REDUCED BORDER 

DELAYS IN SELECTED SADC COUNTRIES......................................................................... 22 

3.1 Introduction ..................................................................................................... 22 

3.2 Theoretical framework of trade facilition ...................................................... 23 

3.2.1 An overview of SADC trade and trade obstacles............................................... 23 

3.3 Methodology ................................................................................................... 26 

3.3.1 Methods of measuring trade facilitation ............................................................. 26 

3.3.2 Proposed method for this study ........................................................................ 27 

3.4 Data.................................................................................................................. 27 

3.5 The Dynamic GTAP model ............................................................................. 28 

3.5.1 Model, benchmark data, calibration and aggregation ........................................ 28 

3.5.2 Baseline projections .......................................................................................... 30 

3.5.3 Modelling a reduction in border delays in the SADC region .............................. 32 

3.6 Results ............................................................................................................ 34 

3.6.1 Macroeconomic implications ............................................................................. 34 

3.6.2 Trade and production implications .................................................................... 41 

3.6.3 Welfare implications .......................................................................................... 46 

3.7 Conclusion ...................................................................................................... 50 



x 

CHAPTER 4: INVESTIGATING CO-ORDINATED BORDER MANAGEMENT AS A 

MECHANISM TO ENHANCE TRADE FLOWS IN THE SADC REGION: A CASE STUDY 

OF KOMATIPOORT BORDER POST ..................................................................................... 51 

4.1 Introduction ..................................................................................................... 51 

4.2 Literature overview of the border effect and how it gave rise to 

increased border co-operation ...................................................................... 52 

4.2.1 Trade, borders and border management .......................................................... 52 

4.2.2 Co-ordinated border management as a tool to reduce border delays ................ 53 

4.2.3 Co-ordinated border management in Africa ...................................................... 55 

4.2.4 South African border management ................................................................... 58 

4.3 Methodology ................................................................................................... 61 

4.4 Results ............................................................................................................ 63 

4.4.1 Dataset A: Import times from September 2014 to September 2016 at the 

Komatipoort border post ................................................................................... 63 

4.4.2 Dataset B: Export and import times for Augustus 2017 at the Komatipoort 

border post ....................................................................................................... 66 

4.4.2.1 Time values of exports ...................................................................................... 67 

4.4.2.2 Time values of imports ...................................................................................... 69 

4.5 Discussion of the results ............................................................................... 73 

4.6 Conclusion ...................................................................................................... 75 

CHAPTER 5: EXAMINING THE ROLE OF LEGISLATION IN ADDRESSING BORDER 

DELAYS IN THE SADC REGION: THE SOUTH AFRICAN CUSTOMS CONTROL ACT 

(31 OF 2014) ........................................................................................................................... 77 

5.1 Introduction ..................................................................................................... 77 

5.2 A brief introduction to trade organisations and instruments ...................... 79 

5.2.1 International organisations and instruments involved in global trade 

facilitation ......................................................................................................... 79 

5.2.2 Complications surrounding the alignment of trade facilitation efforts in SADC

 ......................................................................................................................... 81 



xi 

5.2.3 The importance of effective domestic policy and legislation in the customs 

environment ...................................................................................................... 83 

5.3 Evaluation of the South African customs legislation ................................... 84 

5.4 South African customs obstacles ................................................................. 85 

5.4.1 Document handling ........................................................................................... 86 

5.4.1.1 Clearance declarations ..................................................................................... 87 

5.4.1.2 Supporting documents ...................................................................................... 89 

5.4.1.3 Invoices ............................................................................................................ 90 

5.4.1.4 Speed of handling documents........................................................................... 91 

5.4.2 Discrimination against certain traders ............................................................... 92 

5.4.3 Co-ordination .................................................................................................... 96 

5.5 Discussion and recommendations ................................................................ 98 

5.6 Conclusion ...................................................................................................... 99 

CHAPTER 6: SUMMARY, CONCLUSIONS AND RECOMMENDATIONS ........................... 102 

6.1 Introduction ................................................................................................... 102 

6.2 Review of the research ................................................................................. 102 

6.2.1 Main results of Paper 1 (Chapter 3) ................................................................ 103 

6.2.2 Main results of Paper 2 (Chapter 4) ................................................................ 105 

6.2.3 Main results of Paper 3 (Chapter 5) ................................................................ 107 

6.3 Contribution to research .............................................................................. 109 

6.4 Final words.................................................................................................... 110 

BIBLIOGRAPHY ................................................................................................................... 111 

 

  



xii 

LIST OF TABLES 

Table 3-1: SADC intra-regional trade 2007–2017 .................................................................... 24 

Table 3-2: SADC exports of goods and services as % of GDP in 2006 and 2016 .................... 25 

Table 3-3: Aggregated GTAP-9 countries/regions ................................................................... 29 

Table 3-4: Aggregated GTAP-9 sectors ................................................................................... 30 

Table 3-5: Baseline projections: Average annual GDP, population and labour force growth 

(%) 2011–2027 ...................................................................................................... 31 

Table 3-6: Trade-weighted average tariff equivalent of time savings per day, by product, 

2018–2022, in percentage ..................................................................................... 33 

Table 3-7: Decomposition (share) of trade facilitation impact on real GDP based on income 

(2018–2027) .......................................................................................................... 35 

Table 3-8: Impact of trade facilitation on macroeconomic variables (Average %-point 

changes, 2018–2027) ............................................................................................ 40 

Table 3-9: Impact of trade facilitation on exports at world FOB prices (Average %-point 

changes, 2018–2027) ............................................................................................ 42 

Table 3-10: Impact of trade facilitation on aggregate price of exports (Average %-point 

changes, 2018–2027) ............................................................................................ 43 

Table 3-11: Change in the destination of total exports (Average %-point changes, 2018-

2027)  .................................................................................................................... 44 

Table 3-12: Impact of trade facilitation on imports at world CIF prices (Average %-point 

changes, 2018–2027) ............................................................................................ 45 

Table 3-13: Impact of trade facilitation on output (Average %-point changes, 2018–2027) ...... 45 

Table 3-14: Impact of trade facilitation on welfare and its decomposition (Total $US millions, 

2018–2027) ........................................................................................................... 48 

Table 4-1: Total declarations for the top border posts in South Africa (2018) ........................... 59 

Table 4-2: Average import times for South African road border posts between 2014 and 

2016   .................................................................................................................... 60 

Table 4-3: Customs inspections at Komatipoort border post between 2014–2016 ................... 65 



xiii 

Table 4-4: Descriptive statistics for consolidated exports ......................................................... 67 

Table 4-5: Descriptive statistics for single loads (exports) ....................................................... 68 

Table 4-6: Descriptive statistics for groupage loads (exports) .................................................. 68 

Table 4-7: Descriptive statistics for accurate consignments (exports) ...................................... 68 

Table 4-8: Descriptive statistics for inaccurate consignments (exports) ................................... 69 

Table 4-9: Descriptive statistics for consolidated imports ......................................................... 69 

Table 4-10: Descriptive statistics for single loads (imports)...................................................... 70 

Table 4-11: Descriptive statistics for groupage loads (imports) ................................................ 71 

Table 4-12: Descriptive statistics for accurate transactions (imports) ....................................... 71 

Table 4-13: Descriptive statistics for inaccurate transactions (imports) .................................... 72 

Table 4-14: Descriptive statistics for no-inspections (imports) ................................................. 72 

Table 4-15: Descriptive statistics for inspections (imports)....................................................... 73 

  



xiv 

LIST OF FIGURES 

Figure 3-1: Percentage change in GDP growth rate (%) from 2018 to 2027 (Baseline vs 

Policy) ................................................................................................................... 36 

Figure 3-2: Cumulative percentage change in GDP, 2018–2027 ............................................. 37 

Figure 3-3: Cumulative GDP gains in 2018, 2022 and 2027 (US$ Millions) ............................. 38 

Figure 3-4: Relative changes (from baseline) in aggregate welfare (EV; US$ Millions) in 

2027   .................................................................................................................... 47 

Figure 3-5: Percentage share of each decomposed component to aggregate welfare 

change (2018–2027) ............................................................................................. 49 

Figure 4-1: Import times for Komatipoort between 2014 and 2016........................................... 64 

Figure 4-2: Not stopped and inaccurate consignments for imports at Komatipoort 2014–

2016   .................................................................................................................... 65 

Figure 4-3: Inspections of other government agencies at Komatipoort between 2014–2016.... 66 

Figure 5-1: Membership by country of Regional Economic Communities ................................ 82 

 



 

1 
 

CHAPTER 1: INTRODUCTION 

1.1 Background to the study 

According to the 2013 African Competitiveness Report, fourteen of the twenty least competitive 

nations were in Africa (World Economic Forum, 2013:7). In the 2018 Global Competitiveness 

Report, seventeen of the bottom twenty counties were in sub-Sahara Africa (World Economic 

Forum, 2018: viii). The question arises why so many countries on the continent find it difficult to 

compete internationally? The continent is deeply fragmented with mostly small, low-income 

countries and limited access to ports (Mbekeani, 2013:19). In population size, Africa is 

comparable to China; however, it represents 54 markets, whereas China represents and trades 

as only one (Deloitte, 2012:1). Another problem facing most of the African countries is the 

geographical distance from major markets on other continents. 

For decades, African countries have tried to transform their economies through regional 

integration (Barka, 2012:1) in the hopes of increasing market size and bargaining power (ECA, 

2004:23; Sahel and West Africa Club Secretariat, 2019). Increased intra-regional trade could 

alleviate the problem of physical distance, but is currently trending at a disappointing level of only 

17% of total African trade (Songwe, 2019). This serves as a good reason to believe that Africa is 

possibly still the least cohesive economic region in the world (Bilal et al., 2015:20). Initiatives to 

fast-track regional integration are, however, gaining momentum and one of the main objectives 

of the African Union (AU) is to establish a continental free trade area (Lopez, 2015:22). This 

agreement was signed on 21 March 2018 and entered into force on 30 May 2019 for the countries 

that ratified the agreement (TRALAC, s.a.). The objective of the African Continental Free Trade 

Agreement (AfCFTA) is to consolidate the continent as a single market, expand intra-African trade 

and enhance competitiveness (TRALAC, 2018:2). Commentators are sceptical, though. Despite 

a history of strong political support in favour of African unity, regrettably very little has transpired 

in terms of regional integration (Christianson, 2016; Ofa & Karingi, 2014:96). 

Although some regions are economically thriving, Africa has not optimally benefitted from 

international trade (Barka, 2012:1). African economies are confronted with high trade costs, lack 

of adequate infrastructure, complex customs and administrative procedures when moving goods 

across borders (UNCTAD, 2019:31). These high costs not only influence exports by making local 

goods more expensive and potentially less competitive, but also increase import costs, reduce 

consumer welfare and increase the costs of imported inputs (Portugal-Perez & Wilson, 2008:2). 

In contrast to Asia, the African market is kept fragmented by borders characterised by 

exceptionally slow customs procedures (World Bank, 2012:8). It is therefore no surprise that 

empirical evidence suggests that costs associated with customs and border procedures are 30% 
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higher, and document handling takes 25% longer in Africa than the global average (ECA, 

2013:10). Annual exports within the SADC region on the African continent, can be increased to 

US$400 million and globally to US$2 billion if cross-border delays are reduced by one day 

(Hoffman et al., 2016:263). 

Jordaan (2014:601) argued that many countries believe close proximity by itself will render them 

successful as an economic bloc, but trade agreements contribute very little to success if trade 

facilitation measures are not in place. Trade facilitation is therefore an important aspect to 

consider when planning regional trade relations (Jordaan, 2014:601). A good example of 

successful integration has been in Asia, which occurred mostly due to the successful 

implementation of trade facilitation initiatives. Trade costs were lowered across the region, 

thereby improving regional integration through increased cross-border trade and assisting in 

global export growth (World Bank, 2012:7). 

1.1.1 Trade facilitation 

Traditional trade patterns changed over the last couple of decades – influenced by a phenomenon 

called globalisation – giving rise to the rapid increase of goods moving between countries (Kieck, 

2010:3). The focus of international trade has moved away from the comparative advantage of 

nations towards global value chains (GVCs), also known as production chains (Escaith et al., 

2011:6). Initially, governments around the world liberalised trade by tariff reductions, but focus 

gradually moved towards non-tariff barriers and trade facilitation (Kieck, 2010:3). As a result, 

trade flow is primarily obstructed by real trade costs (Hoekman, 2014:3). Trade facilitation first 

became an area of interest at the World Trade Organization (WTO) in December 1996, as 

members agreed that timely movement of goods across borders would be beneficial to all 

members (Holler et al., 2015:7). Trade facilitation has since then grown to be a global subject of 

substance within a wide-range of international organisations like the World Customs Organization 

(WCO) and the WTO (Grainger, 2011:39). Although trade facilitation can be moulded into many 

different classifications and applications as will be discussed in chapter 2, for the purpose of this 

study, trade facilitation are viewed as any improvements to border practices to increase and 

enhance the movement of cargo though border posts.  

The importance of removing trade obstacles through trade facilitation has been highlighted in the 

last round of WTO negotiations when the Trade Facilitation Agreement (TFA) was formulated 

(WTO, s.a.-i). Studies show that border delays have a negative effect on exports (Djankov et al., 

2006:21), which is concerning when taking into account that Africa is one of the slowest cargo-

moving regions in the world (ECA, 2013:10). Costs associated with customs are also high and 

have been identified as a priority area (ECA, 2013:10). 
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1.1.2 Co-ordinated border management 

There are various trade facilitation instruments available to increase regional integration. One 

method to increase trade flow between countries is to improve border procedures. Examples of 

successful regional integration across Asia and South America all occurred partly with the 

implementation of better border control. 

Border agencies and supply chains are complex in nature and involve various role-players (Kieck, 

2010:5). Although global trade increase rapidly, border resources do not, and are even in decline 

(Aniszewski, 2009:8). Increased international trade could therefore benefit from a co-ordinated 

border approach where abundant information and technology can be used and shared to support 

limited resources (Kieck, 2010:5). To address this issue, various institutions have started referring 

to a concept that is  known as co-ordinated border management (CBM) (Polner, 2011:51). The 

WCO (2008:7) describes CBM as co-ordination and co-operation among authorities and agencies 

involved in border security, and regulatory requirements that apply to any movement across 

borders. While the WCO prefers the term CBM, other institutions use their own terminology 

(Polner, 2011:51). Irrespective of the label given to this concept, the basis remains the same, 

namely internal and external communication between role-players at border posts which are 

necessary to increase co-operation among these role-players and their available resources, and 

to support optimised border clearance (Aniszewski, 2009:9). 

One application of CBM is joint controls, which present economic benefits and enhance 

enforcement (Polner, 2011:51). It also offers an opportunity to authorities from both countries to 

perform controls simultaneously, which results in more efficient risk management (Polner, 

2011:51). One-stop control, also known as joint control arrangements or one-stop border posts 

(OSBPs), has been applied in Western Europe since the early 1960s. Both the Southern African 

Customs Union (SACU) (Kieck, 2010:6) and the Southern African Development Community 

(SADC) (C-BRTA, 2017:66) identified OSBPs as preferred trade facilitation instruments within 

their areas. An OSBP is currently operational at Chirundu between Zambia and Zimbabwe. 

Mozambique and South Africa signed an OSBP agreement in 2013 and are working towards 

implementation. South Africa is also engaged in discussions with Zimbabwe about having an 

OSBP at Beitbridge (Bowen, 2017). 

Successful implementation of CBM, like other trade facilitation programmes, requires strong 

political will as driving force, but also the full participation of the private sector in supporting and 

consulting roles, as they are ultimately the end-users of customs processes (Aniszewski, 2009:6). 
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1.1.3 The regulatory environment surrounding customs 

Institutions such as the WTO and WCO have created various instruments to establish a modern 

framework for harmonised customs control and simplified customs procedures worldwide. These 

instruments include the TFA, the Revised Kyoto Convention (RKC) and the SAFE Framework of 

Standards to Secure and Facilitate Global Trade (SAFE Framework). Implementation of 

international instruments are, nevertheless, domestically driven within countries. National 

customs legislation forms the building blocks for the success of international instruments and the 

importance of quality local regulation cannot be emphasised enough. Although trade policies can 

play various roles, focus is often placed on restrictiveness rather than liberation. South Africa is 

a member of both organisations and has had to align its customs legislation to these instruments. 

The Republic of South Africa’s customs legislation is currently contained in the Customs and 

Excise Act (91 of 1964) (South Africa, 1964). The purpose of the Act is to provide for certain 

levies, duties and taxes and to stipulate the prohibition and control of the importation, export, 

manufacture or use of certain goods and for matters incidental thereto (SARS, s.a.-b). It consists 

of twelve chapters and ten schedules and is administered by the Commissioner in terms of the 

South African Revenue Service Act (34 of 1997) (South Africa, 1997). This Act dates back to an 

era when focus was placed on tariffs and control although various amendments have been made 

over time to accommodate the ever-changing environment it governs (Marais, 2014). For the first 

time in almost 50 years, South Africa has promulgated new customs legislation, which will take 

effect on a date as proclaimed by the President. The Customs Control Act (31 of 2014) claims to 

offer balance between control, movement and trade facilitation, while also providing a basis for 

the implementation of other laws (South Africa, 2014b:2). 

National customs legislation forms the building blocks for the success of international instruments 

and the importance of quality local regulation cannot be emphasised enough. Although trade 

policies can play various roles, focus is often placed on restrictiveness rather than liberation 

(UNCTAD & WTO, 2012:64). With this in mind, the proposed legislation and its stance towards 

trade obstacles in South Africa should be explored. 

1.1.4 Customs in the South African Development Community region 

A good example of where trade obstacles block cross-border linkages within a region is SADC 

(Bronauer & Yoon, 2018; World Bank, 2012:7), which supports why this research, as presented 

above, is needed. This region was ranked low in the World Bank’s Doing Business Report, with 

the indicator ‘Trading across borders’ performing weakly overall (World Bank, 2014:7). Members 

of SADC, for instance, take 33.3 days to import and 28.3 days to export goods. This is significantly 

longer than in East Asia and the Pacific region, which requires only 20.2 days to export and 21.6 

days to import (World Bank, 2014:66). Beitbridge, one of the busiest border posts in Southern 
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Africa, is operating inefficiently, causing long delays and slowing down trade flow in the region 

(SAIIA, 2014:69). Much smoother operations are present at Komatipoort border post, but it is 

concerning that constraints are attributed to poor co-operation between the governments of South 

Africa and Mozambique (Bowland & Otto, 2012:3). This is a tell-tale sign of why ‘Factory Southern 

Africa’1 has yet to emerge, despite the fact that South Africa has the means to compete globally 

(World Bank, 2012:7). Persistent trade obstacles raise trade costs and create uncertainty, making 

it impossible to link GVCs within the region (World Bank, 2012:7). In the few instances where 

integrated systems had been developed, they were crippled by restrictive policies (World Bank, 

2012:7). 

For Africa in general, but more specifically for SADC, a key priority to focus on is improving 

customs procedures (ECA, 2013:10). However, with international trade increasing without 

accompanied growth in border resources, it is suggested that a more comprehensive approach 

be followed, such as CBM, when investigating border procedures. 

1.2 Motivation for this research and the problem statement 

If SADC countries were to take advantage of the regional trade opportunities, they would need to 

integrate more collectively to encourage the vertical specialisation necessary for GVCs to 

develop, thereby creating employment and promoting export diversification (World Bank, 2012:7). 

Examples of successful integration across other regions occurred partly with the implementation 

of better border control processes (World Bank, 2012:7). Better border control processes are thus 

one of the trade facilitation methods that can be used to increase regional integration. 

Border processes are unfortunately very complicated, and limited resources contribute to the 

struggle of coping with the ever-increasing volumes of international trade (Aniszewski, 2009; De 

Wulf & Sokol, 2005:5; Grainger, 2008:18; Kieck, 2010:5). A broader all-inclusive approach 

(McLinden et al., 2011:iv), such as CBM, is therefore believed to be more preferable as it involves 

the co-ordination and co-operation of all role-players at borders by sharing information, 

technology and resources to reduce waiting time and increase risk management (Kieck, 2010:5). 

This is consequently an important aspect of trade facilitation that needs to be investigated in the 

African context. Research on co-operation practices at African border posts and the 

implementation of CBM on the continent is, however, limited. Unlike Europe that introduced 

 

 

1 The concept of regional factories is that regions are tied together by production processes that work together in 
sharing resources, rather than competing against each other.  
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border post co-ordination practices as far back as the 1960s, it is still a relatively new concept in 

Africa, with the first OSBP implemented only as recently as 2009 (see section 1.1.2). 

The literature and the motivation presented above, support the conclusion that due to a 

problematic border clearance environment in SADC, the region struggles to capitalise from 

benefits presented through international trade. A need therefore exists to investigate the feasibility 

of CBM as a trade facilitation tool in this region as one possible method to reduce trade obstacles. 

1.3 Research questions 

The following research questions can be formulated based on the above-mentioned description 

of the research problem: 

1. What is trade facilitation and how can it be applied to overcome trade obstacles, 

specifically at border posts in Africa?  

2. Given the existing knowledge on the impact of trade facilitation on economic growth, 

what impact does time delays at border posts have on regional trade in SADC?  

3. As one-stop border posts, a form of co-ordinated border management, have been 

identified by SADC as preferred trade facilitation instrument, does it have the capacity 

to facilitate trade flows more effectively in the SADC region?  

4. To what extent does the regulatory environment, and specifically the recently 

published South African Customs Control Act (31 of 2014), enable co-ordinated 

border management in the region? 

1.4 Objectives of this study 

To answer these research questions, general and specific objectives are set for this research 

project.  

The general objective of this research is to examine the role of co-ordinated border management 

as trade facilitation instrument in selected SADC countries. Research suggests that a co-

ordinated approach might be more effective to facilitate trade; the potential impact of CBM as 

trade facilitation instrument will therefore be examined in the region. This research is important 

to introduce a national baseline for the implementation potential of CBM against the impact and 

magnitude of enhanced regional trade through more efficient border practices.  

The theoretical objectives of this research are to: 

1. offer an introduction to trade facilitation, discusses its historical background in the 

context of the customs environment, and explore  examples of case studies on gains 

from improving trade facilitation; 
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2. give an overview of time delays as trade barrier in the SADC region and examine the 

influence it has on regional trade; 

3. investigate the potential of the co-ordinated border management concept in the SADC 

region context by analysing data from Komatipoort border post which is in the process 

of converting to an one-stop border post; 

4. explore whether the Customs Control Act (31 of 2014), as the underlying regulatory 

framework, will be able to address customs issues currently experienced by South 

African traders, and to determine to what extent it will allow for, or hinder co-ordinated 

border management. 

The empirical objectives of this research are to: 

1.  use a computable general equilibrium (CGE) model to examine trade flow in the 

SADC region. This analysis will quantify the effects of possible improvement in trading 

times at border posts, and to measure the potential impact thereof on welfare and 

income distribution; 

2. to analyse data for Komatipoort border post and measure the efficiency of the co-

ordinated measures already implemented at this border post. 

1.5 Research methodology 

This research, pertaining to the specific objectives, approaches the investigation through three 

research papers, in the form of journal articles. 

Research suggests that trade facilitation could provide answers to trade problems on the 

continent. The first paper explores the effect of faster border clearance times in the SADC region. 

The paper starts by reviewing what other studies have found regarding the use of trade facilitation 

to reduce trade costs. The empirical analysis explores if robust trade facilitation analysis could 

assist trade negotiations by exploring potential outcomes and, in doing so, encourage 

commitment to agreements. 

Paper 2 focuses on CBM as trade facilitation instrument and offers a theoretical background on 

the relationship between trade and geographical borders. The paper investigates the role that 

this connection played in the development of CBM. In theory, this trade facilitation tool holds a 

great deal of promise. The objective of the analysis is to determine if this is true in practice and 

in a challenging environment like the SADC region. The planned method is to explore the timeline 

of a border post in the region with co-operation practices in place, or in progress, to understand 

the potential value that CBM applications could offer the region. 
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Countries increasingly realise the need for enhanced regulation to facilitate border reform (Polner, 

2011:49). The last paper investigates the regulatory environment surrounding border practices 

by focusing on the South African customs legislation with specific reference to trade obstacles 

identified at South African border posts. The literature review describes international and regional 

trade organisations and how national legislation forms a part of it. A discussion then follows on 

the South African regulatory landscape, exploring if the Customs Control Act (31 of 2014) will 

address border issues currently experienced at South African border posts. The methodology for 

this paper is literature research. However, empirical analyses were used in the first two papers, 

which required data. This is described in the next section. 

1.5.1 Data used in the study 

The first paper used the GTAP-9 database as base data and analysis tool to assess the possible 

effects of reduced border delays on countries in the SADC region. Global Trade Analysis Project 

(GTAP) data focus on tariff and quota barriers, but there was a need for estimating time costs in 

trade as well (Minor, 2013:20). Peter Minor created a global database of time values in his 2013 

study, Time as a Barrier to Trade: A GTAP database of ad valorem Trade Time Costs to bridge 

this gap (Minor, 2013). Two sets of data were thus used for this paper. The objective for using 

computable general equilibrium (CGE) models was the capability to examine trade flow in multi-

country regions, to quantify the effects of economic changes in advance, and to measure the 

impact on welfare and income distribution (Ivus & Strong, 2007:44). 

Studies quantifying the impact of trade facilitation are normally either econometric models, as 

used in the first paper, or cohort studies (TMEA, 2012:4). Cohort studies, unlike econometric 

studies which use country-level data, allow for the isolation of data for a specific instrument 

(TMEA, 2012:5). This better suited the research done in the second paper, as the intention was 

to explore the timeline of a border post to better understand the effect of CBM applications. No 

public database currently exists with data on border posts at a transaction level and research 

projects involve the collection of sample data directly from the source. It is consequently subject 

to the willingness of companies or organisations to partake in research projects. Data for this 

study are cross-sectional in nature and were collected from two sources; the resulting sample 

can be described as an availability sample. 

The first dataset of about 3.5 million entries contains import transactions from South African 

freight forwarders following an agreement between the North-West University and the South 

African Association of Freight Forwarders. It is transaction-level data that were generated from 

the interchange between the freight forwarders and the South African Revenue Service (SARS) 

for imports into the country between September 2014 and September 2016. The data are grouped 

in ten input factors, such as customs office and transport mode. The second dataset is comprised 
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of all transactions, for both directions of trade flow, recorded by a large clearing agency operating 

at the Komatipoort border post during the month of August 2017. Management of the company 

granted approval to use the data for this study’s purposes. Due to business intelligence, it was 

requested that the identity and the information be kept anonymous. 

1.5.2 Geographic demarcation 

Geographic demarcation for this study is not an easy task. To provide a complete view of trade 

facilitation in the form of co-ordinated border management, various concepts will be explored. 

This requires the combination of different study areas, each potentially requiring different data. 

The main focus is on the SADC region, however, due to the diverse nature of the chapters and 

the availability of data, the focus may differ per chapter. The data will be addressed and described 

within each chapter to clarify varying geographic foci within the study. 

1.6 Chapter division 

This PhD follows the article format as stated in section 1.5. The first two chapters aim to set the 

background and literature overview for the entire study, followed by the three articles in chapters 

3, 4 and 5. 

Chapter 1 provides the background, introduction and problem statement for this research. This is 

followed by Chapter 2, which contains a historical and investigative perspective on trade 

facilitation to understand how it can be applied to overcome trade obstacles. Chapter 3 (Paper 1) 

investigates the role of time delays as a trade obstacle in SADC’s cross-border trade and the 

impact it has from a regional perspective. To investigate if OSBPs, a form of CBM,  and trade 

facilitation instrument of choice in the SADC region, has the capacity to facilitate trade flows more 

effectively, Chapter 4 (Paper 2) explores this form of border post co-ordination and its application 

in the region, while Chapter 5 (Paper 3) examine the current regulatory status of customs and 

border procedures in the South African context to determine to what extent it enables the 

facilitation of trade through border posts in the region? Chapter 6 concludes this research. 
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CHAPTER 2: AN OVERVIEW OF TRADE FACILITATION AND ITS ROLE 

IN MODERN-DAY TRADE 

2.1 Introduction 

International trade inarguably involves border crossings (De Wulf & Sokol, 2005:xvii). In 2002, 

goods of over US$6.3 trillion crossed international borders (De Wulf & Sokol, 2005:ix). While 

some regions and countries seem to benefit and thrive through international trade, others appear 

to be struggling in the global trade arena. Since the classical period, the factors of international 

trade have been contemplated and a dual view of trade expressed (Irwin, 2001). While the 

benefits of global trade were acknowledged, it was also accepted that domestic interests could 

be harmed by foreign competition (Irwin, 2001). Today, international trade is believed to be 

beneficial to economic growth and continuous research offers a methodical framework for 

examining the underlying issues related to this diverse subject (Irwin, 2001; Makhmutova & 

Mustafin, 2017). 

It is generally accepted that a decline in trade costs will increase trade performance (OECD & 

WTO, 2015:35). Still, achieving such reductions is complex and some limitations, such as being 

a landlocked country, are impossible to change (Hoekman, 2014:4). Nevertheless, a large share 

of trade costs are being affected by policy and, as a result, the most focus has been placed on 

administrative practices (Hoekman, 2014:4). Many economies have benefitted from even small 

improvements in trade facilitation measures, as it reduces trade cost through two components, 

namely delivery cost such as transportation, and additional enforcement costs such as political 

or legal resources (Anderson & Van Wincoop, 2004:2).  

The purpose of this chapter is to meet the first objective by providing an introduction to trade 

facilitation, discusses its historical background in the context of the customs environment, and 

explore  examples of case studies on gains from improving trade facilitation as trade facilitation 

and the opportunities it presents to address trade problems might prove to be beneficial to 

countries, regions or continents struggling to compete.   

2.2 Literature review 

2.2.1 What is trade facilitation? 

There is a rich collection of literature available on trade facilitation and its effects on the economy. 

A significant constraint within the research, however, is a concise definition. Trade facilitation is 

a broad topic, which lends itself to various interpretations. Where Roy and Bagai (2005:4) view 
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definitions as continually evolving, Sengupta (2008:14) states that definitions are created in line 

with the entity or the researcher’s scope or purpose of the study. 

Hoekman (2014:4) in a study observed the differences in definitions by various organisations. He 

indicated that while the WTO perceives trade facilitation as the reform of border management 

processes, the Asia-Pacific Economic Cooperation also extends the definition to include policies 

affecting transport. The International Finance Corporation goes even further to include 

programmes that affect trade finance. Researchers also cavort with different definitions 

depending on the experimental design. Fink et al. (2002) investigated transport costs and port 

facilities, while Hummels and Schauer (2013) explored customs, and Hertel et al. (2001) 

considered e-commerce, to name but a few studies. The simplification of customs and border 

procedures to ensure fast imports and exports across borders, is the methodology followed by 

the TFA and appears to be the most popular definition for trade facilitation currently (Abdou et al., 

2019). 

From an economic point of view, trade facilitation could be seen as a measure to decrease the 

gap between export and import prices (Hoekman, 2014:5). This is achieved through the reduction 

of trade costs (Seetanah et al., 2016; Sengupta, 2008:184), which are the sum of the cost of 

physical transfer of goods and services, and the cost to fulfil the economic transaction (Anderson 

& Van Wincoop, 2004:2). The WTO defines trade facilitation in their glossary of terms as 

‘[r]emoving obstacles to the movement of goods across borders (e.g. simplification of customs 

procedures)’ (WTO, s.a.-j). Sengupta (2008:183) believes that narrow definitions create 

confusion and, in his view, a more appropriate definition for trade facilitation would be ‘a general 

category describing all such measures that reduce or eliminate impediments to trade within the 

bounds of national and global welfare policies’. 

Trade obstacles or impediments can generally be categorised as tariff and non-tariff barriers. 

Through globalisation, the initial focus to liberalise markets in the 1990s was placed on tariff 

reductions, but over the last few decades the focus has shifted towards reducing non-tariff 

barriers (Kieck, 2010:3), as international trade is currently limited mostly by actual restrictions, 

such as safety standards and quality constraints (Hoekman, 2014:3). The goal of trade facilitation 

is therefore to stimulate trade through the reduction of non-tariff barriers (Kieck, 2010:4). 

Trade facilitation can be regarded as a broad field of study. It is also multidisciplinary in nature, 

as it includes political, economic, business, administrative, technical, technological, financial and 

legal elements (Grainger, 2008:27; Jordaan, 2014:601). Numerous studies have been conducted 

and recommendations have been made by various entities and organisations on trade facilitation; 

however, implementation proves to be challenging (Grainger, 2008:27). As combined action 

increases the benefits of trade facilitation, it can be viewed as substantial motivation to support 
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reforms (Hoekman, 2014:5). Yet, the opposite is true as co-ordination between trading partners 

is mostly characterised by the way each country follows its own objectives (Hoekman, 2014:5). 

This can possibly be explained by looking at the rationale for trade agreements. There are several 

reasons why trade agreements exist (Grossman, 2016; WTO, 2009:21). One of the most 

accepted is that governments are drawn to influence their terms of trade through trade policy to 

increase its own income. This is unfortunately at the expense of its trading partners (Grossman, 

2016; WTO, 2009:21). Trade agreements can therefore be seen as a tool to regulate trade 

volume (Grossman, 2016; Maggi & Rodríguez-Clare, 2007:1374). The opposite is true with trade 

facilitation; a country can independently take actions to improve its terms of trade, without causing 

a negative effect on its trading partner (Hoekman, 2014:5). 

2.2.2 Historical overview of trade and trade facilitation 

Historical records on international trade reveal that trade has almost never occurred without the 

need to facilitate certain actions or aspects thereof (Baldwin, 2016; Bernstein, 2008; McLaughlin, 

2016). Due to distance, early communities were self-sufficient and no export market existed for 

surplus goods (Baldwin, 2006:13). Trade was therefore characterised by consumption and 

production tied together, and separation of these factors was restricted by several constraints, 

one of which was the cost of moving goods (Baldwin, 2016:3 & 13). This cost was the first to be 

dismantled during the long process of globalisation (Baldwin, 2016:3). 

Transport by waterway is naturally cheaper than land carriage and as the agriculture sector 

developed over time, farmers managed to devise primitive water carriers to transport their 

products faster for exchange with other villages (Bernstein, 2008:24). Later on, when the 

importance of territory and the need for weapons emerged, grain was traded for metals, located 

in less fertile soil further away (Bernstein, 2008:25). Mesopotamian nations were highly 

dependent on the exchange of their excess food for other products such as metals, granite, 

marble and timber and as their territories spread, so did long-distance trade (Bernstein, 2008:29). 

The quests of Alexander the Great late in 400 BC further extended the reach of early commerce, 

but the empire split into rival states after his death (Bernstein, 2008:36). 

Roman control marked the next era in world history. This time period from 27 B.C.E. to 180 C.E.,  

named Pax Romana or Roman peace, dominated the next two centuries and introduced an era 

of stability in which long-distance trade, now including merchandise from China and India, thrived 

(Bernstein, 2008:39). At the time, Rome took control over the Red Sea shipping ways that led to 

the Indian Ocean and, within a few years, Mediterranean markets were flooded with eastern 

products (McLaughlin, 2016). Roman gold and silver, which were finite, were traded for fleeting 

indulgences like perfume, silk and spices from the East, ultimately draining the empire and 

leading to its fall (Bernstein, 2008:41). Following the fall of Rome, the believers of Islam 
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dominated long-distance trade and expanded trade from the area around the Indian Ocean, 

across Asia, up into the boundaries of the Eurasian mainland (Bernstein, 2008:42). 

By the end of the fifteenth century, Europeans had only three ways to access the Indian Ocean: 

directly through the Suez or the Persian Gulf, around the southern tip of Africa or they could 

approach it from the west, which was still unknown territory at that time (Bernstein, 2008:156). 

The successes of explorers like Vasco da Gama and Christopher Columbus gave Europe access 

to the Indian Ocean and the New World (O’Rourke & Williamson, 2002:26). Although trade was 

initially limited to non-competing goods, trade of basic goods followed early in the nineteenth 

century when steamships and railroads lowered the cost of long-distance transport dramatically 

(Baldwin, 2016:10; O’Rourke & Williamson, 2002:26). Between the 1950s and 1990s, freight rates 

declined around 65% by estimation (Escaith et al., 2011:30). As trade intensified, so did the need 

to facilitate the movement of the increasing volume of goods globally. 

Modern history of trade facilitation goes back to the Atlantic Charter. Amid the Second World War, 

Winston Churchill and Franklin D. Roosevelt signed the Charter on 14 August 1941 on behalf of 

Britain and the United States (Seddon, 2016:69). The Atlantic Charter was a one-page document 

that consisted of eight clauses. Although it was a document containing war goals, two clauses 

focused on global economic collaboration (Nottage, 2018). Several negotiations and many other 

documents followed the Atlantic Charter to eventually create the General Agreement on Tariffs 

and Trade (GATT) in 1947, which preceded the creation of the WTO in 1995 (Mavroidis, 2015:12 

& 16). 

Between the period 2000 and 2008, world exports grew on average more than 10 per cent per 

year, progressively incorporating trade from developing countries, which was previously relatively 

uncommon (Estevadeordal, 2017:3). Numerous trade agreements were negotiated to reduce 

trade obstacles and to allow goods to move faster across borders, including goods from the newly 

opened markets (Estevadeordal, 2017:3). At that time, Asian economies started to take 

advantage of a concept called ‘factoryless’ industries in niche markets, where firms focused on 

developing branding and marketing, while production was subcontracted to outside suppliers. 

While these suppliers were originally local, more foreign suppliers became increasingly prominent 

(Escaith et al., 2011:14). Where production chains were previously enclosed within a country’s 

borders, it was now spread throughout the world. These GVCs are mostly driven via corporations 

trying to increase their sourcing strategies by separating production phases (AfDB, 2014:9). 

Trade facilitation first became an area of interest at the WTO in December 1996, as members 

agreed that timely movement of goods across borders would be beneficial to all members (Holler 

et al., 2015). This became even more essential in 2008, when this thriving global trading system 

was damaged by the onset of the global financial crisis (Estevadeordal, 2017:3). Fairly low tariffs 
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but complex networks of trade agreements characterised the global trade landscape, changing 

the majority of trade obstacles to non-tariff and technical barriers that require other methods to 

revive trade and economic growth (Estevadeordal, 2017:3). 

2.2.3 The Trade Facilitation Agreement 

In 1996, ministers requested the Council for Trade in Goods of the WTO to access the rules on 

the simplification of trade procedures, giving the mandate in paragraph 21 of the Singapore 

Ministerial Declaration (WTO, 1996). At the Doha Ministerial Conference in 2001, the need for 

facilitation was recognised, and negotiations commenced at the next round (WTO, s.a.-g). 

October 2004 saw the establishment of the Negotiating Group on Trade Facilitation with the first 

draft issued at the end of 2009 (WTO, s.a.-g). In December 2013, negotiations were concluded 

at the Bali Ministerial Conference and the final text of the TFA was adopted in July 2014, 

producing the first multilateral agreement successfully negotiated by the WTO (WTO, s.a.-g). The 

first country to ratify the TFA was Hong Kong, China, in 2014 (WTO, 2014), and since then, 144 

other countries have also ratified the agreement (WTO, s.a.-e). The TFA went into force on 22 

February 2017 after two-thirds of the member states had ratified the agreement (WTO, s.a.-g). 

The TFA is split into three sections. Section I comprises the trade facilitation measures to speed 

up the movement, release and clearance of goods, and also sets out provisions for customs co-

operation (WTO, s.a.-h). The following articles are covered in this section: 

• Article 1 – Publication and availability of information 

• Article 2 – Comment and consultation 

• Article 3 – Advance rulings 

• Article 4 – Procedures for appeal or review 

• Article 5 –- Impartiality, non-discrimination and transparency 

• Article 6 – Disciplines on fees and charges 

• Article 7 – Release and clearance of goods 

• Article 8 – Border agency co-operation 

• Article 9 – Movement under customs control 

• Article 10 – Import, export and transit formalities 

• Article 11 – Freedom of transit 

• Article 12 – Customs co-operation 

Section II (articles 13 to 22) is aimed at developing and the least developed countries (LDC); 

section II is comprised of special and differential treatment provisions (WTO, s.a.-h). The 

requirement to implement the agreement was for the first time in WTO history linked to the ability 

of countries to do so and, in support of the TFA, the WTO Trade Facilitation Agreement Facility 
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(TFAF) was created in July 2014 (WTO, s.a.-a). The objective of the TFAF is to support 

developing and LDC to identify their needs and to obtain full benefit of the TFA (WTO, s.a.-a). 

The trade facilitation measures as set out in section I can be implemented in three ways, namely 

Category A (members were to implement immediately when TFA came into force on 22 February 

2017 and LDC a year later by 22 February 2018), Category B (members require additional time 

to implement) or Category C (members require additional time and support to implement the 

measure) (WTO, s.a.-d). 

The last section covers provisions relating to permanent committees on trade facilitation and sets 

out a few final provisions (WTO, s.a.-h). The Committee on Trade Facilitation of the WTO was 

created when the TFA came into force in 2017 and its role and responsibilities are presented in 

article 23 of the agreement (WTO, s.a.-c). Each member state also needs to establish and 

maintain a national committee on trade facilitation in whichever form available to them, with the 

responsibility to facilitate internal co-ordination and also oversee the implementation of the TFA 

within their countries (WTO, s.a.-f). 

Although faster transport, lower tariffs and other modern-day innovations and technology have 

shrunk the world and benefitted trade, high trade costs prevail, particularly in developing countries 

(WTO, 2015:134). Inefficient administration and border procedures account for a substantial part 

of these trade costs and the implementation of trade facilitation instruments is the most pragmatic 

way to address these bottlenecks (WTO, 2015:134). Full application of the TFA is estimated to 

reduce trade costs by 14.3% on average, while also benefitting world export growth and gross 

domestic product (GDP). It is therefore a global framework of commitment for reducing trade 

costs (WTO, 2015:134). 

2.3 Trade facilitation instruments 

To increase trade flow, trade costs need to be reduced in conjunction with improved supply chain 

stability (TMEA, 2012:9). Researchers therefore believe that a comprehensive approach, which 

includes the optimal use of electronic platforms, co-operation on all levels, efficient risk-based 

inspections and simplified documentation, is required for efficient trade (Kieck, 2010:4; Zabalbeita 

et al., 2018). Although traders can save time by a reduced customs compliance burden and 

increased border post efficiency, it is important that the right balance is achieved between control, 

security and facilitation (TMEA, 2012:17). To achieve this, many trade facilitation instruments are 

available and implementation can be done in isolation or in combination, depending on the needs 

and constraints to be addressed. 

Although sufficient and competitive infrastructure services like transportation and 

telecommunication are essential for the development of global trade (AfDB et al., 2014:19; 
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Taglioni & Winkler, 2014:74), the ability of nations and companies to join global supply chains are 

also heavily affected by borders (Escaith et al., 2011:33). The efficiency of border processes and 

customs practices therefore also plays a cardinal role in finding trade facililtation solutions 

(Taglioni & Winkler, 2014:35). The next section will look at trade facililtation instruments in more 

detail, grouped broadly into infrastructure, information and communications technology (ICT), 

harmonisation of standards and co-ordination. 

2.3.1 Infrastructure 

Superior and efficient infrastructure supports global trade and is seen as a determining factor of 

the trade performance of developing countries (Escaith et al., 2011:30). Infrastructure is grouped 

into hard infrastructure such as transportation, and soft infrastructure such as telecommunication 

services. As trade volumes rise, increased congestion has the potential to lessen the efficiency 

of infrastructure, leading to higher trading costs (Escaith et al., 2011:34). Trade is directly 

supported by good quality hard infrastructure as it impacts transportation costs, which is a 

component of trade costs (Gonzalez et al., 2007:4; Olarreaga, 2016). Infrastructure quantity and 

quality have a strong influence on economic growth and income distribution (Calderón & Servén, 

2004:25; Kodongo & Ojah, 2016). It has to be emphasised, however, that quantity and quality are 

not the only elements that play a role within infrastructure and that around 25% weight is allocated 

to efficient use (Hulten, 1996:24). It can therefore be concluded that projects aimed at only new 

constructions may have a limited impact on economic growth (Hulten, 1996:25). Sufficient 

emphasis should therefore also be placed on systems training and the standard operating 

procedures for using and maintaining new infrastructure. 

2.3.2 Information and communications technology (ICT) 

A great deal of information is required in the movement of goods, especially between countries. 

Streamlining and sharing such data quickly between role-players consequently carries much 

value in modern supply chains. The ever-expanding ICT environment presents international trade 

with several trade facilitation options as it covers networks, hardware, software and a multitude 

of applications. As a result of ICT systems, customs clearance has become virtual, enabling 

communication between customs and traders without physical interaction (Makunike, 2017:80). 

Many trade facilitation instruments, like single-window systems, and even co-ordinated practices 

like OSBPs are technology driven (Makunike, 2017:83). ICT can be applied in several ways as 

set out next. 

The objective of e-customs is to digitise the clearance process; e-customs has facilitated 

regulatory reforms like paperless customs clearance (ITC, 2018a:24). With e-customs as 

platform, e-general administration serves to merge customs data for analysis (ITC, 2018a:24). E-

ports are data centres and exchange platforms that connect government authorities and enable 



 

17 
 

them to share information (ITC, 2018a:24). X-rays from security scanners make inspections more 

efficient while CCTV surveillance increases the productivity of inspection staff as well as the 

transparency of inspections (ITC, 2018a:24). Establishing a wide-range of data networks with 

specialised systems and IT platforms can finally help to co-ordinate and standardise customs law 

enforcement (ITC, 2018a:25). 

With ICT, trade facilitation is accomplished through the improvement in transaction-handling time, 

reduction in document errors, distribution of information, reducing physical inspections due to 

improved risk analysis, and limiting corruption through the reduction of human intervention 

(TMEA, 2012:21). 

2.3.3 Harmonisation of standards 

Standards are protocols of detailed technical rules, prescribed testing and specific certification 

practices for particular products and services, and are usually required where safety, health, 

quality, environment or security concerns are present (TMEA, 2012:19). The importance of 

standards is generally accepted but, due to the volume and country variation, it is often labelled 

as a non-tariff barrier (TMEA, 2012:19). The WTO agreements on Sanitary and Phytosanitary 

Measures and on Technical Barriers to Trade aim to minimise the potential trade distortion by 

encouraging members to adopt trade-friendly standards instead (TMEA, 2012:19). 

2.3.4 Co-ordination practices of border procedures 

Increased trade flows, changes in production patterns and limited resources meant that border 

agencies had to rethink their operational tactics (Aniszewski, 2009:7; Canham, s.a) to 

accommodate the interdisciplinary nature of international trade. This prompted the development 

of the concept cross border management (CBM) (Kieck, 2010:4). CBM is the national and 

international synchronising of border control agencies to increase trade flow while maintaining 

compliance requirements (Aniszewski, 2009:2). Data suggest that customs authorities are 

responsible for a third of border delays (McLinden et al., 2011:iii) and better co-ordination could 

therefore improve trade flow substantially. Structure and organisation are, however, not the 

fundamental reasons for implementing a more co-ordinated approach to border management. 

Instead, structure and organisation offer a clear understanding of the risk environment and the 

unique contribution each agency can make. A lack of communication and co-ordination can easily 

prevent the linking of vital information needed to identify potential threats (Aniszewski, 2009:2 & 

7; Canham, s.a). 

CBM projects require strong political will and the full participation of the private sector 

(Aniszewski, 2009:6; WCO, 2015a:17). These types of trade facilitation projects are implemented 

to overcome identified constraints in the trade environment. However, reforms involve 
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overcoming not only the constraints but also many groups of vested interests (TMEA, 2012:22). 

Public awareness, involvement and buy-in are very important for successful implementation of 

such initiatives (TMEA, 2012:22). Collaboration with the private sector is also imperative for 

tighter control to expand risk management beyond border checks to various other stages of the 

supply chain (Grainger, 2007:18; Mein, 2014:129). 

Co-operation can be conducted on many levels and various forms. Agreed operating hours, co-

ordinated inspections and joint border committees are all forms of CBM. OSBPs are the ultimate 

form of co-ordination as it co-ordinates internally harmonised systems on an international level 

(Kieck, 2010:6). When considering the dynamics of international trade today, internal and 

international co-ordination between agencies, between all relevant stakeholders as well as 

between the multitude of disciplines and systems integrated within the various supply chains 

could be valuable, if not essential, for optimal trade flow and increased competitiveness. 

2.4 Trade facilitation around the globe 

A good method to explore trade facilitation initiatives is through case studies, as they combine 

objective and subjective data to deepen understanding of a subject matter (Grand Canyon 

University, s.a.). As countries summarise their experiences, it provides the trade facilitation 

community with records of useful information on the practical application of concepts and present 

best practices for future use (ECE, 2012). Following are a few examples of trade facilitation 

initiatives that have been implemented around the globe. 

With inferior road networks, a system of paper customs clearance, non-communication between 

all stakeholders and officers physically inspecting every consignment, post-war trade looked grim 

in Serbia in 2000 (Brook et al., 2009:78). Cross-border trade reform, driven by Prime Minister 

Zoran Đjinđjić, started in 2001 and included various trade facilitation initiatives such as highway 

projects, updated risk management practices, enabling electronic submissions and increasing 

agencies’ co-operation (Brook et al., 2009:78). In 2006, when Serbia separated from Montenegro 

and became a landlocked country, trade should have been challenging. Instead, a one-day 

clearance process took less than an hour with the electronic data interchange (EDI) customs 

system, and total export time dropped by 21 days while import time was improved by 32 days 

(Brook et al., 2009:78). This case study also emphasises the importance of political will to drive 

trade facilitation projects successfully. A total reform of the customs environment is not always 

necessary and focusing on one aspect alone could translate to vast benefits for trade. The range 

to which one aspect can be extended is captivating, as illustrated in the next paragraph. 

Canada and its neighbour, the United States, have a long history of customs co-operation. This 

relationship is continually renovated with initiatives such as the 2001 Smart Border Declaration 
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and the 2005 Security and Prosperity Partnership (which included Mexico) (CBSA, 2012:4). For 

Canada, though, customs co-operation reaches far beyond mere information sharing (CBSA, 

2012:10). A paper submitted to the 2012 WTO Symposium on Trade facilitation, stated that co-

operation should also include aspects such as technical assistance, the sharing of resources, 

distribution of best practices and comprehensive participation in international forums (CBSA, 

2012:10). Canada have been sharing best border management practices in the customs 

community since the 1980s on various topics, including strategic management, container 

examination, risk analysis, investigative techniques and rules of origin (CBSA, 2012:3). Over 60 

Canadian liaison officers have been deployed in over 40 countries to facilitate host countries in 

combating fraud, establishing a primary customs contact point and responding to customs 

requests of host-authorities (CBSA, 2012:3). The Canada Border Services Agency (CBSA) 

believes it is vital to stay up-to-date with developments in science and engineering that form the 

backbone of border management. Research in these fields are frequently shared on multilateral 

level while the resulting expertise is made available through technical assistance when requested 

(CBSA, 2012:4). Expanding trade facilitation concepts by unconventional thinking, such as in the 

case of the CBSA’s approach towards customs co-operation, could lead to financial, time and 

other resource savings, not only for governments and customs administrations but also for the 

trade community as a whole (CBSA, 2012:7). An example of a practical trade facilitation 

instrument that can be used to enhance trade by incorporating co-operation and co-ordination on 

various levels is a single-window system. 

In 2003, Korea customs service had an EDI customs system in place that reduced the trade costs 

relating to paperwork by 80% (World Bank, 2009:52). This initiative was followed by a single-

window project that enabled government agencies, traders, banks, customs brokers, insurance 

companies and freight forwarders to transfer information in real time (World Bank, 2009:52). 

Although only eight government entities initially joined the project, it increased to 23 in 2011 

(Yang, 2011:5). Like any project, many challenges had to be overcome during the four phases of 

implementation. Only 1% of total declarations went through the single-window system after the 

first phase, but by adding functionality like electronic payments, reassessing the needs of users 

and continually providing training to participants, over 90% of declaration went through the system 

in 2010 (Yang, 2011:2 & 4). The government invested US$6 million into the single-window project, 

and estimates done in 2011 indicated that this trade facilitation instrument already delivered US$2 

billion saving to the private sector in the form of reduced labour, printing, paper delivery, storage 

and inventory costs (Yang, 2011:2 & 5). 

If economies want to capitalise from international trade, they will have to find ways, like in the 

case studies above, to increase the efficiency of exports and imports. In many cases, this requires 

fewer documents, submitted electronically, often even before the goods arrive at the border, 
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limiting physical inspections to identified high-risk cargo and having fast-track clearance 

procedures for selected operators (World Bank, 2009:50). In many low-income economies, this 

is unfortunately not the case and inefficient practices continue to constrain trade (World Bank, 

2009:50). 

2.5 Trade facilitation in Africa 

The competitiveness of most African economies is jeopardised by poor infrastructure and slow-

moving border posts (UNCTAD, 2019:31). High transaction costs remain an important 

impediment not only to the continent’s global integration, but also to its own regional integration 

efforts (ECA, 2013:49). Trade facilitation negotiations at the WTO rounds were initially opposed 

by developing countries’ concern that such agreements would require infrastructure investments, 

changes in procedures and human resources beyond their capacity (Hoekman, 2014:1). The 

prospect of sustainable growth and global economic integration with support is made available 

through the adoption of the TFA and trade facilitation initiatives are becoming more enticing to 

African leaders (Buyonge & Kireeva, 2008:43; Parshotam, 2019). The 16 landlocked countries 

on the African continent are particularly dependent on efficient transport links such as properly 

maintained corridors and well-organised border posts to ease the economic burden of limited 

access to trade routes (Worldatlas, 2019). 

Numerous African border posts are still characterised by government agencies working in 

isolation and without co-ordination among them; consequently, gains in customs reform and 

modernisation are diminished (Buyonge & Kireeva, 2008:45; Erasmus, 2020). Many countries 

have, however, started to cultivate co-operation among agencies and CBM is gaining momentum 

as OSBPs are gradually at the core of border agency co-operation (ECA, 2013:29). It is calculated 

that cost saving through the establishment of Chirundu OSBP is around US$486 million per year, 

which accrues to the economies of the region (ECA, 2013:29). Single-window systems are also 

gaining popularity across Africa (ECA, 2013:30). The cost and complexity of setting up such 

systems explain why the continent is lagging behind in implementation, but the benefits far 

outweigh the costs (ECA, 2013:30). Ghana, for example, showed a 49% increase in customs 

revenue after its EDI customs system had been introduced (ECA, 2013:29). 

Transport problems, often linked to infrastructure, amount to around 40% of total trade costs in 

Africa (ECA, 2013:32). Due to the high percentage of landlocked countries on the continent, road 

transport is vital to support trade. Corridors and corridor development therefore play an important 

role in the movement of goods in Africa and are all anchored at ports (ECA, 2013:37). Port 

efficiency and corridor efficiency, which includes border posts on the corridors, are therefore 

connected (ECA, 2013:37). Regrettably, most of Africa’s key ports have been severely 

congested, and the situation is worsened by inefficient rail services and connecting infrastructure 
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networks (ECA, 2013:37). Authors like Buyonge and Kireeva (2008:45) argue that poor 

management, rather than poor infrastructure, is the reason for port delays. Their view is supported 

by other observations made on the continent showing that corridors managed by non-government 

institutions or organisations are more adept to address challenges like infrastructure investment 

and the regulation of transport and trade (ECA, 2013:37). A nationalistic view of using various 

customs automation systems hampers data standardisation. The implementation of IT systems 

is problematic since it is often done without suitable consultation and many African customs 

systems are unable to apply discriminatory treatment on the basis of risk, causing long delays 

and costs to traders (Buyonge & Kireeva, 2008:47 & 48). 

Economies integrated into international trade are generally more competitive. It is therefore 

important to incorporate strategies that would support local trade to participate in global networks, 

as it is now commonly accepted that the benefits of trade facilitation surpass the costs. African 

countries have come to acknowledge this fact and are actively seeking ways to remove trade 

obstacles (ECA, 2013:39). The continent is, however, a late entrant to the global arena and joining 

the rest of the world at a leisurely pace might prove to be costly to individual economies. Africa 

will ultimately have to find efficient and innovative ways to translate political will into operative 

actions. 

2.6 Conclusion 

Although local trade, long-distance trade, assisting such trade, and all aspects surrounding this 

vast discipline have been considered for millennia, it is still impossible to summarise trade 

facilitation within a single definition. What the trade community have come to agree on is that the 

benefits of international trade, and consequently trade facilitation, outweigh the costs (World 

Bank, 2018). 

This multidisciplinary, comprehensive field of study called trade facilitation covers many 

instruments that can be applied in isolation, or in combination, to assist trade. When examining 

literature, it is clear that co-operation and co-ordination provide the framework for success of 

these projects as teamwork increases benefits, not only internally but also on an international 

level. Regrettably, this feature might prove to be the very reason why implementation is 

challenging. If nations, however, want to make the most of what international trade can offer, they 

will have to find ways to apply trade facilitation instruments successfully. 

Through history, trade has served as a roadmap of human development – from lonely villages to 

a global village – and through times of peace and times of war. Trade, through globalisation, is a 

persisting thread, continually changing, and economies should therefore also accept the 

challenge that trade facilitation, alongside trade, will continue to evolve.   
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CHAPTER 3: INVESTIGATING THE ECONOMIC IMPACT OF REDUCED 

BORDER DELAYS IN SELECTED SADC COUNTRIES 

3.1 Introduction 

It can be argued that countries in the Southern African Development Community (SADC) could 

benefit economically from viewing the region as a single entity or factory. In such an entity, 

resources are combined and manufacturing is spread across the region rather than being 

competing for. One of the crippling factors in establishing such a factory in the SADC region has 

been border delays along key transport corridors in the region (USAID, 2015:23). Such delays 

can be grouped into a category termed ‘non-tariff trade obstacles’. These obstacles are mainly 

influenced by trade facilitation, which can be described as processes aimed at minimising trade 

obstacles other than tariffs. While experts accept the benefit of reduced trade costs, induced by 

a reduction in trade obstacles, they disagree on the details thereof (Duval, 2006:24). One 

consistency is that political will is indispensable. However, countries are generally reluctant to 

follow through on trade agreements and this hurts any cross-border initiative (Byiers & 

Vanheukelom, 2014:3). On the other hand, neighbouring countries, or countries that are close to 

each other, do not guarantee trade integration if trade facilitation measures are incompatible 

(Jordaan, 2014:601). 

Trade obstacles at border posts not only have a distinct financial impact on traders but can also 

cause welfare losses to entire economies (Hoffman et al., 2016:263; Hornok & Koren, 

2015:S119). It is often difficult to estimate the contribution of trade facilitation initiatives on trade 

flow and welfare gains (World Economic Forum & Global Alliance for Trade Facilitation, 2016: 7). 

Therefore, the question arises whether and to what extent their significance may be overlooked 

when negotiating trade agreements. It can consequently be debated that focus, transparency and 

commitment to regional trade agreements could be positively influenced by robust country-

specific trade facilitation studies. 

This research paper speaks to the second objective of this study and will apply the dynamic GTAP 

model (GDyn) to explore what the impact of time delays at border posts are by means of 

examining the economic implications of reduced trading time across the SADC region. The 

objective is to evaluate what the potential economic effect for member countries, expressed in 

nominal value, might be if border delays are reduced in the region and to examine the influence 

it has on regional trade.  

Following this introduction, further explanation of the theoretical framework of trade facilitation is 

offered in section 3.2. There are different ways in which trade facilitation can be viewed and 
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examined. Section 3.3 explores the different methods used for analysis. To explain the various 

data sources used and to clarify the relevance of the selected data, the data collection is outlined 

in section 3.4. The analysis is presented in section 3.5 by describing the GTAP model and how it 

was constructed. Section 3.6 highlights the key results. A discussion with concluding remarks 

and recommendations is presented in section 3.7. 

3.2 Theoretical framework of trade facilitation  

Economic growth, powered by an increase in global trade, has been a dominant approach for 

numerous countries and regions over the past fifty years. While many countries react positively 

to open markets, others are unable to compete and therefore struggle to capitalise from 

globalisation (Barka, 2012:2). A case in point is the difference in growth rates of the African 

economies over the past few decades, compared to Asian economies (Carbonnier et al., 2010). 

One of many reasons why African economies experienced slower growth rates than Asian 

economies, is because total investment decreased by 8.5% in Africa, compared to an increase 

of 30% in East Asia between 1975 and 2003 (Varathan, 2018).  

A study done on trade costs by Arvis et al. (2013:34) underlines continuous trade obstacles in 

developing countries and particularly sub-Saharan Africa, which incorporate SADC countries. 

The 2018 World Trade Report undelines the benefits of reduced trade costs to economies of 

developing countries (WTO, 2018). One mechanism to increase trade performance is to reduce 

trade costs. Achieving such reductions is, however, complicated and some limitations are 

impossible to change, such as being a landlocked country (Hoekman, 2014:4). Nevertheless, 

administrative practices affect a significant share of the trade costs. As a result, the focus has 

been on these practices (Hoekman, 2014:4). 

Research accentuates the importance of upgrading facilitation in Africa, especially in 

administrative practices such as customs reforms (ECA, 2013:10). Countries on the continent 

have long lagged behind the global standards in this respect (ECA, 2013:4). Given the existing 

literature on economic growth, global trade and the impact of trade facilitation, such as customs 

reforms, on both, it is evident that additional research on trade obstacles in Africa is needed  

(World Bank, 2012:7). The next section will focus on the SADC region, in the context of trade and 

trade obstacles in Africa, as underpinning for this study.  

3.2.1 An overview of SADC trade and trade obstacles 

The SADC Protocol on Trade came into force over 15 years ago. The objective is to remove trade 

obstacles, increase investment and improve development as a result of increased trade between 

members (SADC, 1996). Trade liberalisation and the free movement of people and goods through 

the region are therefore two critical goals (SADC, 1996). However, the SADC is an excellent 
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example of trade obstacles that hinder cross-border linkages within a region (World Bank, 

2012:7), restricting the region to operate as one operational factory. Despite ample opportunity 

for production networks to develop around the region with South Africa as a regional powerhouse, 

very few regional value chains have been established (World Bank, 2012:7). 

Table 3-1 shows that total SADC exports have increased from US$137.5 million in 2007 to 

US$165.6 million in 2017 (ITC, 2018b). It also shows that Intra-SADC exports have increased 

from 12% (US$16.6 thousand ) to 18% (US$30.4 thousand) (ITC, 2018b). From the data in Table 

3-1 it can be concluded that both total exports and intra-SADC exports expanded during the 

period 2007 to 2017 (ITC, 2018b). 

Table 3-1: SADC intra-regional trade 2007–2017 

Source: (ITC, 2018b) 

Although intra-SADC trade has increased during recent years, market share was lost when 

measured as a percentage of GDP (USAID, 2015:5). Most Southern African economies still have 

a narrow range of exports, mainly centred around natural resources and commodities (USAID, 

2015:5). Table 3-1 indicates that intra-SADC exports fluctuated between 12% and 23%, which is 

still relatively low, compared to other regions like the European Union that trends around 40% 

(Chidede, 2017). The ongoing decline in commodity prices signifies vulnerability (Watkins, 

2014:31). Not many economies have succeeded in sustaining increased exports without 

diversifying the export base to include manufacturing (USAID, 2015:5). 

Table 3-2 shows total exports of goods and services as % of GDP for SADC countries in 2006 

and 2016 (World Bank, s.a.-b). The greater the proportion of exports in relation to a country's 

GDP, the larger the overall growth when foreign demand increases. From the table performance 

per country varied significantly. For Botswana, DRC, Madagascar, Malawi, Mozambique, South 

Africa, Tanzania and Zambia this proportion increased, however, indicating higher potential 

growth for these countries if global demand would increase. 

Year Total World Exports Total SADC Exports SADC-SADC Exports Intra-SADC Exports 

US$ (million) US$ (million) US$ (thousand) % 

2007 13,832,357 137,555 16,664 12,11 

2008 15,978,286 105,480 19,431 18,42 

2009 12,348,658 123,011 17,278 14,05 

2010 15,090,583 173,033 32,937 19,04 

2011 18,078,609 222,198 38,733 17,43 

2012 18,383,664 218,257 41,767 19,14 

2013 18,984,874 215,391 42,993 19,96 

2014 18,980,985 204,316 41,686 20,40 

2015 16,505,653 147,304 33,938 23,04 

2016 16,012,823 145,914 33,130 22,71 

2017 17,420,658 165,652 30,420 18,36 
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Table 3-2: SADC exports of goods and services as % of GDP in 2006 and 2016 

Country 2006 2016 

Angola 80 30 

Botswana 52 55 

D.R Congo 22 27 

Lesotho .. 42 

Madagascar 30 33 

Malawi 18 33 

Mauritius 58 45 

Mozambique 30 37 

Namibia 45 41 

Seychelles 84 .. 

South Africa 29 31 

The Kingdom of Eswatini 59 50 

Tanzania 17 20 

Zambia 33 35 

Zimbabwe 36 25 

Sub-Sahara  37 24 

Source: (World Bank, s.a.-b) 

In the 2017 World Bank’s Doing Business Report, the SADC was ranked at position 117 out of 

190 positions for ease of doing business (World Bank, 2017b:4). The indicator ‘Trading across 

borders’ was positioned at number 118 (World Bank, 2017b:45). It took the region on average 

209.2 hours to export a product. This is 21.3 hours longer than the larger sub-Saharan African 

region, of which SADC is ‘n part of (World Bank, 2017b:50).  

Empirical evidence suggests that customs delays carry a weight of between 0.6% and 2.1% on 

average of traded cargo value (Hummels & Schaur, 2013:2958). Simply put, the price of cargo is 

inflated with 0.6% - 2.1% due to customs delays. At Beitbridge, the border post connecting 

Zimbabwe and South Africa, it takes on average three days merely to cross the border. Rough 

calculations indicate a price increase on consumer goods of between 2.97% and 13.90% due to 

delays at this border post (SAIIA, 2014:70). An analysis of the financial implications of border 

delays and the impact thereof on trade in SADC is thus imperative.  

Various factors play a role in firms’ total costs. While delivery times and transport costs are only 

two of these factors, some countries have been able to reduce trade costs through implementing 

trade facilitation measures (USAID, 2015:23). Scholarly assessments alone are unable to 

express the extent of these influences (Ivus & Strong, 2007:50). Computational methods to 

explore subjects where theory is silent have been used increasingly by academics and 

policymakers alike (Ivus & Strong, 2007:49,53). This paper takes an ex-ante approach to quantify 

the possible future effects of a reduction in border delays in the SADC region. 
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3.3 Methodology 

Trade facilitation can have an impact on trade costs. This occurs either through the delivery 

process or the supporting costs or through both components, making it a vast and complex field 

of study. Early trade facilitation studies included only benefit estimations (Sengupta, 2008:164) 

to evaluate the potential gains for traders and governments. These are known as primary benefits. 

Reductions in transaction costs, however, also increase goods and services at market equilibrium 

and welfare gains are therefore included (Lai et al., 2019; Sengupta, 2008:164). These secondary 

benefits are not as readily detectable as the primary benefits of trade facilitation (Lai et al., 2019; 

Sengupta, 2008:164). 

In contrast to a multitude of definitions preferred and used by various researchers and entities for 

trade facilitation, it seems as if empirical methods used to analyse and measure trade facilitation 

can be narrowed down to two groups. These are, the gravity approach, and CGE models (TMEA, 

2012) . 

3.3.1 Methods of measuring trade facilitation 

On the side of gravity equations, three studies were thought-provoking and particularly relevant 

to this study. Otsuki et al. (2003) identified four indicators to examine trade facilitation 

characteristics. These indicators are port efficiency, customs environment, regulatory 

environment and e-business usage (Otsuki et al., 2003). The results demonstrated that trade 

increases as trade facilitation improves. Jordaan (2014) investigated the impact of trade 

facilitation on South Africa's exports to certain African countries by applying an augmented gravity 

model to data from the Global Competitiveness Reports and Doing Business Reports from 2008 

to 2010. The most substantial gains in trade flow corresponded with the importing country's efforts 

to upgrade its customs environment. Also focusing on exports, Djankov et al. (2006) used data 

from a World Bank questionnaire completed by participants at freight-forwarding companies in 

2005. The study evaluated the impact of time delays on global trade. The key result was that a 

country’s exports would reduce at least 1% for each extra day a product is delayed between 

factory gate and shipment. It is also interesting to note that trade will decrease up to 6% per extra 

day lost if products are time-sensitive, such as agricultural products. 

Apart from the gravity studies, a few studies used CGE models to simulate the effects of trade 

facilitation. These studies yielded interesting results. Of particular interest is a study by Hummels 

(2001) that estimated how delivery times affect import choices made by the United States. Data 

were constructed from shipping times for 1999. Hummels concluded that potential trade reduces 

by 1% for all goods combined and up to 1.5% for intermediate goods for each additional day of 

ocean travel between two countries. This means that a 20-day ocean voyage corresponds to a 

16% tariff. 



 

27 
 

3.3.2 Proposed method for this study 

It is evident from literature that both gravity and CGE models, GTAP being a publicly available 

CGE model, yield reputable results for trade facilitation analysis. The pair follow a general 

equilibrium approach, which accounts for the knock-on effect of economic change in one sector 

on others (Ivus & Strong, 2007:44). Pertinent to this paper, however, is the ability of CGE models 

to examine trade flow in multi-country regions, to quantify the effects of economic changes in 

advance and to measure the impact on welfare and income distribution (Ivus & Strong, 2007:44). 

The researcher therefore believe the CGE model to be suitable for addressing the research 

question imposed by this study, viz. examining the economic implications of reduced trading time 

across the SADC region. 

3.4 Data 

This study used two datasets. The GTAP-9 database was used as base data and analysis tool. 

It contains economic data of 140 regions and 57 economic sectors. The benchmark years 

available in GTAP 9 are 2004, 2007 and 2011 (Aguiar et al., 2016:181). While GTAP data focus 

on tariff and quota barriers to trade, there has also been an overall need for estimating time costs 

in trade (Minor, 2013:20). To bridge this gap, Peter Minor created a global database of time values 

in his 2013 study, Time as a Barrier to Trade: A GTAP database of ad valorem Trade Time Costs 

(Minor, 2013). The data were designed to be used with the GTAP-8.1 database (Minor, 2013:3), 

and included 2007 data. 

GTAP covers a global set of accounts that measure the value of annual flows of economic 

products. It includes items such as bilateral trade and transport matrices that link different 

economic datasets (Aguiar et al., 2016:181). It basically comprises of input-output tables (Aguiar 

et al., 2016:183) mostly used for estimating and analysing the impacts of economic shocks and 

the ripple effects thereof on economies (Kenton, 2017). 

In the GTAP model, the term vxwd describes bilateral exports at world prices and is the world 

export price of a commodity for different countries. Additionally, vxwd was chosen as it represents 

free on board (FOB) values which exclude trade margins. Items like shipping costs and import 

tariffs, for example, are therefore excluded and unable to influence prices. Export prices were 

chosen for both directions of trade flow as terms of trade might be undervalued for small countries 

when viewing import prices (Burfisher, 2011:156). The vxwd values for a total of 140 global 

trading units were extracted for 42 sectors using data from 2011. The services sectors were 

excluded; only physical goods were used. 

Although the GTAP-9 database contains about 98% of the world’s GDP, 2% is still missing and 

country coverage in Africa needs to be improved (Aguiar et al., 2016:183). Consequently, no data 
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were available for Angola, the Democratic Republic of the Congo and Seychelles in the SADC 

region. Also, the entity called ‘Rest of SACU’ refers to the combined data for Lesotho and the 

Kingdom of Eswatini; the assigned code is xsc. 

3.5 The Dynamic GTAP model 

3.5.1 Model, benchmark data, calibration and aggregation 

This study applied the dynamic GTAP model (GDyn) to evaluate the potential effects of a 

reduction in border delays through trade facilitation on countries in the SADC region. The GDyn 

model is calibrated to the GTAP-9 database, documented in Aguiar et al. (2016), for the 

benchmark year 2011. 

GDyn is a recursively dynamic CGE model of the global economy. It comprises an underlying 

database that identifies 57 sectors in 140 countries or regions of the world. The model equations 

are founded on microeconomic fundamentals that provide a comprehensive specification of 

household and perfect competitive firm behaviour within individual regions and trade linkages 

between regions (Ferraz et al., 2016). The GDyn model extends the static version of the GTAP 

model (Hertel, 1997) to include international capital mobility, capital accumulation and an adaptive 

expectations theory of investment. According to McDougall et al. (2012), the GDyn model can 

provide improved treatment in the long run within the GTAP framework. In contrast to the standard 

version of GTAP, in the GDyn model, capital can move not only between industries within a region 

but also between regions. 

For our calculations in the GDyn model, we used the Armington assumption in the trading sector, 

which provides the possibility to distinguish imports by their origin and explains the intra-industry 

trade of similar products. Thus, imported commodities are assumed to be separated from 

domestically produced goods and combined in an additional nest in the production tree. The 

elasticity of substitution in this input nest is equal across all users. Firms decide on the sourcing 

of their imports and, based on the resulting composite import price, they determine the optimal 

mix of imported and domestic goods (Fox et al., 2003). 

In this analysis, 140 regions were aggregated into 14 countries/regions (Table 3-3) and 57 sectors 

were aggregated into eight sectors groupings (Table 3-4). 
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Table 3-3: Aggregated GTAP-9 countries/regions 

No. Code Country/Region 

1 zwe Zimbabwe 

2 zmb Zambia 

3 zaf South Africa 

4 nam Namibia 

5 bwa Botswana 

6 xsc* Rest of SACU (Lesotho, the Kingdom of Eswatini) 

7 xac* South Central Africa (Angola, the DRC) 

8 mdg Madagascar 

9 mwi Malawi 

10 mus Mauritius 

11 moz Mozambique 

12 tza Tanzania 

13 xec* Rest of Eastern Africa (Burundi, Comoros, Djibouti, Eritrea, Mayotte, Seychelles, Somalia, Sudan) 

14 row Rest of the world + all 126 remaining GTAP-9 countries 

Note: * These countries are available only as part of regional groupings in the GTAP-9 database 

For manageability of the model, we aggregated the 57 sectors into eight sector groupings (Table 

3-4). 
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Table 3-4: Aggregated GTAP-9 sectors 

No. 
Aggregated 

8* Sectors 
57 Sectors in GTAP 9 

1 

Grains and 

Crops 

1 pdr Paddy rice 6 c_b Sugar cane, sugar beet 

2 wht Wheat 7 pfb Plant-based fibres 

3 gro Cereal grains n.e.c 8 ocr Crops n.e.c 

4 v_f Vegetables, fruit, nuts 23 pcr Processed rice 

5 osd Oil seeds 
   

2 

Livestock and 

Meat Products 

9 ctl Cattle, sheep, goats, horses 12 wol Wool, silk-worm cocoons 

10 oap Animal products n.e.c 19 cmt Meat: cattle, sheep, goats, horse 

11 rmk Raw milk 20 omt Meat products n.e.c 

3 

Mining and 

Extraction 

13 frs Forestry 16 oil Oil 

14 fsh Fishing 17 gas Gas 

15 coa Coal 18 omn Minerals n.e.c 

4 

Processed 

Food 

21 vol Vegetable oils and fats 25 ofd Food products n.e.c 

22 mil Dairy products 26 b_t Beverages and tobacco products 

24 sgr Sugar 
   

5 
Textiles and 

Clothing 

27 tex Textiles 28 wap Wearing apparel 

6 

Light 

Manufacturing 

29 lea Leather products 38 mvh Motor vehicles and parts 

30 lum Wood products 39 otn Transport equipment n.e.c 

31 ppp Paper products, publishing 42 omf Manufactures n.e.c 

37 fmp Metal products 
   

7 

Heavy 

Manufacturing 

32 p_c Petroleum, coal products 36 nfm Metals n.e.c 

33 crp Chemical, rubber, plastic 

products 

40 ele Electronic equipment 

34 nmm Mineral products n.e.c 41 ome Machinery and equipment n.e.c 

35 i_s Ferrous metals 
   

8 

All Services 43 ely Electricity 51 cmn Communication 

44 gdt Gas manufacture, 

distribution 

52 ofi Financial services n.e.c 

45 wtr Water 53 isr Insurance 

46 cns Construction 54 obs Business services n.e.c 

47 trd Trade 55 ros Recreation and other services 

48 otp Transport n.e.c 56 osg PubAdmin/Defence/Health/Educat 

49 wtp Sea transport 57 dwe Dwellings 

50 atp Air transport 
   

Source: Aggregation by the authors, based on the GTAP-9 database 

3.5.2 Baseline projections 

The baseline scenario represents a possible path of development for the economy of each 

country or region (Table 3-3) and is run up to 2027. No exogenous policy changes are imposed 

in this scenario. Any long-term projections are inherently speculative, but the critical output lies 

in the deviations from the baseline under various scenarios rather than the actual forecast. 

Deviations from the baseline can generate better answers for policy questions, such as the impact 

of a reduction in the time to trade across borders. 
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The GDyn database was projected to 2027. To update the GDyn model’s 2011 database, 

historical data was drawn for GDP, population, skilled and unskilled labour supply for 2012 to 

2022. These data were drawn from the International Monetary Fund (IMF) World Economic 

Outlook Database (IMF, 2017) and from long-run projections by Chappuis and Walmsley (2011), 

which are derived from Fouré et al. (2012; 2013). The results of the policy scenarios was then 

measured against this baseline scenario. 

From Table 3-5, which summarises the underlying macroeconomic projection data, it was 

observed that the individual countries in the SADC region are expected to grow at different rates 

of GDP2, ranging from 2.02% to 7.55%. A visible shift towards skilled labour and away from 

unskilled labour is noted in most countries in the region for the period 2011 to 2027. 

Table 3-5: Baseline projections: Average annual GDP, population and labour force growth 
(%) 2011–2027 

Country/Region PPP GDP Population Unskilled Labour Skilled Labour 

Zimbabwe 2.015 2.351 0.979 2.136 

Zambia 5.237 3.255 1.708 2.636 

South Africa 2.164 0.609 0.734 1.273 

Namibia 4.019 1.726 1.649 1.677 

Botswana 4.612 0.880 0.575 2.509 

Rest of SACU 3.086 1.089 1.579 3.655 

South Central Africa 3.830 2.785 1.606 2.710 

Madagascar 3.927 2.740 1.554 2.693 

Malawi 4.788 2.792 2.604 2.490 

Mauritius 3.565 0.255 1.019 1.125 

Mozambique 7.549 2.443 4.979 5.671 

Tanzania 6.852 2.897 3.563 2.145 

Rest of Eastern Africa 3.202 2.180 2.315 3.126 

Rest of the world 3.392 1.084 1.085 2.617 

Source: Authors’ calculations based on (Fouré et al., 2012; Fouré et al., 2013; IMF, 2017) 

In the simulations, the literature was followed and recursive dynamics3 was employed to link 

changes in investment expenditure to changes in capital stocks, which involves a fixed savings 

rate with changes in savings following from changes in income levels. This change is then 

transmitted into investment and therefore into changes in capital stocks (Bekkers et al., 2018; 

Francois et al., 1999). 

 

 

2 Purchasing power parity (PPP) weights are individual countries' share of total world gross domestic product (GDP) at 
purchasing power parities. PPP is a theory that relates changes in the nominal exchange rate between two 
countries' currencies to changes in the countries' price levels. To derive these weights, one converts the GDP of a 
country in national currency terms to a common currency (in practice, the US dollar). 

3 Both recursive dynamics and forward-looking dynamics are ‘full dynamics’. Evidence from behavioural economics is 
that savings behaviour tends to be sticky. Recursive dynamics is therefore preferred. 
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3.5.3 Modelling a reduction in border delays in the SADC region 

Using the bilateral, product-specific tariff equivalents database (Minor, 2013) discussed in section 

3.4, we estimated the impacts on various macro- and microeconomic variables of reducing border 

delays between countries within the SADC region. Similar to Minor and Tsigas (2008), we applied 

a ‘stylised’ assumption to model the impact of improved trade facilitation by halving the time to 

trade across borders for all SADC countries achieved over a five-year period. Thus, the time to 

trade is reduced by 10% per year to achieve a cumulative 50% reduction in the year 2022. 

Concerning the shock, we implemented the reduction in time costs as the ‘iceberg’4 effect 

introduced by Hertel, Walmsley and Ikatura (2001). This approach allows for the product- and 

region-specific shifting of the Armington demand function, where the function is shifted by the ad 

valorem tariff equivalent5 (Table 3-6) of the reduction of the number of days to cross borders. Past 

studies showed that this shifting parameter has the desired effect of lowering the foreign market 

price by the percentage ‘shift’ in the demand curve with a corresponding change in the quantity 

demanded (Fox et al., 2003; Francois et al., 2005). In the model, 𝑎𝑚𝑠(𝑖, 𝑟, 𝑠) refers to the technical 

shifting parameter. It enters the Armington equation at two points: first in the nested price function 

reducing 𝑝𝑚𝑖(𝑖, 𝑟) and then by shifting the demand for the quantity of imports 𝑞𝑥𝑠(𝑖, 𝑟, 𝑠). Since 

the reduction in the market price is simulated as a technical shift, it is not necessary to rebalance 

the database. When following the standard analysis of Armington functions, changing import 

demand and supply is a function of the change in relative prices, demand and substitution 

elasticities, supply constraints and trade shares. 

The data in Table 3-6 illustrate the changes or shocks applied to the model and provide a 

summary of the specific bilateral values, by product, in our estimates of the impacts of these time 

values on the trade of countries within the SADC region. Table 3-6 shows that there is some 

variance across both countries and sectors within the region regarding the estimated reduction 

in border delays. 

 

 

4 The Iceberg Trade Costs (𝑎𝑚𝑠) import-augmenting technical change variable is used to handle efficiency-enhancing 
measures that serve to reduce the effective price of goods and services imports. Shocks to 𝑎𝑚𝑠(𝑖, 𝑟, 𝑠) represent 
the negative of the rate of decay on imports of commodity or service 𝑖 from region 𝑟 imported by region 𝑠. When 
𝑎𝑚𝑠(𝑖, 𝑟, 𝑠) is shocked by 20%, then 20% more of the product becomes available to domestic consumers – given 
the same level of exports from the source country. To ensure that producers still receive the same revenue on their 
sales, effective import prices (𝑝𝑚𝑠) fall by 20%. This variable also facilitates simulation of efficiency improvements 
such as customs atomisation or e-commerce. 

5 Based on 2007 estimates drawn from the Global Database of per day ad valorem time values in trade. 
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Table 3-6: Trade-weighted average tariff equivalent of time savings per day, by product, 
2018–2022, in percentage 

                               Sector 

 

Country/Region 

Grains and 

Crops 

Livestock 

and Meat 

Products 

Mining and 

Extraction 

Processed 

Food 

Textiles 

and 

Clothing 

Light 

Manufactur

ing 

Heavy 

Manufactur

ing 

All 

Services 

TRADE FACILITATION SHOCKS (EXPORTER BY COMMODITY) 

South Central Africa 0.064 0.030 0.249 0.595 0.846 1.269 1.166 0.000 

Madagascar 0.059 0.368 0.156 0.465 0.895 1.160 1.554 0.000 

Malawi 0.058 0.133 0.157 0.635 0.766 1.115 1.274 0.000 

Mauritius 0.057 0.048 0.112 0.964 0.839 1.175 1.551 0.000 

Mozambique 0.057 0.788 0.042 0.335 0.674 0.789 1.784 0.000 

Tanzania 0.059 0.443 0.156 0.526 0.684 1.073 1.533 0.000 

Zambia 0.065 0.165 0.009 0.456 0.792 0.887 1.468 0.000 

Zimbabwe 0.085 0.115 0.096 0.479 0.683 0.879 1.028 0.000 

Rest of Eastern Africa 0.064 0.030 0.249 0.595 0.846 1.269 1.166 0.000 

Botswana 0.058 0.092 0.628 0.826 0.857 0.977 1.336 0.000 

Namibia 0.078 0.727 0.232 0.532 0.877 0.766 1.719 0.000 

South Africa 0.052 0.272 0.079 0.437 0.974 1.079 1.409 0.000 

Rest of SACU 0.064 0.030 0.249 0.595 0.846 1.269 1.166 0.000 

Rest of world 0.000 0.000 0.000 0.000 0.000 0.000 0.000 0.000 

TRADE FACILITATION SHOCKS (IMPORTER BY COMMODITY) 

South Central Africa 0.068 0.201 0.244 0.527 1.192 1.315 1.391 0.000 

Madagascar 0.067 0.053 0.203 0.724 0.824 1.185 1.106 0.000 

Malawi 0.048 0.430 0.633 0.537 0.832 1.185 1.645 0.000 

Mauritius 0.064 0.524 0.038 0.395 0.762 1.011 1.442 0.000 

Mozambique 0.053 0.120 0.030 0.394 0.688 1.021 1.131 0.000 

Tanzania 0.052 0.219 0.057 0.532 1.022 0.986 1.125 0.000 

Zambia 0.054 0.063 0.121 0.514 0.951 1.050 1.398 0.000 

Zimbabwe 0.055 0.110 0.239 0.441 0.946 1.067 1.636 0.000 

Rest of Eastern Africa 0.068 0.201 0.244 0.527 1.192 1.315 1.391 0.000 

Botswana 0.074 0.235 0.123 0.530 0.796 1.164 1.428 0.000 

Namibia 0.064 0.385 0.157 0.620 0.950 1.234 1.299 0.000 

South Africa 0.082 0.730 0.047 0.412 0.812 0.738 1.607 0.000 

Rest of SACU 0.068 0.201 0.244 0.527 1.192 1.315 1.391 0.000 

Rest of world 0.000 0.000 0.000 0.000 0.000 0.000 0.000 0.000 

Source: Authors’ calculations based on the GTAP-9 database (2011) and Global Database of per day ad valorem time values in trade 

(2007) 

Under the GTAP model’s default microeconomic closure, factor endowments are fixed and factor 

prices adjust to restore full employment of the factors of production in the post-shock equilibrium. 

Alternatively, the return to capital or labour can be fixed and the supply of capital and labour 

adjusts to restore equilibrium. In the GDyn model, investment adjusts to changes in the rate of 

return. Also, by fixing wage rates, we allow labour supply to adapt to changes in wages. As a 

result, improved trade facilitation generates ‘endowment’ effects; that is, the amount of labour 

and capital in an economy changes based on changes in returns to labour and capital. 

Regarding the GDyn model’s macroeconomic closures, two approaches are available. First, the 

current account can be fixed; in this case, it is assumed that the external balance is determined 

entirely by domestic investment-savings dynamics. When trade policy shocks result in 

unbalanced changes in imports and exports, the original trade balance is restored by implicit 
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exchange rate adjustments. Alternatively, the current account can be allowed to adjust to the 

trade shock (Gopalakrishnan & Khorana, 2016). A closure was adopted where the current 

account adjusts; this is a more realistic assumption for the small, open  economies that are part 

of the SADC region. The next section discusses the GDyn simulation results. The macroeconomic 

impacts are discussed first, followed by sectoral results and, finally, the welfare implications and 

decomposition. 

3.6 Results 

3.6.1 Macroeconomic implications 

Table 3-7 summarises the impact of a 50% reduction (that is, a 10% annual reduction from 2018 

to 2022) on the various SADC countries in total time to export to all countries on real GDP. Real 

GDP rises in all SADC countries. The ‘Rest of the world’ experiences a negligible decline in real 

GDP growth. The top five percentage-point changes observed are the most significant in 

Zimbabwe, followed by Mozambique, Namibia, South Africa and Zambia, where the estimated 

reduction in customs delays from trade facilitation is the greatest in key (concentrated) sectors of 

each of the respective economies (Table 3-6). These countries also trade more intensely with 

other SADC countries, where the benefits from reducing time to trade are also higher and result 

in a positive spill over effect. 

The iceberg method used to implement reduced border delays causes a technological change 

that raises real GDP. Table 3-7 displays the decomposition of these changes in real GDP, which 

are calculated based on income, into changes in factor incomes, taxes and technological change. 

The results in Table 3-7, expressed as a share of the ‘percentage point change in real GDP’ (i.e. 

the column total), show that between 8% and 18% of the gains in real GDP under the iceberg 

method are due to technological change – that is, the increase in consumption caused by getting 

more imports than were purchased. Most of these technological gains are due to the improvement 

in productivity imposed on imported intermediates purchased by firms and used in production. 

However, between 35% and 91% of the change in technological is due to increased ‘productivity’ 

of private households’ imports (Table 3-7). 

Productivity gains obtained by importing firms from trade facilitation may reduce a firm’s costs of 

production, leading to a more efficient allocation of resources and increased domestic production 

in the importing country. However, the mechanism by which ‘productivity’ gains, obtained by 

private and government consumers, raise real GDP, is still ambiguous. National accounting in 

the GDyn model attributes the increase in final consumption relative to imports as an increase in 

real GDP, although there is no corresponding increase in domestic production. This suggests that 

up to a third of the gains in real GDP, which result from the increased ‘productivity’ of private 
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household and government imports, are not matched by increases in domestic production. These 

gains in real GDP are therefore probably more accurately described as increases in the ‘effective 

quantity, quality or utility’ of the consumed imported commodities. 

Table 3-7: Decomposition (share) of trade facilitation impact on real GDP based on income 
(2018–2027) 

Country/ 

Region 

 

 

 

Variable 

Z
im

b
a
b

w
e

 

Z
a
m

b
ia

 

S
o

u
th

 A
fr

ic
a

 

N
a
m

ib
ia

 

B
o

ts
w

a
n

a
 

R
e
s
t 

o
f 

S
A

C
U

 

S
o

u
th

 C
e
n

tr
a
l 

A
fr

ic
a

 

M
a
d

a
g

a
s
c
a
r 

M
a
la

w
i 

M
a
u

ri
ti

u
s

 

M
o

z
a
m

b
iq

u
e

 

T
a
n

z
a
n

ia
 

R
e
s
t 

o
f 

E
a
s
te

rn
 A

fr
ic

a
 

R
e
s
t 

o
f 

w
o

rl
d

 

Factors 0.40 0.29 0.24 0.41 0.15 0.11 0.06 0.07 0.13 0.18 0.55 0.20 0.04 -0.00 

Taxes 0.47 0.04 0.11 0.04 0.02 0.02 0.02 0.00 0.03 0.03 0.14 0.07 0.02 -0.00 

Technological change 0.17 0.04 0.06 0.10 0.04 0.02 0.01 0.01 0.02 0.04 0.11 0.04 0.01 -0.00 

Of which: 
              

Firms -0.01 0.01 0.02 0.05 0.02 0.01 0.00 0.00 0.01 0.01 0.05 0.01 0.00 -0.00 

Private households 0.15 0.02 0.03 0.04 0.01 0.01 0.00 0.01 0.01 0.02 0.05 0.02 0.00 -0.00 

Government 0.02 0.01 0.01 0.01 0.01 0.00 0.00 0.00 0.00 0.00 0.01 0.01 0.00 -0.00 

%-point Δ in real GDP 1.03 0.37 0.40 0.55 0.21 0.15 0.09 0.08 0.19 0.25 0.79 0.31 0.07 -0.00 

Source: Authors’ calculations based on GDyn model results  

Figure 3-1 shows the baseline growth for each SADC country from 2018 to 2027, along with the 

post-simulation or policy results (i.e. after accounting for the impact to reduce export time for 

SADC countries). The reduction in time to export could have a positive impact on the GDP growth 

rate of those SADC countries that are currently less open, landlocked or specialised regarding 

the export product-country combinations. For example, for Zimbabwe, GDP growth is projected 

to be 1.84 percentage points higher in comparison to the counterfactual scenario (i.e. if the 

measure had never come into force) by 2018, by 2.08 percentage points in 2022, and 0.08 

percentage points higher by 2027. This also results in cumulative gains in GDP growth for 

Zimbabwe of 10.75% by 2027 (Figure 3-2). 

In Figure 3-1, the results from countries such as Zimbabwe, Malawi and Botswana also follow 

from the fact that these countries have some of the highest values for time to export. A significant 

proportion of this time is derived from time spent on inland trucking to and from ports. Accordingly, 

improved trade facilitation results in greater gains for these respective economies, as is shown 

by the greater deviation from the baseline (the grey line relative to the blue line in Figure 3-1) as 

compared to the gains experienced by other SADC countries. 
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Figure 3-1: Percentage change in GDP growth rate (%) from 2018 to 2027 (Baseline vs Policy) 

Source: Authors’ calculations based on GDyn model results 
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Figure 3-2 shows the cumulative GDP gains (2018–2027) for each of the SADC countries/regions 

in the GDyn database. Zimbabwe is the only country that shows significant cumulative gains from 

2018 to 2022, after which it stabilises for the remainder of the period. Zimbabwe’s closed 

economy, landlocked status and low base of GDP are all contributing factors to the country’s 

significant gains. Zimbabwe is unique in this regard, as is also evident from the modelling results. 

Zimbabwe’s significant cumulative gains in GDP growth are followed by Mozambique, Namibia, 

South Africa and Zambia. 

 

Figure 3-2: Cumulative percentage change in GDP, 2018–2027 

Source: Authors’ calculations based on GDyn model results  

Figure 3-3 shows that reducing the time to export in South Africa may result in a cumulative gain 

in GDP of US$ 7.2~78.7 billion from 2018–2027, assuming a 50% reduction (that is, a 10% annual 

reduction from 2018 to 2022) in total time to export to all countries. The reduction in time to export 

attributes to more than 90% of the cumulative GDP gains. All other SADC countries also 

experience gains, but the gains are significantly less than for South Africa. 

In contrast, the ‘Rest of the world’ is projected to incur a cumulative GDP loss of US$ 12.1~124.6 

billion over 2018–2027. It should be kept in mind that the ‘Rest of the world’ aggregate grouping 

consists of over 126 countries. 
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Figure 3-3: Cumulative GDP gains in 2018, 2022 and 2027 (US$ Millions) 

Source: Authors’ calculations based on GDyn model results 

Table 3-8 offers a further breakdown of the impact on real GDP according to the agent importing 

the commodity. Although firms are, in many countries, the most significant source of real GDP 

gains, some countries also show the relative importance of households as key contributors. The 

increasing importance of households stems from the fact that households tend to purchase more 

domestic goods and services (which purchase imported intermediate goods, as seen in Table 

3-13). 

Table 3-8 also illustrates the impact of trade facilitation on several macroeconomic variables, 

such as trade, prices and investment. The cause of greater trade is straightforward – the iceberg 

method allows agents to buy fewer imports to satisfy the same import demand (utility). Imports 

rise by a higher percentage in most SADC countries except the group ‘Rest of the world’, where 

exports rise more. This is due to the smaller shocks imposed under trade facilitation on the ‘Rest 

of the world’ (Table 3-6). With the smaller shocks, imports rise less in the ‘Rest of the world’. 
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However, they still benefit from the other countries’ increasing their imports, thereby increasing 

the demand for exports for the ‘Rest of the world’. 

Imports valued at cost, insurance, and freight (CIF), world prices (qiwreg for those familiar with 

the GDyn model) and exports at FOB world prices (qxwreg) were used as measures of trade. 

These measures of trade do not include the iceberg cost changes. They reflect changes in the 

quantities of goods sent from the exporting country to the importing country. When aggregated 

over regions and taking transport margins into account, the change in total global exports equals 

that of global imports when employing these variables, which is approximately 0.82 percentage 

points. 

To illustrate the inconsistency regarding the appropriate variable to report, Table 3-8 also includes 

imports inclusive of iceberg effects, aggregated over commodities using market prices (based on 

qim). We refer to these as qimreg to reflect the fact that these are the quantities (or effective 

quantities) available to consumers in the importing region at market prices. Under the iceberg 

method, the changes in imports inclusive of iceberg effects (qimreg) are significantly higher than 

the changes in imports (qiwreg) sent by the exporter. 

With the iceberg effect, the fact that importers receive more imports without having to buy the 

corresponding amount of exports, because of the receipt of previously lost goods, translates into 

the productivity gain that raised real GDP (Table 3-7). Under this method, there is no equivalence 

between these iceberg-inclusive imports and exports. It is therefore difficult to justify comparing 

imports and exports with the iceberg effect included.6  

For some countries, prices fall under the iceberg approach (e.g. South Africa, Madagascar, ‘Rest 

of the world’), as the costs of production have fallen due to the productivity change. Real factor 

returns rise under the iceberg method due to the general fall in prices caused by the productivity 

effect and related cost reductions. 

Investment also rises across all countries except the ‘Rest of the world’. This is due to the 

increased rates of return as a result of higher returns to capital relative to the price of capital 

goods. However, investment is greater under the iceberg method. 

 

 

6 Unless the modeller wishes to emphasise the amount of spoilage or loss no longer occurring, or the extent of the 
reduction in production costs, in which case both should be presented. 
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Table 3-8: Impact of trade facilitation on macroeconomic variables (Average %-point changes, 2018–2027) 

Country/ 

Region 
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Real GDP 1.032 0.370 0.404 0.554 0.205 0.152 0.087 0.083 0.191 0.251 0.793 0.310 0.071 -0.002 

Of which:               

Firms -0.029 0.117 0.139 0.303 0.111 0.053 0.028 0.017 0.059 0.082 0.447 0.102 0.011 -0.000 

Households 0.607 0.180 0.214 0.229 0.079 0.087 0.044 0.061 0.122 0.164 0.444 0.185 0.048 -0.001 

Government 0.092 0.064 0.079 0.079 0.032 0.022 0.016 0.007 0.041 0.031 0.072 0.047 0.009 -0.000 

Exports* 1.007 -0.125 0.373 -0.016 -0.285 0.343 0.109 0.378 -0.305 0.272 0.730 0.312 0.277 0.005 

Imports* 1.000 0.794 1.619 1.613 0.860 0.504 0.200 0.317 0.147 0.909 2.128 1.017 0.418 -0.008 

Imports (including iceberg effects)** 2.043 2.722 3.183 3.204 1.769 0.857 0.385 0.716 0.660 1.777 4.498 2.280 0.848 -0.014 

Terms of trade -0.173 0.503 0.470 0.426 0.291 0.011 0.044 -0.042 0.067 0.365 0.401 0.338 0.051 -0.004 

Export prices 0.130 0.553 0.377 0.459 0.376 0.082 0.058 -0.022 0.249 0.370 0.519 0.360 0.056 -0.016 

Import prices 0.309 0.042 -0.101 0.027 0.079 0.069 0.014 0.020 0.176 0.004 0.116 0.020 0.004 -0.012 

Real wages of:               

Skilled -0.068 1.046 0.594 0.903 0.454 0.193 0.087 0.139 0.339 0.395 1.103 0.695 0.132 0.001 

Unskilled 0.116 0.973 0.560 0.813 0.405 0.197 0.094 0.144 0.302 0.463 1.014 0.565 0.113 0.001 

Real rental on capital 0.100 1.161 0.659 0.829 0.728 0.208 0.015 0.046 0.484 0.378 0.749 0.437 0.148 -0.001 

Investment 0.485 1.589 1.784 1.922 0.626 0.455 0.227 0.194 0.362 1.200 2.367 1.073 0.311 -0.023 

Note: *Exports are obtained using the variable qxwreg and imports using qiwreg. These measures reflect trade at world prices (FOB and CIF respectively) and are based on exported quantities, 

not amounts received by the importer, which are larger than exports due to the iceberg effect losses. **Imports inclusive of iceberg effects are imports aggregated using market shares (qimreg). 

The difference between ‘imports’ and ‘imports inclusive of iceberg effects’ is the increase in quantity caused by trade facilitation when using the iceberg method. Under the iceberg method, 

trade facilitation increases the quantity of imports received relative to those sent from abroad. 

Source: Authors’ calculations based on GDyn model results 
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3.6.2 Trade and production implications 

Many of the SADC countries’ exports are concentrated in only a few products (e.g. mostly 

agricultural and mining commodities) and destined for a limited number of markets. Given that 

the products are often subject to varying demand and prices, these countries’ economies are 

vulnerable to trade shocks. However, reducing the time to trade across borders may hold benefits 

for these countries by diversifying their respective export baskets. For example, Dennis and 

Sheppard (2007) found evidence of a strong impact on export diversification resulting from a 

reduction in direct trade transportation costs. A strong focus of the sectoral results is therefore on 

the composition of the various SADC countries’ exports and on the markets to which they export. 

Table 3-9 to Table 3-13 provide the sectoral results of the estimated impact of reducing the time 

to trade across borders in the SADC region. In general, the results show that trade rises in 

commodities and sectors where the trade facilitation shocks were the largest (Table 3-6). Real 

trade values are larger in countries that are less open, for example Zimbabwe (Table 3-9 and 

Table 3-12). For the majority of SADC countries, production (Table 3-13) and exports (Table 3-9) 

of heavy manufactured goods increase the most as a result of the higher trade facilitation shocks 

for these goods (Table 3-6). Only Botswana and the rest of the world experience a decline. For 

Botswana, the result can be explained by the relatively small share (only 7%) that heavy 

manufacturing makes up of their total export basket, where mining and extraction represents the 

bulk of the country’s exports (67%). The miniscule change for the ‘Rest of world’ (-0.008%) can 

be explained by trade diversion as a result of the benefits of trade facilitation, that is, the SADC 

countries shifting their imports of heavy manufactured goods from other countries to SADC 

members. Trade in mining and extraction falls because of a shift in the export baskets of each 

SADC country, from the more traditional export sectors to the non-traditional, given the relative 

size of the trade facilitation shock by sector. For example, the gains for heavy manufacturing far 

outweigh those for mining and extraction given that the shock to the former is more than double 

of that to the latter sector). The table also highlights the shift towards greater export diversification 

in the SADC member countries. 
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Table 3-9: Impact of trade facilitation on exports at world FOB prices (Average %-point 
changes, 2018–2027) 

  Sector 

 

Country/Region 

Grains and 

Crops 

Livestock 

and Meat 

Products 

Mining and 

Extraction 

Processed 

Food 

Textiles 

and 

Clothing 

Light 

Manufacturi

ng 

Heavy 

Manufactur

ing 

All 

Services 

Zimbabwe -4.392 -3.805 -2.926 -1.042 0.152 1.276 3.447 -0.209 

Zambia -2.287 -5.708 -0.300 -3.209 -3.168 -0.967 0.301 -2.641 

South Africa -1.280 -1.546 -0.329 -1.304 -1.333 -0.048 1.304 -2.791 

Namibia -2.376 -1.233 -0.655 -0.463 -3.386 -2.496 2.038 -3.129 

Botswana -1.616 -1.638 -0.230 -0.144 -1.196 -0.920 -1.268 -1.570 

Rest of SACU -1.160 -1.006 -0.104 0.328 0.950 2.742 2.353 -0.891 

SCA -0.240 -0.230 0.002 0.773 2.541 0.163 3.120 -0.058 

Madagascar -0.618 0.221 -0.202 0.294 2.530 2.794 4.506 -0.371 

Malawi -1.038 -1.292 -0.129 -0.241 0.178 2.365 2.334 -1.076 

Mauritius -1.436 -2.757 -1.147 0.236 0.540 1.402 2.083 -1.488 

Mozambique -4.291 -5.100 -2.222 -1.949 -3.812 -2.800 1.306 -2.135 

Tanzania -2.071 -3.290 -0.359 -0.930 -0.874 0.667 1.762 -1.789 

REA -0.463 -0.952 -0.081 0.454 1.790 2.735 2.644 -0.657 

Rest of world 0.035 0.029 -0.002 0.019 0.017 0.017 -0.008 0.020 

Source: Authors’ calculations based on GDyn model results  

Table 3-9 summarises the impact of trade facilitation on FOB value exports per country/region 

and sector. The reduction in the time to trade across borders results in increased shares of heavy 

manufactured goods of between 0.3 and 4.5 percentage points in total export value, with the 

exception of Botswana and the rest of the world, that experience a decline in exports. A reduction 

in shares of between -5.7 and -0.08 percentage points exists in the export of grains and crops 

and in livestock and meat products as well as in mining and extraction services. The shares of 

light manufactured goods and textiles and clothing show significant growth of between 0.02 and 

2.8 percentage points. Countries that experience increased exports across multiple sectors 

include Zimbabwe, the ‘Rest of SACU’, South Central Africa, Madagascar, Malawi, Mauritius, 

Tanzania and the ‘Rest of Eastern Africa’. These results are consistent with the hypothesis that 

prolonged delays to cross borders restrict developing countries’ potential for diversifying exports. 

More importantly, it also limits their potential to participate in some of the most dynamic sectors 

in terms of trade growth (Walmsley & Minor, 2016). 

Table 3-10 shows that export prices for all export products across all countries or regions rise 

from a low of 0.004 percentage points on mining and extraction in Zambia to 1.3 percentage 

points on livestock and meat products in Mozambique. The average increase in export prices is 

0.25 percentage points of FOB value. Therefore, the benefits of reduced delays in exporting are 

enjoyed by every sector across all SADC countries (except heavy manufactured goods in 

Zimbabwe). This counterintuitive result can be explained by investigating the impact of the trade 
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facilitation scenario on the real exchange rate7  in the GDyn model. This variable shows the effects 

of different measures on regional real purchasing power. Compared to the baseline (BAU) 

scenario’s real exchange rate, local prices will increase with improved trade facilitation, which 

results in fewer pressures on the local appreciation. Among the SADC countries, facilitation 

causes faster regional price increasing. A faster increase in domestic prices results in less 

pressure of an appreciation of the real exchange rate. Also, based on the Armington assumption, 

the distribution of exports between regions is determined by the relative export prices to those 

regions and the presumed substitutability of the commodities based on characteristics of the 

commodities and the regions. Consequently, domestic producers are responsive to prices in the 

different markets – the domestic market and all other regions in the GDyn model – and adjust 

their volumes of sales according to relative prices. 

Table 3-10: Impact of trade facilitation on aggregate price of exports (Average %-point 
changes, 2018–2027) 

  Sector 

 

Country/Region 

Grains and 

Crops 

Livestock 

and Meat 

Products 

Mining and 

Extraction 

Processed 

Food 

Textiles 

and 

Clothing 

Light 

Manufacturi

ng 

Heavy 

Manufactur

ing 

All 

Services 

Zimbabwe 0.790 0.685 0.208 0.534 0.419 0.375 -0.042 0.066 

Zambia 0.976 1.179 0.004 1.022 0.769 0.619 0.598 1.109 

South Africa 0.439 0.611 0.046 0.637 0.682 0.533 0.440 0.720 

Namibia 0.608 0.737 0.152 0.431 0.781 0.690 0.476 0.815 

Botswana 0.736 0.816 0.347 0.695 0.646 0.654 0.886 0.731 

Rest of SACU 0.303 0.271 0.103 0.200 0.238 0.206 0.201 0.245 

SCA 0.095 0.074 0.095 0.065 0.032 0.035 0.044 0.035 

Madagascar 0.164 0.134 0.067 0.119 0.065 0.074 0.071 0.099 

Malawi 0.490 0.526 0.075 0.435 0.410 0.351 0.250 0.431 

Mauritius 0.447 0.428 0.153 0.375 0.346 0.313 0.427 0.392 

Mozambique 1.249 1.304 0.264 0.698 0.925 0.860 0.612 0.831 

Tanzania 0.485 0.652 0.088 0.465 0.543 0.394 0.435 0.587 

REA 0.132 0.151 0.101 0.128 0.135 0.149 0.129 0.171 

Rest of world 0.000 -0.003 -0.028 -0.006 -0.007 -0.010 -0.014 -0.007 

Source: Authors’ calculations based on GDyn model results  

Besides export product diversification, market diversification is also important for developing 

countries. Many SADC countries’ exports are concentrated in only a few markets, which incurs 

high market risks to their exports. Table 3-11 illustrates the shares of the ‘Rest of the world’ 

(outside the SADC) and intra-SADC exports. Most SADC countries, including the ‘Rest of the 

world’, show more diversified export destination markets resulting from increased trade 

facilitation. This can be explained by trade diversion, that is, SADC countries shifting imports from 

countries outside the SADC to imports from within the SADC. This occurs due to the efficiency 

 

 

7 The real exchange rate in the GDyn model measures the relative prices of traded to non-traded goods. 
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gains in the exports of these countries as a direct result of the way in which the shock is 

implemented. 

Efficiency improvement in exports or imports indicates a reduction of service-link costs that 

connect fragmented production blocks across borders. If cross-border service-link costs are 

reduced by various facilitation measures, international production or distribution networks in the 

SADC region can be further developed, with potential extension to other African countries. 

Table 3-11: Change in the destination of total exports (Average %-point changes, 2018-
2027) 

  Importer 
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Zimbabwe -0.05 2.23 3.41 2.45 2.03 -0.17 -0.01 0.00 1.49 0.59 3.84 2.21 0.46 0.26 

Zambia -1.26 -2.42 1.37 1.31 -1.28 -0.25 -1.80 -0.92 -1.79 -3.47 -0.20 -0.30 0.53 -0.05 

South Africa 0.93 0.92 -1.41 1.84 0.47 -0.18 0.32 0.38 0.00 0.93 2.15 1.54 0.49 0.20 

Namibia 0.96 1.08 -0.39 -1.80 0.53 -0.07 -0.82 -2.74 -0.97 -0.47 1.30 -0.38 -2.21 0.08 

Botswana 1.61 0.49 0.66 0.42 -2.10 -1.28 -2.24 -2.04 0.02 -1.53 -0.10 -0.65 -1.76 -0.83 

Rest of SACU 1.71 1.88 0.52 3.59 1.12 -1.01 -0.83 2.02 0.92 1.27 3.56 2.83 2.42 0.22 

SCA 1.68 3.85 0.60 4.00 1.51 0.69 -0.12 0.57 1.95 3.56 4.89 4.01 1.94 0.03 

Madagascar 2.02 2.17 3.17 1.80 1.93 4.15 -0.18 -0.32 1.83 2.18 2.62 4.48 1.01 0.41 

Malawi 1.00 1.54 -0.01 0.77 0.51 -0.63 -0.38 0.24 -0.91 -1.33 1.02 -0.03 -1.93 -0.64 

Mauritius 1.89 2.24 2.52 3.33 1.61 1.41 0.35 1.30 0.85 -1.59 3.07 2.38 1.88 -0.04 

Mozambique -0.23 0.89 0.09 0.20 0.69 0.88 -0.04 -1.47 -0.59 -2.14 -2.88 1.11 -0.85 0.87 

Tanzania 0.99 1.52 1.31 2.54 0.51 1.41 1.16 1.75 0.45 -0.42 2.60 -1.80 1.67 0.24 

REA 2.24 2.68 2.50 3.66 1.87 1.22 -0.02 0.83 1.42 1.86 3.24 2.90 -0.47 0.36 

Rest of world 1.00 0.83 1.70 1.60 0.91 0.58 0.12 0.24 0.35 0.90 2.08 0.96 0.39 -0.01 

Source: Authors’ calculations based on GDyn model results  

Therefore, in the case of the SADC region, reducing the time to export increases the share of 

most manufactured goods in exports. This is especially so for heavy manufactured goods. It also 

increases the diversity of destination markets for a country’s exports. This increase in diversity, 

in terms of products/sectors and markets, are key objectives of export diversification. 
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Table 3-12: Impact of trade facilitation on imports at world CIF prices (Average %-point 
changes, 2018–2027) 

            Sector 

 

Country/Region 

Grains and 

Crops 

Livestock 

and Meat 

Products 

Mining and 

Extraction 

Processed 

Food 

Textiles 

and 

Clothing 

Light 

Manufacturi

ng 

Heavy 

Manufactur

ing 

All 

Services 

Zimbabwe 0.442 1.129 1.567 0.558 1.422 0.821 0.860 0.236 

Zambia 1.827 3.278 0.179 1.747 2.406 1.159 0.497 2.955 

South Africa 0.736 1.960 0.583 1.411 1.980 2.037 1.936 1.766 

Namibia 0.877 1.029 1.019 0.755 2.122 2.220 1.627 2.231 

Botswana 0.633 1.155 1.044 0.594 0.209 0.855 0.340 1.465 

Rest of SACU 0.191 -0.444 0.669 -0.322 0.264 0.472 0.633 0.625 

SCA 0.134 0.161 0.554 0.097 0.037 0.072 0.107 0.154 

Madagascar 0.423 0.254 0.448 0.189 0.705 0.356 0.238 0.277 

Malawi 0.223 0.713 -0.093 0.420 0.381 0.388 -0.215 0.967 

Mauritius 0.749 1.101 0.378 0.662 0.980 1.135 0.942 0.850 

Mozambique 2.317 3.518 1.852 1.473 1.970 2.596 1.892 2.442 

Tanzania 1.317 2.318 0.985 0.908 1.123 0.809 0.932 1.622 

REA 0.264 0.516 0.697 0.229 0.274 0.501 0.501 0.409 

Rest of world -0.007 -0.008 -0.013 -0.006 -0.001 -0.007 -0.006 -0.010 

Source: Authors’ calculations based on GDyn model results  

The impact of trade facilitation on output (Table 3-13) shows that the increase in exports 

translates into increased production, alongside some productivity gains. It seems reasonable that 

total output will increase if trade facilitation results in reducing shipping and other transportation 

cost, thus make the total trade volume larger. The increase in output of textiles and clothing as 

well as light and heavy manufactured goods springs from the increase in exports of these goods. 

Conversely, the increase in services output is due to its supportive role in the GVCs of those 

sectors boosted by increased exports. 

Table 3-13: Impact of trade facilitation on output (Average %-point changes, 2018–2027) 

        Sector 

 

Country/Region 

Grains and 

Crops 

Livestock 

and Meat 

Products 

Mining and 

Extraction 

Processed 

Food 

Textiles 

and 

Clothing 

Light 

Manufacturi

ng 

Heavy 

Manufactur

ing 

All 

Services 

Zimbabwe 0.039 0.008 -0.002 0.051 0.139 0.487 2.324 0.029 

Zambia -0.392 0.152 -0.110 0.001 -0.134 -0.867 0.016 0.393 

South Africa -0.670 0.017 -0.078 -0.091 -0.549 0.107 0.556 0.416 

Namibia -0.431 -0.438 -0.105 0.121 -1.345 -1.122 1.107 0.620 

Botswana -0.174 -0.066 -0.251 -0.117 -1.626 -1.225 -2.309 0.293 

Rest of SACU 0.057 0.161 -0.027 0.152 0.221 -0.038 0.647 0.107 

SCA 0.020 -0.019 0.004 0.022 0.056 0.020 0.010 0.057 

Madagascar -0.047 0.043 -0.004 0.031 1.852 0.258 0.533 0.046 

Malawi -0.085 0.237 -0.066 0.112 -0.507 -0.601 -0.133 0.141 

Mauritius -0.186 -0.286 -0.054 0.063 0.263 0.310 0.955 0.012 

Mozambique -0.100 0.014 -0.077 0.045 -1.286 0.026 0.754 0.856 

Tanzania -0.277 0.109 -0.077 -0.098 -0.926 -0.298 0.892 0.346 

REA -0.084 -0.027 -0.006 -0.006 -0.127 0.144 0.205 0.049 

Rest of world 0.008 0.001 -0.002 0.002 0.006 0.001 -0.009 -0.003 

Source: Authors’ calculations based on GDyn model results  

The above results indicate that a reduction in the time to trade across borders results in both 

direct and indirect (spillover) benefits to the various SADC countries. 



 

46 
 

3.6.3 Welfare implications 

In the GDyn model, welfare is based on the equivalent variation (EV). EV measures what a 

consumer would be willing to be compensated to forego a policy change – in this instance, to 

reduce the total time to export to all countries. More technically, EV is the difference in the 

expenditure required to obtain the post-simulation level of utility at the initial prices 

(PricewaterhouseCoopers, 2015). 

A summary of the impact on welfare, obtained from the results of this experiment, is given in 

Figure 3-4 and Table 3-14. Under these assumptions, the potential benefits of a reduction in the 

time to export is substantial for South Africa, as well as for several other SADC countries. The 

total welfare gains (as measured by EV) (Figure 3-4) across all 14 countries and regions (Table 

3-14) is US$28.6 billion and for the SADC region it is US$46.0 billion. The most significant welfare 

gains are observed in South Africa (US$27.5 billion), followed by Mozambique (US$3.9 billion), 

Zambia (US$3.8 billion), South Central Africa (US$2.8 billion), Tanzania (US$2.7 billion) and 

Botswana (US$1.6 billion). The improvement in the welfare of most SADC countries is due, 

unsurprisingly, to the technical efficiency gains from reducing time in export (iceberg tariffs). As 

with all preferential trading arrangements, this bilateral improvement in efficiency leads to some 

allocative losses from trade diversion. Zimbabwe, Madagascar, Malawi and the ‘Rest of the world’ 

suffer a modest loss of welfare due to the terms of trade effect. Investment and savings rise in 

only Malawi and the ‘Rest of the world’ as the returns to capital rise. This results in a modest 

increase in welfare for these countries/regions. 

From Figure 3-4, we observe that all SADC countries experience an increase in welfare when 

reducing their total time to export to all countries, with the ‘Rest of the world’ suffering an adverse 

welfare effect. It is interesting to note that the welfare gains for Zimbabwe are relatively low (only 

US$319 million), despite gaining the most regarding real GDP (Table 3-7). The reason for this is 

that welfare gains depend on trade and therefore on the extent to which an economy is open 

(Walmsley & Minor, 2016). As a result, the more open SADC economies, such as South Africa, 

experience more significant welfare gains compared to a landlocked country such as Zimbabwe. 

Fugazza and Maur (2006) found similar results in applying the same (iceberg) approach. 

South Africa, for example, sees a positive outcome. The reduction in border delays leads to a 

modest increase in allocative efficiency. Gains from the technical change, which was created by 

the removal of the iceberg tariff, are much smaller than that of other SADC countries. South 

Africa’s declining barriers also lead to a substantial improvement in the terms of trade, 

contributing about US$4.7 billion to South Africa’s increase in welfare. For the ‘Rest of the world’, 

allocative efficiency worsens because of the trade diversion between the different SADC 
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countries. However, the global impact is still positive due to the improvement in technical 

efficiency through the shortening of delays at the various SADC borders. 

 

Figure 3-4: Relative changes (from baseline) in aggregate welfare (EV; US$ Millions) in 
2027 

Source: Authors’ calculations based on GDyn model results 

Table 3-14 shows the decomposed welfare results of the trade facilitation simulations. The 

importance of the various channels through which the shock is transmitted to the economy differs 

across the SADC countries (Figure 3-5). For example, the technological change effect works 

directly through imports of firms, households, investment and governments, while the productivity 

effects are transmitted to only imports of firms, households, government and investment. 

Domestic goods also benefit from the price mechanism. The transmission of these productivity 

gains on imports to domestic products, and therefore to foreigners through exports, occurs 

through changes in the price of the domestic commodity, which when exported, are captured in 

the terms of trade (prices of exports relative to imports). 
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Table 3-14: Impact of trade facilitation on welfare and its decomposition (Total $US 
millions, 2018–2027) 

Variable 
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Zimbabwe 193 -19 412 60 -224 -49 0 -54 319 

Zambia 149 807 1 435 1 078 868 -963 0 405 3 779 

South Africa 9 805 17 841 1 166 1 740 4 683 -13 021 0 5 237 27 450 

Namibia 173 1 111 119 182 111 -985 0 309 1 021 

Botswana 223 1 019 78 144 222 -376 0 336 1 647 

Rest of SACU 48 127 27 18 36 -72 0 -28 157 

SCA 258 713 277 585 1 320 -879 0 538 2 812 

Madagascar 12 37 59 53 -3 -13 0 -2 142 

Malawi 31 96 176 89 -26 83 0 -124 325 

Mauritius 99 320 59 8 247 -191 0 -77 466 

Mozambique 732 2 445 823 656 227 -1 758 0 741 3 865 

Tanzania 697 805 643 564 466 -424 0 -21 2 730 

REA 354 268 82 321 379 -169 0 43 1 277 

Rest of world -8 973 -16 336 3 810 -4 499 -8 338 15 203 0 1 734 -17 400 

Source: Authors’ calculations based on GDyn model results  

The allocative efficiency improvement in imports (Table 3-14) indicates a reduction of service-link 

costs to connect fragmented production blocks across borders. If cross-border service-link costs 

are reduced by various facilitation measures to reduce the time to trade across borders, then 

international production/distribution networks in the SADC can be developed. The potential to 

extend to other African countries will exist. 

Table 3-14 and Figure 3-5 also show that allocative efficiency gains are relatively significant 

compared to the other contributing factors. This is mainly because of a substantial increase in 

trade due to the reduced total time to export to all countries as well as the allocative efficiency 

gains that accompany those increases in trade. 
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Figure 3-5: Percentage share of each decomposed component to aggregate welfare 
change (2018–2027) 

Source: Authors’ calculations based on GDyn model results 

The impact on the terms of trade and the resulting effect on welfare depends on the extent to 

which the price of exports and imports are reversed. In most countries, except Zimbabwe, 

Madagascar and the ‘Rest of the world’, the rise in the price of exports is higher than the increase 

in prices of imports (Table 3-8), leading to an improvement in the terms of trade. The terms of 

trade effects of Zimbabwe, Madagascar and the ‘Rest of the world’ decline as import prices rise 

relative to export prices – thereby reversing the terms of trade effect. The result reveals some 

significant differences in the terms of trade and the contribution of the terms of trade to welfare. 

However, their impact on total welfare is minimal (apart from Zimbabwe where the effect is 

relatively large). 
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3.7 Conclusion 

Africa appears to be a silent partner among economies capitalising from international trade. 

Marked as an expensive region from which to trade, the SADC region is particularly noteworthy 

in this regard, despite its great potential to compete globally. Although researchers differ on trade 

solutions and the details thereof, they agree on the importance of political will. It has been argued 

that trade facilitation could provide answers to trade problems on the African continent. Robust 

analysis thereof might be a valuable preparation tool during trade negotiations by exploring 

potential outcomes and, in doing so, encouraging commitment to agreements. 

Results presented in this paper suggest that there are both direct and indirect benefits to 

economies through the shortening of delays at borders in the SADC region. Real GDP rises, 

including in countries that are currently less open or landlocked. Results also indicate that more 

than 90% of cumulative GDP gains are directly due to the reduction in export time. Diversity also 

increases when trade time reduces, for both product and destination markets. In addition, GVCs 

can be developed with the potential to expand to other African countries. Due to improvements 

in technical efficiency, the region experiences total welfare gains. In financial terms, the study 

thus concluded that total welfare gains across all 14 countries and regions amount to US$28.6 

billion and for the SADC it is US$46.0 billion. South Africa with the highest gains, measure 

US$27.5 billion, followed by Mozambique with US$3.9 billion. Improvements in border times will 

also lead to a substantial improvement in the terms of trade, contributing approximately US$4.7 

billion to South Africa’s increase in welfare. This research is important because the results 

presented suggest that the reduction in border delays across the SADC region could address its 

problematic trade issues almost to the full extent. 

This study explored the potential impact of reducing border delays in SADC on regional trade. It 

presented the results in such a way to improve transparency and to encourage political 

discussion. Consequently, an in-depth analysis of trade-related problems in the region is 

proposed. Emphasis has to be placed specifically on border delays and the related causes. This 

is especially important since trade facilitation measures and their implementation vary from one 

situation to the next and such measures should be customised to suit the circumstances. 
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CHAPTER 4: INVESTIGATING CO-ORDINATED BORDER 

MANAGEMENT AS A MECHANISM TO ENHANCE TRADE FLOWS IN 

THE SADC REGION: A CASE STUDY OF KOMATIPOORT BORDER 

POST 

4.1 Introduction 

In contrast to a continent like Asia, the African market is characterised by dense borders8 (World 

Bank, 2012:8). Not only does this diminish the benefits of combined markets but it also carries 

cost implications to economies and individual traders. Easing trade flows through borders should 

consequently be a priority for Africa on many levels. 

Since the 1990s, trade has increased rapidly due to globalisation; regrettably, it was not coupled 

with adequate growth in border management resources to ease such flow (Aniszewski, 2009:8). 

The new trade facilitation dimension has left the traditional roles of border management, that of 

security and revenue collection, in uncertainty (McLinden et al., 2011:12). A potential solution to 

relieve official resources could be to follow a symbiotic approach, where information, technology, 

infrastructure and personnel are organised, grouped and shared in such a way to make the 

process more harmonised and efficient. This, for instance, could be achieved by removing 

duplications in the system, or utilising existing data to automate more procedures. 

SADC is a prime example of a region struggling to participate optimally in global trade (World 

Bank, 2017a:174). Evidence suggests that slow trade flow through borders is one of the reasons 

the SADC region finds it difficult to compete (Fitzmaurice & Hartmann, 2013:xiii; World Bank, 

2012:8). Addressing this problem is unfortunately not just a matter of speeding up border 

processes since accessible border post resources are limited and these resources are finding it 

increasingly difficult to cope with rising trade volumes at border posts. The objective of the study 

was to investigate the potential of the CBM concept in the SADC region context, which is the third 

objective of this study, by analysing data from Komatipoort border post. This border post is  in the 

process of converting to an OSBP. The proposed method is to explore the timeline of a border 

post in the SADC region with co-operation practices in place, or in progress, to understand the 

potential value that co-ordinated border management (CBM) applications could offer the region. 

 

 

8 When border posts are characterised by slow-moving traffic, they are difficult to penetrate and are referred to as 
dense or thick borders. 
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The paper is organised in the following manner. First, the introductory section briefly summarises 

the role of problematic borders and introduce the SADC region as an example. To form a 

supporting base for the problem statement, section 4.2 explores trade, borders, and border 

management in more detail. In section 4.3, the methodology used in this research is described 

and in section 4.4 the results are presented. Section 4.5 discusses the results while the 

concluding section 4.6 considers the findings of the study. 

4.2 Literature overview of the border effect and how it gave rise to increased border 

co-operation  

4.2.1 Trade, borders and border management 

Borders are discreet acknowledgements of a nation’s sovereignty (Polner, 2011:49). They are 

fundamental to human behaviour as they signify order, control and protection (Haselsberger, 

2014: 505; O'Dowd, 2002:14). From the time when Tinbergen (1962) introduced the concept of 

gravity into trade, the influence of borders on international trade has been studied increasingly. It 

is largely accepted that international borders affect trade negatively (Anderson & Van Wincoop, 

2003; McCallum, 1995; Wei, 1996). Although the magnitude of this effect is nowadays debated, 

more recent research confirms the existence of a negative border effect (Comerford & Rodríguez 

Mora, 2019; Coughlin & Novy, 2016; Havranek & Irsova, 2017). 

Engel and Rogers (1996:1121) suggested that the influence of borders could be explained in the 

light of informal trade obstacles. Their view is confirmed today, more than 20 years later, where 

problematic border clearance procedures have become bigger trade obstacles than tariffs 

(McLinden et al., 2011:1). In an interview with Consumer News on Business Channel Africa on 

aid for trade priorities for Africa, Mark Schoeman, researcher at The South African Institute of 

International Affairs (SAIIA), confirmed that Engel and Rogers’s research is also valid in the 

African context, indicating that non-tariff barriers are the key commercial restriction in the SADC 

region. The study also highlights customs procedures, border delays and corruption as major 

impediments to trade (Schoeman, 2014). 

It might seem fitting to view border delays in a one-dimensional way and label it as an institutional 

problem only. International trade is, however, a long chain of events that involves several entities, 

both constitutional and commercial. Owing to the nature of border crossings, various 

administrative functions exist. A considerable number of government institutions and officials are 

therefore present at border posts to process these controls, which include revenue collection, 

safety and security, environment and health, consumer protection and trade policy (Grainger, 

2008:18). These controls require goods to pass through manifold inspections and comply with 

several regulations. Although governments want to take advantage of global trade, there is a 
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primary responsibility to safeguard the country, economy, citizens and the environment through 

these inspections and compliance checks. 

Contrary to border agencies who are concerned with control measures, traders require 

operational efficiencies (Bhero & Hoffman, 2014:19). The supply chain involves the continuous 

linking of activities in moving goods from origin to final destination and, as a result, includes a 

number of participants (Kieck, 2010:5). Due to its intricate nature, it is almost impossible, even 

for one single person in the chain, to have a holistic view of the complete process (Grainger, 

2008:19). Cross-border freight management systems are also not transparent, and are 

characterised by little co-ordination between participants in the countries involved (Bhero & 

Hoffman, 2014:18). At each stage of the process, additional information is submitted to 

government officials, and with each submission, trade costs occur (Grainger, 2008:19). 

In general, state borders are surrounded by conflicting interests. While some participants wish to 

maintain border barriers, others have a need to open them (O'Dowd, 2002:25). Research 

suggests that governments in the SADC region have potentially much to gain by reduced waiting 

time at border posts, as presented in Chapter 3. At the same time, reduced delays could also 

have vast benefits for traders (Hoffman et al., 2016:263). Gains from reduced border delays 

appear to be comprehensive. With limited resources, restructuring in the form of increased co-

ordination has the potential to reduce pressure on border resources and improve risk 

management, while larger trade volumes can increase revenue collection. 

While borders are essential to the world as we know it, it has a negative effect on the trade that 

the global village requires. Border control consequently finds itself in a situation of intensified 

global trade, inadequate resources and excessive information, causing longer border-crossing 

times and sometimes unnecessary border delays (Kieck, 2010:5). Creating visible yet permeable 

boundaries seems to be challenging due to opposing interests surrounding borders, and existing 

border management strategies appear to fall short in harmonising all the participants in this 

diverse chain. 

4.2.2 Co-ordinated border management as a tool to reduce border delays 

Institutions such as the WCO and the World Bank have been instrumental in driving reform and 

modernisation of customs administrations and procedures globally (McLinden et al., 2011:iii). 

However, according to Buyonge and Kireeva, (2008:44), border delays could also be due to 

various other factors, such as, disconnect between role-players, lacking infrastructure, corruption 

and illicit trade. This is endorsed by Mukeredzi, (2018). The new global village therefore requires 

far more than only customs reform, and a co-ordinated approach seems to be necessary to 

address the remaining constraints still hampering trade (Kieck, 2010:5). With this in mind, 
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international organisations have started to develop a concept that is currently known as co-

ordinated border management (CBM) (Polner, 2011:51). 

Various terms exist, slightly different in definition, but the same in concept (Polner, 2011:51). 

Each organisation approaches CBM differently and would therefore prefer various definitions. 

The WCO, for instance, prefers the term CBM (Polner, 2011:51), and describes it as ‘co-

ordination and co-operation among all the relevant authorities and agencies involved in border 

security and regulatory requirements that apply to passengers, goods and conveyances that are 

moved across borders’ (WCO, 2008:7). Irrespective of the definition, the foundation of CBM is 

improved communication to increase co-operation (Aniszewski, 2009:9). The underlying objective 

is therefore to increase efficiency by co-ordinating border actions nationally and internationally. 

National border co-operation includes actions such as the use of joint ICT systems and co-

ordinated inspections by different customs and government agencies, while international co-

operation includes the co-ordination of customs and government agencies between countries. 

The ultimate form of international border co-operation is a one-stop border post (OSBP), which 

is the complete integration of individual countries’ domestically optimised processes. It calls for 

two border posts to function as one, requiring co-ordination in management, documentation, legal 

provisions and data exchange as well as joint usage and maintenance of infrastructure and 

equipment (Aniszewski, 2009:11). For example, border co-operation between Norway and 

Sweden, originally to share labour resources at remote borderline areas (WTO, 2005:1), was 

established as far back as 1960 (WTO, 2005:2) and has since led the way to the OSBP concept. 

There are quite a few examples documented in case studies that illustrate how CBM has 

improved trade for some nations. Such an example is Jordan. As part of a customs modernisation 

programme, Jordan included the establishment of a single-window system and a memorandum 

of understanding between government agencies involved with customs activities (Habaybeh, 

2011:3). By organising customs tasks, and encouraging information sharing, 80% of all 

transactions are being captured through the single-window system while export and import times 

improved from 28 days in 2006 to 13 and 15 days respectively in 2011 (Habaybeh, 2011:3). One 

more example is Mongolia. Through their customs modernisation initiatives, Mongolia 

incorporated the implementation of a one‐stop customs clearance service, laying the foundation 

for inter‐agency co-ordination (ADB, 2011:4). The complete customs process is optimised 

through online submission of all declarations and the centralisation of customs clearance (ADB, 

2011:4). Import clearance decreased from 3h06 to 23 minutes, while export clearance was 

reduced from 2h20 to 13 minutes (ADB, 2011:4). Not only were border times improved but 

customs offences were also reduced by 3% (ADB, 2011:4). Although no universal model exists 

for CBM, the application of any co-ordination appears to be beneficial, in whatever form it takes. 
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The following section will illustrate, in an African context, a few examples of the wide variety of 

different options available to enhance border co-ordination. Each model has its own strengths 

and weaknesses and, ultimately, the preferred model for a co-ordination programme depends on 

the political direction and the outcome expected by governments (Aniszewski, 2009:14; WCO, 

2015a:6). 

4.2.3 Co-ordinated border management in Africa 

The costs associated with the movement of goods across the continent are one of the major 

contributing factors to Africa’s poor trade performance (Donaldson et al., 2017; Portugal-Perez & 

Wilson, 2008:2). In fact, according to the World Bank (cited by USAID, 2013:2), a reduction of 

10% in transport costs will increase Africa’s trade by 25%. So, how is trade facilitation, and more 

specifically CBM, viewed on the continent? 

East Africa is a good example of a region that has successfully combined their trade facilitation 

efforts. The East African Community had some of the highest transport costs in the world, 

amounting to 40% of consumer prices (TMEA, 2014). In 2013 a Single Customs Territory (SCT) 

was implemented, leading the way in ground-breaking co-operation in the region (TMEA, 2014). 

Excessive weighbridges and checkpoints were removed along the Mombasa-Kampala-Kigali 

corridor and computerised clearance, electronic tracking and other innovations were introduced 

(TMEA, 2014). In Uganda, figures reveal an annual increase of 12 million litres in fuel imports 

and a 32% increase in taxes paid to the Uganda Revenue Authority (TMEA, 2014). Leading up 

to the SCT, many projects were launched over a period of time at various border posts. 

The Busia border post is one of the core transit links in East Africa. This border post connects the 

port of Mombasa in Kenya with the landlocked countries of Uganda, South Sudan, Rwanda and 

the Democratic Republic of the Congo (Ndunda, 2013:3). On average, around 240 trucks cross 

the border in both directions daily (Fitzmaurice & Hartmann, 2013:32). The border is situated 

within the urban area, so trucks have to pass through town to reach the customs area, leaving 

limited parking space on the way, and inadequate parking in the customs area (Fitzmaurice & 

Hartmann, 2013:32). Delays at this border post ranged from a few hours to up to five days (TMEA, 

s.a.). To address these delays, an OSBP project was launched to run from 2010 until 2017, with 

the official opening in February 2018 (East African Community, 2018; TMSA, s.a.). According to 

a survey conducted in 2017, the total travel time through this border post was reduced and 

currently measures 39 minutes on average (TMEA, 2017). 

Interesting observations made in a study by Ndunda (2013) during the Busia-project found that 

human resources initially committed to this OSBP were not adequate to match the level of service 

delivery required for a 24/7 border post (Ndunda, 2013:33). Government agencies were in conflict 

and there was a lack of order among them (Ndunda, 2013:31). On the other hand, the private 
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sector would frustrate implementation if they believed they were excluded from the project 

(Ndunda, 2013:34). In terms of ICT, the computer systems were found to be insufficient and the 

average level of IT literacy across partakers was low (Ndunda, 2013:33). This is possibly why 

many records were maintained manually (Ndunda, 2013:33). Lastly, the border committee of 

government agencies, traders and clearing agents had no backing of law and relied on good faith 

among members to improve procedures (Ndunda, 2013:34). 

In 2009, the Malaba border post, approximately 30 km northeast of Busia also on the Kenya-

Uganda border, handled over 650 trucks daily, amounting to roughly 40% of cargo to and from 

Mombasa port (USAID, 2013:7). Delays at the border averaged around six days with queues 

stretching about 21 kilometres (USAID, 2013:4). Corruption was high and accountability low, due 

to the lack of on-site supervisors and the absence of a lead agency in control (USAID, 2013:4). 

Agencies worked in isolation, focusing on departmental interests rather than trade facilitation 

(USAID, 2013:4). Officials were, however, not solely to blame for border delays. Inaccurate 

documents presented at the border slowed the process, causing duplication of work and creating 

mistrust among partakers (USAID, 2013:6). 

Even though substantial, hard infrastructure was required at Malaba to absorb growing trade, co-

ordination and co-operation were prioritised (USAID, 2013:5) and the Malaba Joint Border 

Committee (JBC) was established through an informal arrangement between role-players 

(USAID, 2013:6). Part of the work done by the Malaba JBC was organising joint inspections and 

the transformation of the border post into a 24/7 operation (USAID, 2013:6). In 2012, despite still 

functioning with frequent power outages and only a single-lane bridge, 350 more trucks crossed 

the border daily (Fitzmaurice & Hartmann, 2013:25) in less than four hours per truck (Fitzmaurice 

& Hartmann, 2013:39). The JBC therefore played an important role in improving the efficiency at 

this border post and laid the foundation for the OSBP project that followed (USAID, 2013:8). This 

serves as evidence of earlier research that 58% of border post challenges are internal, with only 

25% of obstacles as a result of bilateral issues (USAID, 2013:8). It further highlights the 

importance of internal co-ordination as a first step towards international border co-operation 

(USAID, 2013:8). 

When moving southwards towards the SADC region, six countries in this region are landlocked 

and rely on road transportation as a link to foreign markets. It is therefore not surprising that 

around 80% of goods traded in the region are carried by road transport (C-BRTA, 2017:ii). Due 

to the importance of road networks, the SADC region ratified a Corridor Development Strategy in 

2008 as trade facilitation mechanism to increase intra-regional trade and competitiveness (C-

BRTA, 2017:8). Delays at border posts were identified as one of the trade obstacles hampering 

trade in the region. As part of the corridor initiative, OSBPs were approved as a tool to improve 
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border management efficiency in the region with 18 border posts identified and prioritised to be 

converted to OSBPs (C-BRTA, 2017:66). 

Known as Africa’s first functioning OSBP, Chirundu border post, connecting Zambia and 

Zimbabwe, was opened at the end of 2009 with the aim to reduce transaction costs through 

shorter travel time (TMSA, 2010:2). In 2010, between 300 and 400 trucks crossed the border 

daily (TMSA, 2010:2). At this border post, consolidated consignments were identified as a main 

component of delays. Due to the nature of such loads, various clearing agents are involved, and 

several different duties could apply to the varying cargo on board. All this increased the 

complexity of clearance (Curtis, 2009:xiv). Long document processing and inspections also 

played a significant role in delays (Bhero & Hoffman, 2014:24) and although non-integrated 

systems were partially to blame, the deliberate manipulation of the process by operators should 

not be underestimated (Bhero & Hoffman, 2014:18). Surprisingly, drivers also wasted a significant 

amount of time and idle time amounted to over 10 hours per transit (Curtis, 2009:xiv). 

Monitoring done in 2007 indicated the average transit time per truck to be 39 hours northbound 

(Curtis, 2009:viii). A slight improvement was recorded in 2012 with an average transit time of 35 

hours (Fitzmaurice, 2012:8). Although 61% of trucks crossed the border within 24 hours, criticism 

of the project has been raised, labelling it a failure (Bhero & Hoffman, 2014:20; Fitzmaurice, 

2012:8). Many open items listed in a 2010 progress report (TMSA, 2010:9) remained challenges 

in a follow-up report later on (Fitzmaurice, 2012:9). These items included critical aspects such as 

physical infrastructure, ICT systems and co-operation among agencies (TMSA, 2010:9). Another 

point of criticism is that transformation into an OSBP improved efficiency at this border post, but 

the impact on the North-South Corridor was minimal, as congestion and delays only shifted to 

other border posts along this roadway (C-BRTA, 2017:43). 

Ten years after the Corridor Development Strategy has been ratified, the Chirundu border post is 

currently still the only OSBP in the region. Although numerous other CBM projects are in progress 

throughout the region, none beside Chirundu have been completed to date. So, while East Africa 

is leading the continent in finding trade facilitation solutions, it seems evident that the SADC 

region is struggling to find similar solutions, and the level of co-operation between countries has 

to be questioned. 

4.2.4 South African border management 

Despite some commonalities, each border post is unique with a certain amount of specific 

challenges. Finding the best solution for each border post is imperative, as the same model might 

not be universally successful. Given the significance of trade facilitation programmes like border 

development and management as well as the costs associated with such projects, it is critical to 
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correctly identify trade flow obstacles, design more efficient instruments, and be able to determine 

whether these projects are successful in increasing trade flow and to what extent (TMEA, 2012:8). 

When regional development goals are set, member states need to evaluate priority areas 

identified within their borders and find practical solutions in order for regional goals to be met. As 

pointed out in the previous paragraph, each border post is unique and functions in a distinct 

environment as governed by the relevant country; this is therefore a good starting point for 

analysis. 

South Africa shares its borders with Botswana, Lesotho, Mozambique, Namibia, the Kingdom of 

Eswatini and Zimbabwe (South African Government, 2015). Between these seven countries are 

53 land border posts (Magashula, 2011), of which 19 are equipped with customs offices (SARS, 

s.a.-a). Ten agencies (South African Government, 2014), namely the Department of Agriculture, 

Forestry and Fisheries, the Department of Defence, the Department of Environmental Affairs, the 

Department of Health, the Department of Home Affairs, the Department of Public Works, the 

State Security Agency, the Department of Transport, the South African Police Service and SARS, 

are actively involved at border posts. The Department of Trade and Industry and the National 

Treasury are indirect partners to the border management structure. 

Table 4-1 lists the top ten commercial road border posts of South Africa, according to the number 

of declarations9 processed in 2018 (SARS, s.a.-c). Between them, 2 410 692 declarations were 

handled. This amounts to 93% of all declarations for land border posts. Although Beitbridge is 

labelled the busiest border post in the SADC region (C-BRTA, 2017:25), Kopfontein (the border 

post between South Africa and Botswana) dealt with the most declarations, followed by 

Komatipoort (the border post between South Africa and Mozambique) and Skilpadshek (the 

border post between South Africa and Botswana). Beitbridge (the border post between South 

Africa and Zimbabwe) managed the highest customs value, followed by Komatipoort and 

Skilpadshek. 

 

 

9 Declarations include export as ships/aircraft stores (not ex customs and excise warehouse), export of imported goods 
(not ex customs and excise warehouse), export of South African products as ships/aircraft stores ex customs and 
excise warehouse, export of South African products (not ex customs and excise warehouse), export of South 
African products ex customs and excise warehouse, general rebate of customs duties, industrial rebate of customs 
duties, ordinary levy, payment of duty or free, permanent exports, permanent imports, warehousing. 
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Table 4-1: Total declarations for the top border posts in South Africa (2018) 

SARS Code Border Post Total Declarations Total Customs Value (R) 

KFN Kopfontein 408 748 30 829 899 581 

KOM Komatipoort 355 674 50 533 734 728 

SKH Skilpadshek 320 223 34 745 100 310 

VLD Vioolsdrif 294 459 12 327 492 965 

OSH Oshoek 292 443 21 845 205 529 

BBR Beitbridge 238 520 61 592 275 935 

MSB Maseru Bridge 233 274 13 131 899 666 

GRB Groblers Bridge 140 316 27 905 125 430 

GOL Golela 68 875 10 413 146 400 

RAM Ramatlabama 58 160 7 527 555 967 

Total for top 10   2 410 692 270 851 436 511 

    

Total for all 

border posts 

  2 597 747 354 284 524 835 

Source: (SARS, s.a.-c) 

The Doing Business Report, issued annually, is a project by the World Bank that measures and 

compares business regulation environments across economies (World Bank, s.a.-a). In the 2017 

regional profile, South Africa’s border compliance time (customs clearance and inspections) was 

recorded as 100 hours to export and 144 hours to import a container (World Bank, 2017b:46 & 

50). Data per individual border post are not currently available in the public domain; however, 

earlier research done over the period of 2014 to 2016 captured importation times per road border 

posts from a selection of traders who were willing to be part of the project (Hoffman et al., 2018). 

This database is described in section 4.1.1  and Table 4-2 provides a list of the clearance times 

measured. 
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Table 4-2: Average import times for South African road border posts between 2014 and 
2016 

SARS 

Code 

Border Post Average 

Import Times 

HH:MM 

FBB Ficksburg Bridge 05:15 

QAC Qachasnek 11:13 

GOL Golela 13:00 

RAM Ramatlabama 13:36 

KOM Komatipoort 15:31 

OSH Oshoek 16:27 

MSB Maseru Bridge 17:57 

JPR Jeppes Reef 25:48 

GRB Groblers Bridge 34:24 

KFN Kopfontein 42:15 

BBR Beitbridge 45:36 

SKH Skilpadshek 101:24 

VLD Vioolsdrif 133:29 

Source: Authors’ calculations based on the results of Dataset A 

The fastest average time was recorded by Ficksburg Bridge (FBB) border post in the Free State 

province with 5 hours and 15 minutes. Qachasnek (QAC) was in the second place and Golela 

(GOL) third. These are smaller border posts. When viewing the data of Table 4-1 and Table 4-2 

together, the larger border posts like Kopfontein (KFN), Beitbridge (BBR), Skilpadshek (SKH) and 

Vioolsdrif (VLD) record longer average importation times. Of the larger border posts, Komatipoort 

has the fastest average clearance times, recorded at 15 hours and 31 minutes. It can thus be 

concluded from the data that the largest share of imported goods is subjected to the longest 

clearance times at South African border posts. 

It has been noted that the lack of an official lead agency and associated hierarchy of importance 

among the various agencies at South African border posts reduces accountability among them 

(Khumalo, 2014:839). The main reason for hold-ups at Beitbridge border post is indeed slow 

customs procedures, with 60% of transit time consumed by Customs authorities on both sides of 

the border (Khumalo, 2014:845). Although infrastructure and limited operative freight clearing are 

also listed as causes for delays at this border post (Khumalo, 2014:844), another major concern 

is a total lack of co-ordination between agencies, local stakeholders like clearing agents, and also 

between the two countries (Khumalo, 2014:845). Processes are duplicated at both sides of the 

borders since there is no data exchange and information sharing (Khumalo, 2014:840). To 

illustrate the problem, excessive delays were experienced at the South African side of Beitbridge 

border post in September 2017 due to an amendment in Zimbabwean legislation (Section 60 of 

SI 113 of 2017). The amendment required mandatory Customs seals on vehicles, irrespective of 
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existing seals (required by consignors to verify load integrity), which were removed and replaced 

with customs seals (FESERATA, 2017). 

In another study conducted by Hoffman et al. (2018:83), the data analysis suggested an increase 

in consignment processing time by South African Customs due to an upsurge in additional 

document requests. They also observed excessive idle time due to truck drivers’ attending to 

personal activities (Hoffman et al., 2018:75); they confirmed research done by Curtis (2009) at 

Chirundu that consolidated consignments experience extreme delays (Hoffman et al., 2018:81). 

In South Africa, two border posts were identified and prioritised for development into OSBPs in 

the SADC region, Beitbridge and Komatipoort (C-BRTA, 2017:53 & 59). At Beitbridge a 

memorandum of understanding for the establishment of an OSBP has been drawn up and awaits 

the approval of the South African and Zimbabwean governments (C-BRTA, 2017:96). The 

upgrade of the Komatipoort border post, and its conversion to an OSBP had, however, started in 

2007 and formed part of the Maputo Development Corridor (Ensor, 2013). The project is labelled 

as one of the most successful developments in the SADC region (C-BRTA, 2017:19). It is hopeful 

that this development will path the way for other such projects. Although the conversion to an 

OSBP is not complete, improvements are being implemented in phases (Bowland & Otto, 

2012:2). Some delays do exist, although not as severe as at Beitbridge. 

The time to travel through Komatipoort border post have been reported to be on average 10 hours 

(Nathan Associates Inc, 2007:29). The study done by Nathan Associates Inc (2007) was the first 

research done at such a level at Komatipoort border post and was therefore used to serve as a 

baseline for comparison and establish a starting point for this research. It was therefore included 

in this research even though the data can be deemed as outdated. Evaluating activities 

surrounding this border post might indicate whether CBM principles already implemented have 

had any significant impact on delays. Although each border post and its trade facilitation 

requirements differ, some elements do stay the same and the results will thus also be an 

indication if further CBM strategies might be considered and recommended for the Beitbridge 

border post. 

4.3 Methodology 

Studies quantifying the impact of trade facilitation are normally either econometric models or 

cohort studies (TMEA, 2012:4). Due to the country-level data used by econometric studies, 

analyses are mainly used to examine trade flow indicators (TMEA, 2012:4). Cohort studies, on 

the other hand, allow for the isolation of data for a specific instrument, but then the methodologies 

used tend to be less robust (TMEA, 2012:5). The total size of the impact made by the trade 

facilitation instruments is also difficult to estimate (TMEA, 2012:4). 
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No public database currently exists with data on border posts at a transaction level. These 

research projects normally involve collection of sample data first-hand and are therefore subject 

to the willingness of companies or organisations to participate in these kinds of case study 

analyses. Data for this study were collected from two sources, are cross-sectional in nature and 

the resulting sample can be described as an availability sample. 

As mentioned in section 4.2.4, an upgrade of the Komatipoort border post, and its conversion to 

an OSBP which was to be completed in phases, started in 2007 (Bowland & Otto, 2012:2; Ensor, 

2013). Due to the tiered implementation of this OSBP project, it provide an opportunity to measure 

the improvements in clearing times as the project progress. A starting point was fixed by research 

done in 2007 (Nathan Associates Inc, 2007) and so an investigation was started into the 

availability of follow-up research material.  

The first data is from a dataset of about 3.5 million entries containing import transactions from 

South African freight forwarders, following an agreement between the North-West University and 

the South African Association of Freight Forwarders. The dataset contains transaction-level data 

that were generated from the interchange between the freight forwarders and SARS for imports 

into the country between September 2014 and September 2016. The data are grouped in ten 

input factors, such as Customs office, transport mode and consignors. 

Secondly, first-hand information was also collected at the Komatipoort border post. A research 

opportunity surfaced where a large clearing agency operating at this border post granted access 

to their premises in September of 2017 and to gain insight into their processes. Komatipoort 

border post is situated 7 km from Komatipoort town in the Mpumalanga province of South Africa. 

The border post is currently operating between 06h00 and 24h00 (South African Government, 

2014) for passengers, and between 06h00 and 22h00 for cargo. In 2017, a total of 72 183 ordinary 

commercial consignments moved through the border post with the busiest period between August 

and November 2017 (SARS, s.a.-c). The transactions can be divided into 68 884 export 

transactions and 3 299 import transactions, which is a clear indication that South Africa is a major 

exporter to the neighbouring region (SARS, s.a.-c). The majority of goods moving in both 

directions were Harmonized System code, section 16 articles, namely ‘Machinery and Mechanical 

Appliances, Electrical Equipment; Parts thereof, Sound Recorders and Reproducers, Television 

Image and Sound Recorders and Reproducers, and Parts and Accessories of such Articles’ 

(SARS, s.a.-c). 
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The population for this second database is thus comprised of data collected from one clearing 

company10 based at KM7 Dry port. The data were drawn from the clearing company’s entries that 

was logged into a system called ShipShape software, which is an industry-specific software 

package running on the Windows operating system (ShipShape, 2014). The system not only 

allows for information to be captured and shared with the EDI customs system used by SARS, 

but logged entries are also date- and time-stamped, enabling the investigation into the timeframe 

of customs-related transactions around a border post. 

The sampling frame included all transactions, for both directions of trade flow, recorded by the 

clearing company for movement through Komatipoort border post during the month of August 

2017. There was no alternative sampling timeframe available at the time, since the company 

migrated to new software in August and data collection was scheduled for September. Also, no 

other company was willing to share data and information about the same border post. According 

to data on total transactions recorded by SARS (s.a.-c), August was the third busiest month in 

2017 and therefore the author still felt that the data would be a sufficient sample to analyse, 

against the backdrop of all the other information already collected earlier in this paper. The 

sample timeframe totalled 2 707 transactions, 1889 exports and 818 imports. 

There are various limitations that should be considered before interpreting the data. It should be 

noted that not all components and movements at a border post are measurable or openly 

monitored in the process. For example, the time from when a driver reports to the agent until 

when capturing starts is excluded as it is not system-logged. Although drivers are major role-

players in the section evaluated, a breakdown of their movements was not available. It is 

consequently unknown how long it takes a driver to report to the clearing company, or how to fully 

interpret exit times. Some transactions also have an 8-hour idle time component included due to 

the limited operating times of the border post. 

4.4 Results 

4.4.1 Dataset A: Import times from September 2014 to September 2016 at the Komatipoort 

border post 

From the first dataset, there appears to be a downward trend for import times at Komatipoort 

border post, as illustrated in Figure 4-1. The year 2016 recorded both the fastest and slowest 

 

 

10 Authorisation was received from the management of the company to use the data for the purposes of this study. Due 
to the business intelligence involved, it was requested that the identity and the information be kept anonymous. 
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observed times, with April logging the fastest average importation times while the slowest month 

was February. 

Figure 4-1: Import times for Komatipoort between 2014 and 2016 

Source: Authors’ calculations based on the results of Dataset A 

Figure 4-2 shows that the consignments stopped due to document inaccuracy reduced over time 

while the percentage consignments not stopped increased over time. In September 2014, 36% 

of consignments were delayed due to document inaccuracy. This value decreased to 19% in 

September in the following year and reduced with another 13% to 6% in September 2016. The 

opposing behaviour of the trendlines over time implies an overall improvement in the import times 

at Komatipoort border post. On average 56.38% of cargo moved through uninterrupted without 

any additional requests or stops.  
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Figure 4-2: Not stopped and inaccurate consignments for imports at Komatipoort 2014–
2016 

Source: Authors’ calculations based on the results of Dataset A 

From a total of 42 898 consignments in the sample data, only 13 were stopped and inspected by 

Customs over the 2-year period (Table 4-3). This calculates to a total of 0.03% of all 

consignments. Other government agencies present at Komatipoort border post include 

Department of Health, Department of Home Affairs, Department of Agriculture, Forestry and 

Fisheries and the South African Police Service. The number of inspections required by them, 

does, however, amount to 25.15% of total consignments and the trend on this is fluctuating. May 

2015 recorded the highest value of 41% while February 2015 the lowest value of 7% (Figure 4-3). 

Table 4-3: Customs inspections at Komatipoort border post between 2014–2016 

Month Total Submissions Customs Inspections 

Sept 2014 – Aug 2015 17 669 8 

Sept 2015 – Aug 2016 22 515 5 

Sept 2016 2 714 0 

Total  42 898 13 

Source: Authors’ calculations based on the results of Dataset A 
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Figure 4-3: Inspections of other government agencies at Komatipoort border post between 
2014–2016 

Source: Authors’ calculations based on the results of Dataset A 

4.4.2 Dataset B: Export and import times for Augustus 2017 at the Komatipoort border 

post 

For data from the second database, time values for exports and imports will be discussed 

separately. Data were viewed in consolidated format, but also split into consignment type, 

accuracy and inspection breakdown. 

Traders sometimes opt to share a truck for cost purposes. This, however, means that paperwork 

for all consignments must be captured, submitted and approved before the truck can proceed, 

adding idle time. Transactions were grouped into single consignments per truck and multiple 

consignments per truck, referred to as groupage loads in the industry. 

Another form of idle time is when SARS requires alterations to paperwork. To measure the time 

it takes to obtain the correct information, data were grouped into consignments without any 

alterations and consignments with alterations, called a voucher of correction (VOC). 

Idle time is also created through inspections, which is the final grouping. This grouping is absent 

for exports, but for imports there are four potential inspections that can occur before a truck clears 

the border. These include customs inspections as requested by SARS, inspections by the 

Department of Health and inspections by the Department of Agriculture, Forestry and Fisheries, 

which include plant inspections or inspections by the state veterinarian. Only customs inspections 

are random. 

A total of five time-points were identified and measured. They are: 

1. Time to capture data by the clearing agent. 



 

67 
 

2. Time for SARS to check and approve paperwork submitted. 

3. Corrective time, if any, when paperwork had to be modified. 

4. Time taken to proceed to the border after paperwork was approved by SARS. 

5. Total time for successful consignments,11 from when the clearing agent starts 

capturing data until SARS confirms the truck has cleared the border. 

The time of each transaction was recorded in hours, minutes, and seconds. The seconds were 

then rounded to minutes, 0 to 30 seconds rounded down, and 31 to 60 seconds rounded up. Time 

was then converted to minutes and then expressed as hours and minutes. In the tables below, 

measures listing zero time are in fact values that were less than 30 seconds. 

4.4.2.1 Time values of exports 

Table 4-4: Descriptive statistics for consolidated exports 

Time N Mean SD Minimum Maximum 

Agent time 1889 1:37:39 9:19:17 0:00:00 214:41:00 

SARS time 1392 0:14:47 2:41:55 0:00:00 72:00:00 

Corrective time 41 7:13:57 19:17:36 0:09:00 121:21:00 

Time to proceed to border 1366 9:57:52 9:50:59 0:22:00 126:52:00 

Time for successful 

consignments to exit 

1319 10:39:22 10:04:32 0:30:00 128:18:00 

Source: Authors’ calculations based on the results of Dataset B 

Groupage loads12 accounted for 3.92% of exports, with the majority (96.08%) of transactions 

identified as single loads. A 94.97% documentation accuracy was measured, leaving only 5.03% 

of total export consignments requiring modifications. The average time spent by the clearing 

agent is 1h38, and for SARS 15 minutes. Correcting paperwork resulted in over 7 hours of idle 

time on average. The quickest exit time was recorded at 22 minutes. A total of 69.82% of initial 

export consignments completed the whole process and proceeded through the border. The 

average total time of successful consignments, completing the full measured timeline, was 10h39. 

The shortest recorded total time was 30 minutes. 

 

 

11 Successful consignments are viewed as loads that went through the border post and have completed the total border 
process. Agent time, SARS time and time to exit the border were available and have been logged. 

12 Groupage loads can be described as many products, grouped into one load, with various consignors and consignees. 
Several sets of duties could apply, and different clearing agents might be involved. 
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Table 4-5: Descriptive statistics for single loads (exports) 

Time N Mean SD Minimum Maximum 

Agent time 1815 1:04:04 6:17:02 0:00:00 185:56:00 

SARS time 1371 0:10:01 1:36:26 0:00:00 24:01:00 

Corrective time 38 7:39:58 19:59:17 0:09:00 121:21:00 

Time to proceed to border 1346 9:50:23 9:41:52 0:22:00 126:52:00 

Time for successful 

consignments to exit 

1299 10:29:28 9:52:54 0:30:00 128:18:00 

Source: Authors’ calculations based on the results of Dataset B 

This group achieved a 95.65% accuracy on documentation and the average idle time due to 

document correction was 7h40. The time to complete the process and exit the border was 

measured at 10h29 with the quickest time on 30 minutes. 

Table 4-6: Descriptive statistics for groupage loads (exports) 

Time N Mean SD Minimum Maximum 

Agent time 74 15:21:37 32:39:51 0:05:00 214:41:00 

SARS time 21 5:25:52 17:20:43 0:00:00 72:00:00 

Corrective time 3 1:44:20 2:08:45 0:29:00 4:13:00 

Time to proceed to border 20 18:21:54 15:23:52 2:00:00 66:19:00 

Time for successful 

consignments to exit 

20 21:22:24 15:46:25 3:32:00 67:39:00 

Source: Authors’ calculations based on the results of Dataset B 

In this group, 21.62% of consignments required corrective time due to changes in documentation. 

All the time values were higher for groupage loads, compared to single loads, except corrective 

time which was lower. The average time to export groupage loads measured 21h22 with the 

quickest time 3h32. 

There is substantial variation in corrective times between Table 4-5 and Table 4-6. The tables 

below explore this aspect further by analysing export times for accurate transactions, and 

transactions where corrective time was required. 

Table 4-7: Descriptive statistics for accurate consignments (exports) 

Time N Mean SD Minimum Maximum 

Agent time 1794 1:15:56 6:53:37 0:01:00 185:56:00 

SARS time 1337 0:11:29 1:55:19 0:00:00 38:01:00 

Corrective time 0 … … … … 

Time to proceed to border 1320 10:04:18 9:55:07 0:22:00 126:52:00 

Time for successful 

consignments to exit 

1273 10:38:54 10:08:21 0:30:00 128:18:00 

Source: Authors’ calculations based on the results of Dataset B 

Accurate paperwork was grouped into 96.77% single loads and 3.23% groupage loads. Clearing 

agent and SARS processing times were relatively standard in terms of consolidated times with 
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1h15 and 11 minutes respectively. Total time for the process of successful consignments was 

10h39. 

Table 4-8: Descriptive statistics for inaccurate consignments (exports) 

Time N Mean SD Minimum Maximum 

Agent time 95 8:27:38 28:05:21 0:00:00 214:41:00 

SARS time 55 1:34:48 9:42:41 0:00:00 72:00:00 

Corrective time 41 7:13:57 19:17:36 0:09:00 121:21:00 

Time to procced to border 46 6:53:18 7:01:22 0:40:00 26:49:00 

Time for successful 

consignments to exit 

46 10:52:26 8:12:57 1:43:00 36:52:00 

Source: Authors’ calculations based on the results of Dataset B 

Consignments with inaccurate documents consisted of 83.16% single loads and 16.84% 

groupage loads. Agent processing time increased with 7h11; the same applied for SARS, which 

measured an increase of 1h23. The total time to complete the process and exit the border was 

13 minutes longer than the recorded time for consignments with accurate documentation. This 

grouping had the fastest exit time for all exports. 

This concludes the results on exports. The times measured for imports are listed in the following 

tables. Import transactions are also subject to potential inspections which contribute to delays 

and the following section consequently includes two additional tables. 

4.4.2.2 Time values of imports 

Table 4-9: Descriptive statistics for consolidated imports 

Time N Mean SD Minimum Maximum 

Agent time 818 3:28:04 16:24:50 0:01:00 279:56:00 

SARS time 807 1:20:54 5:51:27 0:00:00 90:00:00 

Corrective time 12 15:48:30 19:26:53 2:03:00 68:28:00 

Time to clear border 747 10:14:03 25:38:16 0:00:00 308:29:00 

Time to clear border 

(with customs inspection) 

4 10:33:45 7:29:28 3:50:00 21:01:00 

Time to clear border 

(with health inspection) 

30 62:43:14 77:19:26 0:59:00 308:29:00 

Time to clear border 

(with plant inspection) 

134 11:11:47 27:26:16 0:24:00 245:37:00 

Time to clear border 

(with vet inspection) 

4 7:51:00 9:23:56 1:09:00 21:26:00 

Time for successful 

consignments to exit 

751 14:54:30 34:25:56 0:12:00 381:22:00 

Source: Authors’ calculations based on the results of Dataset B 

Total imports were divided into 94.25% single loads and 5.75% groupage loads. Document 

accuracy measured 96.94%, with 3.06% requiring corrective time due to alterations on 

paperwork. Average clearing agent, SARS and corrective times were more for imports than for 
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exports. The time to travel through the border post is, however, closer to that of exports and 

measured 14h55. A total of 20.42% of consignments were subject to inspections. Health 

inspections measured the longest inspection times, while cargo earmarked for veterinarian 

inspections had the shortest travel time through the border, even quicker than cargo without 

inspections. 

The tables below give the timing variations for different loads, corrective time and inspections. 

Table 4-10: Descriptive statistics for single loads (imports) 

Time N Mean SD Minimum Maximum 

Agent time 771 3:21:32 16:43:10 0:01:00 279:56:00 

SARS time 761 1:19:17 5:50:38 0:00:00 90:00:00 

Corrective time 11 14:45:43 20:02:05 2:03:00 68:28:00 

Time to clear border 705 10:34:44 26:19:32 0:00:00 308:29:00 

Time to clear border 

(with customs inspection) 

4 10:33:45 7:29:28 3:50:00 21:01:00 

Time to clear border 

(with health inspection) 

27 69:10:02 78:58:34 0:59:00 308:29:00 

Time to clear border 

(with plant inspection) 

133 11:01:36 27:28:15 0:24:00 245:37:00 

Time to clear border 

(with vet inspection) 

4 7:51:00 

 

9:23:56 1:09:00 21:26:00 

Time for successful 

consignments to exit 

705 15:16:34 35:22:02 0:12:00 381:22:00 

Source: Authors’ calculations based on the results of Dataset B 

A total of 97.02% single loads had accurate documentation. Agent, SARS, corrective time and 

also time to clear the border are all in line with consolidated import times (Table 4-9). Of the 

consignments, 21.14% were subject to inspections, with all the customs inspections for the 

sample data issued in this group. The time to complete the process for successful consignments 

was 15h17 minutes. 
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Table 4-11: Descriptive statistics for groupage loads (imports) 

Time N Mean SD Minimum Maximum 

Agent time 47 5:15:17 10:07:23 0:09:00 42:35:00 

SARS time 46 1:47:40 6:07:49 0:00:00 28:38:00 

Corrective time 1 27:24:00  27:24:00 27:24:00 

Time to clear border 42 4:26:40 4:49:13 0:54:00 19:10:00 

Time to clear border 

(with customs inspection) 

0     

Time to clear border 

(with health inspection) 

3 4:42:00 0:31:11 4:06:00 5:01:00 

Time to clear border 

(with plant inspection) 

1 33:46:00  33:46:00 33:46:00 

Time to clear border 

(with vet inspection) 

0     

Time for successful 

consignments to exit 

46 9:16:16 12:30:25 1:24:00 73:56:00 

Source: Authors’ calculations based on the results of Dataset B 

Groupage loads had 95.74% accuracy on paperwork and 8.51% requiring inspections. This group 

had a 12.63% lower inspection rate than single loads. Total time to complete the measured 

timeline was 9h16. The fastest total time was recorded at 1h24. No customs or veterinary 

inspections were recorded in the group. 

Table 4-12: Descriptive statistics for accurate transactions (imports) 

Time N Mean SD Minimum Maximum 

Agent time 793 3:27:01 16:33:28 0:01:00 279:56:00 

SARS time 787 1:20:57 5:54:29 0:00:00 90:00:00 

Corrective time 0     

Time to clear border 731 10:13:43 25:51:46 0:00:00 308:29:00 

Time to clear border 

(with customs inspection) 

4 10:33:45 

 

7:29:28 

 

3:50:00 

 

21:01:00 

 

Time to clear border 

(with health inspection) 

29 64:44:31 

 

77:52:54 

 

0:59:00 

 

308:29:00 

 

Time to clear border 

(with plant inspection) 

134 11:11:47 

 

27:26:16 

 

0:24:00 

 

245:37:00 

 

Time to clear border 

(with vet inspection) 

4 7:51:00 

 

9:23:56 

 

1:09:00 

 

21:26:00 

 

Time for successful 

consignments to exit 

733 14:52:09 34:43:07 0:12:00 381:22:00 

Source: Authors’ calculations based on the results of Dataset B 

For consignments with accurate paperwork, the split was 94.33% single loads and 5.67% 

groupage loads. A total of 79.07% of the consignments did not require any additional stops in the 

form of inspections, though all the random customs inspections were issued in this group. Total 

time to complete the import process amounted to 14h52, with the fastest time recorded at 12 

minutes. 
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Table 4-13: Descriptive statistics for inaccurate transactions (imports) 

Time N Mean SD Minimum Maximum 

Agent time 25 4:01:22 11:08:01 0:06:00 42:35:00 

SARS time 20 1:18:57 3:23:10 0:00:00 13:04:00 

Corrective time 12 15:48:30 19:26:53 2:03:00 68:28:00 

Time to clear border 16 10:29:00 11:44:38 0:38:00 49:10:00 

Time to clear border 

(with customs inspection) 

0     

Time to clear border 

(with health inspection) 

1 4:06:00  4:06:00 4:06:00 

Time to clear border 

(with plant inspection) 

0     

Time to clear border 

(with vet inspection) 

0     

Time for successful 

consignments to exit 

18 16:29:57 20:00:36 0:15:00 73:56:00 

Source: Authors’ calculations based on the results of Dataset B 

Ninety-two per cent (92%) of consignments requiring corrective time were single loads while 8% 

were groupage loads. Only one transaction required an additional stop, which was issued by the 

Department of Health. Total time was on average 16h30 with the fasted time 15 minutes. 

Table 4-14: Descriptive statistics for no-inspections (imports) 

Time N Mean SD Minimum Maximum 

Agent time 651 2:46:35 12:28:22 0:01:00 167:03:00 

SARS time 640 1:16:36 5:53:07 0:00:00 90:00:00 

Corrective time 11 14:45:16 20:02:05 2:03:00 68:28:00 

Time to clear border 584 7:17:23 14:51:50 0:00:00 242:23:00 

Time to clear border 

(with customs inspection) 

0     

Time to clear border 

(with health inspection) 

0     

Time to clear border 

(with plant inspection) 

0     

Time to clear border 

(with vet inspection) 

0     

Time for successful 

consignments to exit 

584 11:01:14 25:27:33 0:12:00 381:22:00 

Source: Authors’ calculations based on the results of Dataset B 

Consignments without inspections can be grouped into 93.39% single and 6.61% groupage 

loads. Of the consignments, 96.31% in this set did not require any additional corrective time for 

alterations on paperwork. This group had the second fastest total time measured for imports. 
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Table 4-15: Descriptive statistics for inspections (imports) 

Time N Mean SD Minimum Maximum Median 

Agent time 167 6:09:47 26:36:07 0:01:00 279:56:00 14:00:00 

SARS time 167 1:37:22 5:45:33 0:00:00 49:19:00 01:00:00 

Corrective time 1 27:24:00  27:24:00 27:24:00 27:24:00 

Time to clear border 163 20:46:58 45:42:02 0:24:00 308:29:00 3:51:00 

Time to clear border 

(with customs inspection) 

4 10:33:45 7:29:28 3:50:00 21:01:00 8:42:00 

Time to clear border 

(with health inspection) 

30 62:43:14 77:19:26 0:59:00 308:29:00 21:17:30 

Time to clear border 

(with plant inspection) 

134 11:11:47 27:26:16 0:24:00 245:37:00 3:31:30 

Time to clear border 

(with vet inspection) 

4 7:51:00 9:23:56 1:09:00 21:26:00 4:24:30 

Time for successful 

consignments to exit 

167 28:30:15 53:18:05 0:31:00 308:32:00 5:47:00 

Source: Authors’ calculations based on the results of Dataset B 

Consignments requiring inspections comprised 97.60% of single loads and 2.40% of groupage 

loads; 0.6% was also subject to idle time due to document inaccuracy. Average total time was 

28h30 with the fastest time recorded as 31 minutes. Due to the value of the median though, 31 

minutes cannot be considered a realistic goal at this point in time. Health inspections took the 

longest time while vet inspections were the shortest. The shortest inspection time was for a plant 

inspection when the border exit time measured 24 minutes. 

4.5 Discussion of the results 

The objective of trade facilitation instruments is to increase trade efficiency and predictability 

(TMEA, 2012:9). So, even if trade flows do not increase expressively as a result of trade 

facilitation programmes, other gains can still be substantial (TMEA, 2012:9). An increase in 

efficiency is generally expected to translate into more trade (TMEA, 2012:9). The objective of this 

research was thus to investigate whether the application of CBM could facilitate trade flow in 

SADC. The research was done in the form of a case study of Komatipoort border post as it is 

currently in the process of converting to an OSBP. 

Khumalo (2014:843) found that slow customs caused the most hold-ups at Beitbridge border 

post. At Komatipoort border post, the data indicated that document checks through Customs 

amount to just under 15 minutes during exports (Table 4-4). Communication between Customs 

and clearing agents also appears to be efficient (Table 4-4 and Table 4-9), contrary to the situation 

at Beitbridge as described by Khumalo (2014). It does, however, appear as if this link between 

Customs and clearing agents is slower for imports than for exports, and this observation validates 

further study to deepen the understanding for border clearance times. 



 

74 
 

From Table 4-1 and Table 4-2 it can be concluded that this border post is one of the busiest road 

border posts in the country, with import times in line with the smaller and faster border posts like 

Golela. Data from this study indicate that clearance times for Komatipoort were measured at 

10h3913 for exports in 2017 (Table 4-4), 15h31 for imports during 2014 to 2016 (Table 4-2), and 

14h5414 for imports for 2017 (Table 4-9). The faster times measured in 2017 for imports confirms 

the downward trend of the 2014–2016 dataset as illustrated in Figure 4-1. This is substantially 

lower than the country’s average border compliance times as measured by the Doing Business 

Report (2017b:46 & 50). Thus, Komatipoort border post, the second largest both in terms of 

declarations and customs values (Table 4-1), shows clearance times much faster than other large 

border posts in South Africa. It is therefore reasonable to conclude that measures taken by SARS 

at this border post set it apart in terms of clearance times from the rest of the larger border posts, 

as its higher level of efficiency allows it to process high volumes of consignments at times that 

are similar to the smaller border posts with less traffic. 

Our research measured an average border exit time of 9h51 for exports with a minimum recorded 

time of 22 minutes (Table 4-4). These times are highly dependable on operating hours and are 

negatively influenced by the border post not operating 24/7. There is, however, a great 

improvement in minimum reported values, which shows great promise in the form of potential exit 

times. 

Numbers from Table 4-4 and Table 4-9 give the impression that traders do not readily consider 

groupage loads as a worthwhile transport option. Although it is a valid cost-saving method, the 

time to clear customs is significantly higher than for single loads and document accuracy seems 

to be much lower (Table 4-5 and Table 4-6). This confirms the research done by Curtis (2009) at 

Chirundu border post that these types of consignments take longer to process. It is, however, 

interesting to note that the opposite is true for imports, where groupage loads cleared the border 

quicker than single loads (Table 4-10 and Table 4-11). These observations justify further 

exploration into load categories to understand the cost saving of load-sharing versus the cost of 

delayed clearance times, as load-sharing may be a viable option for some traders to consider. 

Research to determine what other variables influence load-sharing will also be helpful in 

optimising this option for traders. 

Time to correct documentation amounted to more than seven hours. Not only is corrective time 

added, but agent and customs processing times increase as well (Table 4-8). When viewing the 

 

 

13 This value includes agent time. 
14 This value includes agent time. 
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numbers presented in Table 4-8, it is interesting to note that although idle time increased 

significantly when documentation accuracy goes down, border exit time was the fastest of all 

export groups. This was to such an extent that the total measured time was only 13 minutes 

longer than for accurate transactions. The quicker exit time in this group begs the question 

whether closer supervision of drivers might play a role in recapturing lost time, as research by 

Curtis (2009) suggests that drivers also contribute to idle time. A replication of this study, with 

added information from road transporters, will be valuable to clarify such anomalies. 

Bhero and Hoffman (2014:24) found that inspections play a significant role in delays. When 

viewing import data from Komatipoort border post (Table 4-9), interesting observations are made. 

Just over 20% of consignments were subject to inspections. This includes all customs, health, 

plant and vet inspections. Only customs inspections are random with no aforesaid warning to 

traders. This category represented 2.32% of all inspections and average time was measured at 

10h34 to exit the border, shorter than plant inspections. Health inspections took the longest, at 

almost 63 hours, while cargoes earmarked for veterinarian inspections were the fastest to pass 

through the border. Inspections required by other government agencies ultimately affect a large 

portion of imports, averaging 25.15% of all consignments imported at Komatipoort border post 

(Figure 4-3). If there is a disconnect between these entities and the rest of the customs process, 

a great deal of time could potentially be lost. It is therefore another recommendation from this 

study that a more in-depth analysis of inspections could be beneficial, especially health 

inspections, to increase the understanding and awareness around requirements and how this 

process could be improved. 

In conclusion, the available data that were analysed give the impression that considerable 

optimisation has been done by SARS at this border post. Better co-ordination is clear from the 

quick processing times of both SARS and the clearing agent, as well from the link between them. 

Further co-operation possibilities could therefore be considered to be added to this strong link, 

perhaps even much earlier in the supply chain before trucks reach the border post. It appears if 

co-ordinating actions already implemented at Komatipoort have a positive impact on the efficiency 

of this border post that could result in more trade flow. Results from this study, in terms of clearing 

times, therefore validate a recommendation of CBM at Beitbridge border post. 

4.6 Conclusion 

African borders are dense (World Bank, 2012:8) to such an extent that it prohibits efficient trade 

flow and causes the continent to be non-competitive. The SADC region is a prime example of the 

consequences thereof, as the region is labelled as the most expensive region from which to trade 

(World Bank, 2017a:174). Creating permeable borders is, however, not just a matter of quicker 

border processes, as resources are limited and already under pressure by current trade volumes 
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(Aniszewski, 2009:8). The objective of the study was to investigate the potential of the CBM 

concept in the SADC region context by analysing data from Komatipoort border post which is in 

the process of converting to an OSBP. As a result of positive observations made at this border 

post, it can be argued that CBM offers the potential to address some of the current problems and 

delays at border posts in the SADC region. 

The research found that border crossing at this post is much quicker than the average South 

African border compliance times, as measured by the Doing Business Report (2017b:46 & 50). 

Also positive are the values measured for the clearing agent and SARS, as well as the link 

between them. This serves as encouragement to find ways of co-ordination much earlier in the 

supply chain by the private sector. 

CBM has the potential to address problematic border crossings, also in the SADC region. Political 

will, commitment to trade agreements and co-ordination between countries are, however, all 

questioned in the region. Although vital components to trade, these might very well all be 

hampered by a larger problem, like a problematic regulatory framework. It is necessary to do 

further research to investigate why the processes of implementing such strategies have been 

slow.  
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CHAPTER 5: EXAMINING THE ROLE OF LEGISLATION IN 

ADDRESSING BORDER DELAYS IN THE SADC REGION: THE SOUTH 

AFRICAN CUSTOMS CONTROL ACT (31 OF 2014) 

5.1 Introduction 

Trade, like most aspects of modern society, has not been left untouched by the wave of 

globalisation that swept the world over the last couple of decades. Where goods and services 

were traditionally produced within the boundaries of a country, manufacturing chains now, even 

for small components, could extend over many countries and regions (AfDB et al., 2014:10). 

These manufacturing/productions chains which are also called Global Value Chains (GVCs) 

necessitate countries to link trade, or co-ordinate trade actions, and are normally done through 

legal instruments like trade agreements. Not only do treaties have the potential to reorganise 

wealth or market share (Brummer, 2010:625), but as countries follow diverse legal regimes, it is 

difficult to co-ordinate in practice (Mathebe, 2017:1). Reaching and then implementing 

agreements is therefore a difficult task, even where nations express their willingness to trade 

freely and open their borders (Brummer, 2010:624). 

International organisations like the WTO were in fact established to assist nations in co-ordinating 

and harmonising efforts to increase global trade (Grainger, 2011:39). Most countries are 

nowadays members of various organisations and are constantly in process to align themselves 

to predetermined goals (Gabriela, 2013:310). This, in most cases, means to adapt their own 

regulatory regimes. 

Besides enforcing national objectives, legislation could also be viewed as a local tool to achieve 

some of these global goals. An important consideration relating to national legislation is that it has 

a noticeable influence on trade flows, as it is usually prescriptive in nature and compliance results 

in trade costs (Hoekman & Nicita, 2011:2077). 

South Africa’s customs legislation was, before 2014, confined to the Customs and Excise Act (91 

of 1964). Concerns surrounding dated legislation are that it may be inharmonious with current 

international trends, may find it challenging to provide acceptable transparency and predictability 

and it may prescribe old procedures while excluding the use of new technology and risk analysis 

(De Wulf & Sokol, 2005:xvii). For the first time in 50 years, South Africa has promulgated new 

legislation in the customs field, which is being rolled out in stages from 2019 onward to underpin 

the new trade environment (South Africa, 2014b:70). It is articulated that the Customs Control Act 



 

78 
 

(31 of 2014), referred to as ‘the Act’ henceforth, will support better customs control and facilitate 

trade (South Africa, 2014b:2). 

It has been indicated that administrative and regulatory policies and prescripts may hamper trade 

in the same manner as border processes do, but it can support the current focus of several 

developing countries to facilitate trade by reducing domestic trade costs (Hoekman & Nicita, 

2011:2077). Grainger (2008:26) also noted that it can be difficult to put advanced solutions, like 

the single-windows system, in place where the regulatory framework is not supportive of trade 

facilitation concepts. As competitive economies move away from restrictive trade policy towards 

liberalisation to allow trade facilitation practices that reduce trade costs, the objective of this study 

is to explore if the Act, as the underlying regulatory framework, will address customs issues 

currently experienced by South African traders. This objective was the fourth that was set out as 

roadmap for this research in Chapter 1, and is the final to be addressed.  The study further aimed 

to determine to what extent it will allow for or hinder modernisation. Information on trade obstacles 

at South African border posts is limited and more research is required to successfully analyse 

local obstacles. Studies by Khumalo (2014) and Hoffman et al. (2018) are invaluable and were 

explored in the previous chapter. 

These studies highlighted various problematic areas surrounding South African border posts. 

From the results, three customs-related issues were identified (Hoffman et al., 2018; Khumalo, 

2014) and will be explored in this study. Focus in this study will therefore be placed specifically 

on document handling, discrimination against certain traders and customs co-ordination, as they 

are the most important customs obstacles identified in these previous studies.  

The methodology adopted was a literature research, which is qualitative in nature. A collection of 

journal articles (both academic and industry related), the Act, international instruments and 

regional protocols relating to the subject of customs, especially relevant to South Africa, and 

information received from news articles and internet reading were examined. The study 

incorporates a descriptive perspective as basis to guide the research from theory as background 

to the real-world complications faced in practice by traders in South Africa today. 

The outline of this study is as follows. Section 5.2 briefly introduce trade organisations and 

instruments in the theoretical context. Section 5.3 discusses the practical implications of policy 

and instruments by evaluating the customs legislation environment in South Africa. Section 5.4 

reviews sections of the Act with reference to the three identified trade obstacles relating to 

customs (as described above). A discussion and findings follow in section 5.5, and section 5.6 

concludes the study. 
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5.2 A brief introduction to trade organisations and instruments 

In the late twentieth century, the majority of economic activity was concentrated in just seven 

nations (Baldwin, 2016:109). The founding of the GATT, however, laid the foundation for global 

trade transformation through its ‘juggernaut effect’ that adopts continuous liberalisation (Baldwin, 

2016:71). Owing to multiple reforms, various agreements and numerous international action 

plans, global trade has since been significantly liberalised (Hoekman & Nicita, 2011:2070). 

Although liberalising or opening an economy to international trade can contribute to increased 

economic growth (World Bank, 2018), it will happen only when sound macroeconomic policies, a 

business-enabling environment and physical infrastructure are present to support companies to 

increase their competitiveness (USAID,2015:7). In a progressively connected global economy, 

rival companies seeking partnership opportunities within GVCs are thus less motivated to operate 

where government policies sustain trade obstacles or hamper trade flow, ultimately depriving 

those countries of economic growth (Ikenson, 2008:17; World Bank, 2018). Exceptional logistics 

performance is imperative for economic growth, diversification and poverty reduction, and 

although conducted by private operators, it remains a policy concern for governments, regional 

and international organisations (Arvis et al., 2014:iii). 

National regulation and trade-related administration are among the costs that determine whether 

a company can meet demand in a competitive and timely manner (Escaith et al., 2011:33). 

Research conducted by Hoekman and Nicita (2011:2077) suggests that it could be more 

beneficial for economies to reduce costs related to policies that impact behind-the-border 

domestic costs of trade than to seek further reductions in tariffs, non-tariff measures or even 

additional trade preferences. 

It can be argued that trade costs incurred by local traders can be reduced through both unilateral 

action as well as international intervention (Hoekman & Nicita, 2011:2077). Addressing trade 

costs from various directions, by intentionally harmonising local and international actions, might 

prove to be valuable in the undertaking to improve economic growth. 

5.2.1 International organisations and instruments involved in global trade facilitation 

International organisations are focusing more efforts to co-ordinate and harmonise the global 

village with the objective to increase trade volume. South Africa, like many other countries, is a 

participant in over 60 such international bodies (Central Intelligence Agency, s.a.) and, as a 

member, the country needs to ensure that it is committed to and actively strives to achieve agreed 

objectives. Such organisations provide impartial discussion forums to their members, and act as 

intermediaries to ultimately implement agreed goals (Gabriela, 2013:310). Agreements can be 
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reached through consensus, vote or undisputed vote, although consensus is generally preferred 

(Gabriela, 2013:311). 

Owing to organisations like the WCO and the Economic Commission for Europe (ECE), good 

customs and border management practices were well-known, while a vast amount of experience 

and information on design and implementation of trade facilitation projects were contained in 

development organisations, such as the World Bank and the United Nations Conference on Trade 

and Development (UNCTAD) (Hoekman, 2014:6). The effects of trade facilitation were, however, 

less explored and generally research became more focused on this topic only when the 

discussions on the Trade Facilitation Agreement (TFA) started at the WTO (Hoekman, 2014:7). 

It is evident that numerous international organisations are committed to and actively involved in 

economic governance, yet the co-operation between the WTO and the WCO is especially 

noteworthy. These two organisations have a long history of co-operation. Not only does the WCO 

manage two technical committees of the WTO (WCO, s.a.-b:1), but article 23 of the TFA stipulates 

collaboration between the TFA Committee and the WCO (WCO, s.a.-a). In 2013, the WCO 

adopted the Dublin Resolution that obligates the WCO to the efficient implementation of the TFA 

(WCO, s.a.-b:1). The WCO has also developed its own trade facilitation instruments and tools 

such as the Revised Kyoto Convention (RKC), SAFE Framework, Single Customs Window 

Compendium, Time Release Study and WCO Data Model which supports the customs-related 

provisions of the TFA in totality (WCO, s.a.-b:2). The RKC, for instance, was adopted in 1999 and 

is an outstanding foundation to facilitate trade, ensure economic growth and enhance the security 

of the global trade system (EUR-Lex, 2018, USAID, 2009:12). 

The importance to facilitate trade through optimal border practices is now universally recognised 

and set in stone by the TFA of the WTO (Arvis et al., 2014:iii). It can be argued that trade 

facilitation is a domestic concern and thus requires very little international co-ordination and 

intervention. Despite the fact that unilateral action should be pursued at all times, global co-

operation has the potential to increase trade gains (Hoekman, 2014:6). In essence, trade 

facilitation aims to remove policies that generate additional costs (Hoekman, 2014:6). 

The TFA came into force on 22 February 2017 and applies to WTO members that have accepted 

it (WTO, s.a.-b). This instrument covers a policy area of great significance for global economic 

development (Hoekman, 2014:1). It is therefore not only in national but also in global interest that 

each member state focuses efforts to align themselves, with the help offered by ample 

international organisations to the TFA in the best possible way available to them. 
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5.2.2 Complications surrounding the alignment of trade facilitation efforts in SADC 

The 1991 Abuja Treaty separated the African continent into five regional areas in preparation for 

establishing the now AU (Draper et al., 2007:7). SADC in the southern region of Africa is one of 

the eight RECs currently recognised by the AU (The African Union Commission, s.a.). 

The Southern African Development Coordination Conference changed to SADC on 17 August 

1992 in Windhoek, Namibia (SADC, 2012b). It is comprised of 16 member states, totalling 556 

781 km² of land (SADC, 2012a). The member states are Angola, Botswana, Comoros, Democratic 

Republic of Congo, The Kingdom of Eswatini, Lesotho, Madagascar, Malawi, Mauritius, 

Mozambique, Namibia, Seychelles, South Africa, Tanzania, Zambia and Zimbabwe (SADC, 

2012a). The headquarters are seated in Gaborone, Botswana (News24, 2010). 

Although the SADC has a comprehensive agenda, it is the Trade Protocol of 1996, which came 

into force on 25 January 2000,  that underpins processes in the region (Draper et al., 2007:11). 

At the heart of this protocol is trade facilitation and co-operation. Article 3 1(b) of the protocol 

required members to eliminate trade obstacles within eight years after the protocol came into 

force (SADC, 1996:8). Co-operation, on the other hand, is embodied in articles 29 and 30 that 

state that members will work together, will work with other countries, and will work with 

international organisations to achieve approved goals (SADC, 1996:16). Even with the Trade 

Protocol of 1996 in place, the region is critiqued for slow integration and a lack of trade facilitation 

efforts (Barka, 2012:1). This can be illustrated through the lack of efficiency on corridors in SADC. 

Corridors (transport and infrastructure) play an important role in the region as six of the member 

states are landlocked (C-BRTA, 2017:i). Regrettably, the efficiency of these corridors has been 

hindered due to a lack in co-ordinated policies, legislation and practices governing the activities 

on these roadways (C-BRTA, 2017:i). The Cross-Border Road Transport Agency (C-BRTA) is a 

South African state-owned entity established in 1998 to regulate all cross-border road movement 

for the country within the SADC region (Parlimentary Monitoring Group, 2009). One of the 

recommendations from a 2017 report conducted by C-BRTA was to launch an independent 

regional legal body to enforce the implementation and co-ordination of regional policies and 

programmes (C-BRTA, 2017:ii).  

It can therefore be debated that the Trade Protocol of 1996 should rather be viewed as the 

foundation of co-operation in SADC rather than a standalone instrument and that further co-

ordination efforts are necessary to build and establish regional unity through the harmonisation 

of national policy and legislation of member countries. Overlapping membership to various RECs 

on the continent does unfortunately create additional challenges, which include the ratification of 
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conflicting regulations, standards, processes and practices, and cause administrative and 

operational obstacles for traders who have to conform and comply with different requirements as 

they move across the region (C-BRTA, 2017:11). Figure 5-1 below shows the extent of multi-

memberships in Southern and Eastern Africa (C-BRTA, 2017:11). Unity on a higher level as RECs 

is arguably necessary to simplify and drive policy requirements needed to support trade facilitation 

in regions such as SADC. 

Figure 5-1: Membership by country of Regional Economic Communities 

Source: (C-BRTA, 2017:11) 

Such consolidation of the African continent was prioritised in January 2012 during the 18th 

Ordinary Session of the Assembly of Heads of State and Government of the AU where they 

formally agreed on the establishment of an African Continental Free Trade Area (AfCFTA) 

(TRALAC, s.a.). Focus areas identified are trade policy, trade facilitation, productive capacity, 

trade-related infrastructure, finance, information and factor market integration (TRALAC, s.a.). On 

30 May 2019, AfCFTA entered into force and it is expected that trade will commence mid-2020 

(Hartzenberg & Erasmus, 2019). This will bring together all the AU members and be the world’s 

largest free trade area since the founding of the WTO (TRALAC, s.a.). The AfCFTA has the 

potential to increase intra-African trade by 52.3% through the removal of import duties; if non-
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tariff barriers are also reduced, this figure could be doubled (TRALAC, s.a.). The regional 

economic communities (REC) will remain in place and be maintained, as provided by Article 19 

of the AfCFTA (Hartzenberg & Erasmus, 2019). 

Even optimistic commentators remark that SADC integration still has a long way to go, and it is 

thus reasonable to wonder whether the TFA will make much difference to increase trade 

facilitation efforts in the region (Christianson, 2016). Questionably, the same apprehension 

surrounds the AfCFTA. Many trade obstacles have been identified (Schoeman, 2014), but if 

regulatory co-ordination lacks within the region, it may be a decisive obstacle. More consideration 

should therefore be given to harmonise legislative regimes in an effort to support GVCs across 

the region. 

International and interstate trade agreements are not self-enforcing and are implemented through 

domestic measures such as new customs procedures (Hartzenberg & Erasmus, 2019). It is 

consequently essential for national legalisation to be updated to enforce such agreements 

(Hartzenberg & Erasmus, 2019). While global objectives like trade facilitation necessitate certain 

circumstances to increase trade, the understanding of such conditions and the strategies to follow 

is open to interpretation (Prokkola, 2013:1322) and, in the end, placed within the authority of each 

country. The importance of domestic policy and legislation will be subsequently discussed.  

5.2.3 The importance of effective domestic policy and legislation in the customs 

environment 

The purpose of national regulation is to improve challenging conditions by encouraging different 

behaviours (Coglianese, 2012:8). Knowledge of the identified problematic environment 

consequently helps in understanding how a regulation aims to achieve positive results 

(Coglianese, 2012:9). The regulatory process is slow, as it involves different stages during which 

critical topics are debated and negotiated before government can sign off on official policy or pass 

new legislation15 (Education and Training Unit, s.a.). Implementation and the impact of policy and 

legislation could therefore be years apart from the original negotiation process. 

It is in the interest of both the government and the public to investigate the effectiveness of 

regulation (Coglianese, 2012:13), as substandard legislation could increase compliance costs, 

 

 

15 Policies and legislations are often misunderstood and used interchangeably as they are similar in nature. The 
difference between them is that a policy defines a government’s goals whereas legislation is used as vehicle to 
achieve the aims set out in policy (Difference Between, 2019). 
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adds to uncertainty towards requirements, and also reduce the success rate to address the initial 

hindrance (OECD, 2008:3). Regulatory problems, in general, require solutions without additional 

costs, so it can be derived that successful legislation will improve a problematic condition without 

negative consequences (Coglianese, 2012:12). In evaluating legislation, more needs to be 

considered than just the resolution of the original issue (Coglianese, 2012:12). 

International trade is document-driven (Jacobsens, 2017b) and involves border crossing; customs 

legislation is therefore its underlying support structure. De Wulf and Sokol (2005:xvii) argued that 

customs transformation needs to be approached from a comprehensive and complementary 

perspective of trade policy reform and that the success of such programmes is dependent on the 

policy environment of a country. Simple, clear and co-ordinated trade policies reduce the 

administrative burden, enforce transparency and reduce the potential for rent-seeking (De Wulf & 

Sokol, 2005:xvii). Research by Arvis et. al. supports this notion of good governance by observing 

that since the first edition of the Logistics Performance Index, it has become clear that an efficient 

supply chain that supports global trade requires good policies to develop (Arvis et al., 2014:iii). 

In view of the importance of international trade, GVCs and the connection with customs 

legislation, the following section will study the customs environment in South Africa and the 

customs legislation supporting it. As mentioned in section 5.1, the emphasis is on document 

handling, discrimination against certain traders and customs co-ordination. 

5.3 Evaluation of the South African customs legislation 

As a consequence of vast technological developments over the past few decades, it is 

understandable that an overhaul of the current South African legislation was necessary 

(Macqueen, 2016) as amendments would not have achieved a modern world-class customs 

framework (South Africa, 2014b:70). It was also essential for government to bring the customs 

regime in line with international standards, such as the TFA, RKC and the SAFE Framework 

(Macqueen, 2016; South Africa, 2014b:70). 

Together with National Treasury, SARS Legal Counsel is responsible for the development and 

drafting of new customs and excise legislation (SARS, 2016; SARS, 2018). Drafting of the new 

customs legislation started in 2007 and was released for public comment in October 2009 (SARS, 

2013). An extensive consultation process was followed, including briefings with the International 

Trade Administration Commission and various other government departments, where after a draft 

was also circulated to customs administrations of the other SACU member states (SARS, 2013). 

SARS recognises that customs priorities have changed over time to include functions far more 

than revenue collection. SARS further hopes to support economic development optimally by 
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providing a secure business environment with their customs modernisation programme, which 

includes the new customs acts (Jacobsens, 2018). References can be seen to trade facilitation 

in the preamble to the Act, acknowledging the important role of customs administration within 

global trade (South Africa, 2014b:70). Rewriting the customs legislation was an enormous 

undertaking that started in 2003 and took several years to complete (SARS, 2019). Stakeholder 

participation was considered essential to the success of the modernisation process (SARS, 2019) 

and so numerous public hearings and workshops were held to capture the valuable input from 

the trade community, address concerns and facilitate the implementation process (Macqueen, 

2016). Due to the complicated nature and scope of customs legislation, customs and excise 

matters were split16 (SARS, 2019). The Act, the Customs Duty Act (30 of 2014) and the Customs 

and Excise Amendment Act (32 of 2014) were all promulgated in July of 2014 (SARS, 2019). 

Following its publication in the Government Gazette, focus was turned to drafting the supporting 

regulations (SARS, 2019). Continued support is also offered to the public and all stakeholders 

through the SARS website, where information and updates are published. The process of 

implementing the new Customs Control Acts will be done in phases over the next few years, 

starting in 2019, and will come into force on a date promulgated by the President of South Africa.  

5.4 South African customs obstacles 

Trade facilitation supports customs procedures which, in turn, will expedite border crossings, 

reduce trade costs and finally increase trade flows (TMEA, 2012:4). Reduced trade costs could 

answer most of the continent’s trade problems as it will improve intra-regional trade, support 

GVCs, improve trade conditions for landlocked countries, increase competitiveness and enhance 

the development of the private sector (TMEA, 2012:4). SADC is a typical African region that is 

overwhelmed by such trade-related matters. Not only is it one of the most expensive regions to 

trade from (World Bank, 2017a:174) but, as pointed out earlier, regional integration is 

exceptionally slow (Barka, 2012; Christianson, 2016:1; Draper et al., 2007:7). 

In SADC, OSBPs were chosen as a trade facilitation instrument to overcome trade obstacles and 

increase regional integration (C-BRTA, 2017:66), but only one (Chirundu connecting Zambia and 

Zimbabwe) of the 18 identified border posts has fully been converted into an OSBP since 2008 

 

 

16 Non-tariff and trade facilitation matters are grouped in the Act (South Africa, 2014b); the Customs Duty Act (30 of 
2014) deals with tariff determination (South Africa, 2014c), and the Customs and Excise Amendment Act (32 of 
2014) (South Africa, 2014a) regulates amendments required on the Customs and Excise Act (91 of 1964) (South 
Africa, 1964). As the scope of this study is trade facilitation, focus was placed on the Act. 

http://www.sars.gov.za/AllDocs/LegalDoclib/AABC/LAPD-LPrim-Act-2014-01%20-%20Customs%20Duty%20Act%202014.pdf
http://www.sars.gov.za/AllDocs/LegalDoclib/AABC/LAPD-LPrim-Act-2014-02%20-%20Customs%20and%20Excise%20Amendment%20Act%202014.pdf
http://www.sars.gov.za/AllDocs/LegalDoclib/AABC/LAPD-LPrim-Act-2014-02%20-%20Customs%20and%20Excise%20Amendment%20Act%202014.pdf
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(C-BRTA, 2017:8). Customs procedures are overseen by national legislation and executed by 

customs staff that operate mostly under the Ministry of Finance within a country (De Wulf & Sokol, 

2005:xvii). Even though local customs legislation is applied only nationally, its influence goes far 

beyond the borders of a nation. It is therefore reasonable to argue that the success of such 

regulation has an immense impact on regional and international trade aspects as well. 

Khumalo (2014:845) measured customs procedures at Beitbridge border post and observed that 

customs is a major contributing factor to slow trade flow – 60% of border transit time was 

consumed by customs authorities (Khumalo, 2014:845). Hoffman et.al. (2018:80), looking mostly 

at import data, found that road transport experienced the longest delays of all transport modes in 

South Africa, possibly due to slow border post procedures. Although research is scarce, these 

two studies do highlight some interesting insights into issues experienced at local border posts. 

The lack of a lead agency at border posts (Khumalo, 2014:839), questionable time management 

of drivers (Hoffman et al., 2018:75), infrastructure inefficiencies and limited operating hours 

(Khumalo, 2014:844) are all cited as contributing factors to bottlenecks at border posts. Various 

components have the potential to slow the supply chain, but not all are customs related. 

Therefore, concentrating on customs and the legislation underpinning customs procedures, this 

paper explores the other contributing aspects of slow supply chain movement identified by the 

studies of Khumalo (2014) and Hoffman et. al. (2018) namely document handling, discrimination 

against certain traders and customs co-ordination. 

5.4.1 Document handling 

An increase in the number of requests as well as the time consumed by requests for additional 

documents has been identified as the main reason for stopped consignments at South African 

border posts (Hoffman et al., 2018:71). Correction times increased shipment processing with 

about 100 hours on average, mainly due to additional information requested on documents 

(Hoffman et al., 2018:77). To place this in perspective, considering that South Africa’s border 

compliance time (customs clearance and inspections) is recorded as 100 hours to export and 144 

hours to import (World Bank, 2017a:46 & 50), any inaccurate or incomplete documents will 

approximately double the border clearance time. 

With document handling, there are two aspects to consider. First is the actual information on the 

documents. Second is the speed at which this information is processed. Due to the nature of 

international trade and the complexity of the supply chain, there are several information elements 

available per transaction. The requirements for standard clearance processes by the South 

African Customs authority are stipulated in Part 1 of Chapter 7 of the Customs Control Act (31 of 

2014). 
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Section 167 prescribes the information essential for clearance declarations; section 176 

prescribes supporting documents while section 177 deals with invoices. Section 81 specifies that 

the Commissioner may, by rule, add supplementary outturn reports as may be necessary. There 

are instances, though, where the Act will allow clearance, where necessary or appropriate, on 

incomplete or temporary clearance information. This is set out in sections 522 and 523. 

5.4.1.1  Clearance declarations 

Section 167 requires the following information to be included on clearance declarations: 

1. The nature and quantity of goods.17 

2. The cargo status, if the consignment is transported by sea whatsoever.18 

3. The number of the transport document issued in relation to the goods.19 

4. If containerised, the container number.20 

5. The date and time of (expected) arrival of goods:21 

a. at the land border post where the imported goods will enter the Republic by truck,22 

or 

b. at the land border post where the goods will be exported.23 

6. The tariff classification, and also the reference number,24 if any tariff determination or 

re-determination,25 or any advance tariff ruling26 that is applicable on the goods. 

7. The customs value.27 If any customs ruling28 or advance ruling29 was made in terms of 

valuation, which reference number should also be included on the clearance 

declaration. 

 

 

17 Section 167 (1)(a) 
18 Section 167 (1)(a) 
19 Section 167 (1)(b) 
20 Section 167 (1)(c) 
21 Section 167 (1)(d) 
22 Section 90 (1)(d) 
23 Section 94 (1)(d) 
24 Section 167 (1)(e) 
25 Section 167 (1)(e)(i) 
26 Section 167 (1)(e)(ii) 
27 Section 167 (1)(f) 
28 Section 167 (1)(f)(i) 
29 Section 167 (1)(f)(ii) 
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8. The origin of goods.30 If any customs ruling31 or advance ruling32 was made in terms of 

the origin, which reference number should also be included on the clearance 

declaration. 

9. State whether tax is applicable, or not.33 If applicable: 

a. state the kind of tax payable,34 and 

b. indicate the payable amount as estimated.35 

10. The customs code and name of the person submitting the declaration. If using a third 

party, for instance a clearing agent, the customs code and name of both the third party 

(clearing agent) and the principal (trader) should be submitted.36 

11. If goods need to be cleared additionally for another customs procedure, the reference 

number for that clearance declaration should also be included.37 

12. Any additional information that may be required.38 

Additional information required in terms of section 167 (1)(k) includes the following as per rule 

7.2: 

1. The message function39 that should be used. 

2. The number and date of the applicable invoice(s). 

3. The transport mode.40 

4. The description of the goods as reflected on the relevant invoice.41 

5. If the clearance declaration is intended to serve as an application for a refund, a refund 

indicator code;42 or if the clearance declaration is intended to serve as a notification of 

intent to claim a drawback, the drawback item number.43 

6. An indication to that effect, if the clearance declaration is intended to serve as an 

application for: clearance on incomplete or provisional information,44 registration as a 

 

 

30 Section 167 (1)(g) 
31 Section 167 (1)(g)(i) 
32 Section 167 (1)(g)(ii) 
33 Section 167 (1)(h) 
34 Section 167 (1)(h)(i) 
35 Section 167 (1)(h)(ii) 
36 Section 167 (1)(i) 
37 Section 167 (1)(j) 
38 Section 167 (1)(k) 
39 Rule 7.2 (a) 
40 Rule 7.2 (c) 
41 Rule 7.2 (d) 
42 Rule 7.2 (e)(i) 
43 Rule 7.2 (e)(ii) 
44 Rule 7.2 (f)(i) 
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casual importer or exporter,45 permission to transfer goods between vehicles and 

containers,46 permission to redirect goods,47 temporary admission in terms of customs 

tariff referred to in rule 12.3,48 termination of detention of prohibited goods,49 

termination of detention of restricted goods,50 the extension of a timeframe.51 

7. An indication to that effect, if the clearance declaration is intended to serve as a 

notification: to remove goods, successfully reclaimed from a state warehouse,52 to any 

changes related to invoices.53 

8. Any other application or notification provided for in these Rules or the Customs Duty 

Rules.54 

9. A prior authorisation indicator in the case of a provisional or incomplete clearance 

declaration submitted on authority of a formal application to clear goods. 

10. Any other information required for specific purposes by these Rules or the Customs 

Duty Rules. 

5.4.1.2 Supporting documents 

Clearance declarations have to be accompanied by four types of supporting documents55 which 

should contain relevant information of the goods to be cleared.56 These documents include an 

invoice,57 a transport document,58 the clearance instruction from the trader to the clearing agent if 

clearance is subcontracted to an agent,59 and any other documents, depending on the cargo, that 

may be required.60 Clearance declarations may also be supported by alternative documents 

instead of the listed supporting documents, as long as the alternative document is able to provide 

the same information as the relevant supporting document would have given.61 

 

 

45 Rule 7.2 (f)(ii) 
46 Rule 7.2 (f)((iii) 
47 Rule 7.2 (f)((iv) 
48 Rule 7.2 (f)(vi) 
49 Rule 7.2 (f)(viii) 
50 Rule 7.2 (f)(ix) 
51 Rule 7.2 (f)(x) 
52 Rule 7.2 (f)((vii) 
53 Rule 7.2 (f)((v) 
54 Rule 7.2 (f)((xi) 
55 Section 176 (1) 
56 Section 176 (2) 
57 Section 176 (1)(a) 
58 Section 176 (1)(b) 
59 Section 176 (1)(c) 
60 Section 176 (1)(d) 
61 Rule 41.28 
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Supporting documents must be submitted electronically,62 within the requested timeframe, or 

within 24 hours from the request, if no timeframe was given.63 There are exceptional 

circumstances where a copy or printout of a document will be allowed.64 Where certified copies, 

instead of original copies, of any documents are used for support, it must not be older than three 

months at the time of submission.65 If documents or parts of documents, presented as support, 

are not in English, Customs may ask for a translation within three days or a specified time period, 

at the cost of the person submitting the documents.66 Customs may request supporting documents 

to verify uncertain facts on documents submitted.67 

5.4.1.3 Invoices 

No standard format exists for commercial invoices. The information it contains is, however, 

deemed essential as it offers a synopsis of the transaction and has to be a true reflection of the 

nature of the transaction,68 the goods69 invoiced, and the amount paid or payable.70 Great care has 

to be taken with the description of the goods. Although the invoice has to identify the goods by 

way of a distinctive and permanent identification number, code, description, character or other 

mark allocated to the goods by the exporter,71 a Harmonized System code (HS) is not required. 

The invoice also has to describe the goods in the condition it will be in, at the time of passing 

through Customs.72 Any change in the condition of the goods during the duration of customs 

procedures, which may include inspections, are normally not permissible.73 

The Act requires the following information on an invoice: 

1. The date of issue.74 

2. The name and physical address of the shipper (exporter).75 

 

 

62 Rule 41.24 (1)(a) 
63 Rule 41.25 (1) 
64 Rule 41.24 (1)(b) 
65 Rule 41.29 
66 Rule 41.30 
67 Rule 41.26 
68 Section 177 (1)(a)(i) 
69 Section 177 (1)(a)(ii) 
70 Section 177 (1)(a)(iii) 
71 Section 177 (1)(b) 
72 Section 177 (2) 
73 Section 177 (3) 
74 Section 177 (1)(d)(i) 
75 Section 177 (1)(d)(ii) 
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3. The name of the consignee (importer). If the invoice is not issued to the consignee 

directly, but through a third party, it is essential that the name of the consignee also 

appears on the invoice.76 

4. The price paid or payable.77 

5. Information on items that affect the price, like commission, discount, royalty, freight 

and tax.78 

6. Any other information prescribed by rule. 79 

5.4.1.4 Speed of handling documents 

The importance of speed when dealing with documents is also addressed. It is apparent when 

studying the Act that an electronic document flow process is being established. Electronic 

communication is the preferred method for document handling as prescribed in section 913. Rule 

7.1 is clear that a clearance declaration should be submitted electronically through the EDI 

customs system. There are nevertheless allowances if someone is unable to communicate 

electronically or circumstances arise where such communication is not possible. Electronic 

submissions path the way for information sharing down the line. This will save time and increase 

accuracy as information does not have to be produced and validated numerous times throughout 

the process. 

Electronic submission and communication remove previous boundaries of document processing 

as it separates document processing from the physical consignment. Arrival and departure 

documentation is dealt with in section 68 and 69 for importing, and 70 for exporting consignments. 

These reporting obligations also apply to carriers not located in the Republic as per section 85. 

Although specific timeframes for submission are prescribed, footnote 72 provides that export 

clearance declarations could be supplied earlier to ensure that customs document processing will 

not cause any delays in the export process. Processing, and corrections if applicable, are thus 

allowed while the truck is still underway to the border post. Electronic submissions are also not 

bound by office hours and can be transmitted any time as per section 169. This allows document 

processing to take place outside normal office hours, thereby extending the timeframe of 

processing. 

 

 

76 Section 177 (1)(d)(iii) 
77 Section 177 (1)(d)(iv) 
78 Section 177 (1)(d)(v) 
79 Section 177 (1)(d)(vi) 
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From the Act, it seems as if the intention of the legislator is to receive clear and appropriate 

information from traders, in an electronic manner, to facilitate customs processing times. It is 

conclusively in the interest of all participants in the supply chain to value the importance of 

information and provide it as accurately as possible, even to provide more than what is officially 

required for the sake of clarity (Jacobsens, 2017b). 

The single most important reason for delays at South African border posts is problematic 

documentation (Hoffman et al., 2018: 71). Efforts in increasing handling speed and processes to 

refine information requirements can consequently lead to substantial improvements in clearance 

times. 

5.4.2 Discrimination against certain traders 

Hoffman et. al. (2018:80) found that some traders experience delays in excess of 400 hours on a 

continuous basis, which could indicate that they are deemed by Customs as a high risk. One must 

keep in mind that despite the recent move towards trade facilitation, security was historically, and 

continues to be today, one of the key functions of Customs. This became more significant after 

9/11. In an attempt to reinforce the supply chain after this event, the United States Trade-Customs 

Partnership Against Terrorism was introduced, the WCO SAFE Framework adapted, and the 

Authorised Economic Operator (AEO) concept launched in the European Union and some EU 

trade partner countries (Jacobsens, 2017a). 

The SARS accreditation programme was introduced during the same period in 2001 (SARS, 

2012:4). Traders accredited during this initial programme are understood to be on Level 1 

accreditation status and will maintain this grade and benefits while waiting for the implementation 

of the new customs legislation (SARS, 2012:4). Level 2 accreditation was launched in May 2017, 

called the SARS’ Customs Preferred Trader Programme (SARS, 2017). It is the first step of 

progression to an internationally accepted AEO programme and is aligned to the SAFE 

Framework (SARS, 2012:4). 

Licensees80 and registered persons81 can apply electronically82 for accredited client status, but a 

customs accreditation self-evaluation has to be passed and a certificate issued before such 

application can be made.83 It is important to note that the applicant should not have previous 

 

 

80 A licensee is a licensed customs broker 
81 Registered exporter and importer 
82 Rule 30.3 (1) 
83 Rule 30.5 
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convictions for fraud or dishonesty,84 and if the applicant’s tax matters are not in order, the 

application will be refused.85 The application has to be supported by a copy of audited financial 

statements for the financial year preceding the date of application86 or an auditor’s certificate to 

this effect, if statements are not available.87 Also mandatory is an auditor’s report on the 

effectiveness of the applicant’s internal accounting, record-keeping, operational system and 

consistency with generally accepted accounting principles.88 Additional supplementary 

documentation may be requested by the customs authority,89 in the form of documents or other 

information as may be necessary, to consider the facts presented or verify statements made on 

the application.90 

Section 667 specifies two requirements for an application; proven record of compliance with 

legislation, and the capacity to comply with the requirements as set out in the Act. Proof of 

compliance with legislation91 should be provided for a period of three years prior to the date of 

application for a Level 1 accreditation,92 and five years prior to the date of application for a Level 

2 accreditation.93 If records are not available for such a period, the customs authority will use any 

documentation available to them.94 Other requirements include an accounting system based on 

generally accepted accounting principles,95 an overall effective computerised system,96 skilled 

staff,97 sufficient financial resources,98 and in the matter of bills of entry99 and clearance 

declarations,100 incorrect entries for quantity, classification, value or origin of goods, may not 

exceed 5% of all submissions101 for a period of three years preceding the application, for a Level 

1 accreditation;102 or five years preceding the application, for a Level 2 accreditation.103 

 

 

84 Rule 30.8 (b) 
85 Section 670 (2)(b) 
86 Rule 30.4 (1)(a)(i) 
87 Rule 30.4 (1)(a)(ii) 
88 30.4 (1)(b) 
89 Section 669 (1)(a) 
90 Rule 30.4 (3) 
91 Section 670 (1)(a) 
92 Rule 30.8 (a)(i) 
93 Rule 30.8 (a)(ii) 
94 Section 670 (3) 
95 Section 670 (1)(b) 
96 Section 670 (1)(c) 
97 Section 670 (1)(d) 
98 Section 670 (1)(e) 
99 In terms of the Customs and Excise Act (91 of 1964) 
100 In terms of the Customs Control Act (31 of 2014) 
101 Rule 30.8 (g) 
102 Rule 30.8 (g)(i) 
103 Rule 30.8 (g)(ii) 
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Besides being trustworthy, the accounting system should also be able to produce a full audit trail 

of all the applicant’s customs transactions and activities for a three-year or five-year period, 

depending on the level of accreditation for which they are applying.104 The accounting system 

should furthermore have the ability to prove the accuracy of clearance declarations submitted,105 

and have internal controls to identify illegal or irregular transactions and activities.106 

The computerised system as described in section 670(1)(c) has to store, back-up and archive all 

business records for a period of at least five years preceding the date of application.107 It must also 

have the capacity108 to quickly retrieve all relevant information.109 The system should safeguard all 

these records and protect it from unauthorised access.110 

For the purpose of section 670(1)(d), skills would include an Accreditation Competency 

Certificate,111 either by the applicant or an acceptable nominee, sufficient knowledge of customs 

laws, guides, interpretive notes, operational manuals and practices to develop and maintain an 

effective accredited client compliance system.112 

Financial resources should be verified through audited financial statements;113 one financial year 

preceding the date of application for Level 1 accreditation114 and two financial years for a Level 2 

accreditation.115 If such documents are not available for the periods mentioned above, other proof 

of available financial resources may be allowed at the discretion of the customs authority.116 

Following section 682, the benefits of accreditation are in essence simplified clearance and 

exemption from certain stipulations under the Act, as prescribed by Rules. For both levels of 

accreditation status, traders are entitled to one or more of the following benefits: 

1. The services of a customs relationship manager.117 

 

 

104 Rule 30.8 (c)(i) 
105 Rule 30.8 (c)(ii) 
106 Rule 30.8 (c)(iii) 
107 Rule 30.8 (d)(i) 
108 Rule 30.8 (d)(ii) 
109 Rule 30.8 (d)(ii)(aa) 
110 Rule 30.8 (d)(ii)(bb) 
111 Rule 30.10 (1) 
112 Rule 30.8 (e) 
113 Rule 30.8 (f)(i) 
114 Rule 30.8 (f)(i)(aa) 
115 Rule 30.8 (f)(i)(bb) 
116 Rule 30.8 (f)(ii) 
117 Rule 30.14 (1)(a)(i) 
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2. Regular documents and physical inspections by customs officers are reduced.118 

3. Requests for tariff and valuation determinations will be prioritised by customs.119 

4. A reduced amount of any security required in terms of Chapter 31 of the Customs 

Control Act (31 of 2014).120 

5. Priority access to non-intrusive inspection techniques when goods are stopped or 

detained for inspection.121 

6. Immunity from customs supervision in specific circumstances.122 

7. Applications for special customs services as described in rule 1.11 will be prioritised.123 

8. Charges for special customs services as listed in rule 1.12 will be reduced. 124 

9. Refund and drawback applications in terms of Chapter 4 of the Customs Duty Act (30 

of 2014) will be prioritised.125 

As an additional benefit, importers based in South Africa with Level 2 accreditation status may 

apply for a deferment benefit for the payment of duty on goods cleared for home use out of a 

storage warehouse.126 

After an application has been made, the accreditation can either be refused,127 or granted128 with 

a level of accreditation129 assigned to it. Accreditation is valid for three years130 unless it is 

withdrawn prior to expiration.131 

The accreditation system gives traders the opportunity to build a risk profile, indicating compliance 

and good standing with SARS through historical data. Achieving and maintaining a low-risk profile 

 

 

118 Rule 30.14 (1)(a)(ii) 
119 Rule 30.14 (1)(a)(iii) 
120 Rule 30.14 (1)(a)(iv) 
121 Rule 30.14 (1)(a)(v) 
122 Rule 30.14 (1)(a)(vi) 
123 Rule 30.14 (1)(a)(viii) 
124 Rule 30.14 (1)(a)(vii) 
125 Rule 30.14 (1)(a)(ix) 
126 Rule 30.14 (2) 
127 Section 669 1(b)(ii) 
128 Section 669 1(b)(i) 
129 Section 669 2 
130 Section 675 (1)(b) 
131 Section 675 (1)(b)(i) 
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translates in increase economic benefits to traders with improved clearance times, while it refines 

and expands customs risk management. 

5.4.3 Co-ordination 

Co-ordination and co-operation are vital for efficient international trade. This statement is 

supported by the fact that the WCO dedicated a whole year (2015) towards promoting CBM 

(WCO, 2014). As pointed out in the introduction, organisations like the WTO were founded on the 

basis to co-ordinate international trade for the purpose of optimisation. Co-ordination within trade 

and customs is globally problematic. It is also evident within SADC (C-BRTA, 2017:i) and 

internally among South African role-players (Khumalo, 2014:845). The rewriting of the South 

African customs legislation was partially the result of co-ordination calls from the global customs 

community and organisations. 

Observations at Beitbridge indicate that there is a total lack of co-ordination at the border post. 

There is no co-ordination between countries, clearing agents nor between government agencies 

(Khumalo, 2014:845). Since there is no co-ordinated data exchange and information sharing 

protocol, processes are duplicated at both sides of the border (Khumalo, 2014:840). In fact, similar 

frustrations instigated the concept of CBM and the movement towards the combination of trade 

facilitation actions (Polner, 2011:51). The value of CBM is that resources are shared while the 

customs process is expedited and the potential for revenue collection increased (Aniszewski, 

2009; Kieck, 2010). Results indicate increases in traffic volume through border posts (Fitzmaurice 

& Hartmann, 2013:25), significant improvement in border clearance times from weeks and days 

to minutes (TMEA, 2017; TMEA, s.a.), and increased revenue collection, with Uganda as 

example, reporting an increase of 32% in tax income due to higher fuel imports (TMEA, 2014). 

Co-operative action, however, requires political will and legal support (Kieck, 2010:8). Informal 

border committees generally list the absence of legislative structure as one of the operational 

obstacles; such an example is documented in a study of the Busia border post (Ndunda, 2013:34). 

International co-operation amplifies the need for institutional commitment. With the governing of 

nations, the principles of sovereignty and territoriality applies, authorising nations to develop and 

implement national laws (Kieck, 2010:9). These, however, cannot be enforced in other 

jurisdictions (Kieck, 2010:9). With co-operation arrangements, as in the case of OSBPs, high-

level authorisation is required to allow for extra-territorial jurisdiction (Kieck, 2010:9). 

Section 15 specifies that the Commissioner may enter into an agreement with other organs or 

institutions, both inside and outside South Africa, for supporting services as may be agreed. In 

the simplest form, this will allow for departments to co-ordinate actions such as combined 
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inspections by SARS and the South African Police Service. The Commissioner may also, with the 

consent of the contracting party, elect persons in the service of those institutions as customs 

officers.132 

Section 16 involves international co-operation and provides for extra-territorial jurisdiction which 

would be necessary for OSBPs, as described earlier in this section. If authorised by the national 

executive, the Commissioner may enter into an agreement with the customs administration of 

another country.133 These agreements allow for customs co-operation, including information 

exchange,134 facilitate customs processing of goods135 and permit officials of the two countries to 

perform customs duties in each other’s territories.136 

Section 14 permits for customs offices to be established outside the Republic. This, again, is to 

facilitate customs offices outside of the geographical territory of the country in the event of OSBPs. 

Section 14 (1)(c) also stipulates that office hours as well as outside hours should be determined 

when establishing such offices. 

Information sharing, necessary for a single-window system,137 is defined in section 35 of the Act 

and comprises non-confidential information.138 Aspects to consider in an agreement are the 

description of specific data139 to be shared, other types and forms140 of data that may be shared, 

the manner141 in which and timeframe142 within which the data are to be shared. Being able to share 

information will ease and expedite the documentation process by increased document accuracy 

and decreasing administrative time consumed on the duplication of data. This aspect of co-

operation has a direct influence on document handling discussed in section 5.4.1. 

As discussed in more detail in chapters 2 and 4, trade facilitation in the form of co-ordinated 

practices has the ability to support customs processes and, more specifically, limited resources 

at border posts. These initiatives are, however, in many instances not recognised by regulatory 

 

 

132 Section 10 (1)(b) 
133 Section 16 (1) 
134 Section 16 (1)(a) 
135 Section 16 (1)(b) 
136 Section 16 (1)(c) 
137 A single-window system is as electronic solo entry point where traders can log customs data once, and the system 

will allocate relevant data to the different users i.e. various government departments. 
138 Section 35 (2)(a) 
139 Section 35 (2)(b) 
140 Section 35 (2)(d) 
141 Section 35 (2)(c) 
142 Section 35 (2)(c) 
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frameworks. Through provisions for co-ordinated practices in the Act, the value of trade facilitation 

is acknowledged and the implementation of instruments like CBM allowed. 

5.5 Discussion and recommendations 

The world is dramatically different today than it was in 1964 when South Africa last promulgated 

customs legislation. Global trade is now more open, more interconnected, more competitive and 

more complicated. New customs legislation was therefore vital to bring the South African trade 

environment in line with international trends and commitments. 

Time spent on handling documents is a major concern for traders. When examining the Act, it 

seems as if the legislator understood this burden, as fewer documents is one of the listed benefits 

for accreditation. Electronic communication is also encouraged to establish a base for faster 

document handling in future. Information required on clearance declarations and invoices, and 

the required supporting documents are stipulated in the Act, although traders may deem some 

detail missing, like the requirement of an HS code on commercial invoices. Even though this is a 

valid point, it is important to determine what the intention of the legislator was in excluding this 

information as a requirement, which validates, future research. 

Traders, however, have to keep in mind that an international trade transaction starts when a sales 

contract is established, and all documents are henceforth linked with each other (Jacobsens, 

2017b). Information on this source document should be accurate as it contains data that will be 

used in every step of the transaction. The source document specifies the full description of goods, 

which relates to compliance matters, and stipulates financial aspects of the transaction 

(Jacobsens, 2017b). The importance of information provided by exporters cannot be emphasised 

enough, as importers, transporters, clearing agents and customs officials all depend on it to 

complete certain processes (Jacobsens, 2017b). Information like HS codes (on commercial 

invoices) and even information on supplier notes does not have to be required by law to be 

provided. Traders can therefore play a more proactive role in disclosing valuable information 

needed by Customs. 

The amount of time lost by traders due to perceived ‘high risk’ by Customs could be very costly. 

Accreditation is dealt with in Chapter 30 of the Act and promises to be a great tool to prevent 

unjustified negative labelling. Traders may remark that the proses is too cumbersome and the 

requirements steep. However, Luca Pacioli, the father of accounting and bookkeeping, in 1494 
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cited in his book, Summa de arithmetica, geometria, proportioni et proportionalita,143 that adequate 

cash or credit, a good accountant and proper internal controls – otherwise speaking, a proper 

accounting system – are essential to be a successful merchant (Pacioli, 1494). Not only are these 

three of the requirements of accreditation, but also classic business advice that has stood the test 

of time. Even if traders never intend to apply for Preferred Trader Status, it might be sensible to 

comply with all the criteria of ‘low-risk trader status’, as the benefits may prove to be significant in 

improving trader’s supply chain efficiency (Jacobsens, 2017a). 

It is generally accepted that national borders affect international trade negatively (Anderson & 

Van Wincoop, 2003; Comerford & Rodríguez Mora, 2019; Coughlin & Novy, 2016; Havranek & 

Irsova, 2017; McCallum, 1995; Wei, 1996). Faster border processes to expedite trade are, 

however, hampered by limited resources burdened by growing trade volumes (Aniszewski, 

2009:8; Canham, s.a). Some researchers consequently argue that co-ordinated practices are an 

efficient way to address persistent border constraints rooted in restricted resources (Kieck, 

2010:5). When the Act is examined, it is apparent that a framework for co-operation is being 

established and various forms of co-operation are being considered and allowed for. It is 

unfortunate, though, that international data sharing is not included in the Act. Transparency and 

information sharing will be necessary to improve the efficiency of OSBPs and will need to be 

considered in future. 

Successful legislation understands the problem area it needs to address and, upon examination 

of the Act, it appears as if the legislator not only adhered to international requirements but was 

also able to address identified trade obstacles relating to customs in South Africa. 

5.6 Conclusion 

From a trader’s point of view, customs procedures very often appear unreasonably time-

consuming and unpredictable (De Wulf & Sokol, 2005:xviii). There is, however, much more to 

customs than speed and efficiency. In our globalised world, driven by integration that influences 

economic growth, legislators increasingly realise the need for enhanced regulation to facilitate 

border reform to remove unnecessary trade obstacles (Polner, 2011:49). Competitive economies 

are therefore reconsidering the role of policies to enhance trade, as successful companies are 

 

 

143 Summary of arithmetic, geometry, proportions and proportionality 
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less likely to operate and invest in countries where regulation tolerates trade obstacles, hampering 

economic growth in those nations (Ikenson, 2008:17; World Bank, 2018). 

Although trade facilitation could, and should, be followed unilaterally, global co-operation and co-

ordination of actions increases trade gains achieved (Hoekman, 2014:6). Many international 

organisations are available to support countries and have created instruments to organise and 

unify trade agendas. These agendas are driven by regulatory actions, implemented at country 

level. On a national level, it is in the interest of both a government and the public to study the 

effectiveness of regulation (Coglianese, 2012:13) as insufficient legislation has negative 

consequences and creates costs to society (OECD, 2008:3). 

South Africa’s customs framework was dated and it was necessary to rewrite legislation 

(Macqueen, 2016; South Africa, 2014b:70). It was against this background that the new legislation 

was assessed to determine its potential performance. Have local legislators successfully 

incorporated international elements of modern customs practices and standards to positively 

address current trade flow obstacles identified within the country? Document handling, 

discrimination against certain traders and customs co-ordination have been identified as some of 

the major customs obstacles at South African borders (Hoffman et al., 2018; Khumalo, 2014). 

A closer examination of the Act reveals that aspects of all three problems are addressed. By 

including elements like electronic processes and information sharing, and stipulating document 

requirements, a great deal of ease is brought to document processes. International best practices 

in terms of AEOs could enhance risk management and level the customs process for all compliant 

traders. A solid foundation was laid to build co-operation arrangements in future that should see 

vast improvement in clearance times. In South Africa, a proper regulatory framework exists for 

the implementing of the modernisation required with regard to document handling, discrimination 

against certain traders and customs co-ordination. 

While it seems as if appropriate groundwork was done in drafting the new customs legislation to 

support trade and firm foundations were established to enhance the trade environment even 

further in the future, the implementation thereof could take a long time. Together with this, co-

ordination across border posts can occur only if neighbouring countries in SADC are willing to co-

operate and co-ordinate trade facilitation actions such as establishing well-matched legislation. 

This will enhance trade in the region by addressing trade obstacles fundamentally and bring the 

SADC Protocol on Trade to a successful conclusion. 

Taking into account a popular quotation, ‘You can’t manage what you can’t measure’, one can 

make certain recommendations from this research. One recommendation would be to measure 
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the efficiency of this legislation, by analysing trade flow data after a reasonable period has passed 

in the implementation phase. With national legislation in South Africa, it may appear as if the cost 

of compliance is expensive; however, in global terms, it seems as if the cost of non-compliance 

is even more expensive. 
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CHAPTER 6: SUMMARY, CONCLUSIONS AND RECOMMENDATIONS 

6.1 Introduction 

Trade facilitation instruments are expected to have a direct impact on customs clearance times 

and the simplification and speed of customs procedures. This overall reduction in trading times 

and procedures reduces trade costs, which is in turn expected to increase trade flows. In the 

African context, these reductions in trade costs are also likely to be conducive to improving intra-

African trade and regional links, enhancing the accessibility of landlocked countries and improving 

competitiveness and private sector development (TMEA, 2012:4). 

Efforts by customs authorities to modernise customs processes together with initiatives by the 

private sector to take a proactive approach towards customs administration have already shown 

improvements in customs clearance on the continent (Buyonge & Kireeva, 2008:51; WCO, 2010; 

WCO, 2015b). However, to fully understand domestic trade costs, it might be more valuable to 

examine improvement in logistics services rather than the length of roads built, or the reduction 

in border clearance time rather than the number of OSBPs developed in a region (World Bank, 

2012:10). Also, failure to synchronise trade facilitation investments and policy reform could 

hamper the implementation of future developments necessary for continued improvement of the 

customs network in Africa (World Bank, 2012:10). 

Chapter 6 will conclude this study and start with an introduction to the research in section 6.1. 

The next section will provide a review of the study in the light of the problem statement, objectives 

that was set in Chapter 1, and how these were met by highlighting the main findings of the 3 

papers presented in this thesis. Section 6.3 will present the contribution made by this research. 

The chapter concludes with the final thoughts and words in section 6.4. 

6.2 Review of the research 

Trade in the SADC region is expensive and lacks competitiveness. A problematic customs 

environment is widely considered to be one of the greatest challenges facing member countries.  

In Chapter 1 it was highlighted that a need exists to investigate the feasibility of CBM as a trade 

facilitation tool in this region as one possible method to reduce trade obstacles.  

Since the characteristics of trade facilitation is still not well understood in the region, this thesis 

had the overall objective to explore customs in the SADC environment by examining the role of 

co-ordinated border management as trade facilitation instrument in selected SADC countries.  
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In Chapter 2 it was pointed out that although trade and trade facilitation have been studied for 

millennia, it is still impossible to summarise trade facilitation in one single definition as trade and 

trade facilitation alongside it continues to evolve. Literature does, however, strongly suggest that 

co-operation and co-ordination practices are at the heart of trade facilitation success as teamwork 

increases the benefits generated by such initiatives. This purpose of this chapter was to meet the 

first objective in such a manner to provide a theoretical framework for the problem statement. The 

chapter provided an introduction to trade facilitation, discussed its historical background in the 

context of the customs environment, and explored examples of case studies on gains from 

improving trade facilitation. 

The second objective was to give an overview of time delays as trade barrier in the SADC region 

and examine the influence it has on regional trade. Chapter 3 (Paper 1) focussed on time delays, 

one of the trade obstacles present at border posts, and the potential effect on the region when 

trade times are improved.  

Chapter 4 (Paper 2) focussed on CBM, one of the trade facilitation instruments available to 

facilitate trade flows and covered the third objective through investigating the potential of the co-

ordinated border management concept in the SADC region context by analysing data from 

Komatipoort border post which is in the process of converting to an one-stop border post.  

The purpose of Chapter 5 (Paper 3) was to gain an understanding of the regulatory context 

surrounding trade facilitation in the region. This chapter addressed the fourth objective by 

exploring whether the Customs Control Act (31 of 2014), as the underlying regulatory framework, 

will be able to address customs issues currently experienced by South African traders, and to 

determine to what extent it will allow for, or hinder co-ordinated border management. 

These objectives were formulated to ensure that various aspects of trade facilitation were 

included, and a balanced view could be presented through the study. A brief overview of the 

research conducted in the three papers will be offered in the following section. 

6.2.1 Main results of Paper 1 (Chapter 3) 

Economic gains for SADC countries, driven by unity, are voiced in literature. Border delays are, 

however, considered a major cause for the lack of harmony and the struggle to establish co-

ordinated practices within the region (ECA, 2013:4; USAID, 2015:23). The research done in 

Chapter 3 draws on the work of Jordaan (2014:601), who argues that when looking at regional 

integration, the benefit of close proximity is hampered by a lack of co-ordinated trade facilitation 

measures. This chapter focussed on the second objective and gave an overview of time delays 
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as trade obstacle in the SADC region and examined the influence it has on regional trade to 

establish a base for the thesis. 

The design of the research was built around the strengths of CGE models as it has the ability to 

examine multiple trade flows, allows researchers to define shocks to be tested (like faster border 

times), and can calculate the effects of these changes on a model. GTAP was used for analysis, 

a static model that focuses on tariff and quota barriers. Two steps had to be taken to overcome 

this problem. To include time as a barrier to trade, the database of time values, created by Peter 

Minor, had to be incorporated (Minor, 2013). This resulted in the use of two datasets. To overcome 

the static nature of GTAP and include time as a variable, the GDyn model was calibrated to the 

GTAP-9 database. This added complexity to analysis, but ultimately enhanced the results by 

adding functionality. 

A limitation is that no GTAP data are available for Angola, the Democratic Republic of the Congo 

and Seychelles, and data for Lesotho and the Kingdom of Eswatini are available only as a 

combined set. Another limitation is that, due to the use of consolidated top-level country data, 

CGE studies are unable to provide information on the impact of specific trade facilitation 

instruments. These types of investigations are, however, necessary to improve the evidence base 

of trade facilitation interventions and is one of the reasons why Chapter 4 was modelled as a case 

study to support the research done in Chapter 3. 

The results showed that if export time is cut in half across the SADC region, it will have a positive 

effect on real GDP for all members, while also improving the GDP growth rate of the less open or 

landlocked countries in the region. All SADC economies will also experience cumulative gains in 

GDP, with the most significant in South Africa, estimated to be US$ 7.2~78.7 billion. From a 

broader government policy view, GDP measures production, and indicates whether an economy 

is better or worse off in terms of jobs and income. Increased GDP is interpreted as higher 

production, more jobs and increased income and are all economic concerns that await solutions 

in SADC countries. Factors like leisure and environmental damage are, however, not accounted 

for when GDP is used as a measure for economic growth. For that reason, total welfare gains 

were also measured in the GTAP model. This was estimated to be US$28.6 billion; again South 

Africa is noteworthy with the most benefit on US$27.6 billion. 

It is interesting to note that research by Hoekman, cited in Chapter 2, articulates that a country 

can improve its terms of trade through trade facilitation without causing a negative effect on its 

trading partner (Hoekman, 2014:5). With this study, though, some loss of welfare due to the terms 

of trade effect is projected for Zimbabwe, Madagascar, Malawi and the grouping ‘rest of the world’. 
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Apart from heavy manufactured goods in Zimbabwe, every sector across the SADC region will 

benefit from improved export times. Export markets will also show increased diversity. SADC 

countries find it difficult to establish and maintain successful GVCs within the region (World Bank, 

2012:7). With reduced export times benefitting almost all sectors and diversifying export markets, 

GVCs will be better supported in the region and the development of these chains can be extended 

into the rest of Africa, promoting the objective of the AfCFTA. 

South Africa is labelled as the powerhouse in the region as it is able to compete globally (World 

Bank, 2012:7). South Africa is one of the countries, if not the country, that benefits the most in 

this model. Since the country has the means to drive transformation, it is uncertain why this 

opportunity remains unaddressed. 

6.2.2 Main results of Paper 2 (Chapter 4) 

With the rise of globalisation, trade volume increased disproportionately to customs resources 

that are now unable to process trade flow optimally (Aniszewski, 2009:8). This is especially 

problematic for African countries, separated by dense borders (Fitzmaurice & Hartmann, 2013:xiii; 

World Bank, 2012:8). OSBPs, a form of CBM, have been prioritised by SADC countries as trade 

facilitation measure of choice to address slow border clearance times (C-BRTA, 2017:66). 

However, the success of Chirundu, the only OSBP in the region, has been heavily criticised 

(Bhero & Hoffman, 2014; Fitzmaurice, 2012). Having confirmed in Chapter 3 to what extent faster 

border times will benefit the region, research conducted in Chapter 4 investigated whether the 

application of co-ordinated practices at other border posts in the SADC region has the potential 

to facilitate trade flow in the region. The objective of this chapter was hence to address the third 

objective of this study by investigating the potential of the co-ordinated border management 

concept in the SADC region context by analysing data from Komatipoort border post which is in 

the process of converting to an one-stop border post. 

Kieck (2010) and Grainger’s (2008) emphasis on the variety of customs processes and the 

components of the supply chain was especially useful to the researcher’s understanding of CBM, 

allowing her to think multilaterally about trade facilitation. Careful consideration should be given 

to all the components to this diverse chain of events as they have different requirements and, 

nonetheless, need to work in synergy to move goods successfully from origin to final destination. 

In this chapter, trade, borders and border management were first explored to arrive at the concept 

of CBM, which was then viewed within the African context. As the Komatipoort border post is in 

the process of conversion into an OSBP, the South African border environment was investigated 

next. This section formed the foundation for the analysis that followed. 
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Although consolidated customs data are available through SARS, data on border posts at a 

transaction level are currently not accessible to the public. The collection of such data is thus 

dependent on the willingness of companies or organisations to make it available. Concerns 

around business intelligence and a lack of direct benefits typically hamper these initiatives, limiting 

public insight into the effectiveness of trade facilitation instruments. 

Case studies or studies involving trade facilitation projects are considered less robust in 

comparison to CGE studies (TMEA, 2012). Part of the complication is the availability of data, as 

it is obtained from private sources and finding a representative sample is difficult. These types of 

data are normally presented as once-off opportunities, making it hard to compare before and after 

analysis. Another constraint is due to the nature of customs and the supply chain. Various factors 

are either unmeasurable or are unknown; this includes data like driver idle time. Cost-

effectiveness of trade facilitation projects is also vital to access but is missing from the literature 

for most part due to the nature of available data. 

Infrastructure and ICT investments tend to be costly and where customs offices are situated in 

difficult typography, implementation is challenging. While some forms of CBM, like OSBPs, can 

be expensive, co-ordinated practices have the potential to be implemented at a relatively low cost. 

This is evident from the case study at Malaba border post in East Africa. By acknowledging the 

diversity of both customs and the supply chain, and encouraging entry-level co-operation, 

clearance times can be improved vastly at border posts. It is therefore recommended to identify 

and establish a framework of easy-to-implement co-operation practices, which can be 

implemented at border posts that do not qualify for OSBP funding, or as a first step towards bigger 

co-operation projects. 

Beitbridge is often named the largest border post in South Africa. Although true in terms of 

customs value and regional importance, data from SARS analysed in this chapter show that 

Kopfontein is currently handling the most declarations in the country (Table 4-1). Volume, rather 

than customs value, is more accurate when evaluating the required resources per border post 

and it is essential to understand the importance of the amount of declarations processed per 

border post. By combining all available information, better decisions can be made in terms of 

scarce resources, addressing bottlenecks at border posts more efficiently. 

Another observation is that Komatipoort clearance times, as calculated through this study, 

compare well against the average border compliance times of South African border posts, as 

listed in the Doing Business Report. Both export and import times are much faster than the 

average for the country and appear to be at least ten times quicker than the average. This 

confirms that co-ordination practices already implemented by SARS have a positive effect on 
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clearance times, and that an improvement in export time of 50%, as assumed in Chapter 3, is 

within reach. The data also indicate that there is a continuous improvement in exit times at 

Komatipoort over time. 

The results suggest that co-ordinated practices at Komatipoort have a positive influence on border 

clearance times. The data used indicate that it has the potential to reduce exit times to levels 

required to address trade problems in the region, as estimated in Chapter 3. The research 

therefore supports policymakers in their decision to use CBM as preferred trade facilitation tool in 

the SADC region. The form of CBM chosen, namely OSBPs, has to be questioned though. 

Aniszewski (2009) noted that OSBPs are the final stage of CBM, consolidating internally 

optimised customs processes. The assumption is thus that co-ordination is a process that 

happens in stages, with OSBPs as the final component. From the literature observed in Chapter 

4, the author could not locate a programme or plan as to how SADC countries propose to co-

ordinate and optimise internal customs processes. This seems to form the framework of OSBPs 

and plays a vital part in the success thereof. It is therefore suggested that further research be 

conducted into the process of OSBP implementation within the SADC region to examine if there 

is a causal relationship between the stages of implementing co-ordination practices, and whether 

a randomised approach could be equally successful. 

6.2.3 Main results of Paper 3 (Chapter 5) 

Legislation is inherently authoritarian and therefore has a detectable influence on regulated 

processes, which traders perceive negatively. As successful companies are less likely to operate 

and invest in countries where regulation tolerates trade obstacles, (Ikenson, 2008:17; World 

Bank, 2018), legislators are increasingly pursuing enhanced regulation to facilitate border reform 

that removes unnecessary trade obstacles (Polner, 2011:49). As a member of various 

international organisations, South Africa had to align its customs legislation, dating back from 

1964, to meet modern international requirements. The motivation for the last paper (Chapter 5) 

was to investigate to what extent the trade facilitation principles incorporated in the Act could 

address current customs issues experienced by South African traders (objective 4). Research 

done in Chapter 4 was used to understand trade obstacles at South African borders and, from 

these barriers, those relating to customs were isolated and used as reference to examine the 

soon-to-be implemented legislation. In particular document handling, discrimination against 

certain traders and customs co-ordination was discussed. 

The research in the paper was the union of three concepts. The first of the three concepts is 

Coglianese’s (2012) approach towards the importance of institutional and private scrutiny of 
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regulation. This is echoed by the second and third concepts in the form of an Organisation for 

Economic Co-operation and Development (OECD) study (2008) on the potential negative effects 

of legislation on costs and procedures, as well as the acknowledgement of the significant role of 

public awareness towards trade facilitation programmes as voiced in case studies. The most 

challenging part of this research was to work in a legal setting, even though the context was trade 

related. 

The regulatory process is intricate and slow-moving, resulting in an extensive timespan from 

original drafting until the impact of legislation is measurable. A shortfall of this research is the lack 

of data. As the legislation has not been fully implemented yet, we cannot be certain of the 

influence of the legislation on trade flow at this stage. 

Government institutions involved in customs procedures are often criticised for focusing solely on 

department interests rather than trade facilitation (USAID, 2013:4). Acknowledging trade 

facilitation in the preamble of the Act is an indication of the government’s frame of mind and 

political will. A recommendation is that SARS could promote this to influence public awareness in 

a positive way. 

Information requirements are dealt with extensively in the Act; however, traders might view data 

on invoices as a concern as HS codes are not obligatory. The trade community has to concede, 

however, that no standard format currently exists for commercial invoices and that the quality and 

accuracy of information on invoices are reliant on data provided by exporters. It should further be 

pointed out that information and good practice do not have to be required by law to be provided 

by the private sector. From the literature studied while conducting this research, it became clear 

that documentation problems are the most important reason for border flow interruptions in South 

Africa, and possibly the whole of the SADC region, and is therefore one avenue for further study. 

Risk factor continues to be one of the most important aspects of customs procedures. The aim of 

operator accreditation is to utilise available data to reward compliance and provide all obedient 

traders an equal opportunity to trade. It is questionable whether SARS has the capacity and 

resources to process and maintain such a programme efficiently and whether traders will 

recognise the benefit of accreditation. 

The majority of African customs agencies are working independently and without co-ordination 

among them (Buyonge & Kireeva, 2008:45; Erasmus, 2020). This is the premise of this whole 

study. It is notable that with the Act a framework of co-operation is being introduced and 

established within the South African customs environment. Various forms of co-operation are 

described throughout the text and with the added underpinning of trade facilitation, this legislation 
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allows for the optimal use of scarce resources at border posts. Having examined the research 

conducted in Chapter 5, the trade community too, is called to investigate opportunities of potential 

co-operation in strengthening the supply chain beyond border posts. 

Even though it appears as if a firm basis was established to enhance the trade environment in 

South Africa, the implementation of new legislation generally takes a long time. Along with this, 

neighbouring countries will have to co-operate and co-ordinate trade facilitation actions, such as 

well-matched legislation, more closely to enhance trade optimally in the SADC region. 

6.3 Contribution to research 

The research adds to current knowledge about trade facilitation, specifically in Africa. This study 

brings together the robust analytical concepts of econometrics, combining objective and 

subjective data through a cohort case study, and even ventured into the legal discipline to shed 

new light on regulatory aspects of trade facilitation in the SADC region. Due to the wide reach of 

trade facilitation and the all-inclusive nature of customs, the design of this study was intentionally 

multidisciplinary. Although researchers normally shy away from combing disciplines, by doing so, 

it was possible to view trade facilitation from three different positions. 

To identify the probable benefits for the region if faster clearance times could be achieved, a CGE 

model was constructed in Chapter 3 for estimation. To the researcher’s knowledge, this is the first 

comprehensive GTAP analysis conducted for the SADC region on the effects of faster export 

times reported in nominal value. Replication of this GTAP model to test the effect of other trade 

obstacles in the SADC region is proposed as further research. Establishing such a record of 

potential economic outcomes will invite new dialogue while stimulating the current discussion 

around solutions for trade obstacles in the SADC region. 

Due to a lack of available data, analysing individual trade facilitation programmes is problematic. 

Chapter 4 contributed by sourcing and interpreting applicable data on a trade facilitation 

instrument, the OSBP project at Komatipoort in the SADC region. These types of studies are not 

only important to determine the efficiency of individual instruments but are also helpful in 

understanding the different components of customs, the supply chain and the relationship with 

each other. More studies of this nature are necessary in future research and any possibility 

presented to source such primary data for analysis should be taken advantage of and 

encouraged, as it is vital in understanding the underlying workings of trade, trade obstacles and 

trade facilitation in more detail. 

Chapter 5 adds to the field of knowledge and will serve as a base for future studies by exploring 

the new customs legislation of South Africa in light of actual border barriers. The era of social 
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media necessitates a positive public identity. This, however, is also important for the success of 

trade facilitation projects. SARS can use the same approach as was followed in Chapter 5 to 

create transparency, invite dialogue, improve public perception and increase buy-in from the 

public sector. Compliance to customs legislation will be increasingly important for accreditation. 

More research like Chapter 5 will be valuable to the trade community in making legislation more 

practical and approachable. As future research, a follow-up of this study is recommended to 

evaluate the influence and effectiveness of the Act in terms of trade obstacles once actual data 

become available. 

6.4 Final words 

Conducting this research has truly been an exceptional experience and has increased my 

understanding of the methodical, but also occasionally chaotic nature of the research process. It 

was hard to learn that not everything can be categorised or explained, and that research can be 

both frustrating and immensely rewarding at the same time. 

Having made this research part of my life for the past few years, I now appreciate that a study in 

trade facilitation cannot be undertaken from a comfortable position. Its versatile nature demands 

a holistic view and the co-ordination of various disciplines, many from outside one’s background. 

Emotional intelligence is vital to navigate successfully through vested interests. And, finally, in 

many ways, one has to become multifaceted as well, valuing human interaction but 

simultaneously having a true appreciation for technology and the vast potential it offers to 

streamline border processes. 

The ideas in this study will hopefully encourage and serve as a useful starting point for the design 

of future research. Whatever criticism exists over trade facilitation, the strongest single theme in 

literature and the evidence presented in this study is that improved border clearance time is a 

sound, valuable, all-inclusive programme, containing the majority elements necessary to address 

trade obstacles in the SADC region. 

The Estonian proverb, ‘Wasting time is robbing oneself’ (Wise old sayings, 2000), is indeed very 

true for countries in the SADC region. 
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