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IV. APPRAISAL OF SECTORAL DEVELOPMENTS

1. In this part of the report the development of eight subsectors was assessed as well as two

thematic problems corresponding to global objectives No. 3 (development of manpower

institutions) and No. 5 (transport data bank). In each of the sections, from two to seven, of this

part will examine, if need be, the following various aspects:

(i) development indicators or goals and targets;

(ii) major projects;

(iii) main thematic programmes;

(iv) key issues;

(v) major problems; and

(vi) future activities.

4.1. Thematic programmes

A. Human resource and institutional development (HRID)

2. Global objective No. 3 of the Decade's programme seeks to improve planning, identify

and utilize human resources in order to upgrade staff quality and availability at all levels in order

to ensure effective management and smooth functioning of transport and communications

systems. The long-term objective is to develop local capacities so as to obtain better results in

the areas of planning, management and the functioning of transport and communications systems

in Africa.

3. The areas of immediate concentration are improvement and maintenance of the standards

of existing national and subregional training institutes; the establishment of methods for adequate

recruitment, organization of careers in order to motivate, perfect and retain competent staff at

all levels; the strengthening of viable regional and subregionai organizations; the setting-up of

new African research centres for transport and communications management or the strengthening

of those existing; the use of African skills for studies on the maintenance and construction of

transport infrastructures and equipment. In this regard, a survey covering all training capacities

in Africa in the various areas of transport and communications, should be conducted for the

benefit of African countries; a plan should be developed for all these capacities which should

be integrated in order to meet the needs of the continent.
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4. The HRID project was launched at the end of the first Decade and executed within the

framework of the SSATP which was retained as a component since 1998. The 1988 programme

envisaged its programmes in two phases: the first, comprised of studies, seminars and

workshops, essentially centred on the identification of problems by seeking to obtain reasons for

the success or failure of efforts made by African transport organizations to upgrade human

resources and strengthen institutions; the objective of the second was to evaluate, prepare plans

of action and apply the findings of the first phase through interventions designed to improve

certain organizations.

5. The steering committee, charged with the coordination of the HRID programme,

comprised, at the beginning, of eight organizations (UNDP, World Bank, ICAO, ITU,

UNCTAD, ILO, IMO and ECA); later, the OAU joined this committee, thereby increasing the

number of its members to nine.

6. The forward-looking evaluation of the SSATP programme conducted from September

1994 to November 1995, revealed the following facts and conclusions:

(a) The coordination of the HRID programme was made difficult by the high number

of participants in the steering committee, problems relating to the transfer of staff responsible

for certain components of the programme and the recourse, in most cases, to consultants in order

to perform the task;

(b) On the whole, the programme did not substantially change the structure of

institutions and recorded only sporadic results; over the years, it moved gradually towards a

drift up to the extent that it could even be concluded that it was not far from failure;

(c) After the first phase ended in February 1992, i.e one year after, when compared

to the initial time-table, a second phase, prepared in 1992-1993, was not implemented partly

because of insufficient funding and partly because of the socio-political upheavals in one of the

two pilot countries chosen and, finally, the incompatibility with the World Bank's operational

programme in the other pilot country.

(d) A few initiatives that can be considered as the origin of the catalyst role of the

HRID programme, were first implemented in certain countries such as Sierra Leone (TOKTEN

programme with UNDP support to encourage nationals working abroad to return home) and

Uganda;

(e) The HRID programme must not exist as a component distinct from the SSATP

programme. It must be integrated with other components of this programme. In fact, the
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strengthening of the institutional framework can not be done without taking into account other

inter-independent aspects included in other subsectoral components of the Decade's programme,

for instance, the management of operational organs, autonomous funds etc.

7. Thus, despite financing of about US$1,950,000 from the UNDP, USAID, Norway, Italy

and World Bank, the achievements of the HRID programmes are limited to 28 case studies for

seven modes (roads and road transports, ports, civil aviation, railways, maritime transport,

navigable inland waterways and telecommunications) and for six seminars. It seems that:

(i) the HRID programme did not stick to determining the means to put in

place in order to develop human resources and strengthen institutions; it

was not exactly felt, during the programme's implementation, that it

would have been preferable to start off in a modest way by moving

gradually, through successive developments and dialogue based a certain

amount of growing confidence, to a remarkable structural change.

Furthermore, the first phase of the project concerned only African

countries South of the Sahara, a situation which reduces its conformity

with the Decade's programme.

8. In conclusion, this HRID programme did not obtain the expected results more so because

of its magnitude, coordinating difficulties resulting from the high number of participants and

finally its treatment outside sectoral components. Since the focus of the theme is very clear, it

is necessary to adopt a gradual process through integration of the subsectors and through the

subregions by entrusting the subregional programme piloting responsibility to the most

representative socio-economic cooperation organization. Certainly, such an approach will have

the advantage of reducing the diversities to be harmonized, bringing the sole execution agency

nearer the human resources to be developed and the institutions to be strengthened.

B. Transport data bank (TDB)

9. Global objective No. 5 of the second Decade programme seeks to put in place transport

and communications information systems to serve as a basis for analysis, improve the planning

and management of investments. These systems must be centred on market forces, traffic flow,

the operational results of transport companies, the cost of and conditions for the development

infrastructure and equipment. The objective's immediate concentration should concern:

(a) The creation, inter alia, of a system for standard data base on transport and

communications at the national, subregional and regional levels as well as the movement of

people and goods at the subregional and regional levels;
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(b) The establishment of computerized management systems within national transport

and communications companies and intergovernmental organizations;

(c) The adoption of United Nations rules concerning the exchange of electronic data

for the administration, trade and transport in all electronic data communications.

10. The TDB project was included as a component of the SSATP since 1988. The main

development objective was to effectively increase the performance of the transport sector in sub-

Saharan Africa by increasing the availability of the transport data and performance indicators.

After revision F, the immediate objectives comprised:

(i)~ design, through pilot exercises, of an efficient data system based on needs

expressed at the national and subregional levels as the basic tools for

managing and monitoring performance in the transport sector;

(ii) assurance of consistent data collection; and

(iii) preparation of a totally costed proposal for a subsequent project designed

to establish a transport data bank.

11. The main results were:

(i) directives for the design and implementation of pilot transport data

systems;

(ii) launching the seminar on the commencement of pilot studies;

(iii) a detailed work programme to implement and follow up pilot cases;

(iv) a closing seminar;

(v) directives specifying the required data, identifying the standards and

furnishing definitions;

(vi) the preparation of manual statistics for two modes;

(vii) data collection and analysis for the follow-up of UNTACDA II; and

Regional Cooperation and Integration Division



RCID/IACC/03/97/Vol. IV

Page 5

(viii) preparation of a detailed and totally costed proposal for a subsequent

project.

12. The forward-looking evaluation of the SSATP programme established facts and made

recommendations:

(i) the project started off on a vast scale, eight countries to be studied and

seven to be selected for a pilot operation, were too extensive for an

experimental approach;

(ii) the project did not have any institutional base in sub-Saharan Africa.

Finally, it recommended that the project be incorporated as a component

of the SSATP subsectors and adopt a selective approach from small

attainable initiatives.

13. Phase I was financed by the UNDP and the World Bank for about US$800,000. Phase

II, namely the subsequent project, could not be financed by the UNDP. Thus, the ECA was not

able to assist the countries in the implementation of the recommendations of the closing seminar.

14. The follow-up missions sent by the ECA in the course of 1997 to some pilot countries

(Burkina Faso, Mali, Mozambique, Senegal) revealed that the continuity of the experiences was

affected by changes at the level of the national staff in charge of the project, but that efforts have

been made to broaden the collection of specialized data. However, the systems put in place are

of the "statistical observatory" model and resources are lacking for the production of prepared

information necessary for the calculation of performance indicators.

15. From what precedes, it appears that the project only concerned (i) the transport sector

whereas in the objectives the telecommunications centre also targeted and (ii) sub-Saharan Africa

owing to its incorporation into the SSATP.

16. The difficulties encountered by the project during its implementation mainly result from

its inadequate funding; changes in its design and implementation (they were up to six reviews)

and, lastly, its size. Furthermore, the preference for the production of data likely to be collated

at the general level concealed the reforms designed to restrengthen the institutions collecting

these data. This situation largely explains the fragile implementation of results of Phase II. It

thus appears that the "institutional development" approach to the establishment of data bases

would have preceded the training of staff in charge of data collection, as well as the data

collection methods.
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17. In conclusion, any future action must first consolidate the achievements of Phase I at the
national level by integrating them in an adequate institutional environment. Then it will be
necessary to revise the design of Phase 1 taking into account recent technological developments,

particularly, in the area of electronic information networks. In addition, this activity must be
incorporated into each subsector. Finally, it is necessary to involve subregional economic
cooperation organizations in order, on the one hand, to accelerate consistency between countries

and between modes, and, on the other hand, reduce the size of market studies to determine the

needs of users.

4.2. Roads and road transport

18. The long-term objective of the roads and road transport subsector is to abolish material

and non-material obstacles to inter-african trade and travels and to improve services in the roads

and road transport subsector. The main areas of immediate concentration concern:

(i) completion of the inter-country road network to link areas of production

_ to areas of consumption;

(ii) the rehabilitation, improvement and maintenance of existing networks;

(iii) facilitation of traffic over existing inter-country road links;

(iv) harmonization of the various road safety legislations;

(v) manpower development and strengthening of institutions;

(vi) promotion of road safety and environmental protection;

(vii) improvement of transport services and infrastructures in and between rural

and urban areas; and

(viii) the establishment of a harmonized data base for road transport.

A. Development indicators

19. In order to appreciate the impact of the progress accomplished in the subsector on the

overall development of transport and communications, the following key parameters and goals

and targets were adopted for the Decade:
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(a) Construction of 15,000 km. of main roads;

(b) Rehabilitation of 200,000 km. of rural roads;

(c) Rendering usable 85 per cent of paved roads, 40 per cent of unpaved roads and

25 per cent of rural roads;

(d) Application of efficient road maintenance systems covering at least the

rehabilitated network, by seeking essentially to encourage local small- and medium-size

enterprises to be involved in road maintenance;

(e) Improvement of measures to facilitate international traffic through, inter alia, the

ratification and application of international agreements on road transport;

(f) Establishment of an effective control of axle-load; and

(g) Increased sensitization to environmental issues.

20. The documentation made available-to the evaluation team does not make it possible to

establish exhaustively-the current situation of development indicators. In fact, neither the reports

drawn up by member countries and subregional and international organizations or those prepared

by the ECA, staff have examined these indicators for purposes of this evaluation. Furthermore,

for several road projects, the various lengths concerned have not been furnished. Thus, it is

with these reservations that are furnished here below a few indications on the development

indicators.

21. At the time the present mid-term evaluation was conducted, the roads and road transport

sub-sector recorded 214 projects as against 201 at the time the Second Decade was launched in

1991. Thus, 13 new projects were included in the programme in 1993 after the 14th meeting

of the RMC. Table 4.1 below gives the situation of the funding and execution of these 214

projects.
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Table 4.1.

CE

ES

NR

WE

RE

Total

Financina

F

30

34

-

33

99

P

10

s

23

R

-

' 9

35

A

-

_

N

~ -i

IB

-5

4

47

Total

59

"6

7

59

3

214

C

5

16

-

8

-

30

OF

13

17

2

23

-

SE

Execution

OP

3

9

1

6

2

21

VF

11

1

-

2

-

14

YP

1

1

-

-

2

X

25

32

■1

30

1

92

P:

S:

-seal financing

part financing

search Cor financing

abandoned

no information

This table shows:

C: execution completed

OF: under execution (financing)

OP: under execution (part financing)

YF: pending take-off (total financing!

YP: pending take-off (pat financing)

X: no financing, abandoned

or without information

(i) 30 projects executed, 76 under execution and 14 totally financed, the

execution of which is yet to begin;

(ii) 99 projects entirely financed, 23 partly financed, and financing being

sought for 35;

(iii) 10 abandoned and 47 without information.

The high number of abandoned projects results from the disappearance of the former

commission of the West African States (CEAO) where out of 9 projects two have been executed

and 7 abandoned.

23. At the level of projects executed or under execution, there are:

(i) for main roads: 50 km. of road constructed. 3,130 km. under

construction. 450 km. of rehabilitated roads and 4.000 km. under

rehabilitation;

(ii) for rural roads (paved and unpaved): 3,300 km. of rehabilitated roads and

28,200 km. under rehabilitation;
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i.iii) 1! road maintenance projects designed to improve the network of which

3 are completed, 4 are under execution. 2 projects to promote small- and

medium-sized enterprises are under execution and. finally, 5 projects to

promote road safety are under execution.

24. The above indications reveal acceptable improvement in the main road network, road

maintenance and the promotion of road safety. These data make it possible to even say that the

length of roads classified as bad which stood at 50 per cent at the beginning of the Decade has

dropped by at least 10 per cent. This means that 50 per cent of the network can be said to be

in good condition or rather in a state accepted as good. Conversely, the key objective in the

area of rurai roads far seems from receiving an acceptable satisfaction.

25. With regard to the promotion of small- or medium-sized enterprises, it should be noted

that the number of projects is not sufficient to attain the objectives. However, following

sensitization efforts made within the framework of the "road maintenance initiative" (RMI)

component of the SSATP. the progress accomplished is acceptable for the application of labour

intensive methods and the reform of the equipment pool. The results of these actions are a prior

condition for the promotion of small- or medium-sized enterprises in the area of road

maintenance.

B. Main projects

26. Under this heading, will be essentially examined the components "road maintenance

initiative" (RMI), and "travels and rural transport" (RTTP) common to the second Decade and

the SSTAP programme, the trans-African highway programme, the facilitation of international

road traffic and the harmonization of the various road legislations, road signs and axle load.

Road maintenance initiative (RMD

27. The road maintenance initiative (RMI) is one of the eleven components of the SSATP

programme which were adopted at the end of the 1988 Oslo Conference. The RMI was

designed as a five-year project (1987-1992) to be executed in two phases. The objective of

phase I was to:

(i) sensitize African governments to the need to establish good road

maintenance policies and undertake reforms; and
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(ii) determine the reasons for which the policies impiemented in the 1980s

were ineffective and without a future.

Phase II, launched at the end o\ 1990 comprised a country programme designed to support the

implementation of road programmes of action and policies, including technical support, the

pooling of experience data, advice on policies to be followed, workshops and publications.

28. Despite the fact that the RMI was launched along with the Decade, its objectives are

similar to those of this Decade"s programme, particularly global objective No. 2 and the second

area of immediate concentration of the sectoral objective adopted for the "road and road

transport" subsector, was formulated as follows. "Rehabilitation, improvement and maintenance

of existing networks to reduce the renovation of infrastructures and the replacement of equipment

accumulated over the years". Thus, it is in this respect and due to this fact that the SSATP is

a joint initiative of the World Bank and the ECA, the lead agency of the Decade, and that the

RMI was considered as a part of activities of the road and road transport subsector. expected

to lead to the attainment of the Decade's objectives.

29. On the basis of the results obtained, the forward-looking evaluation of the SSATP

programme conducted in 1994 and 1995. recommended that RMI activities continue at least for

two to four years before the initiative becomes self-sufficient. It also recommended that the

RMI should transfer the base of its operations in Sub-Saharan Africa and increase the

participation of collaborators from African training or research institutes. The programme is

continuing. However, other recommendations do not seem to have had the expected follow-up,

with the exception of the more frequent ECA participation, in meetings of the programme's

steering committee and seminars.

30. Progress in the various areas of concentration can be summarized as follows:

(a) Execution of road maintenance projects by enterprises: on the whole, the progress

is remarkable, though efforts still have to be made to increase the participation of small- and

medium- size enterprises:

(b) Stabilization of resources assigned to road maintenance and institutional reforms:

good progress was recorded, mainly, through the setting-up of road authorities and associations

within which the users have begun to be involved in road management and funding;

(c) Planning methods for the basic network: the introduction of road network

planning had recorded progress deemed satisfactory. Investment and maintenance resources are,

on the whole, increasing and being assigned according to economic criteria;
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td) Labour intensive methods, reform of equipment pools and improvement oi

working conditions: the results are accepted in the first two areas and inadequate in the third

which remains a preoccupation to be addressed in the very near future;

(e) Performance of budgeting techniques; slight progress was accomplished in

delegating more responsibility to the preparation and monitoring of quantifiable objectives. It

is now established that institutional reforms should precede the effective introduction of such

techniques, and

(f) Preparation of a Sub-Saharan African Road Information Network (SSARIN): it

has ben inactive since 1974 but its reactivation was recommended by the last steering committee

meeting held in Kampala. Uganda, in October 1996. This network could be used for purposes

of communication and accessing data and information as well as a forum for the exchange of

experience through Internet.

31. Finally, at the level of funding, the RMI received a budget of about US$9,600,000 as at

31 March 1997, as against US$33,600,000 as at 31 December 1994. This financial assistance

came from 10 bilateral donors, the World bank and the European community which has hitherto

not participated in the funding of RMI. Following a meeting held in Brussels in November 1991

on road maintenance funding, prepared a code of conduct for funding bodies so as to guide and

coordinate better, participation in the road sector to avoid duplications or the squandering of

funds. At the moment, only the european countries are applying this code since it has not yet

been adopted by the other funding agencies.

32. The main activities envisaged in the near future concern the organization of the last two

seminars on the dissemination of findings, and dialogue in matters of policies, the continuous

dissemination of RMI findings and experiences to the World Bank and among other funding

agencies, direct support to initiatives started by 12 African countries (Cameroon, Ethiopia,

Ghana, Kenya, Madagascar, Malawi. Mozambique, Uganda, Tanzania, Togo, Zambia and

Zimbabwe) and various surveys designed to establish a programme for future reforms. This

programme seeks to: (i) ensure an appropriate and sure stable flow of funds through road fees;

(ii) involve users in road management in order to secure their support for appropriate financing

and proper management; (iii) clarify responsibilities and the delegation of responsibilities in

road maintenance; and (iv) introduce solid business practices and increase managerial

capabilities.

33. Thus, the programme's main objectives for the period up to the year 2000 are to: (i)

support the current process in countries already implementing the programme; (ii) encourage

reforms efforts in other countries which would be involved and (iii) disseminate lessons drawn
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from the RMI through relevant surveys and popularize the best practices throughout Sub-Saharan

Africa.

Movements and transportation in rural areas (MTR)

34. The global objective of this SSATP component is to improve the living conditions of the

rural population in Sub-Saharan Africa through an improved transport system. The specific

objectives are to: (i) help develop national rural transport strategies and policies so as to

improve on the planning, financing, construction and maintenance of rural transport

infrastructures: (ii) improve rural transport services: and (iii) adopt appropriate rural transport

technologies to facilitate the movement of goods and increase the mobility of people and

agricultural products.

35. The objectives tie up with those of the Decade, particularly, global objective no. 8 and

the sectoral objective for roads and road transport of which one of the areas of concentration

seeks to improve road transport infrastructures and services in and between rural and urban

areas.

36. Owing to the non-existence of a political framework for rural transport in most Sub-

Saharan countries, the programme "Movements and transportation in rural areas", has combined

research with support for the development of policies and strategies and pilot initiatives. In

1996, the programme caused the publication and dissemination of six documents (two at the level

of the World Bank and four at the level of the SSATP) relating to road transport and programme

in the rural areas. At the moment, the MTR programme lays emphasis on regular contacts with

political decision-makers, governments and transport service providers by increasing its resident

staff in Africa. The first base for resident staff was opened in Harare, Zimbabwe in January

1997, and a second has been planned for Bamako towards the end of 1997.

37. Following research and studies, the MTR programme identified three key aspects of

success: (i) the strategy is owned by the country; (ii) the need for a firm and concerted effort;

and (iii) a solid link between the strategy recommendations and the sectoral programmes. The

existence of these conditions will enable the programme:

(a) As support to the development of national policies strategies, to help those

implementing it to:

• evaluate the capacity to mobilize domestic resources;

• identify the institutional reforms required;
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• define the institutional chain and clarify the organizational framework by

negotiating the roles of the central and local administrations, traditional

authorities, community organizations, NGOs and the private sector and

define the needs for institutional strengthening;

• establish planning and financing systems for investments and maintenance,

(b) As support to the development programme in order to:

• prepare local transport programmes within the context of the current

decentralization process;

• support efforts to strengthen the capability of rural small-scale enterprises

and establish an environment propitious for the use of labour intensive

methods: and

• support the development of the national transport approach at the level of

villages and the relating capacities.

38. Thus, the MTR programme which received funding of about US$3,000,000 has not yet

had tangible result in the field owing to the absence of the political framework at the level of

countries. It is on account of this situation and the need to have access to road funds and other

related institutions that the authors of the forward-looking evaluation of the SSATP programme

recommended:

(i) the integration of the rural roads aspect into the RMI;

(ii) the transfer of the "movements and transportation aspects at the level of

villages" to the local authorities and NGOs, and bilateral cooperation.

As a matter of fact, the latter can not become part of a regional programme as the Decade

because of the scope of its preoccupations which are far from contributing to the physical

integration objective even if their solutions are helping to ensure the social progress of the

African people. This concern has been taken into account in the Decade's programme.
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Trans-African highway programme

39. This programme constitures the cap under which all programmes of the road subsector

must be implemented with ECA's assistance. Its activities relate only to legislation and reforms.

It has no plans to construct infrastructures.

40. The main activity, during implementation of phase I of the Decade, consisted in

establishing an office to help member States implement the programme. The result of this

exercise is not encouraging. At most, 13 countries have signed the statutes, three have ratified

them and only one country has paid its contribution. Furthermore, the only project adopted at

the initiative of the ECA. "technical assistance for the execution of the trans-African highway

project", so far. has no funding despite its very low cost (US$990,000).

41. In spite of the fact that the programme contained the construction of a particular section,

it is necessary to point out that during the period covered by the evaluation:

(i) sections of the Dakar-Lagos trans-coastal highway have been constructed

with the exception of those passing through Sierra Leone and Liberia

because of the political situation in those two countries;

(ii) the sections Gobabis-Ganzi (Namibia-Botswana), Isiolo-Moyale (Kenya-

Ethiopia). Bobo Djoulasso-Orodara (Burkina Faso), Nioro-Tambacounda

(Mali-Senegal). Akjout-Atar (Mauritania) have been financed, and the

construction work is either in progress or about to start.

42. In order to redress the situation created following the absence of an African road

authority, it is recommended that subregionai economic cooperation organizations be made

directly responsible for the trans-African highway road programme. They will be assisted by

the ECA through the programme of its advisory services.

Facilitation of international road traffic

43. The application of multi-lateral agreements continues to be a subject of great concern.

The agreements on transit rights, axle-load limitations, etc., are still being widely discussed.

44. The ECA. in collaboration with subregionai organizations, has developed a rational

method for determining and collecting transit rights. Certain subregionai organizations such as

COMESA are negotiating with its member States to adopt and apply the method. The West
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African Economic and Monetary Union (WAEMU) has. on its part, strengthen the existing

provisions adopted by ECOWAS member States, through:

ii) limitation of road check-points at the level of the various states: and

(ii) the establishment by the States of adjacent border check-points.

In Central Africa, the UDEAC countries have adopted a Central African countries inter-state

transport system (TIPAC). An implementation handbook was prepared in 1993 with the

assistance of the World Bank and the Commission of European Communities. The trade and

transport component of the SSATP programme has also developed a method making possible to

monitor operations in the transit corridors.

45. The improvement of the international road traffic continues to be predicated on real forms

designed to simplify the statutory and operational environment. This requires less administrative

hurdles, standardized and harmonized procedures. The reduction of customs bottlenecks and

long procedures, is one of the main problems to be resolved. It is necessary to adopt economic

criteria so as to facilitate the international road transport of landlocked countries through the

transit countries.

Harmonization of the highway code, roads signs and axle-load

46. Information on this aspect of the objectives for the roads and road transport subsector is

very sketchy. With regard to the axle-load, the WAEMU requested its member States to keep

to the 11.5 tons export axle-load while COMESA has adopted 8 tons. These examples show that

there is still a lot to be done to reach an agreement on the axle-load issue.

47. In the absence of an African motor vehicle industry, the solution to this issue, should first

be considered by the subregion, since regional road transport remains, for the moment and in

the near future, very limited given the high cost of reinforcing roads and the operational losses

resulting from load limitations. It is only a survey that will make it possible to determine the

optimum carrying capacity of roads in view of an agreement on the equitable efforts that

supporters of such any axle-load must make to attain harmonization which would facilitate

international transport.

C. Main thematic programmes

48. Since the evaluation relating to the transport data bank transport and the development of

human resources and the institutions have been done under section 4.1. of the report, this part
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of section 4.2. will essentially address road safety and environmental aspects. However, it

should be noted that within the framework of the RMI programme, an attempt to establish a road

data network was started in [994 and coordinators were designated by the countries. This

situation has been brought about by the fact that the roads or transport sectoral programmes

always included a road data aspect. These data are indispensable for the proper management

of roads, an efficacious programming of road maintenance and investment and finally efficient

budgeting. This goes to confirm the idea that the data base issue will have a more effective

solution if it is first well treated at the level of each mode before its consolidation at the sectoral

level. A project to establish a data bank and a national information system is underway in

Nigeria.

49. With regard to manpower development, it should be noted that the UNCTAD II

programme includes in the road and roads transport subsector, six projects one of which was

executed (Ethiopia), another under execution (Central Africa Republic) while funding is being

sought for the four others.

Road Safety

50. Two projects dealing respectively with the organization of regional seminars on road

safety and programmes relating to the safety of pedestrians and children in developing countries

are under execution. Two others are currently been executed in Central Republic and Ghana.

The finding of these projects are not yet known.

51. On the occasion of the 3rd African Congress on road safety organized in April 1997 in

South Africa, by the ECA and the organization of the Economic Cooperation Development

(OECD), it was shown that very few changes have taken place between 1989 and 1994, since

the average rate of deaths remains 100 killed by accident for 10,000 vehicles. This congress

identified that the development of sustainable policies and programmes to increase road safety,

must solidly be based on:

(i) adoption of multi-disciplinary approach to the development of the road

safety programme;

(ii) strengthening of institutional capacities;

(iii) development of a programme for training, education, sensitization and

information:

(iv) cooperation, technology transfer and partnership;
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(v) development of research, follow-up and evaluation;

(vi) computerizing and analysing data.

The initiative for African road safety undertook to examine these issues in order to provide the

appropriate solutions.

Environmental issues

52. Very little work has been done within the framework of the Decade on environmental

protection during the period under review. The only remarkable development is the publication,

through the RMI programme, of a compendium of directives for the execution of road

construction by taking account of environmental considerations and the need to evaluate the

environmental impact on each project. There are plans to examine solutions to environmental

issues during the remaining period of the Decade.

53. The situation is not very satisfactory especially when it is known that:

(i) the Decade's programme includes several roads in areas of sensitive

ecology and that some of these roads fall within the trans-African highway

(Botswana. Malawi, Mali, Mauritania. Tanzania); and

(ii) the environmental impact constitutes a major obstacle to the financing of

many transport infrastructure projects, in general, and roads, in particular.

Thus, the absence of Africa's own directives on the evaluation of the environmental impact on

projects after seven years of implementation of the second transport Decade, is, at the very least,

unacceptable. However, the ECA has undertaken within the framework of its regular

programme, a survey on the impact of transport on the environment.

D. Key issues

54. The evaluation of the implementation of the second Decade programme at the level of

the roads and road transport subsector, reveals that the thematic aspects were not satisfactorily

addressed, particularly, issues bearing on the preparation of data bases, the promotion of road

safety and environmental protection. Certainly, the treatment of these subprogrammes needs

financial resources but, much more, human resources and institutional capacity. Thus, human
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resource development and the strengthening of institutions top all changes guaranteed under the

subsector.

55. Beyond these two fundamental aspects, there is also the lack of efficiency in resource

allocation. This is due to the lack of appropriate policies, programming and budgeting,

improved resource collection and disbursement, introduction of performance criteria in budget

management and their evaluation through management information systems.

E. Major problems

56. Out of the 99 entirely financed projects of the subsector, the execution of 14 projects has

not yet begun, representing almost 14 per cent. This calls to question the implementation

capacity of the implementing institutions of the Decade's programme, in the roads and road

transport subsector. To redress the situation when it does not result from a local political crisis

which is generally the case, falls under the treatment of issues raised above in respect of the

quality of human resources and institutional capacities. This situation also seems to be the

consequence of the insufficient financial resources allocated to the functioning of services.

Which leads to the mobilization of domestic resources.

57. Thus, the mobilization of domestic resources is a major problem for the financing of

maintenance and. also, the execution of funded projects resulting from the inadequate availability

of local resources. Talking about these local resources, their level and collection has also been

affected by this inadequacy. The creation of conditions necessary for improvement at the level

of the management of domestic road resources, has led to the possible involvement of other

partners of the sector: road transport users and professionals, i.e. the private sector.

58. These institutional considerations are compounded by other problems faced by the

subsector which have an impact on its contribution to the development of an integrated transport

system. They are:

(i) road safety whose impact is considerable on both human and financial

resources for the payment of damages:

(ii) the environment whose degradation, due to the absence of appropriate

protection measures, has a non-negligible impact on the ecosystem and

subsequently, on any development system; and

(iii) facilitation of international transport, because of the induced costs which

seriously affect the value of imported and exported goods, particularly, for
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landlocked countries, and reduce the mobility of people thereby making

trade opportunities very scarce.

F. Future actions

59. The execution of projects already financed, partly financed or for which funding is being

sought will improve the performance of the subsector in relation to the set objectives. However,

in order to have lasting change and sustainable performance future action must be geared

towards:

(a) human resource upgrading and development;

(b) strengthening of the institutions and improvement of their capacities;

(c) improved facilitation of international transport by applying existing subregional

and international agreements to reduce material and non-material barriers to international traffic,

within and between the subregions;

(d) improvement of the road network management, through the involvement of all

partners, in particular, the private sector. This concerns planning, budgeting, improved

collection and management of domestic resources, execution of maintenance and investment

works as well as improved road technology;

(e) effective promotion of road safety through the sensitization of all partners and the

application of an efficient legislation on traffic rules and the characteristics of vehicles; and

(f) preparation and adoption of appropriate directives on environmental protection.

4.3 Railways

60. The long-term objective of the railways subsector is to improve the operational efficiency

of railways in order to increase financial viability as well as reduce their burden on national

budgets, attain acceptable levels with regard to the availability of infrastructures, trains and

drawn equipment and their utilization rate on the basis of phased programmes and accepted for

the main national railways network on the basis of programme contracts. The main areas of

concentration adopted for the Decade are:

(a) phased restructuring of the railways and the balance between the staff strength and

activities;
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(b) revision of technical, operational and commercial surveys to conform their validity

to their usefulness during and after the second Decade:

(c) strengthening of existing national and subregional institutions for the training of

railway staff;

(d) adoption in the various raiiway networks of the UAR model for price fixing;

(e) establishment of management information systems and a data bank;

(f) revision of current legislation on railways in order to give them more autonomy

and more responsibility in management; and

(g) promotion of cooperation agreements between railways authorities to facilitate

international traffic operations.

A. Development indicators

61. In order to enable the attainment of the above objectives, the following key parameters

and goals and targets were adopted:

(a) improve railway services so as to increase traffic by 3 per cent for freight and 2

per cent for passengers;

(b) increase train availability to 70 per cent, by reducing the number of break-downs

per 100,000 km. by 50 per cent and increasing the average train service by 30 per cent;

(c) increase coach productivity by 30 per cent and that of human resources expressed

in unit/km per person by at least 40 per cent and reduce the average cost/km by 30 per cent;

(d) partly or completely renew at least 25 per cent of the existing tracks, i.e. about

8.000 km.;

(e) establish formal railways/government relations on the basis of programme

contracts;

(f) train directors through courses established in the four regions; and
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(2) increase railway safety to at least 10 per cent and pay more attention to

environmental degradation resulting from the effect of railways.

62. Here aaain. available documentation is inadequate for an appraisal of development

indicators, more so as the few existing documents were prepared without taking account of

evaluation needs.

63. The Decade programme currently comprises 89 projects as against 86 in 1991 for the

railways subsector. Three new projects were introduced in 1993. The situation of these 89

projects has been given on table 4.2 below:
Table 4.2

ss

NR

WE

RE

Total

F

3

13

10

31

Financing

p

1

B

R

S

i

3

.

21

A

5

a

_

13

H

13

3

.

16

Total

8

49

6

26

-

89

C

2

ie

3

-

2S

OP

2

-

2

-

4

Execution

OP

1

6

-

-

-

7

YF

1

-

-

-

1

YP

1

-

-

-

1

X

4

24

S

16

1

50

F:

P:

R:

A:

N:

total financing

pare financing

search for financing

abandoned

no information

>- -

OP:

OP:

YF:

YP:

X:

execution completed

under execution (financing)

under execution (part financing)

pending take-off (total financing)

pending take-off (part financing)

no financing or abandoned

64. The evaluation of projects executed and under execution reveal that several of these

projects deal with:

(i) track renewal or replacement, in particular, in Botswana, Ghana, Kenya,

Malawi. Mozambique and Senegal (however, the indications furnished

make it possible to identify only about 1,054 km. of which about half

have been completed;

(ii) rehabilitation or acquisition of rolling stock.

Thus, 128 trains and 134 coaches were newly acquired or are being rehabilitated in Botswana.

Congo, Malawi, Mali. Mozambique and Zimbabwe.

Regional Cooperation and Integration Division



RCID/IACC/03/97/VoUV

Page 22

65. These indicators reveal that at least 12 per cent of improvements on the existing tracks

had been carried out and that the quality of acquired or rehabilitated rolling stock must improve

the availability and productivity of this equipment. However, the abandoning of 13 projects, i.e.

more than 60 per cent of the projects adopted in 1991, appears to confirm the poor selection,

in particular, in West Africa where abandoned projects represent more than 30 per cent of the

projects initiated in this subregion.

66. Furthermore, it appears that several reforms have been carried out. Thus:

(a) all over, the legal status of railway companies is being revised within the

framework of liberalization measures and State divestiture. Leasing and privatization were

adopted or about to be adopted in Cote d'lvoire and Burkina Faso for the former Abidjan/Niger

railway company, in Mali and Senegal for the former Dakar/Niger railway company, in Kenya

with an authorization given to a private company to have its own trains ply the railway lines,

as well as in the Democratic Republic of Congo for the East and South networks of the SNCZ.

(b) the application over most networks, depending on their choice, of cost calculation

methods known as SICOF or OSCAR under the auspices of the Union of African Railways

(UAR) and the World Bank;

(c) staff retrenchment in proportions reaching 40 per cent at the level of several

networks, particularly, in Burkina Faso, Cameroon. Cote d'lvoire, Kenya. Malawi, Senegal,

etc.;

(d) restructuring of the African Higher Railways School (ESAC) which has become

ESAC-GT (transport management), thus, enabling it to offer its services to the government and

private enterprises; and

(e) review and next publication (1996 issue) of the African Railways Statistical Year

Book which was last published in 1993, the launching of the compilation of African experts

likely to participate in the study and execution of railway projects.

67. Of course, all these indicators are part of a thrust designed to meet the objectives of the

Decade, in particular, the key goals and targets. But then, at the moment, the most important

impact appears to be the acceptance by African Governments of structural reforms designed to

ensure the financial viability of railway companies. In this respect:
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(i) raiiway companies will henceforth have autonomous management and tree

tarriffing;

(ii) the States shall undertake to make up for the obligations of the public

service;

(iii) the system of programme and performance contracts is a platform

common to most African States: and

(iv) the private sector shall increasingly participate in railway operations and

the raiiway shall concentrate more on activities liable to increase its share

of the market.

B. Main projects

68. With respect to this railways subsector. the main projects, i.e. those with a regional

impact, remain network inter-connection, inter-railway cooperation to facilitate international

traffic operations, harmonization and standardization of equipment and strengthening of the

UAR. and also the railway restructuring component of the SSATP.

69. The SSATP programme also included a railways component since its inception. This

component initially known as railway management, was executed in two phases the second of

which started at the same time as the Decade. The themes adopted for this second phase of the

SSATP railway component were:

(i) restructuring of railways, programme contracts and protocol agreements:

(ii) marketing and establishment of traffic costs;

(iii) management information systems: and

(iv) maintenance of trains.

Thus, this phase two was completely covered by the target objectives of the Decade's

programme .

70. The execution of this component was not complete due to the lack of funds. On the one

hand, the seminars on train maintenance policies planned for Bamako and Lusaka during the

1992 financial year, were not effectively held and, on the other hand, the seminar on train
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maintenance held in Nairobi, in 1992. also failed to arouse the expected reaction from the

private sector. All this disrupted the activities of this component up to 1994/95 when the

privatization experience became more convincing. It will be noted that the component received

total funding of about USS756.000 as at 31 December 1994. Since then the component has
changed in name to be known as "railways restructuring" and is devoted to the leasing and

privatization of railway operations and the dissemination of experiences.

71. The third seminar on train maintenance held in Windhoek, Namibia, in July 1994,

essentially showed the merits of its introduction, the analytical techniques for taking decisions

depending on the application criterion (train-hour or train-km) for the location of maintenance

facilities." Such advantages would result from the centralization of maintenance facilities.

72. In conclusion, it should be noted that the change in the attitude of governments

concerning the status and the operation of railways, mentioned under paragraph 104. result,

mostly, from the sensitization carried out within the framework of this SSATP component

through the various seminars, particularly, the Brazzaville workshop held in November 1988 and

the important role played by the UAR to translate into practice the great awareness aroused at

that workshop.

73. With regard to network interconnection, the ECOWAS has conducted a survey on

network inter-connection in its subregion but the project is without funding. The Arab Maghreb

Union (AMU) also has a project on network interconnection in Morocco, Algeria and Tunisia

thanks to a high speed railway line linking Casablanca, Algiers and Tunis, as well as a project

to. construct a railway line between Tripoli and the Tunisian border. Studies on these projects

would be completed and funds are being sought for their execution. Furthermore, the

construction of a rail bridge over the Congo between Brazzaville and Kinshasa whose studies

have been financed by the European Union, has not started, because of reservations expressed

by the Democratic Republic of Congo.

74. At the moment, inter-railway collaboration is a reality only on the interconnected

networks. In this respect, during the period under review, the railways of Burkina Faso and

Cote d'lvoire have come together and this has led to the selecting of a common operator for the

leasing of the Abidjan - Ouagadougou railway line operation. This same process is currently

taking place between the railways of Mali and Senegal. Sizarail, established in 1995 between

SNCZ Group (Democratic Republic of Congo) and a Belgian/South African operator, for the

operation of the South and East networks of the group, falls within this new approach to African

railways operation.
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75. Adequate information on the state of progress on the project to harmonize and standardize

equipment on the one hand and, strengthen UAR on the other hand, is not available. However,

it should be pointed out that the ECA (at the behest of the UAR, reports on action taken to

standardize the equipment. Furthermore, the UAR organized in October 1995 in Abuja,

Nigeria, at the request of many networks, a Round Table on problems besetting African railways

in the 21st century. Taking into consideration the African economic liberalization environment

the Round Table underscored the need for:

(a) more precision on the responsibility of the various actors in the railways subsector

(State, regional cooperation organizations and development partners) in the light of the current

restructuring experiences;

(b) the preparation of a veritable transport policy at the level of States taking into

consideration the impact of current and future rapid changes on railway development;

(c) the implementation of additional stringent legislative and statutory measures in

order to attract funding. Finally, it recalled the UAR missions to conduct and continue the

restructuring process of African railways and requested the Union to advise the networks and

States at all stages of the process.

C. Thematic programmes

76. Staff rationalization has played an important role in the railways restructuring

process for it seeks to improve the quality of their services and restore their

competitiveness so as to attain real financial viability. Likewise, with the implementation

of the adjustment programmes in the transport sector, staff retrenchment has come as a

central remedy amongst many others, to ensure the survival of railways in the face of

rival modes, particularly roads. As stated above, some of these retrenchments affected

40 per cent of the existing staff.

77. Concurrently, manpower development has appeared as a key factor in the

application of new management techniques, information circulation and equipment

maintenance. Within this framework, development partners have all introduced in their

various assistance programmes, important aspects on human resource development.

78. At the regional level, a better utilization of training centres had been programmed

and is effectively continuing. It is necessary to recall the restructuring of ESSAC and its
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transformation into ESAC-GT. In order to improve the contents of its programmes as

well as its management, it enlarged the membership of its board of directors to include

such organizations as the International Union of Railways and the ECA.

79. Lastly, within the effort to strengthen regional cooperation in the areas of human

resources, the UAR General Assembly held in Abuja, in October 1996, encouraged the

coordination of the various Railway Training Institutions in Africa. On that occasion, the

ESAC-GT (Brazzaville), the Nigerian Institute for Transport and Technology (NUT) of

Zaria and ESSELENPARK (Johannesburg) signed an agreement on increased cooperation.

80. As regards railway safety, the programme has three projects two of which have

been executed (Swaziland and Uganda) and under execution (Zimbabwe) which seek to

improve the reliability of railway telecommunications links for the operation, monitoring,

signalling and maintenance of trains.

81. It seems no attention was paid to environmental protection.

D. Key Issues

82. The failure of African railways is due essentially to their poor management and

marketing. This fact reveals that the essential issues touching on railways relate to their

institutional character and their human resources.

83. The railway must be considered more as a transport undertaking whose

development stems primarily from its economic and financial viability. Thus, the change

in status, along with the reduced involvement of the public authorities in the management

of railways, appears essential. In this regard, it is necessary to encourage the current

leasing/privatization of operations.

84. Furthermore, it is also necessary to place railways in a competitive environment

where transport market forces are harmonized so as to avoid veiled subsidies to any

transport mode.

85. The need for manpower upgrading and development had been sufficiently treated

under the previous section.
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E. Major problems

86. Most African railways were constructed at the beginning of this century. Their

geometric and carrying characteristics are no more in line with the modern rolling stock

or no longer make it possible to derive from this equipment all its speed and load

potential. Similarly, the renovation of all tracks are a major problem whose solution

requires huge but indispensable investments.

87. Furthermore, the diversity of equipment, sometimes within the same country, does

not allow for the proper management of the equipment, particularly, its maintenance as

a result of the thorny problem of the management of spare parts. It is common to have

obsolete stocks in the depots. Equipment standardization and harmonization, at least at

the subregionai level, will have the advantage of reducing the purchase price through the

pooling of purchases, but also of improving the supply of spare parts and reducing

obsolete stocks, since the probability of using parts increases with the volume of the pool

concerned.

88. Finally, the proper management of railways presupposes the rehabilitation and

modernization of telecommunications and signalling equipment whose quality guarantees

increased safety on railway lines. In this area, the number of projects (3) of the

programme is to clearly inadequate considering the age of the facilities and their

technology.

F. Future actions

89. Since the importance of commercializing the railways in the long term and the

active participation of the private sector are recognized, it is necessary to pursue:

(a) their restructuring and/or management through leasing which must enable

the railway enterprises to function according to the transport market forces;

(b) human resource development and upgrading;

(c) rehabilitation of telecommunications and signalling infrastructures; and
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(d) rehabilitation of rolling stock, its standardization and harmonization; this

could make it possible to envisage the establishment of a simple railway industry like the

manufacture of coaches with the participation of private operators.

4.4 Maritime and Multimodal transport

90. This section deals with the maritime transport per se, sea ports and multimodal

transport. The long-term objectives of these subsectors as defined in the Decade's

programme are as follows:

(a) Development of the shipping capacity of Africa by reinforcing co-operation,

intensifying consultation and strengthening policy co-ordination with a view, inter alia,

to achieving greater participation in international shipping activities, thus contributing

significantly and positively to an accelerated economic development of African countries;

(b) To increase trade efficiency by improving the performance of African ports;

and

(c) Improvement of the integration of all modes of transport to allow for a

smooth carriage of cargo in one transport chain; adjustment of services of all modes of

transport to meet the requirements of the multimodal transport system; acceleration of

cargo movements by facilitating transport documentation and other relevant procedures.

91. The main concentration areas defined in order to attain these objectives is are

follows:

(a) Institution building: establishment, re-organization and strengthening of

maritime institutions, such as national maritime administrations, subregional organizations

and shippers councils: etc

(b) Preparation, enactment, implementation, review and updating of maritime

legislation;

(c) Acceptance or ratification of international maritime conventions and

adoption of relevant codes and recommendations;
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(d) Manpower development in the field of maritime transport, includingsupport

to maritime training institutions;

(e) Introduction of new shipping technologies for maritime development in

Africa;

(f) Subregional/regional co-operation;

(g) Improvementofportproductivity, administration andmanagement, maritime

services and installations;

(h) Special arrangements with countries without a coastline by promoting their

external trade through the abolition of non-material barriers in ports of transit countries;

(i) Strengthening of port planning by introducing modern technology to

accelerate-bulk: cargo transit and other categories of cargo;

(j) Adaptation of trade, policies and plans to introduce multimodal transport at

the subregional and regional levels; and

(k) establishment of ground container depots and encouragement of national

multimodal transport operators to increase their participation in multimodal transport.

A. Development indictors

92. The lack of basic information noticed during the evaluation of the first Decade, on

aspects of this subsector's activities as well as on inland transport, led to envisaging a

project to define appropriate performance indicators and to set up an African maritime

information centre. The goal of this centre should be to collect basic data from national

services, interpret, stock and publish them. Pending the setting-up of such a centre, the

following quantitative and qualitative goals and targets to:

(a) achieve equitable participation in sea-borne liner trade under the conditions

of the United Nations Code of Conduct for Liner Conferences;
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(b) increase significantly the participation of national fleets in non-liner trade

under the conditions of UNCTAD resolution 120 (V);

(c) increase significantly the tonnage own and controlled by African countries

according to African Trade requirements;

(d) increase the competitiveness of national fleet and the productivity of ports;

(e) Increase the number of African countries: (i) contracting parties to the

United Nations Multimodal Transport Convention by at least 25, the Hamburg Rules by

at least 45; (ii) having established by at least 25 of national trade and transport facilitation

committee, national associations of freight forwarders by at least 25; (iii) having

introduced by at least 25, of simplified procedures for customs clearance of containers

and goods, administrative and commercial procedures allowing electronic data interchange

by at least 25 procedures facilitating the establishment of joint ventures in the areas of

shipping and multimodal transport by at least 25; (iv) having carried out feasibility

studies on the establishment of inland clearance depots (ICDs) and implementation of the

findings of the studies by at least 25: and (v) having taken measures to increase

containerization of their national trade by 5 per cent annually, by at least 25.

93. At the moment, there are 104 projects for the maritime transport (MST), ports

(MPT) and multimodal transport (MMT) subsectors. These projects are broken down as

follows:

MST = 40 as against 38 in 1991

MPT = 37 as against 36 in 1991

MMT = 27 as against 26 in 1991

104 100

Thus, the subsectors have recorded four new projects: MST (2), MPT (1) and MMT (1)

adopted in 1993. The funding and execution situation of these projects have been shown

in table 4.3 below:
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Table 4.3

CE

ES

NR

WE

RE

Total

Financing

F

1

2

1

12

7

23

P

1

2

1

-6

-

10

R

1

2

I

7

12

23

A

1

4

2

9

16

N

4

4

9

4

11

32

TOTAL

8

14

12

31

39

104

Execution

C

1

2

-

7

3

13

CF

-

1

5

3

9

OP

1

2

-

4

-

7

YF

-

-

-

1

1

YP

-

1

2

-

3

X

6

10

10

13

32

71

Key

F:

P:

R:

A:

N-:

totat financing

pan financing

search for financing

abandoned

no information

C:

OF:

OP:

YF:

YP:

X:

execution completed

under execution (financing)

under execution (part financing)

pending take-off (total financing)

pending take-off (part financing)

no financing or abandoned

94. The previous table reveals that many projects have been abandoned thus casting

doubts on the priority given them during their selection, particularly in Eastern and

Southern Africa, and that regional projects abandoned represent more than 20 per cent

of the projects adopted in the programme. An in-depth analysis per mode will show that

one-third of the multimodal transport projects has been abandoned. Furthermore, among

the number of projects executed or under execution, three only relate to the development

of inland ports (Malawi), inland terminal (Tanzania) and container depot (Ghana). There

is a project to strengthen shippers1 councils (MINCONMAR). thus, very few projects

conform to the target projects. Consequendy, it is understandable that less than 25 per

cent of the projects have had total funding, as against 46 per cent for the roads and road

transport subsector and 35 per cent for the railways subsector.
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95. Concerning international agreements and conventions, the number of African

countries that have ratified the United Nations Multimodal Transport Convention and the

United Nations Freight Forwarding Convention (Hamburg Rules) is still very low and

stands respectively at 5 and 11 countries as against 25 and 45 expected during the

Decade.

96. On aspects relating to transport facilitation, development of services and

harmonization of legislation the current findings are not very satisfactory. We find at the

level of;

(a) AMU: the adoption of a cooperation convention in the areas of maritime

transport,, joint operation of certain sea routes by national shipping companies; and two

surveys on the advisability of establishing a Maghreb Shipping Organization to be in

charge of marine environmental protection and the fight against pollution;

(by ECOWAS: surveys conducted on the establishment of a coasting vessel;

and

(c) COMESA: a feasibility study conducted on the improvement of regular

maritime services between the continent and the Indian Ocean islands; the adoption of a

maritime charter which defines harmonized shipping policies liable to promote sustainable

and harmonious fleet development and encourage close pragmatic cooperation among the

States of the subregion. more particularly, by improving seaport operations and protecting

shippers' rights.

B. Major projects

97. The major projects with a regional impact essentially include, barring the "trade

and transport" component of the SSATP. projects related to human resources such as

TRAINMAR or to management such as road transport management. The situation of

these projects is as follows:

Trade and transport

98. "Trade and transport" is a component of the SSATP. Its main objective is to

strengthen the international competitiveness of Sub-Saharan African economies through

Regional Cooperation and Integration Division



RCID/IACC/03/97/Vol. IV

Page 33

the rationalization of maritime transport, on the one hand, and strengthen economic

cooperation and integration in the region, on the other hand, and, lastly, improve shipping

services with special attention to ports and maritime transport. The goal is to prepare

remedial measures by laying emphasis on transport facilitation, reduction of maritime

transport cost and revision of statutory and institutional aspects.

99. The implementation of the SSATP component which consisted in organizing a

Round Table Conference in June 1992. in Cotonou, led to conducting seven surveys

covering the following essential points:

(i)" evaluation of the viability prospects of national shipping companies

and development of an institutional framework and regional

legislation for maritime transport;

(ii) redefinition of the role of shippers' councils;

(iii) development and implementation of a facilitation plan of action for

specific transport modes at the national level;

(iv) comparative analysis of the cost of transport chains at the national

and international levels: and

(v) development of an observatory to monitor international transport

cost.

The cost of financing these activities stood at about US$773,000.

100. These various preoccupations agree with the objectives of the Decade as concerns

maritime transport. The completion of the various surveys mentioned above led to a

second Cotonou Round Table Conference held in June 1997 whose main objective was

to agree on the reforms and modalities for their implementation so as to overcome

sustainably the serious crisis besetting maritime transport in the West and Central African

subregions. In addition to this main objective the Round Table considered various issues

bearing on:
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(i) liberalization of maritime and stem-to-stern transport;

(ii) safety and fluidity;

(iii) reform of shippers' councils;

(iv) reform of maritime training structures;

(v) modernization of ships and their commitment to vertical and

horizontal partnership agreements;

(vi) fluidity and competitiveness of the transport chain;

(vii) establishmentofnationalandsubregionaltransportobservatories; and

(viii) dissemination of findings of studies conducted to reform the

subsector in the West and Central African subregions.

101. Recommendations of the Round Table to be considered by the next Conference of

the West African Ministers in charge of Merchant Shipping, convened for October 1997

are as follows:

(a) liberalization of market access must be an important element of maritime

policies in the subregion. The liberalization process must be a progressive one, and

based on the equality of trading partners and accompanied by measures relating to

competition at the national level:

(b) adherence of States of the subregion to the IMO convention on the

facilitation of port procedures :

(c) assessment of training needs in the subregion for both sea-going and ground

personnel:

(d) modernization of maritime legislation to reflect trade realities, and its

harmonization at the regional level:
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(e) abandoning of cargo-sharing-missions by shippers councils from now to the

year,2000;

(f) establishment of national transport observatories;

(g) establishment and re-energizing of facilitation committees placed at the

highest level of government, and the setting-up of single counters for the fulfilment of

administrative and port formalities;

(h) improvement of transport and warehouse structures and strengthening of the

activities of participants in these networks.

TRAINMAR

102. TRAINMAR has been existing in Africa since 1980. However, a new strategy

recently prepared, took account of UNTACDA priorities and sought to increase

TRAINMAR activities in Africa. The main objectives of this strategy are:

(a) concentrated support to countries already in a position to take their progress

in hand, notably francophone countries of West and Central Africa;

(b) selected support to a second group of countries that already have some

TRAINMAR capacity and an interest to expand cooperation, notably, Portuguese

speaking;

(c) cultivating potential in other countries already exposed to TRAINMAR,

notably English-speaking, for generating national and cross-border TRAINMAR

activities; and

(d) ad-hoc support as resources permit to countries specifically expressing

interest in TRAINMAR.

Road transport management

103. The "goods early warning system" (GEWS) has been developed and is currently

being established as a transport management instrument. Its objective is to:
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(i) provide information on the progress of consignments so that market

pressures can be applied to identify and cure the causes of delay and

other problems;

(ii) reduce costs to shippers, thus enhancing trade competitiveness;

(iii) foster subregional integration and partnership with transport clients;

and

(iv) change the transportation culture by promoting business partnerships

between those involved in cargo transits and transferring appropriate

technology.

The system is currently being used, totally or partly, in a certain number of countries,

particularly along, the railway of the Northern Corridor. Other countries have applied

for its installation.

C. Main thematic programmes

104. The programme includes 15 projects on manpower development through direct

training or support to training institutes, and a project relating to data bases and electronic

data exchange systems.

105. Out of the 15 projects on human resources, only one has been executed

(establishment of a continuous and vocational training centre for maritime transport

"TRAINMAR" in Senegal), another has been financed and is under execution

(TRAINMAR for Portuguese-speaking countries), four are pending financing and the rest

are either abandoned (3) or without information (6). The only project relating to data

bases has also been abandoned. This situation confirms the grossly flawed selection of

projects at the level of the maritime transport and other related subsectors.

D. Key issues

106. Besides the issue relating to human resource development, harmonization of

legislation, adherence to and application of international conventions as well as
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consideration of the needs of landlocked countries, are the main areas of concern to which

the subsectors under review do not seem to have started providing lasting solutions.

107. The harmonization of legislation must be done through the adoption of a

subregional or regional maritime charter. Only COMESA has instituted such a

subregional charter. The other regions must, if need be, move in this direction and the

harmonization of subregional charters could lead to the African maritime charter.

108. With respect to the landlocked countries, the development of the inland ports and

the rationalization of multi-model transport in transit countries are far from reaching the

satisfactorily acceptable level. Few projects were presented and those that were adopted

are not financed. If efforts are not made to address the above subjects and, concurrently,

to reduce or abolish non-material barriers, the external trade of landlocked countries will

continue to suffer from long delays in the forwarding of goods, leading to very high cost

which will seriously affect the competitiveness of their external trade.

109. In this regard, it would be noted that a survey on the evaluation of the

implementation of international transit facilitation agreements, which was recently

conducted by the ECA (TRANSOM/1103. December 1996) and covered all subregions,

with the exception of North Africa, underscored:

(a) the need for the revision and updating of all agreements since these

agreements no longer correspond to the current developments in the transport sector in

Africa;

(b) bottlenecks and inadequate movements in corridors without transit

authorization;

(c) overlapping of transit agreements and the subregional agreements where

corridors exist, since the countries give priority to their own national transport legislation

to the detriment of transit agreement:

(d) the application of various national decrees in several corridors which negates

the basis for the signing of transit transport agreements; and
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(e) transport partitioning by freighters and carriers along several corridors

which reduces profits expected to accrue from transit transport agreements.

E. Major problems

110. The major problems of the subsectors under review result from issues discussed

under section D. above. It is necessary to add, from the viewpoints of landlocked

countries:

(i) the imbalance between infrastructure and handling equipment in ports and

airport freight terminals;

(ii) various railways tracks leading to trans-shipping;

(iii) long administrative and customs procedures at ground borders, in ports and

- airports;

(iv) various axle-load, also the source of transhipment or unloading thereby

causing disruption in extra load, as well as overloading on roads.
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F. Future actions

111. Future action shall focus on the following aspects:

(a) continued improvement of human resources after a proper evaluation of

shipping training needs;

(b) continued institutional reforms of the shipping sector taking account of the

recommendations of the second Cotonou Round Table (see para. 101) and their extension,

if need be, to other subregions;

(c) sensitization, through the organization and holding of regional workshops

for all partners" of the transit transport corridors (users, transport administrations,

transporters, freighters, etc.) in order to ensure the updating of transit transport

agreements and: their harmonization, if necessary, with national and subregional transport

legislations;

(d) continuous improvement of port management, in particular, through the

operation of commercial bases and its adaptation to modern technologies in relation with

the needs of the international maritime industry and those of served landlocked countries;

(e) improvement of infrastructures and handling equipment in ports, in general,

in the area of warehouses reserved for served landlocked countries, in particular; and

(f) continued sensitization towards adherence to international maritime

conventions and their application in order to improve international maritime transport

facilitation, in general, and port facilitation, in particular.

4.5 Inland water transport

112. The long-term objective of this subsector is to establish integrated transport

systems at the level of each lake and each river basin on the basis of multi-sectoral master

development plans for the lake and the basin, and to encourage inter-modal coordination.

In this aspect, the areas of consideration adopted essentially concerned:
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(a) improvement of the navigable waterway networks of each lake and river

basin through joint maintenance, buoyage, rehabilitation and purchase of equipment;

(b) improvement of the technical and economic performance of inland

navigation vessels, particularly, through cooperation in the building, maintenance and

repair of ships;

(c) maintenance and rehabilitation of equipment and ports infrastructure,

particularly, to increase efficiency and ensure inter-modal coordination;

(d) improvement of management, particularly, through the promotion of joint

service enterprises;

(e) harmonization and updating of documentation, legislation and regulations

with a view to finding collective solution to facilitation problems;

(f) training of inland water transport personnel of all categories and

strengthening and/or establishing training centres; and

(g) programming of measures for marine pollution prevention and control.

A. Development indicators

113. The following goals and targets which adopted for the inland water transport sector

seek to:

(a) increase the total length of navigable inland waterways;

(b) increase the number of ports within these waterways and also the capacity

and performance of the ports:

(c) increase the links between inland waterway routes through the various

transport corridors:

(d) increase the operational inland waterways fleet;
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(e) increase the number of inland waterways training institutions and increase

the quality of their training;

(f) increase the number of control mechanisms for the water level of navigable

lakes and rivers.

114. The execution situation of the 18 projects included in the problem of the second

Decade since 1991 under the subsector forms the subject of table 4.4 below:
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115. The evaluation of projects executed and under execution reveals that only six projects

whose execution is underway actually falls within the framework of development indicators as:

(i) three projects concern the maintenance of navigable waterways, the rehabilitation

of infrastructures and the acquisition of equipment for maintenance services;

(ii) two projects concern the construction of new ports; and

(iii) one project concerns the development of a new navigable waterway with

appropriate port facilities.
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Thus, when completed, these six projects will only partly satisfy the two first development

indicators. The high number of abandoned projects results from the socio-political situation that

prevailed in Rwanda, the site of these projects.

B. Main projects

116. Three projects are important given their impact on integration. They are:

(a) the project on technical assistance to the Central African river transport company

(SOCATRAF) and to the central maintenance service for navigable waterways (SCEVN in

Congo-Brazzaville) for the strengthening of the means used in maintaining the navigability of

the Oubangui and Congo rivers:

(b) the huge project on the Senegal river designed to make it possible to continue

river traffic from the port of Saint Louis (Senegal) up to Kayes (Mali). The latter project

concerns the OMVS countries, particularly Senegal, Mauritania and Mali. It costs

US$365,000,000; and

(c) the rehabilitation of Mpuiunga port, an important inland transit point for trade

between Burundi. Rwanda, Western Tanzania, Eastern Congo Kinshasa, on the one hand, and

Botswana, Malawi. South Africa. Swaziland. Zambia and Zimbabwe, on the other hand. Studies

have been completed and the evaluation of offers for the works component is in progress. The

cost of these works is estimated at US$2.750.000. The execution of this project will give a

fresh thrust to traffic over lakes Tanganyika and Kivu;

C. Main thematic programmes

117. Human resource development is the only thematic programme adopted for the subsector.

The only project adopted for this theme which is entitled "manpower training and development

in Africa and the strengthening of the Regional Institute for River Transport (RIRT)\ has not

yet started due to the lack of adherence and funding.

D. Key issues

118. The improvement of the quality of inland water transport staff is vital for improving the

efficiency of this mode, more so as it appears that most of the staff were trained on the spot.

119. The disparities in the way the various States bordering the waterways perceive the role

of infrastructures and the difficulties resulting from the absence of harmonized legislation and
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rationalized participation of the various partners, are other delicate issues whose solution

requires the establishment of joint mechanisms for the management of inter-state infrastructures.

120. Concerning inland water ports, their lack of autonomous management, due to their

attachment, in general, to transport companies, constitutes, lastly, an aspect of inefficiency

because of the obstacles posed by the supervisory companies to competition. Waterway ports

must regain their autonomy in matters of management in order to treat river or lake transport

users on the same basis.

E. Major problems

121. Socio-political crisis surely had an impact on the execution of projects under the

subsector because there are very many infrastructures in the areas of instability.

122. The deficiency in the ship-building industry, due to the absence of the required human

resources, constitutes an obstacle to fleet development. Since these ships are built, in general,

out of Africa, their adaptation to natural waterways whose characteristics vary with the

hydrology, is not always easy and this affects operations at the level of waterways and ports.

Thus, the ship-building industry must be developed to improve the efficiency of inland water

transport.

F. Future action

123. The development of inland water transport requires that the following activities be

envisaged:

(a) a vast staff training programme, at least per subregion concerned at all levels, and

focused on technical, operational and managerial aspects ;

(b) a study and establishment of joint bodies for the management of inter-State

navigable waterway infrastructures taking into account, in particular, the interests of landlocked

countries:

(c) separation of the ports of river and lake transport companies, by granting the

former management autonomy on an effective commercial basis;

(d) development of a ship-building industry for both the construction of navigation

equipment and its repairs: and
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(e) harmonization of inland waterway statutes and regulations, improvement of

navigation safety and communications over lakes and rivers.

6. URBAN TRANSPORT

124. The long-term objective of this subsector aims at providing appropriate transport

infrastructure and services so as to avoid the higher economic, social and personnel costs that

may result from the expected growth in transport and travel movements in large African cities;

increasing the productivity, service availability, quality and financial viability of urban transport

services, including meeting the needs of low-income groups for greater accessibility to

employment activities and opportunities. To attain this objective, the areas of immediate

consideration adopted give primacy to three types of measures:

(a) efficiency improvement measures; traffic management systems and proven low

cost engineering measures; effective packing control systems; bus ways; driver training and

licensing measures; road user education; reduction of atmospheric pollution;

(b) institutional improvement measures: strengthening the institutional capacity of

urban authorities to formulate urban transport policy as well as maintain urban transport

networks and traffic movement information facilities and equipment; effective daily management

and control of urban traffic; traffic safety consultation systems; and

(c) policy improvement measures: vehicle packing; taxi industry and operational

policies: public and private passenger bus services; road user taxation.

A. Development indicators

125. No development indicator was defined for this sector because of the difficulty of having

such a definition. In order to alleviate this shortcoming, a replacement solution consisted in

referring to the urban transport component of the SSATP which should conduct biennial surveys

and the evaluation of appropriate indicators for eight African cities (two per region).

126. The SSATP programme also includes an urban transport component and this has led to

the merging of the two working groups. Thus, in spite of the fact that the SSATP programme

only covers sub-Saharan Africa, the urban transport working group operated within the activities

of the urban transport aspect of SSATP.
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127. The goal of phase I of the SSATP urban transport aspect was to secure resources to

increase the productivity and smooth functioning of urban transport. A series of comparative

studies was conducted on urban transport development in ten African capitals and in two ports.

The findings of these studies carried out in Abidjan, Bamako, Brazzaville, Conakry, Dakar,

Pointe Noire, Dar-es Salaam. Douala, Kinshasa, Lagos, Nairobi and Yaounde, led to the

Yaounde seminar held in March 1991 and phase II whose objectives, after the first definition

in 1993, were revised to focus on three essential objectives:

(a) identify institutional reforms per country so as to improve and coordinate urban

transport services, increasingly involve the private sector in the provision of these services and

ensure proper management and maintenance of urban transport infrastructures;

(b) search for elements that determine the use of non-motorized mode of transport;

and

(c) formulate pilot initiatives focusing on increased safety and the prevention of

accidents. -

128. For the time being, implementation of phase II obtained the following concrete results:

Senegal and Burkina Faso formalized their urban transport policy; an urban transport project was

prepared for the city of Dakar the execution of which could begin in the course of 1997. As at

31 December 1995. this SSATP component received a total funding of about US$5,109,000.

129. Seven projects are included in the second Decade programme. The status of the

financing and execution of these projects is shown in Table 4.5 below:
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130. Projects executed and under execution, respectively aim at the improvement of the urban

structure of one city, the study of urban transport in a country and the acquisition of buses for

an urban transport company of another ciry. None of these projects explicitly falls within the

framework of the three measures mentioned under paragraph 124, even if the projects may have

a positive impact on the effects expected from the said measures. The same seems to apply to

four other projects on which there is no information.

131. Thus, it appears that, with the exception of surveys and the Yaounde seminar of March

1991 which made it possible to well identify the problems relating to urban transport, the

decisions taken in Senegal and Burkina Faso constitute the only tangible results obtained within

the framework of this subsector. Indicators were proposed in June 1994 at the closing seminar

of phase I of the programme "transport data bank". It does not seem that these indicators have

been formally adopted or that their application has indeed started.

B. Key Issues

132. The low number of projects for the subsector does not reflect the importance of urban

transport in overall development through increased accessibility, responses to aspirations for

quality transport and contribution to economic growth and better life. This situation would result

more from the reluctance of local administrations to give up privileges or the monopoly

conferred on them by old urban transport management practices. The key issues whose solutions

would enable urban transport to overcome the challenges are: (i) increasing urban transport
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availability; and (ii) making urban transport services more accessible and affordable. These key

issues, seem to be defined as follows:

(a) laying emphasis on the organizational aspects of urban transport, quality services

and safety rather on issues of ownership;

(b) disseizing urban administrations of any role of urban transport operator; their

action should be devoted solely to matters of legislation; and

(c) avoiding the urge to faithfully reproduce operation mode, planning standards and

methods in force in Europe by considering only passenger urban transport and by totally giving

up merchandise urban transport.

C. Future action

133. Given the GDP share assigned to the cities and the growth of urban cities, emphasis must

be laid onjarban- transport planning. Future action must also aim at the:

(a) establishment of an African expertise in planning, operation, research for and

financing of urban transport (through agencies, municipalities and consultancies);

(b) strengthening of the capacity of municipal urban transport expertise through

twinning and experience drawn from approaches adopted in Asia and Latin America because of

the similarity in urban transport structures:

(c) increased professionalism through training;

(d) study of the transport needs of poor urban dwellers in a few African countries,

to determine according the commitment of political decision-makers, areas in which a relevant

urban transport policy should be implemented; and

(e) performance monitoring through a set of standard indicators to be developed in

SSATP programme pilot countries so as to evaluate the progress made since 1996.

134. This action must be carried out while pursuing the improvement and application of

efficient road safety and accident prevention measures, and adoption of environmental protection

measures by ensuring the implementation of adequate legislation on the characteristics of motor

vehicles.
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135. The approach to solutions to urban transport problems requires dialogue and consultations

which, owing to the interests involved, must not be too removed from local realities. Similarly,

as recommended by the prospective evaluation of the SSATP programme, it is important that

the institutional base of this component be transferred to Africa and that the establishment of a

fund to finance training and exchange of experiences in matters of transport be studied.

1, AIR TRANSPORT

136. The long-term objective of the air transport subsector is the "integration of African

airlines, restructuring of civil aviation and airport management authorities, improvement of air

navigation installations and services in Africa and promotion of better facilitation procedures".

In this aspect, the areas of immediate concentration essentially focus on:

(a) implementation of the Yamoussoukro Declaration on the new African air transport

policy (information exchange, technical cooperation among airlines, extra-territorial application

of the competition rules, traffic rights, computer reservations system, noise restrictions and

airspace congestion measures, renewal of fleet and financing of acquisition and related equipment

etc.);

(b) implementation of the ICAO Air Navigation Plan, improvement of air safety and

security and support to States to enable them to ratify conventions pertaining to civil aviation;

(c) undertaking studies for the development of air services and establishment of viable

and cost-effective air transport enterprises; and

(d) strengthening of national and regional meteorological services with a view to

securing timely forecasts and dissemination of meteorological information to ensure flight safety

and economy.

137. During the adoption of the second Decade programme, African Ministers of Transport,

Communications and Planning adopted in 1989 in Tangiers, Morocco, two resolutions

ECA/UNTACDA/Res-89/77 and 81 relating, on the one hand, to the approval of the

Yamoussoukro Declaration and the programme contained therein and, on the other hand, to air

safety in order to make it possible to take all necessary measures to increase security in African

international airports. These two resolutions also to constitute the fundamental base for the

Decade programme in matters of air transport.
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A. Development indicators

138. To attain the long-term objective mentioned under paragraph 136, the "quantified" goals

and objectives adopted essentially during implementation of the Decade programme were:

(a) implementation of phases I, II and III of the Yamoussoukro Declaration as

follows: Phase I; two years; Phase II; three years; and Phase III; three years, with the

understanding that in certain cases it may not be necessary to go through the three phases;

(b) ensuring that the operational cost of African airlines does not exceed the world

average by more than ten per cent;

(c) increasing the number of viable African airlines established following regrouping

and implementation of measures recommended in the Yamoussoukro Declaration;

(d) increasing the number of autonomous airport and joint airspace management

authorities;

(e) improving networks by increasing frequencies between pairs of towns, reducing

flight time, coordinating and rationalizing flight schedules;

(0 replacement of fleet of aircraft through the existing or future financing

mechanisms ;

(g) improvement of air traffic services, implementation of the ICAO Air Navigation

Plan for Africa and Indian Ocean region (AFI), improvement of airport infrastructure, facilities

and services;

(h) improvement and strengthening of African civil aviation training centres; and

(i) improvement of air transport facilitation, safety and security.

139. The number of projects for the subsector increased from 67 in 1991 to 77 at the moment

owing to the inclusion of 10 new projects in 1993. The status of execution of these 77 projects

is shown in table 4.6 below:
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Table 4.6
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P

S

1

S

R

1

5

1

12

19

A

!

1

2

N

6

4

1

3

-_

20

Total

14

23

1

12

27

77

Execution

c

3

5

1

5

14

OP

3

4

7

14

OP

1

1

2

1

1

2

YP

4

4

X

7

9

1

10

14

41

F:

P:

R:

A:

N:

total financing

part financing

search for financing

abandoned

no information

C:

OP:

OP:

YP:

YP:

X:

execution completed

under execution (financing)

under execution (part financing)

pending taice-off (total financing)

pending take-off (part financing)

no financing or abandoned

140. With more than 36% of projects (all projects executed or under execution) likely to be

completed between now and the end of the Decade, this subsector is among those with more

consistent programmes". Further, the rate of abandoned projects, i.e. 2.6%, is one of the lowest.

On the other hand, the rate of projects without information (about 26%) seems high,

particularly, in West and Central Africa where the rates exceed 50%.

141. The evaluation of projects executed and under execution reveals that their objectives

cover almost all goals and targets, with the exception of those relating to the increase in the

number of airport and joint airspace management authorities, fleet facilitation- and renewal.

Airport installations and services, infrastructures, safety and training are by far the areas most

covered by these projects.

B. Main projects

142. The main projects for this subsector. concern the implementation of the Yamoussoukro

Declaration and improvement of international air transport air safety and security, for these

subjects formed the objective of resolutions of the African Ministers of Transport and

Communications.

143. Concerning more specifically the implementation of the Yamoussoukro Declaration, there

has been positive development in the West. Eastern and Northern subregions, even if it does not
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always cover the same aspects of the Declaration. As a matter of fact: (i) with regard to West

Africa, air transport liberalization is about to be complete in the subregional airspace while the

study on the establishment of an airline has also been completed; (ii) at the level of East Africa,

the establishment of a joint air service operation company such as the AJAS consortium and the

specialization of airlines for the operation of traffic rights, case of Air Madagascar, Air

Seychelles, and Air Mauritius, are as initiatives about to materialize; (iii) for North Africa,

emphasis seems to be on the harmonization of airspace and air navigation freedom. Hence, a

cooperation programme has been implemented and a feasibility study on the establishment of an

airline is underway.

144. At the level of air safety and security, the execution of the AVSEC programme of ICAO

for increased air safety in Africa is completed: the execution of other projects is either complete

or in progress in Central Africa (Bangui airport), in Burundi (Bujumbura airport) and on various

airport platforms. The various ASECNA projects considerably contribute to the attainment of

the objective "implementation of the ICAO air navigation plan.

C. -Thematic programmes

145. Besides the strengthening of civil aviation training centres, there is no specific thematic

programme. In this regard, only ASECNA schools, namely, the African meteorology and civil

aviation school (EAMAC) and the regional fire-fighting school have projects currently being

executed to improve the training centre and train instructors respectively.

D. Key issues

146. The commitment of member countries to implement the Yamoussoukro Declaration

constitutes the first key issue relating to the attainment of the Decade's air transport objectives.

In fact, the application of this new African civil aviation policy, essentially depends on the firm

commitment of the sovereign States. In spite of the positive developments addressed above,

this Declaration is still considered as a civil aviation policy. In this respect, it will be necessary

that it clearly appears in civil aviation legislation, that is, it should become an integral part of

the various civil aviation legislative instruments or the transport protocols of the different

subregional economic cooperation organizations.

147. The determination of airlines to work towards the implementation of the Yamoussoukro

Declaration is the second key issue. Indeed, no matter the commitment of public authorities,

if officials of airlines hesitate to design and implement coherent cooperation programmes for

their integration, then it will take a long time for the Yamoussoukro Declaration to be

implemented.
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148. The change in the statutes of airport authorities is another important issue. As a matter

of fact, as airport managers, that is, interfaces between air and ground transport, these

organizations are playing a key role in ensuring efficient air transport, and in contributing to the

transport sector and the development of member countries. Their restructuring towards the

introduction of autonomous management on the basis of commercial profitability, including the

private sector, particularly, users, also constitutes an immediate preoccupation. In this

connection, the experience of autonomous management airports over a few years (Libreville,

Lome) and very recently (Abidjan), must be followed and inspire other examples.

149. Airspace management also contributes to ensuring efficient air transport through

improved safety; and low-cost flights as well as through subregional or regional physical

integration. The management bodies of these spaces must be granted administrative and

financial autonomy and conclude special protocols with the States on issues relating to the

national security of States and State flights.

E. Major problems

150. The standardization ofsafety and security infrastructures, navigation-assisted installations,

meteorological, rescue and fire-fighting services is a major problem not only because of the

financial cost but also because of the delay both in investment and training of operational and

maintenance personnel. Rigorous planning is therefore necessary to solve the problems relating

to this standardization of airport sites and airspaces.

151. Fleet maintenance as well as their renewal, require cooperation and harmonization of

equipment management, at least at the subregional level, to avoid wastage due to dispersion of

or recourse to costly services outside the region. Cooperation in fleet maintenance is the first

step towards the establishment of an acquisition and plane-leasing company.

F. Future action

152. Owing to the vastness of the African continent, air transport remains the first transport

mode that ensures integration in the movement of people and goods at high value added. Thus,

efforts designed to improve its efficiency must fall within a coherent framework. This explains

why future action in this subsector musr aim at:

(a) implementation, as fast as possible, of the Yamoussoukro Declaration on air

transport liberalization, particularly, of traffic rights within the region. Competition thus

established, will enhance the competitiveness of airlines while making air transport more

accessible and affordable:
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(b) restructuring of airport authorities to make them more efficient and profitable;

(c) integration of airspaces not only to allow for efficient management but, also to

improve safety and provide low-cost flights;

(d) planned standardization of airport sites, navigation-assisted installations and related

services;

(e) upgrading of human resources and skills to enhance expertise in airport and

aeronautic domains;

(f) increased cooperation among African airlines, in aircraft repairs and maintenance

as well as in the sale and commercialization of air transport services; and

(g) search for an independent mechanism for funding activities relating to the

implementation of the Yamoussoukro Declaration and the ICAO/CNS/ATM plan.
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