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TERMS OF REFERENCE FOR A THEMATIC EVALUATION OF TRANSPORT  
SECTOR INTERVENTIONS UNDERTAKEN BY THE EUROPEAN COMMISSION  

IN THIRD COUNTRIES 

1. INTRODUCTION 

1.1 Mandate 

During its meeting of 29 November 2001, the Board of the EuropeAid Co-operation Office 
requested the Evaluation Unit to undertake an evaluation of interventions in the transport sector. 

1.2 Background 

Expenditure by the European Commission on transport accounted for around €2.5 billion in the 
period 1995-2000 in the ACP, Asia, Latin America, Mediterranean, Balkans and Newly 
Independent States. To this figure can be added the contribution of loan financing from the 
European Investment Bank.  
 

Since the early 1990s there has been a progressive shift from a project-based approach towards 
support to sector-wide strategies as the most appropriate way to help sustainable development in 
the transport sector. Thus, in an Evaluation of the Transport Sector in ACP countries (1993), 
there were recommendations for transport policies to be consistent with policies in other sectors. 
There was also an emphasis on applying greater rigour, particularly in the early stages of the 
project cycle, and a clearly stated need for future projects to take a wider sectoral policy view 
and for projects themselves to have a sectoral character and to address policy reform.  
 

The continuing importance of the sector within the Commission’s global development strategy, 
and in promoting economic regeneration in areas such as the Western Balkans and the Newly 
Independent States, merits periodic appreciation, particularly as the technological and 
environmental context is subject to constant evolution. Of great importance also is the increased 
focus on poverty reduction. Commitment and ownership by recipient countries, within a 
framework of enhanced policy dialogue, have been strongly encouraged. 
 

In its Communication of 2000 on Development Policy, the Commission reaffirmed the 
importance of transport as a priority area for intervention. It was stressed that reliable and 
sustainable transport plays a key role in access to basic social services, and that sectoral policies 
in transport are necessary to make it sustainable, and to keep it balanced in terms of social, 
economic and environmental requirements. With this in mind, an analysis of the relevance and 
impact of the sector programmes in the previous period should serve to assist in preparing 
programmes and interventions in the future.  
 

Systematic and timely evaluation of its expenditure programmes has been defined as a priority 
of the European Commission, as a means of accounting for the management of allocated funds 
and of promoting a lesson-learning culture throughout the organisation. 

1.3 Scope of the Evaluation 

The Evaluation is not connected to the revision of a formal legal base such as a Regulation. 
However, it has been requested in the context of a need for systematic periodic assessment of 
major financial interventions, and in the light of the fact that no global evaluation of the sector 
in the main beneficiary regions has been undertaken for seven years. An evaluation of the sector 
is further merited by the introduction of reforms in both country and regional strategy 
programming and in aid delivery. 
 
The Consultant will begin by reviewing the evolution of the Commission’s policy as regards 
development and external co-operation in the transport sector since 1995. This review will be 
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based upon Commission policy statements, sector guidelines, instructions on programming and 
on the design of sector interventions, and the results of relevant evaluations undertaken in the 
sector, and will require the definition of any major differences in approach between different 
regional programmes. From this analysis, the consultant will proceed to an evaluation of the 
Commission’s actions in the field of transport in ACP countries and in the regions covered by 
the regulations TACIS, ALA, MEDA and CARDS. The Consultant will give a response to the 
Evaluation Questions listed in section 3 below. This evaluation will focus on the period 1995-
2001, since the last major evaluation of the sector. 1 
 
For the purpose of the evaluation, “transport” refers to infrastructure, services, traffic 
management and regulatory activities for all modes – road, rail, aviation, maritime and inland 
waterways/combined transport. This evaluation is not directly concerned with international 
negotiations in fields such as satellite navigation and the opening up of airspace or airport 
landing slots, except insofar as these matters are shown to be linked to the achievement of 
fundamental development objectives. 
 
The evaluation is not intended to replace present or future evaluations under the regulations 
covering the regions under scrutiny (TACIS, ALA, MEDA, ACP and CARDS), and which may 
devote some attention to transport questions. 

1.4 Evaluation Users 

The evaluation should serve policy and sectoral decision-making and project management 
purposes. This requires addressing the principal concerns of the Board of Commissioners of the 
RELEX family, as well as those relevant to the RELEX family services. DGs DEV, RELEX, 
AIDCO and TREN, and EC Delegations in the countries covered by this exercise will thus be 
the main users of the Evaluation. However, the evaluation should also generate results of 
interest to an audience that would include geographical desks and those responsible for 
intervention in other sectors (for example, food security, health or education), as well as 
governmental and civil society partners. 

1.5 Purpose and results of the evaluation 

The primary purpose of the present evaluation is to achieve improved coherence and 
application of the Commission’s sectoral approach to transport in partner countries. To 
achieve this purpose, the evaluation should assess the European Commission’s co-operation 
activities in the transport sector, relative to the general and specific objectives of the different 
regional co-operation and development programmes, and in particular the extent to which the 
Commission’s sectoral approach has been adopted in practice and has proved appropriate. 
 
The evaluation should be built around a testing and verification of the logic and consistency of 
individual actions against stated objectives and anticipated impacts. It should also aim at 
enhancing coherence between objectives in the field of transport and the Commission’s other 
objectives, as well as a more rational strategic decision-making (including within Country 
Strategy Papers). 
 
The main results of the evaluation will be assessments of key issues reflected in the Evaluation 
Questions set out below in section 3. These issues include the quality and impact of transport 
policy dialogue and accompanying policy actions; the impact of Commission assistance in 
relation to economic and social development goals; the coherence and complementarity of EC 
assistance with other EU policies; the degree of attention given to cross-cutting and horizontal 
issues, and the relevance and efficiency of tools, working practices and financial mechanisms. 

                                                 
1 If necessary, the consultants will take into consideration actions, strategy documents and legal bases elaborated before 1995 if 

these are still considered  relevant for the period under study.  
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As part of its function, the evaluation should come to a general overall judgement on the 
Commission’s past performance and the relevance of its current approach to programme design. 
However, this judgement should be based upon well-founded conclusions regarding the 
fundamental aspects of the Commission’s approach in the sector. The final report should 
contain findings and recommendations expressed clearly enough to be translatable into 
operational terms by the Commission. 

2. BASIC ELEMENTS 

The evaluation must lead to a set of conclusions (based on findings) and to related 
recommendations. The assessment will be based on five key evaluation criteria: impact, 
relevance, effectiveness, efficiency and sustainability, and the approach should encompass the 
following fundamental tasks: 
 
i. identify, explain and hierarchise the Commission’s objectives in the field of transport, 

their logic and coherence, their relevance both to EU objectives and to the needs of 
recipient countries, the intended impact2 corresponding to each objective, and finally 
how these intended impacts fit within broader and changing contexts (sociological, 
cultural, economic, political). 

ii. identify all recorded impacts including unintended impacts or deadweight/ substitution 
effects (and compare them to intended impacts); assess effectiveness in terms of how 
far the intended results were achieved and also  -  to the extent that the interventions 
were effective  -  their efficiency in terms of how far funding, personnel, regulatory, 
administrative, time and other resource considerations contributed to, or hindered the 
achievement of results; 

iii. consider the sustainability of transport activities, that is an assessment of whether key 
results, taking account in particular of the institutional capacity required to maintain 
consistent levels of access and service delivery; 

iv. assess how far the development and delivery of transport programmes has taken account 
of crosscutting issues (environment, gender, capacity-building, etc.), on the one hand, 
and of co-ordination, complementarity and coherence aspects on the other. 

 

3. EVALUATION QUESTIONS 

Introduction 

A number of specific evaluation questions have been elaborated, and as explained below the 
evaluation team is expected fully to address each one insofar as it can. These questions serve 
firstly as a way of articulating the key common demands of interested services, and secondly as 
a means of ensuring that the full extent of stated objectives, obligations and activities in the 
sector is not neglected. The use of questions is also intended to facilitate the organisation of 
discussions and communications between the evaluators and stakeholders. Thus the following 
questions reflect the Commission’s principal fields of interest at the time of commissioning 
the evaluation: 

                                                 
2  Please note the ordering of the five criteria. In the context of the programmes of the External Relations Directorates-General, 

the increased focus on impact is of particular importance given the current emphasis on results-based management as well as 
on partner Governments to focus their policies more on poverty alleviation, good governance, democracy, and sound 
macroeconomic management. 
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A. The Evolution and Impact of Transport Policy in Partnership  
 

1. To what extent were policy and programme development (at a sectoral level) conducted 
in partnership with third countries since the publication of the last major evaluation, 
and with what effect? 

 
Coverage includes: 
 
*  The degree to which strategies and programmes were designed in a manner relevant to 

needs and problems identified in partner countries, including those of an institutional nature 

*  The links which have been identified (or not) at a strategic level between transport and other 
key sectors, such as education, health and rural development, in establishing a clear place 
for transport within the overall development strategy of partner countries and regions, and 
achieving a poverty focus  

* Changes in the style and content of dialogue-shaped programme definition and 
implementation 

* The degree to which Commission programmes sought to address the needs of stakeholders 
outside government 

* The quality and use of data in decision-making, and the degree to which it is backed by 
reliable research  

 
2.  To what extent has policy commitment from partner countries been secured so as to 

ensure the sustainability of transport strategies? 
 
Coverage includes: 
 
* The degree of commitment to transport sector reform, in line with the Commission’s sectoral 

approach, for example as regards institutional restructuring, commercialisation, cost 
recovery from infrastructure users and environmental sustainability  

* The recognition that investment in transport requires significant government commitment on 
the public expenditure side and in terms of capacity-building2, ensuring a reasonable share 
of national budgets, sustained funding, and adequate provision for maintenance  

* Different approaches to securing commitment in different geographical areas, taking 
account of the role of Poverty Reduction Strategies where these have been in operation 

* The leverage of funding from national sources, for example through technical assistance 
actions and studies  
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B. Commission assistance in relation to sustainable economic and social development goals, 
integration into the world economy, and the campaign against poverty   

 
3. How far have Commission strategies, programmes and projects contributed to the 
achievement of sustainable economic benefits? 
 
Coverage includes: 
 
* The facilitation of regional and international trade 

* Direct job creation in the sector, and indirect employment effects where these can be 
attributed 

* Longer-term sustainable wealth creation where this can be measured 

* The reduction of logistics costs for manufactured goods and the reduction of the price of 
exported goods 

* Other measurable benefits to transport users 

 
4. How far have Commission strategies, programmes and projects contributed to poverty 

reduction by improving access to essential services? 
 
Coverage includes: 
 
* Access to food, water, education, employment, healthcare and other basic provisions, 

which are essential to the achievement of social development, especially for disadvantaged 
populations experiencing poverty – this aspect focuses specifically on the degree to which 
transport serves other sectors (whereas question 1 relates more to the establishment of 
strategic priority and weight between sectors).  

* In contrast to question 3, this question focuses more on the impacts of the Commission’s 
activities as they affect beneficiaries, rather than users  

 
5. How far have Commission strategies, programmes and projects contributed to 

economic, and political integration across political and population boundaries? 
 
Coverage includes: 
 
* Removal of cross-border barriers and elimination of bottlenecks at frontiers 

* Links between regional transport networks and the Trans–European Networks, via “Crete 
Corridors” and Pan-European Transport Areas 

* The degree to which the Commission has taken account of broader aspects such as trade 
policy, customs barriers and transport sector liberalisation in designing its interventions 
and ensuring their relevance. 

* Links between transport actions and other policies to encourage regional co-operation 
(cultural, educational, economic, labour market etc) 
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C. Transport Sector Goals 
 

6. How far have Commission strategies, programmes and projects contributed to specific 
sector goals? 

 
The goals referred to in this question would include: 
 
* financial sustainability through provision for management and maintenance and provision 

for revenue; better prioritisation of finance for transport modes in public expenditure 

* institution strengthening and capacity-building 

* reduction of public sector dominance, and a reduction in supply-led policies associated 
with over capacity: allowing transport networks to be adapted to resources 

* compliance with or harmonisation towards international transport standards adopted 
already by the EU 

* fair competition and rational pricing of services 

* improvements in safety and technical interoperability. 

 
D. Horizontal and cross-cutting issues – environment, safety, gender, health, 
 
7.  To what degree have Commission strategies, programmes and projects contributed to 

improvements in health and safety, and in environmental impact? 
 
Coverage includes: 
 
* The use and quality of environmental impact assessment, strategic environmental analysis 

and other similar disciplines during project and programme formulation. Aspects of modal 
balance (including removing freight from the roads), updating regulations, the use of non-
motorised transport, application of the polluter pays principle, and optimising the use of 
existing infrastructure (through traffic management measures) 

* Monitoring and surveillance of transport emissions and other environmental impacts (eg 
on soil and water) 

*  Establishment and enforcement of legal standards, design issues, technical innovations and 
traffic management measures which are aimed at improving safety to passengers, workers, 
and populations otherwise affected by transport 

* Health and safety issues related to increased mobility, eg the transmission of major  
diseases (HIV-AIDS, tuberculosis etc)  

 
8. How far have strategies, programmes and projects sponsored and funded by the 
Commission, and the conditions and context of such funding, contributed to ensuring a 
gender sensitive access to transport services, as well as equal access to members of 
minority or disadvantaged populations? 
 
Coverage includes: 
 

* Participation of minority groups and gender sensitivity in programme and project design 
(distinguishing formalistic and substantive approaches) 

* Promotion of gender equality and non-discrimination in the transport industry  

E. Tools and working practices, financial mechanisms and the programme framework 
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9. To what extent has the design of Commission-sponsored strategies, programmes and 
activities, especially the choice of beneficiaries, funding instruments and donor mix 
(including EIB) facilitated the achievement of specific objectives established for the 
sector?* 
 
Coverage includes: 
 
*  Follow-up to recent major evaluations (including those at project level, and those 

conducted by other donors) covering this aspect 

* To what extent a truly sector-wide approach is being developed in the different 
geographical regions (taking account of intermodal and multimodal aspects, and the 
specific challenges of urban development, of remote or peripheral areas, and of landlocked 
countries with difficult access to port facilities) 

* Whether civil society involvement and other forms of decentralisation have contributed to 
the achievement of specific objectives 

* The role of the Commission in leading and co-ordinating other sector donors, and in 
triggering their funds, and the measures taken to ensure complementarity with those 
donors, especially the World Bank and the EU Member States 

* Whether project definition and appraisal activities are well suited to ensuring that projects 
meet stated objectives (specific and overall) and are sustainable in the continued delivery 
of key results. This includes an analysis of the degree and quality of use of project cycle 
management, economic and financial analysis and logical framework methods as they 
apply to these activities.  

 
10. To what extent has the implementation and delivery by the Commission of support to 

transport projects facilitated the achievement of objectives, and if so, how has it 
benefited from the available tools of a sectoral approach? 

 
Coverage includes: 
 

* The degree of achievement of planned outputs in the sector, including any common factors 
that may impact on the launching, acceleration or completion of projects, or on the 
achievement of value for money and additionality in Commission support.  

* The degree to which tools such as those described in the transport sector guidelines 
(including project cycle management and the logical framework approach) have assisted in 
achieving objectives on the ground should also be considered, paying special attention to the 
experiences of practitioners in delegations and partner countries. 

*  The quality and use of project-level evaluation, and results-oriented monitoring. 

* Concrete suggestions for areas where thematic groups on transport in the Commission could 
define further working tools for the sector would also be appropriate. 

   
Nota Bene: On the basis of the structuring phase (see below §5.2), the consultants may 

propose changes to the evaluation questions (cancel some or add new questions if some 
appeared necessary in order to evaluate all the impacts implied within the objectives set 
out by the European Commission). However, after validation by the Steering Group, no 
more than twelve Evaluation Questions in total should be retained. 
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4. EVALUATION PHASES AND REPORTING  

4.1 Evaluation Phases 

The evaluation will be divided into two phases – a Preparatory Phase, mainly devoted to make 
a preliminary assessment, structuring and preparation of the evaluation approach, and a 
Completion Phase, including in particular the main field visits and final reporting and synthesis 
activities. 

4.1.1 Preparatory Phase 

At the start, the evaluation team will deliver to the Evaluation Unit an inception note 
setting out in full their understanding of these Terms of Reference as well as their 
proposed approach to the work in the Preparatory Phase. The Evaluation Unit will 
determine whether to give its formal agreement to this proposal.  
 
The evaluation team will then examine all relevant key documentation on the past and 
current Commission actions, considering also interventions by the European Investment 
Bank in the sector. This material would include data on the relevant Communications, 
strategy documents and instruments, evaluations, and an analysis based on extensive 
discussions with Commission officials and the EIB. During this documentary work, the 
consultants shall also take into consideration the methods that are currently being used by 
other donors. 
 
With the information obtained the consultants will produce a draft final report on the 
Preparatory Phase to be delivered to the Evaluation Unit. In this document, which 
focuses to the structuring of the evaluation, the consultants will present the intervention 
logic of the EC co-operation in the transport field, examining its key objectives and their 
order of priority, and assessing (a) their relation to need; (b) their intended impacts; (c) 
their logic, context and overall coherence, including the assumptions, conditionality and 
risks attached to each. The evaluation team should also consider constraints, 
hypotheses/assumptions and external influences as they appear from documentation and 
interviews, and furthermore the external coherence of the programmes (in relation to other 
EU policies, Country needs and policies, other donors, other geopolitical factors).  
 
For each evaluation question, the consultant will: 
 
• identify an appropriate judgement criterion (or criteria); and select relevant 
quantitative and qualitative indicators for each Judgement Criterion identified (this in turn 
will determine the scope and methods of data collection). 

 
On the basis of the Evaluation Questions and their corresponding Judgement Criteria and 
associated Indicators, the team will then identify and set out proposals for the following: 

 
i.  suitable methods of data and information collection both in Brussels and 
during the field phase  -  literature, interviews both structured and unstructured, 
questionnaires, seminars or workshops, case studies, etc.  -   indicating any limitations 
and describing how the data should be cross-checked to validate the analysis. If 
necessary, a pilot field visit may be proposed to verify the field phase methodology before 
the end of the preparatory element. The consultants will also propose a list of 
activities/projects/programmes that could be retained for in depth analysis during the 
completion phase. Choice of countries for field visits should be on the basis of clear and 
objective criteria justifying the approach to case studies which is being taken. 
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ii. appropriate methods of analysis of the information and data collected, again 
indicating any limitations;    and  
 
iii. the basis to be used for making the judgements, which should be directly related to 
the Judgement Criteria set up during the first phase but adaptable should the field findings 
so dictate. 

 
Following comments on the draft final report from members of the Steering Group and from the 
Evaluation Unit, the evaluators will present the final Report on the Preparatory Phase3 setting 
out their results and detailing their proposed approach and methodology for the Completion 
Phase of the evaluation (eg. analytical grid for case studies, model of interview, example of 
questionnaires, etc.). The full Completion Phase will not start before the proposed approach and 
methodology have been approved by the Evaluation Unit, and a final report on the 
preparatory phase has been accepted. 
 
The consultants will propose the approach and methodology for the field visits as well as the 
structure of the final evaluation report, and a proposal for the allocation of financial and human 
resources to the Completion Phase of the evaluation. 
 
The overall cost of the preparatory phase is expected to be (to be completed, including 
reimbursable etc) 

4.1.2 The Completion Phase 

An updated Terms of Reference, purely related to the Preparatory Phase, will be prepared by the 
Evaluation Unit. This will specify the human resource and costs allocation agreed on the basis 
of the previous phase.  As in the Preparatory Phase, the evaluation team will begin its work in 
the Completion Phase by delivering to the Evaluation Unit an inception note reiterating the 
proposed approach to the remaining steps of the evaluation, together with a statement of the 
proposed allocation of human and financial resources. After the Evaluation Unit’s formal 
agreement to this proposal is secured, work will begin. 
 
Following satisfactory completion of the inception report, the evaluation team will proceed to 
undertake the field missions. The fieldwork, the duration of which shall be discussed with the 
Steering Group, shall be undertaken on the basis set out in the Final Report of the Preparatory 
Phase, and agreed by the Steering Group. If during the course of the fieldwork any significant 
deviations from the agreed methodology or schedule are perceived as being necessary, these 
should be explained to the Steering Group through the Evaluation Unit. The Evaluation Unit 
may request to accompany the evaluators on field visits, though strictly in an observing 
capacity. The evaluation teams should be prepared to provide a full debriefing in the 
Commission delegations located in countries which are visited.  
 
At the conclusion of the field study the team will proceed to prepare the field mission report 
for delivery by e-mail to the Steering Group through the Evaluation Unit no later than ten 
working days after returning from the field. The team will also give an end-of-visit de-briefing 
to the Steering Group in Brussels. 

                                                 
3 It should be drafted following the structure set out in Annex 2. 
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4.2 Final evaluation report 

The evaluators will proceed with drafting the Final Evaluation Report. This draft will be 
structured as set out in Annex 3 and should take due account as appropriate of comments 
received during previous steering group meetings. It should be noted that after having answered 
the evaluative questions – and on the basis of these answers – the consultants shall provide an 
overall assessment of the EC strategy in the transport sector (see below Annex 3; § 4.2). 
 

This Draft Final Report will be delivered to the steering group through the Evaluation Unit. 
Then, three working weeks will be allocated to the steering group in order to consider this draft. 
On the basis of comments received, the team of evaluators shall bring the appropriate final 
amendments before submitting their Final Report to the Evaluation Unit. The evaluators may 
either accept or reject the comments made by the Steering Group, but, in case of rejection, they 
shall motivate (in writing) their refusal. 
 

Finally, the evaluation team (or part of it) will, at the conclusion of the study, take part in a 
seminar in Brussels to discuss the evaluation findings with the steering group and other relevant 
stakeholders. 
 

The reports shall be drafted in French or English, with the main text of the final evaluation 
report in both languages. Field phase reports (which will appear in annex to the final report) 
should be written in the predominant working language of the delegation in the country 
concerned. 
 

The written quality in the reports must be outstanding. The findings, analysis, conclusions and 
recommendations should be thorough. They should reflect a methodical and thoughtful 
approach to the evaluative questions, and finally the link or sequence between them should be 
clear. 

5. STEERING GROUP 

The progress of the evaluation will be followed closely by a Commission Steering Group 
consisting of members of the RELEX family services as well as other relevant Directorates 
General under the chairmanship of the Evaluation Unit. 
 

This Steering Group will act as an interface between the evaluation team and Commission 
services. The members of the Steering Group will provide information and documentation on 
activities undertaken in the field of transport, and they will advise on the quality of work done 
by the consultants. Finally, the Steering Group will assist in feedback of the findings and 
recommendations from the evaluation into future programme design and delivery. 
 

Proposed Steering Group meetings are indicated with a *** in paragraph 7.1 below.  

6. EVALUATION TEAM 

This evaluation is to be carried out by a multi-disciplinary team with experience in at least the 
following fields: transport economics, civil engineering (transport infrastructure and services), 
environmental assessment, country strategy analysis, macroeconomics, private sector 
development, social development. Consultants should also possess an appropriate training and 
documented experience in the management of evaluations, as well as evaluation methods in 
field situations. The team should comprise consultants familiar with the main regions to be 
covered, but especially ACP, the TACIS countries and the Mediterranean.  
 

The Evaluation Unit recommends strongly that consultants from beneficiary countries be 
employed (particularly, but not only, during the Field Phase). 
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7. TIMING AND BUDGET  

7.1 Calendar 

The evaluation will start in June 2002 with completion of the final report on the main study scheduled 
for July 2003. 
 
The following is the indicative schedule: 
 
– Inception Note for the Preparatory Phase (working document for the launch 

meeting) 

– *** Launch Meeting (Steering Group + consultants) Mid-June 2002 

– Preparatory Phase final report (first draft) September 2002  

– *** Steering Group Meeting  Three weeks after delivery of the 
Preparatory period final report 
(first draft) 

– Preparatory Phase Final Report mid-October 

– Completion Phase Inception Report 1 November 

– *** Steering Group Meeting (to prepare field visits) mid-November 

– Field Phase Late-November 

– Draft Report field phase  30 March 2003 

– *** Steering Group meeting field phase and preparing final 
report phase   

Three weeks after delivery of the 
draft field phase report 

– Final Field Phase Report Early May 2003 

– Draft final report  May 2003 

– *** SG meeting  draft final report (*** possibly followed 
by a second SG meeting as required) 

Three weeks after delivery of the 
draft final report 

– Final report  c.15 July 2003 

– (***) Seminar in Brussels   July 2003 

7.2 Cost of the Evaluation  

The Preparatory Phase is expected to be undertaken within a limit of € 90.000 (excluding re-
imbursables). 
 
In the inception report for the Preparatory Phase, the consultant will set out in detail the 
proposed allocation of human and financial resources for this phase as agreed by the Evaluation 
Unit. 
 
At the end of the Preparatory Phase, the consultant will make a proposal for the cost of work 
and allocation of resources to be in the Completion Phase. The cost of the Completion Phase, 
including the field visits, will be determined on the basis of the Preparatory Phase final report, 
and particularly on the basis of discussion with the steering group regarding which countries 
should be visited and why.  The agreed amount, and detailed proposal for resource allocation, 
will be reflected in the inception report for the Completion Phase. 
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Payment will take place on the following basis: 

Preparatory Phase 

Tranche 1 of payment of lump sum costs (30%), on acceptance of Inception report. 

Tranche 2 of payment of lump sum costs (50%) on acceptance of Draft Final Report. 

Tranche 3 of payment of lump sum costs (20%) on acceptance of Final Report. 

Completion Phase 

Tranche 1 of payment of lump sum costs (30%), on acceptance of Inception report. 

Tranche 2 of payment of lump sum costs (50%) on acceptance of Draft Final Report. 
Tranche 3 of payment of lump sum costs (20%) on acceptance of Final Report. 
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ANNEX 1 - KEY OFFICIAL DOCUMENTATION FOR THE EVALUATION  

• COM (2000) 422 Communication from the Commission to the Council and the European 
Parliament: Promoting Sustainable transport in Development Co-operation 

• COM (2001) 126 Communication from the Commission to the Council and the European 
Parliament: Enhancing Euro-Mediterranean Co-operation on Transport and Energy 

• COM (2000) 212 Communication from the Commission to the Council and the European 
Parliament - The European Community's Development Policy 

• Towards Sustainable Transport Infrastructure – A Sectoral Approach in Practice: Transport Sector 
Guidelines, DG Development, 1996 

• Regional Funding Conference for SE Europe – “Quick Start Package” 

• Ten Pan-European Transport Corridors and Pan-European Transport Areas (MoUs etc) 

• Previous Transport Sector Evaluation: TECNECON/ DG Development, 1995, and Synthesis Note 
(March 1994) 

• PHARE Transport Evaluation, TRADEMCO etc, 1999   

• National and Regional Monitoring Reports (to be specified) 

• Partnership and Co-operation Agreements, Asia and LA Strategy Documents, Barcelona process 
documents 

• ALA, TACIS and CARDS Regulations 

• Country Strategy and Regional Strategy Papers 

• World Bank Documentation “ Transport Economics and Sector Policy” (internet) 
http://www.worldbank.org/transport/ 

• Documentation of the EU-Russia Sub-Committee on Transport, Telecommunications and Space 

• Northern Dimension Action Plan 

• DG DEV Draft Guidelines for the Development of Indicators in Country Strategy Papers 

• Programming Guidelines for the Transport Sector (DG Development, 2001) 

• White Paper COM (2001) 370 European Transport Policy for 2010 – Time to Decide 

• Liberalization of Shipping in West and Central Africa and the Role of Development Policy 

• OECD DAC and World Bank databases – previous evaluation reports in the sector and new 
programming guidelines 

• EIB Lists of past projects, reports and evaluations (to be specified) 

• “Lomé IV – Programming of the Second Financial Protocol: Compilation of Sectoral Notes”, DG 
VIII, 1995 

• Commission Manuals (DG VIII, AIDCO) on Project Cycle Management and Economic and 
Financial Analysis. 
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ANNEX 2: OUTLINE STRUCTURE FOR THE REPORTS 

Outline Structure of the Preparatory Phase Final Report 

Part 1: Reconstruction of the hierarchy, logic, related assumptions and intended impacts of the 
objectives of the EC’s interventions in the field of transport. 

Part 2: Presentation of the key evaluation questions, judgement criteria and associated indicators. 

Part 3: Analysis of the information and data available at the end of the first phase and indications of 
any missing data, so as to inform the work plan for the field phase.  

Part 4: Proposed field phase methodology (methods of enquiry, data collection and sampling, &c vis-
à-vis the information sought). 

Part 5: Proposed analysis methodology based on sound and recognised methods used for evaluation. 
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ANNEX 3: OUTLINE STRUCTURE OF THE FINAL EVALUATION REPORT 

Length: The overall length of the final evaluation report should not be greater than 50 pages (including 
the executive summary). Additional information on overall context, programme or aspects of 
methodology and analysis should be confined to annexes (which however should be restricted to the 
important information). 
 

1. Executive Summary 
 
Length: 5 pages maximum 

This executive summary must produce the following information: 

1.1 – Purpose of the evaluation; 

1.2 – Background to the evaluation; 

1.3 – Methodology; 

1.4 – Analysis and main findings for each Evaluative Question; short overall assessment; 

1.5 – Main conclusions;* 

1.6 – Main recommendations.* 

* Conclusions and recommendations must be ranked and prioritised according to their relevance 
to the evaluation and their importance, and they should also be cross-referenced back to the key 
findings. Length-wise, the parts dedicated to the conclusions and recommendations should 
represent about 40 % of the executive summary 

 
 

2. Introduction 
 
Length: 5 pages 
 

2.1 – Synthesis of the Commission’s  Strategy and Programmes: their objectives, how 
they are prioritised and ordered, their logic both internally (ie. the existence – or 
not – of a logical link between the EC policies and instruments and expected 
impacts) and externally (ie. Within the context of the needs of the country, 
government policies, and the programmes of other donors); the implicit 
assumptions and risk factors; the intended impacts of the Commission’s 
interventions.*  

2.2 – Context: brief analysis of the political, economic, social and cultural dimensions, as 
well as the needs, potential for and main constraints.*  

2.3 – Purpose of the Evaluation: presentation of the evaluative questions     

* Only the main points of these sections should be developed within the report. More detailed 
treatment should be confined to annexes 
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3. Methodology 
 
Length: 10 pages 
 
In order to answer the evaluative questions a number of methodological instruments must be 
presented by the consultants: 
 

3.1 – Judgement Criteria: which should have been selected (for each Evaluation Question) 
and agreed upon by the steering group; 

3.2 – Indicators: attached to each judgement criterion. This in turn will determine the scope 
and methods of data collection; 

3.3 – Data and Information Collection: can consist of literature review, interviews, 
questionnaires, case studies, etc. The consultants will indicate any limitations and will 
describe how the data should be cross-checked to validate the analysis. 

3.4 – Methods of Analysis: of the data and information obtained for each Evaluation 
Question (again indicating any eventual limitations); 

3.5. – Methods of Judgement 

 

4. Main Findings and Analysis 
 
Length: 20 to 30 pages 
 

4.1 – Answers to each Evaluative Question, indicating findings and  conclusions for each; 

4.2 – Overall assessment of the EC Strategy. This assessment should cover:  

– Relevance to needs and overall context, including development priorities and co-ordination 
with other donors;  

– Actual Impacts: established, compared to intended impacts, as well as unforeseen impacts or 
deadweight/substitution effects; 

– Effectiveness in terms of how far the intended results were achieved: 

– Efficiency: in terms of how far funding, personnel, regulatory, administrative, time and other 
resource considerations contributed or hindered the achievement of results;  

– - Sustainability: whether the results can be maintained over time. 

 

5. A Full Set of Conclusions and Recommendations 
 
Length: 10 pages 
 

A Full set of Conclusions* and Recommendations* (i) for each evaluation question; (ii) as an 
overall judgement.  (As an introduction to this chapter a short mention of the main objectives of 
the country programmes and whether they have been achieved ) 
 

*All conclusions should be cross-referenced back by paragraph to the appropriate findings. 
Recommendations must be ranked and prioritised according to their relevance and importance to 
the purpose of the evaluation (also they shall be cross-referenced back by paragraph to the 
appropriate conclusions). 
 



 



 

 

Annex 2 - Evaluation questions, criteria 
and indicators 
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Theme: A THE EVOLUTION AND IMPACT OF TRANSPORT POLICY IN PARTNERSHIP 

Evaluation Question: 

No. 1 

TO WHAT EXTENT WERE POLICY AND PROGRAMME DEVELOPMENT AT SECTORAL LEVEL CONDUCED IN 
PARTNERSHIP WITH THIRD COUNTRIES SINCE THE PUBLICATION OF THE LAST MAJOR EVALUATION AND WITH 
WHAT EFFECT? COVERAGE INCLUDES: 
 The degree to which strategies and programmes were designed in a manner relevant to needs and problems 

identified in partner countries, including those of an institutional nature; 
 The links which have been identified (or not) at a strategic level between transport and other key sectors, such 

as education, health and rural development, in establishing a clear place for transport within the overall 
development strategy of partner countries and regions, and achieving a poverty focus; 

 Changes in the style and content of dialogue shaped programme definition and implementation; 
 The degree to which Commission programmes sought to address the needs of stakeholders outside 

government. 
 The quality and use of data in decision-making and the degree to which it is backed by reliable research. 

Understanding and approach 
to the question 

Title I of the Cotonou Agreements provide the objectives, the principles and the actors involved in the partnership 
relation. However, the text does not provide any operational definition of the concept of partnership. The 
underlying assumption is that a good partnership with local authorities and stakeholders that is based on reliable 
information ensures a good integration of the initiatives in the transport sector with other sector policies, and 
therefore the relevance of EC interventions in the sector. 
Economic actors such as haulers, traders or farmers are directly interested by the effectiveness of transport. The 
question involves verifying the extent to which these stakeholders have a voice in the decision-making process 
and/or to what extent their concerns are actually taken into account. 
The last major evaluation1 also stressed the fact that donor-led transport infrastructure programmes were not 
adequately maintained. Local ownership was presented as a condition for improving maintenance. Therefore, 
improving partnership at various stages of the preparation and implementation of the project is seen as a way of 
ensuring better maintenance. 

                                                 
1  EC (1995), Evaluation of EDF Transport Sector projects and Programmes, Final Report, Tecnecon, March. 
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Intervention Logic i) Links with overall intervention logic 

One of the conclusions of the TecnEcon evaluation is that EC interventions are not sufficiently well coordinated 
with overall national policy strategies. Moreover, those projects are often seen as an “end in itself rather than as a 
component of a consistent sectoral policy”. These elements result in some projects being inconsistent with policies 
proposed for other sectors or even with policies for the transport sector. Question 2 aims to assess the extent to 
which these conclusions have been taken into account and a sectoral approach has been implemented for transport.  
ii) Internal intervention logic of the question 
The idea that increased partnership leads to more relevant projects must be verified especially if poverty reduction is 
presented as the overarching objective of aid, since it is not clear that this kind of priority is shared by the local 
governments and that other concerns such as prestige, priority to capital cities, vested interests will not influence the 
choices. Actual motivations of the different stakeholders will be looked at, based on recent analysis of the 
institutional features of aid2. 
If there is a causal link between increased partnership and better relevance of EC interventions, it will be hard to 
prove. The first step is to find evidences of a partnership, the second is to assess the relevance of EC interventions 
and the third is to show whether there is a link between both. The main practical way to assess this link is likely to 
be through interviews with stakeholders, asking them whether they feel they had a say in the transport sector policy 
and if the results have met their requests or advices. 

Type/mode of the 
interventions to be analysed 

 Capacity building and TA interventions where sectoral policy aspects as well as safety and environmental 
components are included; 

 Large investment programmes (road, railroads, air) where consultation with stakeholders is more likely; 
 Rural roads where consultation could have taken place and where inter-sectoral linkages are more evident. 

 

                                                 
2  Martens, Bertin et alia (2002), The Institutional Economics of Foreign Aid, Cambridge University Press, Cambridge. 



EVALUATION OF THE EC INTERVENTIONS IN THE TRANSPORT SECTOR IN THIRD COUNTRIES  ADE 

Final Report - Volume 2 – Annexes 1-4 – May 2004 Annex 2/page 3 

 

Judgement Criteria Indicator Comment 

I1 Existence of a sectoral policy document 

I2 Reference to national priorities in EC 
project documents 

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

I5 There is a MTEF and an annual budget 

If the EC is financing transport sector 
investment in countries where no explicit 
transport sector policy is available or 
prepared with EC support, it is unlikely that 
any formal partnership is organized. 

C2 Inter-sectoral linkages have been properly 
identified I6 Existence of multisectoral policy papers in 

which transport is identified    

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors C3 

The delegation plays an active role to 
promote and lead coordination and 
complementarity with other donors specially 
MS and the WB I7 Agreement of common donor approach 

  

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government C4 

The delegation plays an active role to 
enhance sector coordination with the 
government, who has the lead role I8 Sectoral approach agreed with the 

government 

  

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

I9 

Existence of activity reports or meeting 
minutes of road boards, community 
councils or other institutions bringing 
together different stakeholders 

In principle, the road board (often related 
with a road fund) is a typical form of 
institutionalisation of the partnership  

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women,…) 
have been involved at different stages of the 
intervention cycle  

I10

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

Dialogue with non-government 
stakeholders is specially important to ensure 
that interventions provide solutions to poor 
people needs and to encourage ownership 
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C7 

Conflicting views about specific transport 
projects have been publicly expressed and 
the final decision has taken them into 
account -which does not mean accepted 
them 

I10

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

C8 
Stakeholders feel their views have been 
taken into account and have contributed to 
improve the project’s impact 

I11
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 

which is determinant to the sustainability of 
the intervention 

I71 The problem addressed by the intervention 
has been clearly and explicitly identified 

I72
The objective of the project is clearly stated 
and explicitly addresses the problem 
identified 

I73 Overall objectives and project purpose are 
clearly and correctly differentiated 

I74 The objectives of the project are 
quantifiable and are effectively quantified 

I75 Project identification and formulation 
documents 

I70 Assumptions and risk clearly stated 

C50 
Projects are designed according to PCM and 
EcoFin and according to the transport 
sector guidelines 

I76

PCM/ECOFIN conformity of the structure 
of financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

A correct application of the tools should 
allow for a design that is relevant to the 
needs and problems identified in partners 
countries 
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Theme: A THE EVOLUTION AND IMPACT OF TRANSPORT POLICY IN PARTNERSHIP. 

Evaluation Question: 

No. 2 

TO WHAT EXTENT HAS POLICY COMMITMENT FROM PARTNER COUNTRIES BEEN SECURED SO AS TO ENSURE THE 
SUSTAINABILITY OF TRANSPORT STRATEGIES? COVERAGE INCLUDE: 
 The degree of commitment to transport sector reform, in line with the Commission’s sectoral approach, for 

example as regards institutional restructuring, commercialisation, cost recovery from infrastructure users and 
environmental sustainability; 

 The recognition that investment in transport requires significant government commitment on the public 
expenditure side and in terms of capacity-building, ensuring a reasonable share of national budgets, sustained 
funding, and adequate provision for maintenance; 

 Different approaches to securing commitment in different geographical areas, taking account of the role of 
Poverty Reduction Strategies where these have been in operation; 

The leverage of funding from national sources, for example through technical assistance actions and studies. 

Understanding and approach 
to the question 

The question concerns an assessment of the level of commitment of the partner government to the principles set 
out in the 1996 EC’s “Transport Sector Guidelines”3. 
The Terms of Reference indicate what is meant by “commitment” by stating that “The degree of commitment to transport 
sector reform, in line with the Commission’s sectoral approach, for example as regards institutional restructuring, commercialisation, cost 
recovery from infrastructure users and environmental sustainability.” However, “commitment” is a term that lacks precise 
quantitative definition and it is a term that can be understood by different parties in different ways. Furthermore, 
there may be a difference between stated intent and actual achieved commitment, so it is probably best to find measures 
that are representative of actual commitment, such as: 
 Level of institutional restructuring, 
 Level of commercialisation, 
 Cost recovery from infrastructure users, 
 Share of national budgets, 
 Level of provision for maintenance, 
 Capacity building for transport sector reform, 

                                                 
3  EC (1996), Towards Sustainable Transport Infrastructure – A Sectoral Approach in Practice: Transport Sector Guidelines, DG Development. 
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 Leverage of funding from national sources 
The environmental aspects of this question are treated under Question 8. 

Intervention Logic i) Links with overall  intervention logic 
One of the main conclusions of the TecnEcon evaluation is that, often, partner governments have not fulfilled their 
obligations in terms of maintenance and management of infrastructure and, although this can jeopardize the success 
of the project, donors have not been firm enough in this respect. The aim of this question is to assess to what extent 
this conclusion has been taken into account. 
ii) Internal intervention logic of the question 
In terms of the internal logic of the question, the hypothesis is that the greater the commitment by the partner, the 
higher the likelihood of an effective intervention by the EC. Historically, this hypothesis leads on from the 
conclusions of the TecnEcon transport evaluation of 1993 and the subsequent development of the EC’s “Transport 
Sector Guidelines”. 

Type/mode of the 
interventions to be analysed 

 Interventions of all types (e.g. technical assistance, construction projects, etc.) 
 Interventions in all modes of transport (e.g. road, rail, air, maritime, inland waterways, urban transport, rural 

transport etc.) 

Judgement Criteria Indicator Comment 

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

I9 

Existence of activity reports or meeting 
minutes of road boards, community 
councils or other institutions bringing 
together different stakeholders 

A Road Board or similar institution gives a 
forum to discuss and possibly ensure 
commitment from partner government. 

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

C9 Maintenance of transport infrastructure and 
equipments is ensured 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered 
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I14 Existence of cost recovery procedures, for 
instance petrol taxes 

I15
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

  

I17 Maintenance status of infrastructure in the 
field 

 

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I8 Sectoral approach agreed with the 
government 

C10 

The delegation plays an active role to ensure 
commitment from partner country to 
guarantee adequate management and 
maintenance of infrastructure 

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

  

C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

I18 Evidence of new laws, regulations and 
organization procedures   

I19 Existence and effective use of competitive 
procurement procedures 

I20 Evidence of competition between transport 
suppliers 

I21 Size of the road fund compared to the 
public resources dedicated to transport 

C12 The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 
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I22
Status of the staff in charge of transport 
services and infrastructure maintenance  (is 
it public or private?) 

  

I23 Bias in competition between transport 
enterprises or modes 

 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered C13 

The partner government has undertaken 
sectoral reforms to ensure cost recovery 
from infrastructure users I14 Existence of cost recovery procedures, for 

instance petrol taxes 

  

C14 There are training scheme on transport 
sector programming and management I24 Existence of training programmes   
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Theme B COMMISSION ASSISTANCE IN RELATION TO SUSTAINABLE ECONOMIC AND SOCIAL DEVELOPMENT GOALS, 

INTEGRATION INTO THE WORLD ECONOMY, AND THE CAMPAIGN AGAINST POVERTY 

Evaluation Question: 

No. 3 

HOW FAR HAVE COMMISSION STRATEGIES, PROGRAMMES AND PROJECTS CONTRIBUTED TO THE ACHIEVEMENT 
OF SUSTAINABLE ECONOMIC BENEFITS? COVERAGE INCLUDES: 
 The facilitation of regional and international trade, 
 Direct job creation in the sector, and indirect employment effects where these can be attributed, 
 Longer-term sustainable wealth creation where this can be measured, 
 The reduction of logistics costs for manufactured goods and the reduction of the price of exported goods, 
 Other measurable benefits to transport users. 

Understanding and approach 
to the question 

Theme B deals with the extent to which EC interventions in the transport sector have contributed to the 
achievement of the three main objectives of the EU development policy, as stated in the EU Treaty4: (i) sustainable 
economic and social development, (ii) gradual integration into world economy and (iii) poverty reduction. 
In particular, Question 3 focuses on the first objective of sustainable development but concentrates only on 
sustainable economic development and leaves aside the aspects of social development. Question 3, thus, aims to assess 
the impact of EC transport interventions on sustainable economic development especially in terms of the (i) facilitation of regional and 
international trade, (ii) enhanced economic efficiency and  (iii) employment and wealth creation. 

Key assumptions 

 Interventions are inserted into a sectoral or national development policy in order to ensure that they are relevant 
and that they have the largest possible effect on the economic system; 

 The regulatory framework allows to pass the gains on efficiency to the whole system (e.g., a better road where 
the service is handled by a –state- monopoly will only reinforce monopolistic power); 

 Maintenance is ensured in order to guarantee that benefits are sustainable; 
 The achievement of sustainable economic benefits is an intended objective of the EC intervention. 

Regional aspect 

This question is specially relevant in countries where the specific objective of EC cooperation policy is directly 
                                                 
4  Treaty on European Union, signed in Maastricht on 7 February 1992. 
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related to trade and regional integration, such as Mediterranean and Easter European countries or to Regional 
Indicative Programmes in the ACP region. It is also important in least developed regions under the assumption that 
economic growth and increased trade enhances development and contributes to poverty reduction. 

Intervention Logic The working hypothesis is that improvements of transport infrastructure, services and regulatory framework provide 
an environment conductive to a sustainable economic development. “It provides vital links between centres of 
production and markets in economic sectors such as agriculture, industry and mining, and tourism. For regional 
development, it facilitates the flow of goods and people along import-export corridors linking coastal ports and 
landlocked countries”5. 
Two main aspects 

 International trade and regional development: better transport infrastructure and services facilitates exchange of goods, 
services and people with other countries. This has two effects: First, it opens new possibilities (new markets to 
export, new products to commercialise locally, exchange of knowledge and technology enhanced, job 
opportunities locally and abroad, …) and, second, it contributes to align local prices to international levels (in 
some cases, this can have a negative impact if this movement is upwards and local revenues do not follow but, 
in many cases, the adjustment is downwards as local monopolies are faced to international competition). 

 Enhanced market efficiency: better transport infrastructure and services facilitates exchange of goods, services and 
people within the country. This has two effects: a direct effect of reducing logistics cost as transport becomes 
cheaper and an indirect effect of reducing production costs on all sectors through the reduction of logistic costs 
of intermediate inputs. 

Type/mode of the 
interventions to be analysed 

 Rural roads that are likely to interconnect markets, 
 Inter-urban roads that are likely to interconnect markets, 
 Rail roads, ports and airports or maritime projects that aim to increase international trade. 

 

                                                 
5  Transport Sector Guidelines, page 5. 
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Judgement Criteria Indicator Comment 

I1 Existence of a sectoral policy document 

I2 Reference to national priorities in EC 
project documents 

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

I5 There is a MTEF and an annual budget 

In order to ensure that they are relevant and 
that they have the largest possible effect on 
the economic system 

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered 

I14 Existence of cost recovery procedures, for 
instance petrol taxes 

I15
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

C9 Maintenance of transport infrastructure and 
equipments is ensured 

I17 Maintenance status of infrastructure in the 
field 

In order to guarantee that benefits are 
sustainable 
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C15 Taxes do not hamper trade and transport I25 Import and export tax as % of value of 
imports and exports 

The regulatory framework determines 
whether the gains on efficiency can be 
passed to the whole system 

I26

Existence of non-tariff barriers (such as 
export and import licences, ban from 
exporting “strategic” goods such as cereals, 
seed cotton, etc….) 

I27
Transport prices fluctuations show they are 
free and reflect open competition between 
transporters 

I28 Existence of road blocks 
I29 Waiting time at berth 

C16 Regulations do not hamper trade and 
transport 

I30 Waiting time at border crossings 

EC support to improve efficiency may be 
jeopardize by regulation supporting 
inefficient operators or distorting practices 

C17 Improving access to international markets is 
an explicit objective of the intervention I31

Quality of baseline and monitoring data. For 
example, inland transport or port cost as % 
of export fob price, waiting time to berth, 
loading delays, time and cost of red tape 

If it is a intended impact of the intervention, 
then the problem should have been assessed 
(baseline studies) and the progress 
monitored 

C18 Better market efficiency is an explicit 
objective of the intervention I32

Quality of baseline and monitoring data. For 
example, inter-market price correlation for 
staple goods (food, fertilizers, etc.) or traffic 
volumes of passengers, goods, etc. 

If it is a intended impact of the intervention, 
then the problem should have been assessed 
(baseline studies) and the progress 
monitored 

I33 Import/export volumes before and after 
EC intervention 

C19 International trade has increased after EC 
intervention I34 Traffic volumes of passengers and goods 

These criteria can be taken in aggregated 
terms (national level) but, in that case, the 
causality is difficult to determine. 
Otherwise, focus on goods that could be 
affected by the intervention and/or the 
most relevant region. 
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C20 Prices of traded goods are closer to 
international levels after EC intervention I35 Market prices, export parity price (EPP) and 

import parity price (IPP) 

idem. Some representative prices to be 
considered are: food staples, fertilizers, etc. 
but this will also depend on data availability. 
The rationale is that better transport 
infrastructure and services allow better 
integration of markets and a measure of this 
can be approximated through the 
comparison of IPP and EPP as these 
variables become closer the more integrated 
markets are. 

C21 Transport and transaction costs  have 
decreased after EC intervention I36 Evolution of prices such as ton/km  or 

passenger/km  

For example, a large cotton company picks 
up and centralize the product from different 
productive centres and would keep records 
of cost of transport 

C22 Increased stability of prices of staple goods I37 Time series of prices of staple goods   

C23 
Flows of goods and people have increased 
at local, regional and international levels 
after EC intervention 

I34 Traffic volumes of passengers and goods   

I38 Number of jobs directly created by the 
works (incl. duration) 

I39 Employment in new enterprises created due 
to improved access  C24 New jobs have been created after EC 

intervention 

I40 New agricultural land open 

I38. Labour intensive techniques may or 
may not be appropriated depending on the 
opportunity cost of workers 
I39. The causality is difficult to establish in 
this context. However, if regional or local 
statistics regarding employment in areas of 
EC interventions exist, they should be used 

I30 Waiting time at border crossings 
I34 Traffic volumes of passengers and goods 

I49 Evidence of improvements on border 
infrastructure and administrative procedures

C31 
Effective regional  transport corridors are in 
place and are used. In some cases they are 
connected with the TEN 

I50 Explicit links between MED and CIS 
transport infrastructure and the TEN 
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Theme B COMMISSION ASSISTANCE IN RELATION TO SUSTAINABLE ECONOMIC AND SOCIAL DEVELOPMENT GOALS, 

INTEGRATION INTO THE WORLD ECONOMY, AND THE CAMPAIGN AGAINST POVERTY 

Evaluation Question:  

No. 4 

HOW FAR HAVE COMMISSION STRATEGIES, PROGRAMMES AND PROJECTS CONTRIBUTED TO POVERTY 
REDUCTION BY IMPROVING ACCESS TO ESSENTIAL SERVICES? COVERAGE INCLUDES: 
 Access to food, water, education, employment, healthcare and other basic provisions, which are essential to the 

achievement of social development, especially for disadvantaged populations experiencing poverty – this aspect 
focuses specifically on the degree to which transport serves other sectors (whereas question 1 relates more to 
the establishment of strategic priority and weight between sectors); 

 In contrast to question 3, this question focuses more on the impacts of the Commission’s activities as they 
affect beneficiaries, rather than users. 

Understanding and approach 
to the question 

Theme B deals with the extent to which EC interventions in the transport sector have contributed to the 
achievement of the three main objectives of the EU development policy, as stated in the EU Treaty6: (i) sustainable 
economic and social development, (ii) gradual integration into world economy and (iii) poverty reduction. In 
particular, Question 4 focuses on the objective of poverty reduction. 
Transport and poverty reduction 

A better transport system may contribute to poverty reduction through the following, complementary, channels: 
 Improving accessibility to basic services such as education, healthcare, water, food, etc. but also to markets and 

job opportunities; 
 Enhancing overall economic efficiency, and therefore economic development, by lowering transaction and 

production costs; 
 Increasing empowerment, at the preparatory stage by carrying it out in a participatory way and, in general, by 

allowing more efficient communication channels and information flows and thus allowing political and social 
involvement as well as -when well designed- by allowing minority vulnerable groups to access services, markets 
and information; 

 Increasing security. For instance, better access from/to vulnerable zones enhance food security and emergencies 
are better handled when there are better transport systems. 

                                                 
6  Treaty on European Union, signed in Maastricht on 7 February 1992. 
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Question 4 aims to assess the impact of EC transport interventions on poverty reduction by improving access to basic services such as 
education, healthcare, water, food, employment, etc. Therefore, this question focuses on the first aspect through which 
transport systems have an effect on poverty reduction. The second aspect (economic efficiency) is treated in 
Evaluation Question 3, while the other two aspects (empowerment and security) will be, as far possible, be treated in 
this question. 
Key Assumptions 

 Intervention are inserted into a sectoral or national development policy in order to ensure that the intervention 
is relevant and that it has the largest possible effect on the economic system; 

 Maintenance is ensured in order to guarantee that benefits are sustainable. Otherwise the effect on poverty 
reduction will be temporary; 

 Services are provided at a price that is affordable to the poor, although this is difficult to measure; 
 The improved access to basic services by the poor is an intended objective of the EC intervention. 

Some Issues 

 Relevance of the question. Poverty reduction is the main objective of EC development policy according to the 
Statement of the Council and the Commission7. However, in some regions, EC development interventions can 
be guided by more specific objectives. In those cases, although the question of the extent to which EC 
interventions have contributed to poverty reduction is still relevant, the judgement of the intervention (in terms 
of relevance) will depend on the specific objectives of the intervention and of the EC development policy in the 
country or region involved. 

 Level of Development: Although the general objective can be the same, more specific objectives may differ 
according to the level of development because the needs for transport services will differ. For instance, in the 
least developed countries rural interventions are most needed while mid-income countries will need more urban 
and inter-urban transport requirements. This distinction in terms of need is reflected in different types of 
sectoral strategies. Another way to tackle this differentiation is to focus on the development strategy. Whether it 
is based on the development of the rural sector, on the local industry or on international trade, in each case, 
needs, objectives and strategies for the transport sector will differ; 

 Special attention should be paid to cases of low-density population (small islands, arid zones, mountains, etc.). 
 

                                                                                                                                                                                                                        
7  The European Community’s Development Policy, Statement by the Council and the Commission, Brussels, 10 November 2000. 
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Intervention Logic The poor need good quality basic services (education, health, etc.). These services may be available or not, according 
to the different sectoral policies. Even when they are available, the poor may not have access to them either because 
of financial/economic constraints (they are provided at a price that is not affordable to them or the opportunity cost 
to use the service, such as sending children to school vs. to work - is too high) or because of physical constraints, 
such as limited transport means. Therefore, the first working hypothesis is that improvements of the transport 
infrastructure and services can provide the poor with a better access to basic services and thus contribute to 
poverty reduction. 
Note, however, that accessibility is a necessary condition but it is not sufficient. Providing a good transport 
system is relevant only if the other constraints have been removed. For instance, a road towards a hospital that 
charges prices that are not affordable to the poor or to a school already overcrowded, is an intervention that will not 
have an impact on poverty reduction. A consequence of this is that when dealing with accessibility needs we are 
dealing with transport as a derived demand, in the sense that it is derived from the demand for other services. 

Type/mode of the 
interventions to be analysed 

 Urban public transport projects; 
 Rural roads projects; 
 Short distance maritime projects (relying small islands, for instance). 

Judgement Criteria Indicator Comment 

I1 Existence of a sectoral policy document 

I2 Reference to national priorities in EC 
project documents 

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

I5 There is a MTEF and an annual budget 

Interventions framed in a sectoral national 
policy are more likely to address other basic 
sectors needs. 
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C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women,…) 
have been involved at different stages of the 
intervention cycle  

I10

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

Empowerment, as a way to ensure that 
interventions provide solutions to poor 
people’s needs and to encourage ownership 
which is determinant to the sustainability of 
the intervention 

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered 

I14 Existence of cost recovery procedures, for 
instance petrol taxes 

I15
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

C9 Maintenance of transport infrastructure and 
equipments is ensured 

I17 Maintenance status of infrastructure in the 
field 

In order to guarantee that benefits are 
sustainable 

C22 Increased stability of prices of staple goods I37 Time series of prices of staple goods 
Better access from/to vulnerable zones to 
markets and aid makes prices more stable 
and thus enhances food security 

I41 Transport costs as a proportion of poor 
households expenditures C25 Urban transport is provided at a price 

affordable for the poor I42 Ratio average daily fare/minimum daily 
wage 
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C26 Improving access to basic services was an 
explicit objective of the intervention I43

Existence of reliable baseline studies and 
monitoring data about the use of public 
services 

If it is an intended impact of the 
intervention, then the problem should have 
been assessed (baseline studies) and the 
progress monitored. 

I44 Evolution of the time/cost spent to access 
public services 

C27 Access to basic services has improved 
I45

Evolution of the use of public services 
(school enrolment, rate of medically assisted 
births….) 

This can be tackled at different levels: 
country, region or village. 

C28 Subsidies, if any, are targeted to the poor I46 Forms of subsidies (targeted on transport 
companies or on specific users groups)   

C29 Negative impact on the poor have been 
considered and compensated I47

Evidences of compensation or explicit 
mitigation of the negative impact of EC 
supported transport programmes 
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Theme: B COMMISSION ASSISTANCE IN RELATION TO SUSTAINABLE ECONOMIC AND SOCIAL DEVELOPMENT GOALS, 

INTEGRATION INTO THE WORLD ECONOMY, AND THE CAMPAIGN AGAINST POVERTY 

Evaluation Question:  

No. 5 
HOW FAR HAVE THE COMMISSION STRATEGIES, PROGRAMMES AND PROJECTS CONTRIBUTED TO ECONOMIC, 
AND POLITICAL INTEGRATION ACROSS POLITICAL AND POPULATION BOUNDARIES? COVERAGE INCLUDES: 
 Removal of cross-border barriers and elimination of bottlenecks at frontiers; 
 Links between regional transport networks and the Trans–European Networks, via “Crete Corridors” and Pan-

European Transport Areas; 
 The degree to which the Commission has taken account of broader aspects such as trade policy, customs 

barriers and transport sector liberalisation in designing its interventions and ensuring their relevance; 
 Links between transport actions and other policies to encourage regional co-operation (cultural, educational, 

economic, labour market etc). 
Understanding and approach 
to the question 

Theme B deals with the extent to which EC interventions in the transport sector have contributed to the 
achievement of the three main objectives of the EU development policy, as stated in the EU Treaty8: (i) sustainable 
economic and social development, (ii) gradual integration into world economy and (iii) poverty reduction. In 
particular, Question 5 focuses on the objective of regional integration, which includes different dimensions: political 
integration, economic integration, regional co-operation and the opening up of remote areas or regions 
(désenclavement). The scope includes:  
 Co-operation between beneficiary countries and the EU; 
 Co-operation between beneficiary countries in the same region; 
 Co-operation and integration of countries in specific areas defined in “co-operation” or “association” 

agreements. These agreements define objectives such as peace, reconstruction, political stability, increased 
economic cooperation, growth, etc. 

On the other hand, integration and co-operation between regions of a given country is not included in the coverage 
of the question. Specific issues related to trade liberalisation are also left aside. The issue of coherence of transport 
interventions with other policies, although also covered in Question 1, is presented here as part of the coverage of 
the question. This issue, a condition for transport interventions to effectively contribute to economic and political 
integration across political and population boundaries, will also be verified. 

                                                 
8  Treaty on European Union, signed in Maastricht on 7 February 1992. 
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When relevant, the context of each region will be presented: distances, dispersed population centres, intensity and 
directions of trade and population travelling by mode of transport, etc. 
“Understanding and approach to the question – this question is also relevant to the ACP region. Much work has 
been carried out under the Cross-Border Initiative in Sub Saharan Africa, which is relevant to transport, and this 
question.” 

Intervention Logic The objective of economic and political integration is much wider than the sectoral transport objectives. As stated in 
the COM (2000) 4229; “transport, by contributing to the development goals by facilitating integration between and 
within countries, and linking landlocked countries to regional and international trading routes, plays a key role in the 
integration of the developing countries into the world economy”. 
For example, in the MED region, the prognosis of increased trade flows (due to establishment of a free-trade area 
with the EU) created a demand for transport development. Major effort is to be made in the sea and maritime 
modes as land is scarcely used because of political instability, closure of certain borders and low-volume of intra-
regional trade. In the Balkans, the EC promotes “inter-connected urban societies” with new infrastructure financed 
that will link the Adriatic with the Black Sea. For ACP countries, the Trade and Transport component of the SSATP 
initiative aims at improving the competitiveness of African products on regional and world markets. 
The assumptions underlying the question include: the linkages between transport and trade, and transport and 
peace; evidence that openness of a region/country and trade liberalisation increase the growth rate of income and 
output; and that coherence is kept with other policies related to regional integration. 
The interventions’ expected impact is an increased flow of goods, people and ideas between the regions. The 
expected results include the harmonisation of regional policies; development of transport corridors; opening up of 
regions and countries through eliminating bottlenecks at frontiers, and connecting with European transport 
networks. Besides more classical interventions such as cross-border roads, other important activities considered 
include: round tables, political dialogue and the signature of international and/or regional agreements. 

Type/mode of the 
interventions to be analysed 

 Roads, cross-border roads, railways, ports, airports projects, 
 Transport interventions aiming to support regional institutions, 
 Corridors such as TRACECA, 
 Inter-island connections (air, sea), 
 Cross-border operations, 
 Interventions aiming at inter-connecting urban societies, such as in the Balkans. 

                                                 
9  EC COM (2000) 422, Promoting Sustainable transport in Development co-operation. 
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Judgement Criteria Indicator Comment 

C2 Inter-sectoral linkages have been properly 
identified I6 Existence of multisectoral policy papers in 

which transport is identified    

C23 
Flows of goods and people have increased 
at local, regional and international levels 
after EC intervention 

I34 Traffic volumes of passengers and goods   

C30 Regional transport policies and standards 
are being harmonised I48

Signs of EC supported regional 
harmonisation of rules and procedures 
(texts, meetings minutes, etc…) 

For instance, simplification of procedures at 
border posts, e.g. number of and time spent 
on customs formalities, number of cross-
border barriers removed, examples of 
bottlenecks eliminated at the frontiers, 
waiting times at borders 

I30 Waiting time at border crossings 
I34 Traffic volumes of passengers and goods 

I49 Evidence of improvements on border 
infrastructure and administrative procedures

C31 
Effective regional transport corridors are in 
place and are used. In some cases they are 
connected with the TEN 

I50 Explicit links between MED and CIS 
transport infrastructure and the TEN 

  

C32 Corridors attract traffic from other routes I34 Traffic volumes of passengers and goods   

C33 Corridors allow for more effective transport 
services and thus reduce transport costs I36 Evolution of prices such as ton/km or 

passenger/km    

C34 
Regional transport agreements, if any, are 
incorporated into national laws, regulations 
and operational practices 

I18 Evidence of new laws, regulations and 
organization procedures   
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Theme: C TRANSPORT SECTOR GOALS 

Evaluation Question:  

No 6 
HOW FAR HAVE COMMISSION STRATEGIES, PROGRAMMES AND PROJECTS CONTRIBUTED TO SPECIFIC SECTOR 
GOALS? THE GOALS REFERRED TO IN THIS QUESTION WOULD INCLUDE: 
 Financial sustainability through provision for management and maintenance and provision for revenue; better 

prioritisation of finance for transport modes in public expenditure; 
 Institution strengthening and capacity-building; 
 Reduction of public sector dominance, and a reduction in supply-led policies associated with over capacity: 

allowing transport networks to be adapted to resources; 
 Compliance with or harmonisation towards international transport standards adopted already by the EU; 
 Fair competition and rational pricing of services; 
 Improvements in safety and technical interoperability. 

Understanding and approach 
to the question 

This theme and question differ from others themes and evaluation questions in that they are entirely internal to the 
transport sector.  The specific sector goals are listed in the ToR as: financial sustainability; strong and able 
institutions; reduction of public sector dominance; adoption of international standards; fair competition and rational 
pricing; and progress in safety improvement and the use of technological interoperability. 
These are goals which current thinking sees as necessary in moving from the unsatisfactory situation found in 
unreconstructed developing or transitional country economies to a situation in which the transport sector is efficient 
and effective. 

Intervention Logic The Transport Sector Guidelines “ Towards sustainable transport infrastructure”, applicable to the ACP countries 
and published in 1996, encapsulate the above goals within the framework of a sectoral approach.  With the 
exception of the “adoption of international standards” and “interoperability”, the above goals are included using 
very much the terminology applied in the ToR.  The “adoption of international standards” and “interoperability” are 
clearly included in such aspects as the move to ISO shipping containers and conformity with ICAO standards in 
aviation. 
The EC Communication on Promoting Sustainable Transport10, published in 2000 and applicable to all regions 
covered by this evaluation, makes specific reference to the needs for: financial and institutional sustainability; fair 

                                                 
10  EC COM (2000) 422, Promoting Sustainable Transport in Development co-operation. 
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competition and rational pricing; safety; privatisation (implying a reduction in public sector dominance); regional 
harmonisation of transport regulations and facilitation of transit traffic and cross border operations (implying 
interoperability). 

Type/mode of the 
interventions to be analysed 

 Capacity building and TA interventions where institutional components are included; 
 All modes should be covered. 

Judgement Criteria Indicator Comment 

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

I9 

Existence of activity reports or meeting 
minutes of road boards, community 
councils or other institutions bringing 
together different stakeholders 

  

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered 

I14 Existence of cost recovery procedures, for 
instance petrol taxes 

I15
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

C9 Maintenance of transport infrastructure and 
equipments is ensured 

I17 Maintenance status of infrastructure in the 
field 
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C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

I18 Evidence of new laws, regulations and 
organization procedures   

I19 Existence and effective use of competitive 
procurement procedures 

I20 Evidence of competition between transport 
suppliers 

I21 Size of the road fund compared to the 
public resources dedicated to transport 

I22
Status of the staff in charge of transport 
services and infrastructure maintenance  (is 
it public or private?) 

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services 

I23 Bias in competition between transport 
enterprises or modes 

  

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered C13 

The partner government has undertaken 
sectoral reforms to ensure cost recovery 
from infrastructure users I14 Existence of cost recovery procedures, for 

instance petrol taxes 

  

C14 There are training scheme on transport 
sector programming and management I24 Existence of training programmes   

C30 Regional transport policies and standards 
are being harmonised I48

Signs of EC supported regional 
harmonisation of rules and procedures 
(texts, meetings minutes, etc…) 

  

I51 Frequency of maintenance operation 

I52 Staff and skill mix of the public transport 
administration C35 Staff in public institutions in charge of 

transport have adequate capacity 
I53

Budget of the ministry of transport or local 
authorities in charge of transport 
infrastructure 
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C36 The number of accident is monitored and 

under control I54 Statistics of accidents   

C41 Traffic related accidents is a concern of EC 
interventions I54 Statistics of accidents   

C42 Pedestrian and other NMT users are 
targeted by safety measures I59

Observable adaptation of infrastructure 
supported by the EC aiming at protecting 
pedestrians 

  

C43 Safety related regulatory frameworks are 
improved and enforced I60 Evidences of EC support given to 

enforcement of safety regulations   
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Theme: D HORIZONTAL AND CROSS-CUTTING ISSUES – ENVIRONMENT, SAFETY, GENDER, HEALTH 

Evaluation Question:  

No. 7 
TO WHAT DEGREE HAVE THE COMMISSION STRATEGIES, PROGRAMMES AND PROJECTS CONTRIBUTED TO 
IMPROVEMENTS IN HEALTH AND SAFETY AND IN ENVIRONMENTAL IMPACT? COVERAGE INCLUDES: 
 The use and quality of environmental impact assessment, strategic environmental analysis and other similar 

disciplines during project and programmes formulations. Aspects of modal balance (including removing freight 
from the roads) updating regulations, the use of non motorised transport, application of the polluter pays 
principle and optimising the use of existing infrastructure (through traffic management measures); 

 Monitoring and surveillance of transport emissions and other environmental impacts (eg on soil and water); 
 Establishment and enforcement of legal standards, design issues technical innovations and traffic management 

measures which are aimed at improving safety to passengers, workers and populations otherwise affected by 
transport; 

 Health and safety issues related to increased mobility, e.g. the transmission of major diseases (HIV-AIDS, 
tuberculosis, etc.). 

Understanding and approach 
to the question 

Question No 7 requests a direct assessment of the contribution of EC strategies, programmes and projects on 
environment health and safety. However, the sub-questions, presented as “coverage”,  refer (except for health) to 
more practical signs of concerns for these issues such as the use of methods for environmental assessments, signs of 
monitoring of gas emissions, enforcement of laws. The scope of the question includes the impact of transport traffic 
as well as of transport infrastructure. 
Transport traffic has local and global impacts. Locally, noise and gas emissions such as NOx have an effect on 
health and, globally, transport traffic contributes to damaging trends such as CO2 concentration and the related 
greenhouse effect. Moreover, transport traffic directly impacts on health through traffic accidents, which can partly 
be prevented by adapted infrastructure, adapted rules, enhanced enforcement capacity, etc. Mobility and access given 
to formerly isolated populations is a major cause of disease spreading. 
Transport infrastructure, on the other hand, may have detrimental impacts such as: a) modifying the topography, 
causing floods or accelerating erosion; b) land occupation, competing with other activities; c) threatening 
biodiversity by fragmenting biotopes, opening access to previously protected areas, changing marine environments 
(ports), etc. 

Intervention Logic Environment, health and safety are presented as mayor concerns in the Communication on sustainable transport. 
Direct impact of EC intervention on these aspects is hard to assess but activities aiming at addressing these issues 
can be pointed out. 
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Type/mode of the 
interventions to be analysed 

 Large infrastructure programmes: roads, airports and ports, 
 Specific environment, health and safety programmes, 
 Policy advice interventions and institutional support in that field. 

Judgement Criteria Indicator Comment 

C37 Environment is a concern guiding EC 
interventions I55 Existence of environmental assessments and 

monitoring data   

C38 The design of EC interventions includes 
measures to protect the environment I56

Observable measures aiming at preventing 
or mitigating environmental damages of EC 
financed transport interventions 

Such effects include: landslides, soil erosion 
or floods caused by road, rail or air projects 
(frequent and easily observable); opening of 
previously protected areas to human 
settlement, agriculture and/or hunting (rare 
but easily observable in some cases); wildlife 
migrations prevented or made more 
dangerous (difficult to observe); coastal 
biotopes disturbed around coastal 
infrastructure such as ports and dams 

C39 
The EC supports the mitigation of the 
direct impact of infrastructure on 
populations (especially women) 

I57 Observable resettlement conditions  

Including size of population displaced. 
Resettlement conditions are not always 
applied as foreseen in the project 
documents. Field observations are necessary 
to assess actual resettlement conditions 

C40 The EC supports the mitigation of the 
environmental impact of traffic I58 EC supported measures to mitigate noise or 

gas emissions 

Such measures include: availability and use 
of measurement instruments; data made 
public; effective technical control of 
vehicles; enforcement of fines and controls; 
etc. 

C41 Traffic related accidents is a concern of EC 
interventions I54 Statistics of accidents Particularly used on project documents 

C42 Pedestrian and other NMT users are 
targeted by safety measures I59

Observable adaptation of infrastructure 
supported by the EC aiming at protecting 
pedestrians 
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C43 Safety related regulatory frameworks are 
improved and enforced I60 Evidences of EC support given to 

enforcement of safety regulations 
Such regulation include fines, controls on 
the road, ports, airports, etc. 

C44 The EC is concerned by the impact of 
transport interventions on health I61 Monitoring data of the impact of EC 

infrastructure on health   

C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

I62 Evidences of health protection / AIDS 
programmes supported by the EC 

For instance, specific immunization 
campaigns focused on vulnerable groups 
put in contact with the rest of the world as a 
result of the intervention 

C46 
The EC supports AIDS/HIV programmes 
for those that can be affected by the 
transport intervention 

I62 Evidences of health protection / AIDS 
programmes supported by the EC   
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Theme: D HORIZONTAL AND CROSS-CUTTING ISSUES – ENVIRONMENT, SAFETY, GENDER, HEALTH 

Evaluation Question:  

No. 8 
HOW FAR HAVE STRATEGIES, PROGRAMMES AND PROJECTS SPONSORED AND FUNDED BY THE COMMISSION, AND 
THE CONDITIONS AND CONTEXT OF SUCH FUNDING, CONTRIBUTED TO ENSURING A GENDER SENSITIVE ACCESS 
TO TRANSPORT SERVICES, AS WELL AS EQUAL ACCESS TO MEMBERS OF MINORITY OR DISADVANTAGED 
POPULATIONS? COVERAGE INCLUDE: 
 Participation of minority groups and gender sensitivity in programme and project design (distinguishing 

formalistic and substantive approaches); 
 Promotion of gender equality and non-discrimination in the transport industry. 

Understanding and approach 
to the question 

The question aims to assess the performance of EC interventions, including the “conditions and context of 
funding”, to “ensure gender sensitive access to transport services” as well as the access to such services to 
“disadvantaged groups”. The question relates to the social, economic and cultural dimensions of the interventions, 
cutting across all areas and sectors of development and might have a crucial implication for the achievement of the 
development objectives of the EC interventions. The coverage of the question includes: 
 Gender sensitive access to transport services; 
 Gender sensitive access to employment in the transport sector; 
 Equal access to transport services for minorities or disadvantaged groups; 
 Equal access to employment on the transport sector for minorities or disadvantaged groups; 
 Participation in programme and project design of women and minorities or disadvantaged groups, including the 

effect on empowerment; 
 Linkages between transport and personal welfare of women and minorities or disadvantaged groups, such as 

over-coming the sense of isolation. 
The question refers to two distinct target groups: women, on the one side, and minorities or disadvantaged groups, 
on the other. Although in many cases these two groups are also in a situation of poverty, this question will not deal 
with poverty aspects, as these are covered in Question 4. This question will only deal with the aspects that are 
specific to the condition of women or the condition of minority and/or disadvantaged. Indeed, transport is among 
the sectors of particular importance in integrating gender and minority equality into strategies, policies and 
programmes, as women’s and minority groups’ transport needs are different. Equally important, the transport sector 
can become a source of employment for these groups. 
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In the context of the present question, the so-called gender issues refers to sex-related roles determined by culture, 
traditions, law, prejudices and expectations that affect the way (and possibilities) women and men contribute or 
benefit from transport interventions. On the other hand, minorities or disadvantaged groups are understood as 
minority populations defined by their origin (ethnic, religious or other) or their condition (physically disable, for 
example) and that are discriminated in one way or another. 
To answer this question, a more precise definition of “gender issues” and of “minority or disadvantaged groups” can 
be given according to the region under scrutiny. These definitions will depend on the diverse transport needs, 
transport burdens and geographical distribution but also on the cultural and institutional heritage of the region. 

Intervention Logic Among principles that should guide the transport policies (Transport Guidelines 1996, COM (2000) 422), one finds 
the involvement of stakeholders at the country level in infrastructure provision, operation and maintenance. 
However, although the promotion of gender sensitive development projects dates from the beginning of 90s (e.g. 
EC Manual for Integrating Women in Development; Action Plan for Mainstreaming of Gender Issues), there are 
still very few studies of the distributive impact of transport in general and transport operations in particular. 

Type/mode of the 
interventions to be analysed 

Two types of transport interventions: 
 Interventions targeting directly these marginalized groups. For instance, specific minority interventions such as 

those targeting the disabled, labour-intensive projects directed towards women, interventions in Northern 
Russia (indigenous people); 

 Projects aiming at raising the overall income-earning opportunities and having an impact on vulnerable groups. 
For instance, rural and urban transport interventions. 

Judgement Criteria Indicator Comment 

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) 
have been involved at different stages of the 
intervention cycle  

I10

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

There can be strong institutional variations 
across countries and regions, e.g. cultural 
norms and gender relations 

C8 
Stakeholders feel their views have been 
taken into account and have contributed to 
improve the project’s impact 

I11
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 

  

C39 
The EC supports the mitigation of the 
direct impact of infrastructure on 
populations (especially women) 

I57 Observable resettlement conditions    
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C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

I62 Evidences of health protection / AIDS 
programmes supported by the EC   

I63
Gender and minority issues are incorporated 
into the national development and/or 
transport strategy C47 

National and sectoral policies are 
conductive to transport interventions 
sensitive to gender and minority issues I64 Existence of indicators and gender 

disaggregated data collection system 

There can be strong institutional variations 
across countries and regions, e.g. cultural 
norms and gender relations 

C48 Project design is gender sensitive, notably in 
the case of labour intensive works I65

Evidence of gender sensitivity in baseline 
studies or impact monitoring of EC 
financed programmes (notably labour 
intensive works) 

This criteria implies a positive assessment of 
the participation of women to labour-
intensive works, particularly in terms of 
their health and the different productive 
(carrying water and firewood, sowing and 
weeding, etc.) and  social burdens (child-
care, etc.) they have 
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Theme: E TOOLS AND WORKING PRACTICES, FINANCIAL MECHANISMS AND THE PROGRAMME FRAMEWORK 

Evaluation Question:  

No. 9 
TO WHAT EXTENT HAS THE DESIGN OF COMMISSION-SPONSORED STRATEGIES, PROGRAMMES AND ACTIVITIES, 
ESPECIALLY THE CHOICE OF BENEFICIARIES, FUNDING INSTRUMENTS AND DONOR MIX (INCLUDING EIB) 
FACILITATED THE ACHIEVEMENT OF SPECIFIC OBJECTIVES ESTABLISHED FOR THE SECTOR? COVERAGE SHOULD 
INCLUDE: 
 Follow-up to recent major evaluations (including those at project level, and those conducted by other donors) 

covering this aspect; 
 To what extent a truly sector-wide approach is being developed in the different geographical regions (taking 

account of intermodal and multimodal aspects, and the specific challenges of urban development, of remote or 
peripheral areas, and of landlocked countries with difficult access to port facilities); 

 Whether civil society involvement and other forms of decentralisation have contributed to the achievement of 
specific objectives; 

 The role of the Commission in leading and co-ordinating other sector donors, and in triggering their funds, and 
the measures taken to ensure complementarity with those donors, especially the World Bank and the EU 
Member States; 

 Whether project definition and appraisal activities are well suited to ensuring that projects meet stated objectives 
(specific and overall) and are sustainable in the continued delivery of key results. This includes an analysis of the 
degree and quality of use of project cycle management, economic and financial analysis and logical framework 
methods as they apply to these activities. 

Understanding and approach 
to the question 

The question addresses the consequences of the design of the programmes/project on their effectiveness. Among 
the features of the design one can list: the fact that the projects are part of a policy or not; the kind of beneficiaries 
they want to support, the debate among donors about investing in “surplus areas” (benefiting to the most 
productive or in “deficit areas” in Ethiopia is an example of the trade-off between maximizing economic return or 
directly targeting poverty. The donor mix and the choice of funding instruments often imply different approaches 
and administrative procedures that may impact on programme effectiveness. The role played by the EC Delegation 
in the coordination between donors will be analysed 
The involvement of the civil society has partly been addressed in question 1 the same criteria will be used here to 
address this aspect of the question. 
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 The 1995 evaluation concluded that transport projects were often regarded as ends in themselves rather than as 
components of consistent sectoral policies. The evaluators strongly advocated the use of sector wide approaches to 
address transport related issues and to ensure that the policies and programmes in that sector are coherent with 
other related policies.  
The methodological difficulty of this question will be to provide evidences of causal links between the above 
features of the design of the projects and their effectiveness. 

Type/mode of the 
interventions to be analysed 

 Interventions of all types (e.g. technical assistance, construction projects, etc.); 
 Interventions in all modes of transport (e.g. road, rail, air, maritime, inland waterways, urban transport, rural 

transport etc.). 

Judgement Criteria Indicator Comment 

I1 Existence of a sectoral policy document 

I2 Reference to national priorities in EC 
project documents 

I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

I5 There is a MTEF and an annual budget 

  

C2 Inter-sectoral linkages have been properly 
identified I6 Existence of multisectoral policy papers in 

which transport is identified    

I4 
Delegation organizes/participates in 
relevant coordination meetings/activities 
with other donors C3 

The delegation plays an active role to 
promote and lead coordination and 
complementarity with other donors specially 
MS and the WB I7 Agreement of common donor approach 

  

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

I9 

Existence of activity reports or meeting 
minutes of road boards, community 
councils or other institutions bringing 
together different stakeholders 
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C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) 
have been involved at different stages of the 
intervention cycle  

I10

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

  

C8 
Stakeholders feel their views have been 
taken into account and have contributed to 
improve the project’s impact 

I11
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 

  

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered 

I14 Existence of cost recovery procedures, for 
instance petrol taxes 

I15
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

C9 Maintenance of transport infrastructure and 
equipments is ensured 

I17 Maintenance status of infrastructure in the 
field 
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I3 
Delegation organizes/participates in 
relevant coordination meetings with partner 
government 

I8 Sectoral approach agreed with the 
government 

C10 

The delegation plays an active role to ensure 
commitment from partner country to 
guarantee adequate management and 
maintenance of infrastructure 

I12

Measures (such as funding being 
interrupted) have been taken by the EC 
when the partner government has not 
fulfilled its obligations notably in terms of 
maintenance and management of 
infrastructure 

  

C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

I18 Evidence of new laws, regulations and 
organization procedures   

I16
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

I19 Existence and effective use of competitive 
procurement procedures 

I20 Evidence of competition between transport 
suppliers 

I21 Size of the road fund compared to the 
public resources dedicated to transport 

I22
Status of the staff in charge of transport 
services and infrastructure maintenance  (is 
it public or private?) 

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services 

I23 Bias in competition between transport 
enterprises or modes 
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I13
Ratio recovery price to actual cost of 
infrastructure maintenance or service 
delivered C13 

The partner government has undertaken 
sectoral reforms to ensure cost recovery 
from infrastructure users I14 Existence of cost recovery procedures, for 

instance petrol taxes 

  

C14 There are training scheme on transport 
sector programming and management I24 Existence of training programmes   

I66 Changes in EC practices, policies and 
strategies have been formulated or updated 

I67 Project documents are filed and accessible 
for reference and evaluation purposes 

I68 Feasibility studies 

I69 Assessment of indirect environmental 
impact 

C49 Recommendations of past sector and 
project evaluations have been implemented 

I70 Assumptions and risk clearly stated 

Indicator I66 is relevant for all project or 
sector evaluations. Further indicators would 
be specific to each particular evaluation and 
will thus be proposed in Phase II. For 
instance, Indicators I68, I69 and I70 are 
derived from the recommendations of the 
TecnEcon evaluation. 

I71 The problem addressed by the intervention 
has been clearly and explicitly identified 

I72
The objective of the project is clearly stated 
and explicitly addresses the problem 
identified 

I73 Overall objectives and project purpose are 
clearly and correctly differentiated 

I74 The objectives of the project are 
quantifiable and are effectively quantified 

I75 Project identification and formulation 
documents 

I70 Assumptions and risk clearly stated 

C50 
Projects are designed according to PCM and 
EcoFin and according to the transport 
sector guidelines 

I76

PCM/ECOFIN conformity of the structure 
of financial proposal and of the project 
implementation and monitoring documents, 
including ToR 
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I76

PCM/ECOFIN conformity of the structure 
of financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

I77 QSG reports on the use of tools 

I78
PCM and ECOFIN Help Desk reports on 
the use of tools based on their Help Desk 
experience 

C51 
Project managers are well aware and 
understand correctly tools such as PCM and 
ECOFIN 

I79
PCM and ECOFIN Help Desk reports on 
awareness and understanding of tools based 
on their training experience 
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Theme: E  TOOLS AND WORKING PRACTICES, FINANCIAL MECHANISMS AND THE PROGRAMME FRAMEWORK 

Evaluation Question:  

No. 10 
TO WHAT EXTENT HAS THE IMPLEMENTATION AND DELIVERY BY THE COMMISSION OF SUPPORT TO TRANSPORT 
PROJECTS FACILITATED THE ACHIEVEMENT OF OBJECTIVES, AND IF SO, HOW HAS IT BENEFITED FROM THE 
AVAILABLE TOOLS OF A SECTORAL APPROACH? COVERAGE TO INCLUDE: 
 The degree of achievement of planned outputs in the sector, including any common factors that may impact on 

the launching, acceleration or completion of projects, or on the achievement of value for money and 
additionality in Commission support; 

 The degree to which tools such as those described in the transport sector guidelines (including project cycle 
management and the logical framework approach) have assisted in achieving objectives on the ground should 
also be considered, paying special attention to the experiences of practitioners in delegations and partner 
countries. 

 The quality and use of project-level evaluation, and results-oriented monitoring; 
 Concrete suggestions for areas where thematic groups on transport in the Commission could define further 

working tools for the sector would also be appropriate. 

Understanding and approach 
to the question 

The question addresses the influence of the use of tools such as PCM or logframe approach on the effectiveness of 
EC interventions. The tools drawn up in the “1996 Transport Guidelines” are aimed at addressing many of the 
deficiencies in performance found by the previous transport evaluation11. Also the Commission has expressed an 
interest in the experiences of practitioners in delegations and partner countries on their use of these tools. 
Information on this could be acquired by questionnaire surveys, but interviews at the levels of the Quality Support 
Group and of the help desks PCM or ECOFIN could help assessing the extent to which these tools have actually 
been used for transport programmes and with what kind of consequences. 
In order to address this question, it is necessary to ascertain the level of achievement of the objectives by the 
intervention, and then to ascertain the use of the tools and the part that they played in this level of achievement. 
Again the causal link may be difficult to assess. 

Type/mode of the 
interventions to be analysed 

 Interventions of all types (e.g. technical assistance, construction projects, etc.); 
 Interventions in all modes of transport (e.g. road, rail, air, maritime, inland waterways, urban transport, rural 

transport etc.) 

                                                 
11  EC (1995), Evaluation of EDF Transport Sector projects and Programmes, Final Report, Tecnecon, March. 
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Judgement Criteria Indicator Comment 

I66 Changes in EC practices, policies and 
strategies have been formulated or updated 

I67 Project documents are filed and accessible 
for reference and evaluation purposes 

I68 Feasibility studies 

I69 Assessment of indirect environmental 
impact 

C49 Recommendations of past sector and 
project evaluations have been implemented 

I70 Assumptions and risk clearly stated 

Indicator I66 is relevant for all project or 
sector evaluations. Further indicators would 
be specific to each particular evaluation and 
will thus be proposed in Phase II. For 
instance, Indicators I68, I69 and I70 are 
derived from the recommendations of the 
TecnEcon evaluation. 

I76

PCM/ECOFIN conformity of the structure 
of financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

  

I77 QSG reports on the use of tools Is the use correct and systematic? 

I78
PCM and ECOFIN Help Desk reports on 
the use of tools based on their Help Desk 
experience 

Is the use correct and systematic? 
C51 

Project managers are well aware and 
understand correctly tools such as PCM and 
ECOFIN 

I79
PCM and ECOFIN Help Desk reports on 
awareness and understanding of tools based 
on their training experience 

Is the staff aware of the importance of the 
use of the tools? Is their understanding 
sufficient? 

I77 QSG reports on the use of tools Is the use correct and systematic? 

I78
PCM and ECOFIN Help Desk reports on 
the use of tools based on their Help Desk 
experience 

Is the use correct and systematic? 
C52 

Projects are managed according to PCM 
and EcoFin and according to the transport 
sector guidelines 

I79
PCM and ECOFIN Help Desk reports on 
awareness and understanding of tools based 
on their training experience 

Is the staff aware of the importance of the 
use of the tools? Is their understanding 
sufficient? 
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C53 Projects have achieved their planned 
outputs I80 Project-specific effectiveness indicators 

available in project documents   

C54 
Projects planned and implemented in the 
framework of a sector wide approach are 
more effective 

I80 Project-specific effectiveness indicators 
available in project documents   

C55 
Projects financed by the EC in cooperation 
or coordination with other donors are more 
effective 

I80 Project-specific effectiveness indicators 
available in project documents   

C56 
Projects planned and implemented 
according to the PCM, ECOFIN and sector 
guidelines are more effective 

I80 Project-specific effectiveness indicators 
available in project documents   

I81 Monitoring reports 
C57 Project monitoring is carried out according 

to PCM 
I82 Project monitoring indicators 

Monitoring reports and indicators show, 
first, that monitoring has been carried out 
and, second, a revision of the documents 
allow to judge whether they have been 
produced according to PCM 

I83 Evaluation reports Availability of evaluation reports show that 
evaluations have been carried out. 

I84 Timing of evaluations 
In particular, ex-post evaluations should be 
carried out three to four years after 
competitions of the project. 

I85 Structure of evaluation reports Do they follow the structure proposed by 
the Evaluation Unit? 

C58 

Mid-term, end of project and ex-post 
evaluations are carried out at an 
appropriated time and recommendations are 
transformed into decisions 

I86 Evidence of follow-up of the main 
conclusions and recommendations 

The evidence is specific to the evaluation in 
question 
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1. Introduction 

In the framework of the evaluation of the EC interventions in the transport sector in third 
countries a field mission to Albania was carried out from 14 to 18 July 2003. 
 
The work programme included visits to the main institutions and stakeholder organisations 
within the transport sector. A list of people met is available in Annex 1. 
 
The evaluation team consisted of: 
 
 Patrick Chaussepied, Team Leader, 
 Jorgen Kristiansen, Senior Transport Sector Specialist, 
 Faruk Kaba, Local Transport Sector Specialist. 

 
The present document reports on this mission. In accordance with the methodology 
developed in the first phase of the evaluation, and accepted by the evaluation unit of 
EuropeAid, this report is strictly factual. Its purpose is to present the information collected 
during the field mission, and not to provide an evaluation of EC interventions in the 
transport sector in Albania. 
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2. The transport sector 

Albania is crossed over by the Pan-European Corridor VIII connecting Albania, 
Macedonia and Bulgaria between the Adriatic and the Black Sea over a distance of 1,300 
km. Corridor VIII joins Corridor X (Salzburg-Thessaloniki) near Skopje in Macedonia, and 
corridor IV (Berlin-Prague-Vienna-Budapest-Sofia-Thessaloniki-Istambul) near Sofia. 
 
This implies that beyond their significance within the national framework, transport 
infrastructure in Albania are an important element in the physical linkage between the 
Balkans region, Central Europe and the European Union. 

2.1 Main features of the transport sector 

2.1.1 Road transport 

The Albanian road network totals about 16,000 km (0.55 km of road per km2 or 0.29 km 
per km2 when “other roads” are excluded) of which 3,221 km make the primary road 
network under the administration of the General Road Directorate (GRD). 
 

 Length in km 
National Road network 3,221 
Rural roads 4,126 
Urban roads 1,000 
Other roads (agricultural, mining, forest) 7,653 
Total 16,000 

Source: World Bank 
 
The road maintenance budget has been increased in stages. Nevertheless, the overall 
condition of the road network remains poor. In year 2000 about 10% of the national road 
network was in good condition, 22% in fair condition, and 68% in poor conditions. A 
substantial backlog in maintenance exists. 

Condition of different types of roads in year 2000 
 Length in 

km 
Good (%) Fair (%) Poor (%) 

National Road network 3,221 10 22 68 
Rural roads 4,126 20 25 55 
Urban roads 1,000 10 30 60 
Other roads (agricultural, mining, 
forest) 

7,653 0 0 100 

Total 16,000 8 13 79 
Source: World Bank 
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During the 90s’ transport, especially road transport, has been one of the most dynamic 
sectors of the Albanian economy. This is illustrated by the share of transport (and 
telecommunications) in the GDP that grew from a low 3.5% in 1995 to 9.5% in 2000. At 
constant prices, the value added of the transportation-telecommunication sector grew from 
1995 to 2001 at an annual rate of 25%. 
 
This very fast growth of transport was accompanied by dramatic changes in its structure. 
Passenger cars, whose private ownership was banned under the communist regime, have 
grown from almost zero in 1991 to close to 60,000 vehicles in 1995 and more than 130,000 
vehicles in 2001. The number of buses, minibuses has been multiplied by three between 
1995 and 2001 while the number of trucks doubled. 

Number of road vehicles 
 1995 2001 % change 
Passenger cars 58,682 133,533 +127.6% 
Buses and minibuses 6,651 20,813 +212.9% 
Trucks 25,790 49,600 +92.3% 
Road tractors 3,334 2,721 -18.4% 
Trailers 12,671 6,436 -49.2% 
Motorcycles 6,946 3,447 -50.4% 
Total 114,074 216,550 +89.8% 
Source: Albanian Statistical Institute 
 
This trend of rapid growth of the number of vehicles and of traffic is expected to continue. 
In its scenario of moderate growth, the REBIS study1, completed in 2003, forecasts that 
the number of passenger cars in Albania will still increase by 63% between 2001 and 2006 
and the number of trucks by 46%. 
 
Road safety is a serious issue. In spite of the rapid increase in the number of vehicles, the 
number of fatalities in road accidents has remained stable between 250 and 300 per year 
over the last five years. As a consequence, the fatality rate (Number of fatalities per 10,000 
vehicles) has been divided by 2 between 1995 and 2001 from 26.8 to 13.7. Nevertheless 
this ratio remains the highest in Eastern Europe and stands at about 4 times the EU 
average. Furthermore the actual number of fatalities is believed to be grossly under-
reported. 

2.1.2 Rail transport 

The lengths of the Albanian primary railway network totals 447 km with in addition 220 
km of secondary lines. The network is made of three interconnected lines. 
 
The Durres-Tirana line (40 km) joins the main Albanian seaport to the capital city. A 
contract has been signed in 2003 by the government of Albania to rehabilitate this line and 
to build a branch to Rinas international airport. 
 

                                                 
1  European Commission, Regional Balkans Infrastructure Study, Final Report, 2003. 
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The Vlora-Fier-Rrogoshine-Hani-I-Hotit line joins the Southern sea port of Vlore to the 
border of Montenegro, with a branch line from Fier to Ballsh where is located an oil 
refinery. Connection with Montenegro, and from there to Central Europe and the 
European railway network, which had been destroyed in 1997, has been reopened in 
February 2003. 
 
The third line leads from Rrogozhine, where it connects to the South-North line, to 
Elbasan and Pogradec in the East. Connecting this line to the Macedonian railway network 
at Kicevo, thus adding a railway facility to the road along Pan-European Corridor VIII, 
would imply the construction of some 65 more kilometres of railway track mainly in 
Macedonia. While the Albanian government and the Albanian railway company are very 
keen to have this connection established, the Macedonian government does not consider it 
a priority. 
 
The entire railway network is single track and not electrified. The track gauge is at the 
European standard (1.464 m). Passenger trains are running at an average speed of 40 
km/hour and freight trains at 25 km/h. 
 
In 1990, 11.9 million passengers were carried by train (779 million pkm). In 2001, this 
figure has fallen down to 2.7 million (138 million pkm), but is exhibiting a slight upwards 
trend since 1998. According to the REBIS study passenger traffic could increase to 5 
million by 2005 provided the quality of service is improved. 
 
As for freight transported by train, it has fallen down from 8.0 million tons and 640 million 
tkm at the end of the 80’s to 0.26 million tons and 19 million tkm in 2001. Here again, the 
REBIS study forecasts an increase of traffic to 1.4 million tons in 2005. In particular, the 
reopening of the link with Montenegro and the rest of Europe should induce an increase of 
railway traffic. 

Railway transport of goods and passengers 
 Unit 1993 1994 1995 1996 1997 1998 1999 2000 2001

Passengers 103 3,961 4,022 3,739 3,389 1,820 2,269 2,270 2,381 2,676
Passengers*km 106  223 215 197 168 95 116 121 125 138 
Goods 103 tons 539 522 574 521 284 305 361 412 258 
Goods*km 106 tons 54 53 53 42 23 25 27 28 19 

Source: Albanian Statistical Institute 
 
The railway company has been transformed into a Joint Stock Company with a majority 
share of the Albanian state. The company is facing a difficult financial situation with heavy 
debts and insufficient state subsidies to cover losses. 

2.1.3 Maritime transport 

Albania has four significant seaports on the Adriatic Sea: Durres, Vlore, Saranda and 
Shengjini. 
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Durres is the main commercial port of the country and an important turning point for 
international trade and travelling. It is the gateway of Pan-European Corridor VIII on the 
Adriatic. 
 
In the time of the communist regime the port of Durres had been equipped for the export 
of raw materials, minerals and heavy industry products. Presently imports make up more 
than 90% of the volume of cargo handled in the port. In 2001, imported tonnage reached 
2.0 million tons, three times the tonnage registered in 1993. The volume of general cargo in 
particular is rapidly increasing and reached 580,000 tons in 2001. Unloaded bulk is mainly 
made of cement (437,000 tons), gas oil (219,000 tones) and wheat (213,000 tons). Exports 
are stagnating at less than 150,000 tons a year. Since 1996 the port of Durres is equipped to 
handle containers up to 40ft. However over the last five years the container traffic did not 
develop and remains nearly insignificant (1,024 TEU in 2002). 
 
Vlora has been recently included as a core port of the Pan-European Corridor VIII. The 
volume of traffic handled at the port reached 592,000 tons in 2001 from 15,000 tons in 
1993. Tonnages handled by the port mainly consist in imports of foodstuffs and building 
materials as well as of fuel for the local market. The main function is regular ferry traffic 
with the port of Brindisi in Italy. The port is in bad condition with substandard handling 
facilities and problems of access, in particular during the winter, because of severely 
deteriorated linking roads. A Port Master Plan and a feasibility study have been designed. 
Out of the 5 phases of rehabilitation and development work identified in the feasibility 
study, only phase I had been partially carried out when the construction contract was 
cancelled by the Ministry of Transport in 1999. No financing scheme currently exists for 
the resumption of work on Vlora’s port.       
 
The two other sea ports, Saranda and Shengjini are of less importance although the 
tonnage handled at Shengjini has increased very fast over the last five years from 59,000 
tons in 1997 to 362,000 tons in 2001. 

Tonnage of freight handled at Albanian ports in thousand tons 
 1993 1994 1995 1996 1997 1998 1999 2000 2001 

Durres 774 662 988 1,174 1,151 1,168 1,558 1,883 1,989 
Vlora 15 78 235 313 144 339 367 527 592 
Saranda 11 20 30 26 9 22 42 60 52 
Shengjini 28 33 58 96 59 117 183 232 362 
Source: Albanian Statistical Institute 
 
In addition 723,842 passengers travelled by sea in 2001, double the figure registered in 
1994. 
 
Independent port authorities have been established at the four seaports. The port authority 
of Durres has started to give concessions to private operators for running various terminal 
port operations. However the Stabilisation and Association Report 20042 notes that “not 
much progress has been observed regarding the privatisation of the Durres port, although 
the improvement of certain port infrastructures such as the reconstruction of quays, the 
                                                 
2  Commission Staff Working Paper, Albania, Stabilisation and Association Report 2004, SEC(2004) 374/2 
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rehabilitation of cranes and the construction of the new ferry terminal, are being 
progressively completed.  
 
Albania has ratified the “SOLAS 74” Convention on maritime safety.  

2.1.4 Air transport 

Civil air transport is performed through one civil airport, “Mother Thereza airport”, in 
Rinas, close to Tirana. Airport and air traffic control system are managed by an 
independent Joint Stock Company with majority ownership of the State. The Stabilisation 
and Association Report 2004 notes “little progress has been made as regards the 
construction of a new terminal although, according to the Albanian authorities, the 
company responsible for this operation has been selected”.  
 
Currently 11 airline companies are operating at Rinas airport of which 9 are foreign ones 
and 2 joint ventures. 
 

The number of landings at Rinas airports has increased from 2,661 in 1993 to 5,307 in 
2001. Over the same period the number of entering and departing passengers was 
multiplied by 3.5. The REBIS study forecasts that passenger traffic at Rinas airport will 
grow by some 60% between 2001 and 2006. 

Air transport activity 
 Unit 1993 1994 1995 1996 1997 1998 1999 2000 2001

Flights Number 2661 2434 2817 3790 3388 4304 8249 5302 5307
Passengers 103 130,1 158,2 213,3 283,0 242,4 295,3 356,8 408,3 457.3
Goods Tons 377 734 585 873 794 926 895 1,089 1,389
Source: Albanian Statistical Institute 
 
The Directorate of Civil Aviation within the Ministry of Transport and 
Telecommunications acts as civil aviation authority. 

2.2 Institutional set-up 

Transport is headed in Government by the Ministry of Transport and Communication 
(MoTC), which has organised the sector through General Directorates, each with defined 
responsibilities. 
 

These directorates are: 
 

 General Directorate of Land Transport, 
 Air Transport Directorate, 
 Maritime Transport Directorate, 
 General Directorate of Planning, 
 Inspection and Works Monitoring Directorate. 

 

At the time of the mission the MoTC was undergoing a modification of its structure with 
the subdivision of the General Directorate of Land Transport into: 
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 A General Road Directorate in charge of investments and maintenance, 
 A General Directorate of Road Transport Services, 
 A Railway Inspectorate. 

 

The Government policy has been moving towards privatisation particularly for transport 
operations within the sector. Consequently a number of operations have been partially or 
fully privatised. Inter-city road transport in particular is fully deregulated. 
 

Maintenance work of the road network has been progressively transferred from the 
General Road Directorate and Regional Road Directorates to private contractors. The staff 
of the GRD was reduced from 5,405 in 1995 to 1,500 in 2002 through redundancies and 
the transfer of some 2,000 staff members to the RRDs. It must be noted that in 1991 there 
was no private company in Albania that could have carried out road maintenance works. 
Nowadays only routine maintenance is still carried out by RRDs. 
 
An inter-ministerial National Road Safety Council was established in January 2002. The 
Government has initiated road vehicle registration and inspection systems as foreseen by 
the Road Code. 
 
The Government is updating the 1988 Railway Law to make it more consistent with EU 
regulations and a Seaport Law is under preparation. 
 
State shares in Joint Stock Companies of the transport sector (Durres Port, Rinas Airport, 
Railway company) are held through the Ministry of Public Economy and Privatisation. The 
Ministry of Transport Directorates have seats on the Supervisory Councils of these JSC. 

Financing of transport infrastructures 

Government expenditures in the transport sector have increased from less than 5% of total 
budget expenditures in the mid-90s’ to about 7% in 2001. This represents some 2% of 
GDP, a figure that the Medium Term Expenditure Framework 2001-2003 foresees to 
increase to 3%. In the second half of the 90s’ budget external funding financed half budget 
expenditures for transport. 
 
As regards budget expenditures for the road network, National Roads are financed via the 
state budget and foreign loans. The Regional Road Directorates (RRDs) prepare requests 
for annual budgets that are collected and vetted by the General Road Directorate (GRD). 
GRD, through the Ministry of Transport and Communication, then submits a combined 
road budget to the Parliament for approval. After approval of the Government budget, the 
Ministry of Finance transfers funds to the GRD and directly to most RRDs through a 
District Authority Bank. Rural roads are financed through the state budget and local 
budgets in some cases supplemented by foreign funding. Urban roads are financed by the 
City Councils and the Municipalities through the state budget. 
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Government budget for the transport sector including foreign funding projects 
(million Lek at current prices) 

 1997 
(actual) 

1998 
(actual) 

1999 
(actual) 

2000 
(actual) 

2001 
(budget) 

Total budget expenditures 100,621 141,393 165,672 169,423 185,050
EXPENDITURE ON TRANSPORT – MINISTRY OF TRANSPORT AND COMMUNICATIONS 

Domestic funding 2,129 3,636 5,600 5,285 6,455
External funding 1,651 2,801 6,662 6,420 6,700
Total 3,780 6,437 12,262 11,705 13,155
% of external funding 43.7% 43.5% 54.3% 54.8% 50.9% 
National Roads 1,752 4,804 11,048 10,646 11,907
Civil aviation 1,242 1,221 49 152 na
Other transport 786 412 1,165 907 1,248
Total 3,780 6,437 12,262 11,705 13,155
Expenditures on transport as % of total 
budget expenditures 3.8% 4.5% 7.4% 6.9% 7.1% 
Expenditure on roads 
National roads (MoT) 1,752 4,804 11,048 10,646 11,907
Rural and urban roads 529 1,014 1,161 1,137 1,150
Total 2,281 5,818 12,209 11,783 13,057
Expenditures on roads as % of total 
budget expenditures 2.3% 4.1% 7.4% 6.9% 7.0% 

Source: World Bank 
 
GRD has two distinct budgets for investment and for maintenance. The investment budget 
includes all works that need to be tendered: construction, rehabilitations and periodic 
maintenance. Periodic maintenance is contracted out. Routine maintenance works is carried 
out by RRDs. As a consequence the maintenance budget of the GRD corresponds to the 
aggregated RRDs budgets. The government is not pursuing the establishment of a Road 
Fund. 

Expenditure of road organisations by type including foreign funding projects 
(million Lek at current prices) 

 1997 
(actual) 

1998 
(actual) 

1999 
(actual) 

2000 
(actual) 

2001 
(budget) 

General Road Directorate 
Rehabilitation and new 
construction 

1,650 3,165 10,728 9,889 10,829

Internal financing na 422 2,740 3,469 4,859
External financing 1,650 2,743 7,538 6,420 5,970

Periodic maintenance  na 360 311 327 750
Routine maintenance na 1,279 459 430 328
Total GRD 1,752 4,804 11,048 10,646 11,907
Rural roads (Ministry of Local Government) and Urban roads (Municipalities) 
Rural roads Na 661 321 763 789
Urban roads Na 353 840 374 361
Total local 529 1,014 1,161 1,137 1,150
Grand Total 2,281 5,818 12,209 11,783 13,057
Exchange rate (Lek.Euro) 165.1 167.5 147.7 132.9 128.8
Grand Total in Euro 13.8 34.7 82.7 88.7 101.4

Source: World Bank 
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In 1999, rural roads were transferred from the Ministry of Transport to the Ministry of 
Local Government and Decentralisation. This explains the decrease of the budget line for 
routine maintenance of the GRD from 1998 to 1999. 
 
Road investments initially concentrated on the main East-West (TEN Corridor VIII) and 
North-South corridor north of Durres. Nowadays most sections are either completed or 
under construction or preparation. These investments on the two main road corridors were 
complemented by donor financed project directed at rehabilitating other sections of the 
primary and secondary road networks, or community based improvements in the tertiary 
road network. Road maintenance was not emphasised initially because pre-1991 roads were 
not designed for heavy traffic and had to be rehabilitated before they could be efficiently 
maintained. 
 
Significant investments were also undertaken at the ports of Durres and Vlora and at Rinas 
Airport. 

2.3 Transport policy, strategy and programme of the 
government 

Since 1991 the government of Albania has established a number of market-based policies 
with the objective of increasing transport efficiency and coming into harmony with the 
European Union regulations. 
 
Albania has adopted in 1998 a Road Code3 directly inspired from the Italian Road Code. 
This law defines three categories of roads: 
 

 Main National Roads, that are under responsibility of the Ministry of Transport and 
Communications; 

 Rural (or District) Roads, that are under the responsibility of the Ministry of Local 
Government and Decentralisation; 

 Urban Roads, which are under responsibility of the Municipalities. 
 
Besides this classification of roads, the Road Code defines norms intended to improve 
transport safety and the protection of environment. Among other issues norms deal with 
road signalling, characteristics of vehicles, registration and technical control, driving 
licences, speed limits, axle load limits.  
 
As noted above significant steps have been undertaken towards a privatisation of transport 
operations. 
 
In November 2001, the Government of Albania released a Poverty Reduction Strategy 
Paper under the title: “National Strategy for Socio-Economic Development”. 
 
With respect to transport infrastructure, the PRSP states that “despite commitments made 
by the government and the international financial organisations during the recent years, 
                                                 
3  Law n° 8378 of 22.7.1998.  
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there are no evident improvements of the situation due to the lack of comprehensive 
completed projects and studies, limited financial resources, time required for planning, 
financing and implementing projects, and the negative influence of the internal and 
regional upheavals.” 
 
Strategic objectives identified by the PRSP in the transport sector include: 
 

 Establishment of a modern infrastructure network for an effective transport system; 
 Increase efficiency of cost recovery transport operations by reducing the demand on 

the state budget; 
 Adequate regulation of the transport operations with the aim of increasing economic 

efficiency, road safety, and environment protection; 
 Promotion of cooperation with the private sector and the development in the context 

of the Stability Pact. 
 
Actions envisaged to achieve these objectives are: 
 
 Rehabilitation of the existing infrastructure; 
 Development of the regional transport links; 
 Commercialisation of the services and privatisation of the public transport operations; 
 Establishment of an adequate regulatory and institutional framework; 
 Improvement of the transport information systems and improved planning and 

management of the sector. 
 
The PRSP further details the measures that have to be implemented in each of the 
transport sub-sectors. 
 
The Medium-Term-Expenditure-Framework 2001-2003 sets up the following priorities: 
 
 The North-South and East-West corridors should be completed; 
 Road maintenance should be given a priority; 
 The road maintenance budget should be increased from USD 7.6 to USD 10 million 

per annum; 
 Road vehicle inspection centres should be rehabilitated, a vehicle registration 

information system introduced, and driver education further improved; 
 The inter-ministerial Road Safety Council should be strengthened. 

 
In its Stabilisation and Association Report 2003 relative to Albania, the European 
Commission notes about the transport policy of the government that “Albania should pay 
further attention to the development and enforcement of adequate urban and regional 
planning: illegal construction persists along new roads, with serious implications both for 
road maintenance and road safety. The country should also immediately develop a 
comprehensive national transport plan. It should also improve coordination in transport 
planning policy between the key institutional actors such as the General Roads Directorate, 
the ports and the customs authorities, and to reinforce these bodies in terms of 
professional know-how. The promotion of overall technical design standards for transport 
infrastructure remains a yet unachieved objective.” 
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One year later the Stabilisation and Association Report 2004 noted that “the underlying 
factors for the sound development of transport infrastructure have not progressed much. 
(…) Illegal construction persists along new roads (…) Coordination in transport planning 
policy between the relevant institutional actors should be further increased, and the 
professional know-how of these institutions further reinforced. The promotion of overall 
technical design and construction standards for transport infrastructure has not been 
achieved”.  

2.4 Donors’ interventions in the Transport Sector 

According to OCDE-CAS statistics on aid, USD 2.4 billion have been committed for 
assistance to Albania by the international donor community over the 1995-2001 period. 
With total aid flows amounting to USD 570.8 million, the EC was the main multilateral 
donor before the World Bank at USD 395.4 million. EU member states contributed 
bilaterally USD 841.3 million, the main individual donors being Italy (USD 316.2 million), 
Germany (234.9 million) and Greece (89.2). The United States provided USD 305.3 
million. 

Official Development Assistance to Albania – Commitments (Million US Dollars) 
 1995 1996 1997 1998 1999 2000 2001 1995-2001

All Donors,Total 326.81 309.16 244.71 249.87 707.90 324.87 222.92 2386.24
Multilateral ,Total 158.50 37.93 141.12 123.82 310.78 89.63 62.75 1024.53
EC 116.54 67.25 108.06 59.95 149.35 32.49 37.12 570.76
IDA 36.00 62.50 30.00 54.25 138.65 54.10 19.90 395.40
Other multilateral 5.96 8.18 3.06 6.62 22.78 3.04 5.73 58.37
Bilateral 168.31 171.23 103.59 126.05 397.12 235.24 160.17 1361.71
EU Members, Total 102.39 94.76 68.63 85.60 277.68 136.33 75.90 841.29
United States 35.04 25.70 27.22 31.78 65.80 67.28 52.49 305.31
Other bilateral 30.88 50.77 7.74 8.67 53.64 31.63 31.78 215.11

Source: OECD / CAD 
 
Besides the European Commission and the European Investment Bank, assistance to the 
Albanian government for the rehabilitation of the two main road corridors, East-West and 
North-South, involved the Italian cooperation, the World Bank, the Kuwaiti fund and to a 
lesser extend the EBRD, each donor taking the responsibility of given section of these 
roads. 
 

For example, the East-West corridor from the border point of Kapsthice to the port of 
Durres involves successively the EU (investment on the section Kapsthice-Korce, design 
of the sections Korce-Podgradec-Qaf-e-Thanes), the Kuwaiti Fund and the World Bank 
(investment in the section Qaf-e-Thanes-Librazhd), the EBRD, Italy and the EU 
(investment Librazhd-Elbasan), the EIB (investment Elbasan-Rrogozhine), the EU 
(investment Rrogozhine-Plepa and Plepa-Durres). 
 

In addition to its participation in the rehabilitation of the main roads, the Italian 
government contributed to the rehabilitation of the railway and to the development of 
urban transport (provision of buses). Sweden (notably for the feasibility study of a Road 
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Fund), and the Netherlands (Institutional building) were also involved in the transport 
sector. 
 

Over the period 1995-2001 the World Bank granted to the Albanian government USD 78.8 
million of loans through 5 projects focusing the transport sector. These projects are : 
 

Project title Approval date Amount in 
million USD 

Focus 

Rural Roads 1995 15.0 Rehabilitation of rural roads 
National Roads 1996 25.0 Rehabilitation of main roads 

Durres Port 1998 17.0 Establishment of a port authority; 
development of port capacity 

Emergency Road Repair 1999 13.7 Rehabilitation of the road link 
between Durres Port and Kosovo

Trade and Transport 
Facilitation on South 
Europe 

2001 8.1 Modernisation of border-crossing 
operations; fight against 
smuggling 

 
Two more projects devoted to road maintenance were approved in 2002 and 2003 for a 
total amount of USD 30.0 million. 
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3. EC interventions in the transport 
sector 

3.1 The EC co-operation strategy and the place of transport in 
this strategy 

Until 2000 cooperation of the EC with Albania took place within the framework of the 
PHARE programme. Since 2001, Albania together with other Balkan countries belongs to 
the CARDS region. 
 
From 1994 onwards EC assistance to Albania was managed under a decentralised 
management system that entrusted the Albanian government with the management of the 
projects implementation. Tendering, contracting and payment procedures were the 
responsibility of Project Management Units (PMU) with the Delegation and the 
Commission Headquarters exerting a supervision function. A PMU was established at the 
Ministry of Transport to manage the projects related to this sector. 
 
In May 1996 the European Commission released a Multi-Annual Indicative Programme 
(MIP) 1996-1999 for Albania. 
 
Analysing the assets of the Albanian economy, this document noted that Albania’s 
geographical location makes of it a potential access point to the southern Balkans, thus 
permitting the development of service activities associated with transportation networks. 
But it also pointed out that the transport infrastructure inherited from the previous regime 
had been designed to serve the needs of an insulated command economy while the major 
roads, main seaports and international airport were in urgent need of repair and/or 
upgrading. 
 
The MIP proposed to focus the EC assistance on three broad areas (between brackets the 
percentage of the Euro 140 million budget allocated to the given area): 
 
 Development of closer links with the European Union, in particular with respect to 

approximation of legislation, technical standards, rules and practices (12%); 
 Development of the domestic productive base, including infrastructure development 

(45%); 
 Human and natural resource management (43%). 

 
Activities in the transport sector mentioned in this document were to continue the 
rehabilitation of the East-West and North-South road corridors and of the Durres and 
Vlora ports, to provide technical assistance in the area of air traffic control and road safety, 
to strengthen the institutional capacity of the Ministry of Transport, and to support urban 
transport in Tirana. 
 



 
EVALUATION OF THE EC INTERVENTIONS IN THE TRANSPORT SECTOR  
IN THIRD COUNTRIES ADE - IBM - EPU-NTUA 

Final Report - Volume 2 – Annexes 1-4 – May 2004 Annex 3/page 22 

Following the financial and social crisis of 1997, the EC released in October 1997 a 
“Concept Paper” that led to a significant readjustment of the EC strategy towards this 
country. Acknowledging the weaknesses of Albanian institutions and their role in the break 
out of the crisis, the Concept Paper sets out as priorities of the EC assistance to Albania: 
 
 To restore and develop governance and promote civil society, 
 To design and implement sound economic and social policies, 
 To revive economic activity. 

 
Three areas of concentration are identified in the Concept Paper: 
 
 Democratisation process, institution building and administrative reform, 
 Employment generation and private sector development, 
 Infrastructure development focusing on the transport and water sectors. 

 
Over the 1995-2001 period the Transport-Energy-Telecommunication sector with a global 
allocation of Euro 133.2 million was the main beneficiary of the EC aid ahead of support 
to the Public Administration reform, which was allocated Euro 79.5 million. However the 
largest allocations to the sector were made in the 1995 and 1996 Action Programmes. 
Financial resources allocated to the sector decreased in the following years. 
 
Since 2001 transport has ceased to be a concentration sector of EC assistance; the NIP for 
the 2001-2004 period does not foreseen any financing of investment in this sector except 
for small-scale infrastructure projects within the Integrated Border Management 
programme and through a Euro 30 million financial assistance to the Albanian 
Development Fund, which could contribute to the financing of rural roads. However, 
taking into accounts the time gap between the commitments made in the years 1995-2001 
and the completion of the related projects, support to the transport sector will continue for 
a few years, although with a decreasing intensity. 

EC assistance to Albania Million Euro 
 1995 1996 1997 1998 1999 2000 2001 Total 

Total 88.0 53.0 68.9 42.5 101.5 33.4 37.5 424.8
Of which Transport, 
Energy, Telecom. 34.0 37.0 23.6 8.0 11.9 18.7 - 133.2

As % of total 38.6% 69.8% 34.3% 18.8% 11.7% 56.0% 0.0% 31.4% 
Source: EC - Albania Country Strategy Paper 2002-2006. 
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3.2 Overview of EC interventions in the transport sector 1995-
2001 

The list of projects in the transport sector for which the EC committed resources from 
1994 to 2001 is the following. 
 

N° prog. Project Type of project Allocation

      Euro 
  ROADS NORTH-SOUTH CORRIDOR    

9402 North-South Corridor Supervision 1,290,240
9402 Durres-Rrogozhine Works 12,037,800
9503 Kakavija-Gjirokaster Works 6,800,000
9505 Rrogozhine-Lushnje Works 3,468,735
9507 Durres-Rrogozhine Works 8,470,315
9508 Mapping Studies + design 30,000
9611 Rrogozhine-Lushnje Works 7,800,000
9702 Rrogozhine-Lushnje Works 8,100,000
9703 Kakavija-Gjirokaster Works 6,200,000
9803 Vlora/Saranda N/S Studies + design 400,000
9803 Gjirokaster-Tepelene Studies + design 1,500,000
9803 Gjirokaster-Tepelene Works 5,500,000
9913 North-South Corridor Supervision 1,014,000
9914 Konispoli-Saranda Studies + design 950,000
9917 Rrogozhine bypass Works 2,950,000
0007 Durres/Rro/Vore Studies + design 1,800,000
0007 Fier-Tepelene Studies + design 2,300,000
0007 Durres bypass Works 5,000,000

      
  ROADS EAST-WEST CORRIDOR   

9402 Korca-Kapsthice Works 3,973,000
9507 East-West corridor Supervision 2,276,960
9507 Korca-Kapsthice Works 1,750,000
9607 East-West corridor Supervision 1,683,702
9607 Vora-Sukth Works 15,000,000
9612 Korca-Kapsthice Works 8,566,919
9706 Korca-Kapsthice Works 7,000,000
9803 East-West corridor Supervision 600,000
9909 Qaf Thanes-Pogradec Studies + design 200,000
0007 Qaf Thanes-Korca Studies + design 1,700,000
0007 Vora service roads Works 5,000,000
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 PORTS   

9405 Port of Durres Ferry Terminal Yard Works 1,296,809
9508 Port of Durres Supervision 193,743
9508 Port of Durres Ferry Terminal Yard Works 1,360,014
9913 Port of Durres Ferry Terminal Yard Works 2,091,000
0007 Port of Durres - Terminal Building Studies + design 700,000
9505 Port of Vlora Studies + design 50,000
9505 Port of Vlora Studies + design 70,000
9505 Port of Vlora Supervision 396,815
9505 Port of Vlora Supervision 70,000
9505 Port of Vlora Supervision 50,000
9505 Port of Vlora Supervision 300,000
9505 Port of Vlora Works 2,912,323

    
 OTHER   

9508 Rinas masterplan + radar Studies + design 360,094
9508 Rinas masterplan + radar Studies + design 236,067
9508 Rinas masterplan + radar Studies + design 134,750

       
9909 Road Masterplan Studies + design 1,000,000

       
9913 ADF Works 950,000
9914 ADF Works 750,000

        
9402 Tri-Urat Border Crossing Supervision 400,780
9703 Tri-Urat Border Crossing Works 3,400,000
9402 Kapsthice Border Crossing Works 600,000

        
9703 Road safety Works 3,400,000
9909 Road safety Works 750,000

        
9913 Durres Industrial Park Studies + design 50,000

        
0007 Standards Studies + design 600,000

        
0007 Expropriation Studies + design 100,000

Source: European Commission, EuropeAid.   
 
 
The bulk of resources was concentrated on road transport. Out of total of resources of 
Euro 145.6 million, 123.4 million (84.8%) were allocated to the rehabilitation of the two 
main road corridors. If one includes the projects dealing with road safety and the design of 
a road master plan, the total budget allocated to road transport amounts to Euro 128.5 
million, that is 88.3% of the total allocation. 
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Maritime transport comes second with rehabilitation works at the ports of Durres and 
Vlora for a total budget of Euro 9.5 million. 
 
By nature of activity, public works represented a total of Euro 125.3 million (86.0% of the 
total budget) against Euro 12.0 million for studies and design and 8.3 millions for the 
supervision of work. 

3.3 EIB interventions in the transport sector 

Four loans were granted by the EIB for transport projects in Albania. 
 

Year 
Project 
number 

Project name Sector 
Project 

description  
Decision 

date 

Total 
cost 

(Million 
Euro) 

Loan 
amount 

Status 

1993-5071 Ferry Terminal Maritime 
Transport 

Phare co-financing 
of ECU 2.5 m. 

1/02/1995  5.0 Given up 
after 
signature 

1995-2183 Durres-Vore 
Highway 

Roads  13/12/1995 44,0 22,.0 Signed 

1999-0483 European Roads Roads  26/11/1999 71.0 34.0 Signed 

2001-0142 Port of durres - 
infrastructure 
rehab. 

Maritime Rehabilitation of 
Cargo Handling 
Facilities and 
Quays 

6/08/2001 33.42 17.0 Signed 

Source: EIB 
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4. Findings in relation with the 
evaluation questions 
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Q1. To what extent were policy and programme development at sectoral level conduced in partnership with third 
countries since the publication of the last major evaluation and with what effect? 

C1 
EC interventions are designed and 
carried out in the framework of a 
national sectoral policy 

When co-operation started in 1992 between the EC and Albania, transport infrastructure in this country was extremely 
weak and there was no institutional capacity to design and implement transport policies and programmes. Furthermore 
under the communist regime the country had lived in isolation. Rehabilitating and creating roads, notably with the view of 
connecting Albania to neighbouring countries and from there to the rest of Europe, was considered by the Government 
as a priority. This view was shared by all donors. 
After the collapse of the “pyramid scheme” in 1996 donors, notably the EC, became more clearly aware that besides 
investments in the infrastructure there was an urgent need to strengthen institutions. However planned and on-going 
projects were continued until the EC decided in 2001 to withdraw from the sector. 

I1 Existence of a sectoral policy document 

During the period 1995-2001 covered by this evaluation there was no policy document relative to the transport sector, 
nor to a specific transport mode. 
Although Financing Memoranda of most transport projects financed by the EC in the second half of the 90s include 
among their objectives the development of an overall transport policy no activity aiming at the achievement of this 
objective was implemented. 
A transport policy document is still missing today. However the National Strategy for Socio-Economic Development 
(Growth and Poverty Reduction Startegy) released in November 2001 devotes two pages to an identification of the 
Government strategic objectives in the transport sector. These are: 
 Establishment of a modern infrastructure network; 
 Increased efficiency of cost recovery in transport operations by reducing the demand on the state budget; 
 Adequate regulation of the transport operations with the aim of increasing economic efficiency, road safety and 

environmental protection; 
 Promotion of the cooperation with the private sector and the development in the context of the Stability Pact. 

I2 Reference to national priorities in EC 
project or programming documents 

Besides interventions to develop the capacity of sea ports (the EC financed the construction of a ferry terminal at the port 
of Durres) and to modernise the Rinas airport, priority of the Albanian Government and of the donors has been to 
rehabilitate two main road corridors : the West-East road from the port of Durres to the Macedonian and Greek borders, 
which is part of the Pan-European corridor VIII, and the South-North Road joining the port of Vlora to the border of 
Montenegro. The EC has had an important contribution to these investments. 



 
EVALUATION OF THE EC INTERVENTIONS IN THE TRANSPORT SECTOR  
IN THIRD COUNTRIES ADE - IBM - EPU-NTUA 

Final Report - Volume 2 – Annexes 1-4 – May 2004 Annex 3/page 30 

I3 
Delegation organises/participates in 
relevant coordination meetings with 
partner government 

Transport Sector Round Tables gathering all donors involved in the support to the sector are organised by the 
government on an annual basis since 1998. In the earlier years the EC Delegation has had a proactive role in the 
organisation of these meetings. But the topics debated during these meetings mainly concerned the coordination and 
programming of investments projects with few attention devoted to policy issues. 
The EC Delegation has regular meetings with the MoTC, notably with the Planning Directorate, and with the General 
Road Directorate (GRD), which is a department within MoTC. The EC also interacts with the MoTC through the Project 
Management Unit, an operational unit of the MoTC, financially and technically supported by the EC, which is in charge 
of managing EC funded projects. 

I4 
Delegation organises/participates in 
relevant coordination meetings/activities 
with other donors 

Except the Round Tables evoked above, there is no formal coordination between donors. See below C3, I4. 

I5 There is a MTEF and an annual budget 

A MTEF was introduced in year 2000 with assistance of the World Bank. It covers five sectors of which transport. Prior 
to the MTEF a mid-term Public Investment Programme had been prepared with assistance of the EC. PIPs covered the 
periods 1996-1998, 1998-2000, 2000-2003. Although they had been developed by the Ministry of Economic Cooperation, 
rather than by the Ministry of Finance, PIPs have played a useful role to coordinate donors assistance in the rehabilitation 
and up-grading of transport infrastructure. 
A Public Expenditure Review carried out in 2001 pointed out shortcomings in the programming-budgeting system, in 
particular a lack of prioritisation within sector expenditure programmes, and an insufficient linkage between investment 
and recurrent spending. The PER also noted that donor financing for investment projects, especially when it is provided 
in the form of grants, remains off budget. 

C2 
Inter-sectoral linkages have been 
properly identified 

A National Strategy for Socio-Economic Development (NSSED) has been released by the Albanian Government in 
November 2001. Infrastructure, of which transport infrastructure, is identified in this document as one of the priority 
sectors of public action. 

I6 Existence of multi-sectoral policy papers 
in which transport is identified  

The NSSED states that “improvement of transport services is of special importance for elevation of living standards, 
creation of opportunities for the poor, support for economic growth, operation of the market, regional cooperation and 
European integration of the country”. 

C3 

The Delegation plays an active role to 
promote and lead coordination and 
complementarity with other donors 
specially MS and the World Bank 

The EC was a major actor in the transport sector in the years 1995-2000. While the projects launched during this period 
are being continued, no new investment in the transport sector is planned in the 2002-2006 CSP except indirectly through 
the financing of rural development. Other main actors in the transport sector are the World Bank, the EIB, the Italian co-
operation and the Kuweit Fund. The EBRD intends to give more attention to this sector in the coming years. 
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I4 
Delegation organises/participates in 
relevant coordination meetings/activities 
with other donors 

Although the rehabilitation of the major roads involved several donors, each of them financing a given segment or a given 
phase of the project implementation, there is no formal co-ordination between the donors involved in the transport 
sector, nor inter-donor meetings except for visits to the EC Delegation and to the Italian Cooperation Office of the 
quarterly field missions of the World Bank. In practice, coordination between donors’ interventions is ensured by the 
MoTC, and more specifically by the Programming department, notably through Transport Sector Round Tables. 
There is currently a sharing of tasks between the EC and the EIB, the EC financing the design of road projects and the 
supervision of works, while the EIB is financing the rehabilitation works. In the Country Programme of the EC for the 
years 2002-2004 Euro 10 million are programmed for the financing of design and supervision of transport infrastructure 
projects. 
Since CARDS projects are directly managed by the EC, this task sharing scheme will lead to a situation in which there will 
be two different contracting authorities for the works (MoTC) and for their supervision (EC Delegation). Some observers 
worry that this might be a source of trouble. 

I7 Agreement of common donor approach 

Under the communist regime Albania had lived in isolation from the rest of the world. Transport infrastructure had been 
neglected. During the period 1995-2001 all donors agreed with the Albanian government that the highest priority was to 
rehabilitate the North-South and West-East corridors in order to connect Albania with neighbouring countries. 
Institutional issues were left aside. 
Approaches of the various donors may be different. The World Bank privileges the fight against poverty, which in 
Albania is not an explicit objective of the EC. Nevertheless, according to the EC Delegation, there is no major 
disagreement between donors. 

C4 
The Delegation plays an active role to 
enhance sector coordination with the 
government, who has the lead role 

The EC finances a National Transport Master Plan encompassing all transport modes. The tender for this project has 
been launched by the PMU in Spring 2003. The contract should be signed before end-2003 and the study be completed in 
2004. 
Since it is withdrawing from the financing of infrastructure the EC leverage to influence the development of the transport 
policy is limited. 

I3 
Delegation organises/participates in 
relevant coordination meetings with 
partner government 

The counterpart of the EC in the transport sector is the Ministry of Transport and Communications. There is within the 
MoTC a Project Management Unit in charge of managing EC funded projects. The executive agency for the 
construction/rehabilitation/maintenance of roads is the General Road Directorate, which is a department of the MoTC. 
Cooperation between the EC and Albanian authorities suffered from a high level of instability at top positions in the 
MoTC and the GRD. As an example, over the four year period 1998-2001 four different persons have occupied the 
position of Vice-Minister of Transport, who also is the Project Authorising Officer of EC transport projects.   

I8 Sectoral approach agreed with the 
government 

The measures and policies relative to the transport sector mentioned in the National Strategy for Socio-Economic 
Development are broadly consistent with a sectoral approach to transport. However as long as the rehabilitation of the 
two main corridors is not completed, the Government is prioritising investments in the development of infrastructure. 
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C5 

Road boards or similar institutions at 
national and sub-national level exist 
and have a real influence on the sector 
policy 

Road construction and rehabilitation is under the responsibility of the General Road Directorate which is a department of 
the MoTC. Road users and other stakeholders are not involved in the formulation of the transport policy or programmes. 
Establishing the GRD as an autonomous agency is not on the agenda.  
The Director of GRD told the mission team that in his opinion the GRD should be given more autonomy vis-à-vis the 
Minister of Transport, which in his view would  imply that GRD is placed directly under the Prime Minister.  

I9 

Existence of activity reports or meeting 
minutes of road boards, community 
councils or other institutions bringing 
together different stakeholders 

The General Director of the Railway company told the mission team that he had not been informed that the EC was 
going to launch the preparation of a National Transport Master Plan, nor been consulted on the ToR of this study. He is 
only aware of the REBIS study at the Balkans regional level. 

C6 

Non-governmental stakeholders 
(traders, transport operators, minority 
groups, women,…) have been involved 
at different stages of the intervention 
cycle  

There is currently no institution or process which would make possible to involve non-governmental stakeholders in the 
preparation of projects. 
The NSSED foresaw that the Ministry of Works and the Ministry of Local Government would take measures to “ensure 
the participation of the community in all stages of project preparation and implementation”. But this relates to urban 
projects. The Progress report on the implementation of the NSSED released in 2003 does not mention any progress in 
this area. 

I10 

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

See C.6 above. 

C7 

Conflicting views about specific 
transport projects have been publicly 
expressed and the final decision has 
taken them into account -which does 
not mean accepted them 

See C.6 above. 

I10 

Evidence of consultations, discussion 
groups, community councils, public debate 
notably in local press, etc. at the different 
stages 

See C.6 above. 
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C8 

Stakeholders feel their views have been 
taken into account and have 
contributed to improve the project’s 
impact 

See C6 above. 

I11 
Subjective perception expressed by the 
stakeholders of effective participation to 
the decisions 

See C.6 above. 

C50 
Projects are designed according to 
PCM and EcoFin and according to the 
transport sector guidelines 

See Question 9, C50. 

I71 
The problem addressed by the 
intervention has been clearly and explicitly 
identified 

See Question 9, C50, I71. 

I72 
The objective of the project is clearly 
stated and explicitly addresses the problem 
identified 

See Question 9, C50, I72. 

I73 Overall objectives and project purpose are 
clearly and correctly differentiated See Question 9, C50, I73. 

I74 The objectives of the project are 
quantifiable and are effectively quantified See Question 9, C50, I74. 

I75 Project identification and formulation 
documents See Question 9, C50, I75. 

I70 Assumptions and risk clearly stated See Question 9, C50, I70. 

I76 

PCM/ECOFIN conformity of the 
structure of financial proposal and of the 
project implementation and monitoring 
documents, including ToR 

See Question 9, C50, I76. 
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Q2. To what extent has policy commitment from partner countries been secured so as to ensure the sustainability 
of transport strategies? 

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

See Question 1, C5. 

I9 

Existence of activity reports or meeting 
minutes of road boards, community councils 
or other institutions bringing together different 
stakeholders 

See Question 1, C5, I9. 

C9 
Maintenance of transport infrastructure 
and equipment is ensured 

There is currently no institutional mechanism ensuring that enough resources are allocated to road maintenance. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

In several cases projects were implemented although the conditions stated in the Financing Agreements were not 
met. It was notably the case of several road rehabilitation projects which were started before expropriation was 
completed. More generally the mission team did not retrieve any indication that the EC had attempted to influence 
the government policy in the transport sector. Conditions attached to the projects do not involve any policy 
commitment of the government. 
An exception is the project of a feasibility study and detailed design of railway rehabilitation on the Durres-
Pogradec segment. Considering that the strategy of the Albanian government regarding railways lacked clarity, the 
EC cancelled this Euro 700,000 project. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered 

Taxes on petrol and vehicles licences are paid to the state budget, which allocates funds to the MoTC for 
maintenance work. But no direct relation is established between the resources collected from road users and the 
resources allocated to road maintenance. 
Maintenance of the secondary network (rural and urban roads) depends on the budget allocations decided by local 
councils. 

I14 Existence of cost recovery procedures, for 
instance petrol taxes 

Taxes levied on road users (petrol tax, taxes on vehicles) are channelled to the State budget, which finances the 
maintenance of the national road network. 
For the time being there is no road toll in Albania. But the construction of new roads under a BOT scheme is 
envisaged. 

I15 
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

In the 2001 budget the GRD was allocated ALL 11,907 million, of which 10,829 million for rehabilitation and new 
construction and 1,078 million (9%) to maintenance. 
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I16 
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

According to the GRD Director much more money would be needed for maintenance. He points out that the 
current allocation for the Albanian national roads network is Euro 1,500 per km and per year, whereas in Kosovo 
Euro 8,700 per km are allocated to road maintenance. 
A MoTC note of July 2000 (Albanian Transport Infrastructure) underlines that annual maintenance costs of the 
national road network after its rehabilitation would amount to US$ 26 million, a figure which is 3.6 times higher 
than the resources allocated to road maintenance in the 1999 budget. 

I17 Maintenance status of infrastructure in the field

Traffic counts have been undertaken from 1999. Surveys of roads condition (structures, pavement, roughness 
indicators) have just started. Experts of the GRD say that they would be able to utilise HDM-4, but that the data 
needed to run this tool are currently not available. They furthermore consider that given the present poor condition 
of the Albanian roads network there is no need of a maintenance prioritisation tool. 

C10 

The Delegation plays an active role to 
ensure commitment from partner country 
to guarantee adequate management and 
maintenance of infrastructure 

Maintenance of the national road network is financed from the State budget, and maintenance work is carried out 
on force account by the Regional Road Directorates. Maintenance of rural roads and urban roads is financed from 
the local budgets and carried out by District Road Directorates, which are not under the MoTC but under local 
councils. 
The establishment of a Road Fund is on the political agenda. The EBRD could contribute to its establishment. 
The World Bank has launched in June 2003 a road maintenance project, which aims, among other objectives, at 
supporting a move of the Government towards the contracting out of road maintenance works to private 
enterprises. 

I3 
Delegation organises/participates in relevant 
coordination meetings with partner 
government 

The note of the MoTC evoked above (Albanian Transport Infrastructure, July 2000) notes that “there were many 
difficulties toward the co-ordination between all actors involved in sector development process”. 
The report on an audit of procedures carried out in 1999 at the initiative of the EC Delegation on a sample of 
transport projects notes that “the lack of a national transport strategy has led to design the Durres-Rrogozhine road 
in 1 single 2 lanes carriageway, whereas the next section Rrogozhine-Lushnje with less traffic is designed with 2 
carriageways”. 

I8 Sectoral approach agreed with the government See Question 1, C4, I8. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See above C9, I12. 
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C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

Two important decisions were (i) in 1994, the establishment within the Ministry of Transport of a General Roads 
Directorate in charge of the construction and rehabilitation of national roads, and (ii) in 1999, the classification of 
roads into national roads (3,221 km) under the responsibility of the GRD, and rural and urban roads (5,126 km) 
under the responsibility of local governments. 
A framework Law on civil aviation was adopted in 1994 which establishes the basic rules for activities and 
international cooperation in this area. 
The Road Transport Law, adopted in 1998, establishes the framework for the regulation of the transport of goods 
and passengers and assigns responsibilities and basic rules and structures for monitoring, control and licensing. 
Legislation and procedures for expropriation have been adopted in 1994 and revised in 1999. They allow the 
government to expropriate land for the construction of roads, railways or ports. 
The creation of a Road Fund is being debated. It is not envisaged to make of the GRD an autonomous agency. 

I18 Evidence of new laws, regulations and 
organisational procedures 

Besides the decisions evoked above, a new Road Code, prepared with the assistance of the EC, has been adopted 
by the Parliament in 1998. Measures for its enforcement have still to be developed. 

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, 
maintenance and delivery of transport 
services 

Road transport services of freight and passengers are private except for some urban transport services, notably in 
the city of Tirana. The publicly-owned fleet of vehicles has been privatised. 
For the time being road maintenance is carried on force account on the national road network as well as on the 
secondary road network. Contracting out these works is being considered. 
The Albanian railway company (HSH) is a State owned limited company. The Albanian Law would allow for a 
concession of the service, but no step has yet being undertaken to prepare a privatisation. The study currently 
carried out on the railway link between the port of Durres and Tirana with a branch to the Rinas airport will 
consider the possibility to separate the infrastructure, which would remain property of the Albanian state, and the 
service, which could be operated by a concessionaire. 
The international airport is currently managed by a 100% State-owned company. But it is in the process of being 
given under concession. Tendering documents have been prepared and a short list of would-be concessionaires 
established. 
The two Albanian airline companies (Albanian Airways and a much smaller company) are both private. 
Independent port authorities have been established at the four sea ports. The port authority of Durres has started 
to give some port operations under concession. 
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I19 Existence and effective use of competitive 
procurement procedures 

Albania is suffering from a high level of corruption; it is ranked 92 out of 133 countries by the 2003 Transparency 
International Survey with a Corruption Perception Index of  2.5 (CPI ranges from 0 to 10; the lower the figure the 
more widespread is corruption). 
Management of the projects funded from the EC Phare budget was entrusted to the Albanian authorities under 
supervision of the EC. 
In 1999, the EC Delegation contracted a consultant to carry out an examination of the procedures in the civil 
works sector for the implementation of Phare transport projects in Albania. The consultant’s report revealed 
serious weaknesses, notably as regards procurement: lack of pre-qualification procedures; decision on evaluation 
criteria taken after the opening of financial bids; contracts awarded to bidders which had not presented the lowest 
financial bid (6 cases out of the 7 cases investigated by the consultant); letters of acceptance issued without 
endorsement of the contract by EC-HQ. 

I20 Evidence of competition between transport 
suppliers 

There are presently no restrictions for operators to start road transport for goods or passengers. The mission team 
did not receive any indication of mechanisms leading to distortions of competition between suppliers of transport 
services. 

I21 Size of the road fund compared to the public 
resources dedicated to transport 

As mentioned above (C9, I15) the budget allocated to the GRD for maintenance of the national road network 
makes 9% of the total allocation to the Directorate. 

I16 
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

See above C9, I16. 

I22 
Status of the staff in charge of transport 
services and infrastructure maintenance (is it 
public or private?) 

Road maintenance work on national roads is carried out on force account by the Regional Road Directorates, 
which are sub-divisions of the GRD. But for two years GRD has started to rely on local consultants for the design 
and supervision of works. The implementation of the WB project on road maintenance should lead to the 
contracting out of maintenance works to private enterprises. 
Road maintenance work on rural and urban roads is carried out on force account by the public works units of local 
governments. 

I23 Bias in competition between transport 
enterprises or modes 

Except for the rehabilitation of the link between Han-I-Hoti and the border of Montenegro, which was financed by 
the state budget, very few investments have been done up to now on the railway. 

C13 
The partner government has undertaken 
sectoral reforms to ensure cost recovery 
from infrastructure users 

The mission team is not aware of any attempt to compare the taxes levied on road users with the estimated cost of 
road maintenance. No measure has been taken to secure the financing of road maintenance. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See above, C9, I13 

I14 Existence of cost recovery procedures, for 
instance petrol taxes See above, C9, I14 
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C14 
There are training scheme on transport 
sector programming and management 

There is an important need of capacity building in the Albanian administration, including the MoTC. According to 
the EC Delegation the Albanian Government is well aware of this need, as demonstrated by demands presented at 
meetings on the implementation of the Stabilisation and Association Agreements for training support in such areas 
as procurement, contract management, project monitoring. 
But EC officials point out that training will be useless unless salaries of the civil servants are massively increased. In 
the current situation qualified people leave the administration for much better paid jobs in the private sector. For 
example, 15 staff members of the GRD benefited in 1994 of a 4 month training course in Denmark, notably on 
Pavement Management Systems. Only a couple of them are still working in the MoTC. 
The Ministry of Local Governments and Decentralisation (MoLGD) notes that the financial management of local 
governments is weak. There is a need for training of local government staff, in particular on procurement 
procedures. In the past contracts above ALL 5 million had to be endorsed by the MoLGD. This is no more the 
case. 

I24 Existence of training programmes 

In the framework of a technical assistance project in support of the municipality of Tirana in 1997/98 the EC 
provided to specialists of the municipal transport section training on public transport management systems and the 
relevant legal and regulatory framework. Unfortunately, the management of urban transport in the capital city 
having been retained by the MoTC, the municipal transport section was unable to exercise its functions. 
For the rest, training, by the EC and other donors, is scattered and mainly used to support the implementation of 
projects. 
EC, World Bank and EIB have each established Project Implementation (or Project Management) Units. The EC 
has established a PMU at the MoTC. TA to this PMU is the main contribution of the EC in the field of training, 
although the Delegation acknowledges that the main task of the TA is to ensure safe money disbursements. 
The extremely high turn over of the PMU staff, in particular at the position of head of unit (five people occupied 
successively this position over the four year period 1998-2001), illustrates the difficulty to keep qualified people in 
the public sector (even, as it is the case for the PMU director, with an extra payment by the EC budget). 
The PMU and the related TA will be continued as long as road infrastructure projects financed under PHARE are 
under implementation. What will happen when these projects are completed is not yet defined. 
The EC is considering an assistance to the expropriation department of the GRD, which would include a training 
component. 
The WB maintenance project includes a component dealing with the training of private entrepreneurs of the 
construction industry and engineering consultants. 
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Q3. How far have Commission strategies, programmes and projects contributed to the achievement of sustainable 
economic benefits? 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

See Question 1, C1 

I1 Existence of a sectoral policy document See Question 1, C1, I1. 

I2 Reference to national priorities in EC project 
documents 

The Phare 1996-1999 multi-annual indicative programme for Albania underlined that a rehabilitation of transport 
infrastructure was a pre-condition to economic development : “a dilapidated and inadequate infrastructure is a 
major impediment to private sector development as well as to direct foreign investments. (…) Major roads, the 
main seaports and international airport are in urgent need of repair and upgrading. Furthermore about one million 
people are cut off from the centre of the country because of poor condition of feeder roads, some of which need to 
be paved in order to facilitate the marketing of agricultural produce”. 
Financial Memoranda of transport project funded by the EC in the second half of the 90s state that the wider 
objective of these projects is “to enable the transport sector better to contribute to economic development” or “to 
facilitate the economic growth of the country” or “to promote sustainable economic development”. 

I3 
Delegation organises/participates in relevant 
coordination meetings with partner 
government 

See Question 1, C1, I3. 

I4 
Delegation organises/participates in relevant 
coordination meetings/activities with other 
donors 

See Question 1, C1, I4. 

I5 There is a MTEF and an annual budget See Question 1, C1, I5. 

C9 
Maintenance of transport infrastructure and 
equipment is ensured 

See Question 2, C9. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See Question 2, C9, I12. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C9, I13. 
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I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C9, I14. 

I15 
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

Until 1996 all roads except service roads in forests, mines, etc., that is about 8,000 km, were under the responsibility 
of the MoT. At that date 5,000 km of these roads were classified rural and urban roads and came under the 
responsibility of local councils. The corresponding maintenance budget was transferred from the General Road 
Directorate to local councils. From 2002, this transfer was included in the unconditional grant through which the 
central budget contributes to the financing of local governments. 
Councils allocate their budget according to their priorities. In particular, they decide how much resources they want 
to devote to road maintenance. Since 2002 there is no more funds transferred from the central budget that would 
be earmarked for road maintenance. 
The Ministry of Local Governments and Decentralisation (MoLGD) has no direct responsibility on the 
maintenance of rural roads. It can only issue recommendations and provide advice. 

I16 
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

The maintenance of national roads is carried out by 8 Regional Road Directorates depending from the General 
Road Directorate. The territorial boundaries of the  8 RRD do not coincide with the boundaries of the 12 
administrative regions. 
The maintenance of rural roads is carried out by specialised units depending from the local governments. 
According to the MoLGD these local road service units have qualified staff but are poorly equipped. 

I17 Maintenance status of infrastructure in the field

Axle load limits (11.5 tons on the main corridors and 10.5 tons on other roads) are set up in the Road Code. These 
norms are the same ones as in Italy. But enforcement is still in development. For the time being the GRD has only 
one mobile weighbridge. It is considering to buy a few more to be used at border crossings. Co-operation between 
GRD and the police is also envisaged. 

C15 Taxes do not hamper trade and transport All Albanian industrial products and most of the agricultural ones have duty free access to the EU. 

I25 Import and export tax as % of value of imports 
and exports Maximum tariff rate on imports stands at 15%. 

C16 
Regulations do not hamper trade and 
transport 

Albania joined WTO in September 2000. Since June 2001 Albania is part of the Balkan Free Trade Area which aims 
at a reduction of tariffs between Albania, Bosnia, Bulgaria, Croatia, FYR of Macedonia and Romania. The 
Stabilisation and Association Agreement under negotiations with the EC aims among other objectives at the 
establishment of a free trade area between Albania and the EU. 
The EU accounts for more than 90% of Albanian exports and 75% of imports. Italy is the most important trading 
partner of Albania (71% of Albanian exports and 32% of imports in 2001), followed by Greece. 

I26 

Existence of non-tariff barriers (such as export 
and import licences, ban from exporting 
“strategic” goods such as cereals, seed cotton, 
etc.) 

The Phare 1996-1999 multi-annual indicative programme for Albania pointed out a “virtual disappearance of 
Albanian products from domestic markets, including industrial consumer goods as well as agricultural produces are 
processed foods. All industrial products and most agricultural ones on urban markets are presently imported”. 
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I27 
Transport prices fluctuations show they are 
free and reflect open competition between 
transport operators 

See above I.26. 

I28 Existence of road blocks There is no road blocks. 

I29 Waiting time at berth 
Waiting time at berth is not hampering the development of sea trade. Capacity of the port of Durres is under 
development with assistance of the EC, which contributed to the construction of a ferry terminal, of the EIB and 
of the World Bank. 

I30 Waiting time at border crossings See below C31, I49. 

C17 
Improving access to international markets 
is an explicit objective of the intervention 

Whereas the rehabilitation and up-grading of the two main road corridors was important for connecting the various 
regions of Albania, it also aimed at creating transport links between Albania and neighbouring countries. This 
objective is still more obvious in the development of the port of Durres capacity and in the modernisation of the 
airport. 

I31 

Quality of baseline and monitoring data. For 
example, inland transport or port cost as % of 
export fob price, waiting time to berth, loading 
delays, time and cost of red tape 

No data retrieved. 

C18 
Better market efficiency is an explicit 
objective of the intervention 

As pointed out above (See C16, I26) the changes that have taken place in Albania after the collapse of the 
communist regime resulted in a substitution of Albanian products by of imported goods. This reflects to a large 
extent a lack of competitiveness of the Albanian industry. But as far as agricultural products are concerned, this is 
also a consequence of the poor condition of feeder roads, which prevents Albanian farmers from bringing their 
products to the market.  

I32 

Quality of baseline and monitoring data. For 
example, inter-market price correlation for 
staple goods (food, fertilisers, etc.) or traffic 
volumes of passengers, goods, etc. 

No data retrieved. 

C19 
International trade has increased after EC 
intervention 

The development of international trade cannot be related to the sole EC interventions. It is a result of an opening 
to trade of an economy which under the previous regime had developed in isolation, and of an improvement of the 
main trade routes financed by the donor community with the World Bank, the EIB, the Italian government and the 
Kuwait Fund having an important contribution besides the EC. 

I33 Import/export volumes before and after EC 
intervention 

From 1996 to 2001 imports increased by 81.7% in volume terms and exports by 95.2%. But the trade balance 
exhibits a huge deficit with a total value of imports 4.5 times higher than the value of exports in 2001. 

I34 Traffic volumes of passengers and goods 
The tonnage handled at the port of Durres has been multiplied by 3.6, from 828,000 tons to 2,995,000 tons, 
between 1993 and 2001. Over the same period of time the number of passengers at the Tirana airport increased in 
the same proportion from 131,100 to 457,300. 
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C20 
Prices of traded goods are closer to 
international levels after EC intervention 

As pointed out above (See C16, I26) imported goods have a growing share of the Albanian market. 

I35 Market prices, export parity price (EPP) and 
import parity price (IPP) No data retrieved. 

C21 
Transport and transaction costs have 
decreased after EC intervention 

Project documents of the AL-9607 transport programme AL-9607 indicate that this programme aimed at reducing 
vehicle operating costs but did not set up any quantified target. 

I36 Evolution of prices such as ton/km  or 
passenger/km No data retrieved. 

C22 Increased stability of prices of staple goods 
Privatisation and liberalisation of market and prices have been particularly rapid in the agricultural sector. But, 
because of a lack of competitiveness of Albanian agriculture, and of poor transport facilities in rural areas, food 
imports are taking a growing share of urban food demand. 

I37 Time series of prices of staple goods See above C22. 

C23 
Flows of goods and people have increased 
at local, regional and international levels 
after EC intervention 

See above, C19 

I34 Traffic volumes of passengers and goods See above, C19, I34 

C24 
New jobs have been created after EC 
intervention 

 

I38 Number of jobs directly created by the works 
(incl. duration) 

Total employment in Albania decreased from 1.16 million in 1994 to 1.06 million in 2001. In spite of the large 
public works undertaken in the transport sector with the financial assistance of foreign donors, employment in the 
construction industry declined from 18,000 in 1994 and 22,000 in 1996 to 13,000 in 2001. 

I39 Employment in new enterprises created due to 
improved access 

The improvement the transport network contributed to a fast development of trade. But the lack of 
competitiveness of the Albanian industry resulted in a substitution of Albanian products by imported ones on the 
domestic market. Employment in the manufacturing industry decreased between 1994 and 2001 from 81,000 to 
32,000. A positive indication is however the fast development of the exports of textile products and footwear 
which grew from ALL 3,843 million in 1993 to ALL 28,696 million in 2001. 

I40 New agricultural land open Agriculture did not benefit much of the investments in the transport sector for they did not address rural roads. 
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C31 
Effective regional transport corridors are in 
place and are used. In some cases they are 
connected with the TEN 

The Albanian government is signatory of the memorandum of Understanding on Pan-European Corridor VIII 
(September 2002). The main line of corridor VIII connects Bari/Brindisi, in Italy, to Durres and Tirana, in Albania, 
to Skopje (Macedonai), Sofia, Plovdiv, Burgas and Varna (Bulgaria). It also includes a branch to the port of Vlora 
and another one from Cafasan and Kapshtice, in Albania, to Kristallopigi in Greece, which ensures a connection to 
the Trans-European Network. 

I30 Waiting time at border crossings See above C.16, I30. 
I34 Traffic volumes of passengers and goods See above C19. I34. 

I49 Evidence of improvements on border 
infrastructure and administrative procedures 

As a complement to the rehabilitation of the two main road axis, the EC financed the construction of border 
crossings at Han I Hotit (border with Montenegro), Kapshtice (border with Macedonia), Tri-Urat and Kakavija 
(border with Greece). Taking actions to reduce waiting time at border-crossings is a commitment of the signatories 
of the Memorandum of Understanding on Corridor VIII. 

I50 Explicit links between MED and CIS transport 
infrastructure and the TEN See above C.31. 
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Q4. How far have Commission strategies, programmes and projects contributed to poverty reduction by improving 
access to essential services? 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

See Question 1, C1. 
In absolute terms nearly 50% of the Albanians are below the poverty line of US$ 2 per capita a day, and 17.4 % 
below 1 US$. Four out of five poor people live in the country side. Besides the low quality housing, and the lack of 
safe water and of sewage, the lack of road connection is a an aggravating factor of poverty in remote and rural 
areas. (National Strategy for Socio-Economic Development, 2001). 

I1 Existence of a sectoral policy document 

See Question 1, C1, I1. 
As regards transport, the NSSED states that “despite the commitment made by the government and the 
international financial organisations during the recent years, there are no evident improvement of the situation due 
to the lack of comprehensive completed projects and studies, limited financial resources, time required for planning, 
financing and implementing projects, and the negative influence of the internal and regional upheavals”. 

I2 Reference to national priorities in EC project 
documents 

The poverty reduction strategy (NSSED) was released in November 2001 at a time when the EC had decided to 
withdraw from the transport sector except for the financing of design studies and the supervision of transport 
infrastructure projects financed by the EIB. 
Neither in the multi-annual indicative programme 1996-1999, nor in the transport project documents was  poverty 
alleviation mentioned as an objective of EC interventions. 

I3 Delegation organises/participates in relevant 
coordination meetings with partner government See Question 1, C1, I3. 

I4 
Delegation organises/participates in relevant 
coordination meetings/activities with other 
donors 

See Question 1, C1, I4. 

I5 There is a MTEF and an annual budget See Question 1, C1, I5. 

C6 

Non-governmental stakeholders (traders, 
transport operators, minority groups, 
women,…) have been involved at different 
stages of the intervention cycle 

See Question 1, C6. 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in 
local press, etc. at the different stages 

See Question 1, C6, I10. 
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C9 
Maintenance of transport infrastructure and 
equipment is ensured 

See Question 2, C9. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See Question 2, C9, I12. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C9, I13. 

I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C9, I14. 

I15 Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated period) See Question 2, C9, I15. 

I16 
Maintenance needs of the maintainable network 
compared to the public resources dedicated to 
transport 

See Question 2, C9, I16. 

I17 Maintenance status of infrastructure in the field See Question 2, C9, I17. 

C22 Increased stability of prices of staple goods 

See Question 3, C22. 
Poor condition of feeder roads serving rural areas is considered as one factor among others explaining why the 
Albanian agriculture remains mainly subsistence oriented and did not succeed at finding outlets for its products on 
the domestic market. Up to now investments in the transport sector have concentrated on the rehabilitation and 
up-grading of the main roads. Local governments, which are in charge of constructing and maintaining secondary 
roads, lack resources. 

I37 Time series of prices of staple goods 
Between 1993 and 2001 food prices have increased at a rate similar to the average price increase. In December 2001 
the price index of food price stood at 213.3 (basis 100.0 in December 1993) against 225.2 for the overall consumer 
price index. 

C25 
Urban transport is provided at a price 
affordable for the poor 

The State budget subsidises the railway in order to keep the railway fares low. 

I41 Transport costs as a proportion of poor 
households expenditures 

The price of public transport has increased slightly faster than the overall inflation. In December 2001 the price 
index of public transportation stood at 240.3 against 225.2 for the overall consumer price index. 
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I42 Ratio average daily fare/minimum daily wage No data retrieved. 

C26 
Improving access to basic services was an 
explicit objective of the intervention 

As regards basic services the NSSED focuses on the provision of safe water and sewage, on health services and on 
education. Transport services are not mentioned and transport infrastructure is considered as a support to 
economic growth. Priority is once again given to the two main transport corridors and to the tourism roads. 

I43 Existence of reliable baseline studies and 
monitoring data about the use of public services No data retrieved. 

C27 Access to basic services has improved 
As indicated above, the government strategy for poverty alleviation does not link transport and access to basic 
services. 

I44 Evolution of the time/cost spent to access public 
services No data retrieved. 

I45 Evolution of the use of public services (school 
enrolment, rate of medically assisted births….) School enrolment rates tend to decrease. This phenomenon is however not related to transport problems. 

C28 Subsidies, if any, are targeted to the poor 
The railway is the only transport service subsidised by the state budget. The subsidy to the railway company is 
meant to keep passengers fares at a low level. 

I46 Forms of subsidies (targeted on transport 
companies or on specific users groups) In 2001 the state subsidy made 38.8% of the railway total revenues. 

C29 
Negative impact on the poor have been 
considered and compensated 

No indication was given to the mission team that special attention has been given to the potential impact of 
transport projects on the poor. 

I47 
Evidences of compensation or explicit mitigation 
of the negative impact of EC supported 
transport programmes 

See above C29. 
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Q5. How far have the Commission strategies, programmes and projects contributed to economic and political 
integration across political and population boundaries? 

C2 
Inter-sectoral linkages have been properly 
identified 

See Question 1, C2. 

I6 Existence of multisectoral policy papers in which 
transport is identified See Question 1, C2, I6. 

C23 
Flows of goods and people have increased at 
local, regional and international levels after EC 
intervention 

See Question 3, C23. 

I34 Traffic volumes of passengers and goods See Question 3, C23, I34. 

C30 
Regional transport policies and standards are 
being harmonised 

The Albanian Road Code is directly inspired from the Italian one. More generally the government is willing to 
develop regulations and standards in line with those of the EU. 
A large number of Albanian transporters have bilateral licences compliant with the regulations established by the 
European Conference of Ministers of Transport, which allow them to operate in countries of the EU. However 
transport permits granted by the Italian authorities to Albanian transporters have time limits, and there is no 
guarantee that they will be extended. The Italian truckers association would exert pressure on their Government for 
they are fearing competition from Albanian transporters. There is no such problems with Greece. 

I48 
Signs of EC supported regional harmonisation of 
rules and procedures (texts, meetings minutes, 
etc…) 

A working group of the European Commission services (DG for Energy and Transport, DG for external relations 
and EuropeAid) has drafted in 2001 a strategy document for EC interventions in the transport and energy sectors 
in South Eastern Europe (Transport and Energy infrastructure in South Eastern Europe, final draft, May 2001). 
This document stresses that streamlining investments “will not solve alone the transport problems of the region. 
An absolutely necessary prerequisite for the success of the strategy is the creation of a new, adequate and more 
efficient regulatory, organisational and institutional framework.” 

C31 
Effective regional transport corridors are in 
place and are used. In some cases they are 
connected with the TEN 

The assistance of foreign donors, including the EC, to the development and rehabilitation of transport facilities in 
Albania aimed primarily at breaking the isolation in which this country had lived for nearly 50 years. Therefore the 
concentration of this support on investments on the two main road corridors (East-West and South-North), on the 
port of Durres and on the airport. 

I30 Waiting time at border crossings See above Question 3, C3, I30. 
I34 Traffic volumes of passengers and goods See above Question 3, C19, I30. 
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I49 Evidence of improvements on border 
infrastructure and administrative procedures See above Question 3, C31, I49. 

I50 Explicit links between MED and CIS transport 
infrastructure and the TEN See above Question 3, C31, I50. 

C32 Corridors attract traffic from other routes 
The MoTC says that transit traffic on Albanian roads is not yet very important, but expects this traffic to grow 
rapidly in the coming years. 

I34 Traffic volumes of passengers and goods See above Question 3, C19, I30. 

C33 
Corridors allow for more effective transport 
services and thus reduce transport costs 

 

I36 Evolution of prices such as ton/km or 
passenger/km  No data retrieved. 

C34 
Regional transport agreements, if any, are 
incorporated into national laws, regulations 
and operational practices 

The new Albanian Road Code is directly inspired from the Italian one. It is intended to prevent any disruption of 
traffic between the two countries., and more generally between Albania and the EU. 

I18 Evidence of new laws, regulations and organisation 
procedures  



 
EVALUATION OF THE EC INTERVENTIONS IN THE TRANSPORT SECTOR  
IN THIRD COUNTRIES ADE - IBM - EPU-NTUA 

Final Report - Volume 2 – Annexes 1-4 – May 2004 Annex 3/page 49 

Q6. How far have Commission strategies, programmes and projects contributed to specific sector goals? 

C5 
Road boards or similar institutions at 
national and sub-national level exist and have 
a real influence on the sector policy 

See Question 1, C5. 
There is in Albania no institution or process through which private stakeholders would be involved in the definition 
of the transport policy or at least consulted on this policy. 

I9 

Existence of activity reports or meeting minutes 
of road boards, community councils or other 
institutions bringing together different 
stakeholders 

See Question 1, C5, I9. 

C9 
Maintenance of transport infrastructure and 
equipment is ensured 

See Question 2. 
As far as financial resources for maintenance depends on budget allocation decisions at the central level as regards 
the national road network and at the level of local authorities as regards the secondary network, maintenance of 
road infrastructure is not ensured. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See Question 2, C9, I12. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C9, I13. 

I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C9, I14. 

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period) See Question 2, C9, I15. 

I16 
Maintenance needs of the maintainable network 
compared to the public resources dedicated to 
transport 

See Question 2, C9, I16. 

I17 Maintenance status of infrastructure in the field See Question 2, C9, I17. 
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C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

See Question 2, C11. 
In the second half of the 90s priority has been given by the government and by donors to the rehabilitation and up-
grading of infrastructures. 
One of the immediate objectives listed in the Financing Memorandum of the AL-9507 and AL-9508 transport 
programmes (Euro 16 million) was “to improve efficiency, safety standards and financial responsibility in the 
transport sector”. However, except for the establishment of a Vehicle Inspection Workshop, no activity was 
implemented to contribute to the achievement of this objective. 

I18 Evidence of new laws, regulations and 
organisation procedures See Question 2, C11, I18. 

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services 

See Question 2, C12. 
Commercialisation of the maintenance of the road network is not envisaged. 
Concessions are envisaged, or actually implemented, as regards port and airport services. 

I19 Existence and effective use of competitive 
procurement procedures See Question 2, C12, I19. 

I20 Evidence of competition between transport 
suppliers See Question 2, C12, I20. 

I21 Size of the road fund compared to the public 
resources dedicated to transport See Question 2, C12, I21. 

I22 
Status of the staff in charge of transport services 
and infrastructure maintenance (is it public or 
private?) 

See Question 2, C12, I22. 

I23 Bias in competition between transport enterprises 
or modes See Question 2, C12, I23. 

C13 
The partner government has undertaken 
sectoral reforms to ensure cost recovery from 
infrastructure users 

See Question 2, C13. 
Taxes are levied on petrol and on vehicles and paid to the budget. But there is no cost recovery mechanism as such.  

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C13, I13. 
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I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C13, 14. 

C14 There are training scheme on transport 
sector programming and management 

See Question 2, C14. 
EC projects are managed by a Project Management Unit, which is a unit of the MoTC financially and technically 
supported by the EC. 

I24 Existence of training programmes See Question 2, C13, I24. 

C30 
Regional transport policies and standards 
are being harmonised 

See Question 5, C30. 
Harmonisation of transport policies and standards is part of a process of approximation of the EU legislation 
which applies to all CARDS countries. 

I48 
Signs of EC supported regional harmonisation 
of rules and procedures (texts, meetings 
minutes, etc…) 

See Question 5, C30, I48. 

C35 
Staff in public institutions in charge of 
transport have adequate capacity 

A major problem faced by the administration in the transport sector as in others is a high turn over of the staff. 
Because of low salaries in the public service qualified people leave the administration for jobs in the private sector. 
In addition positions at high level are often staffed on political grounds rather than considering the qualification of 
the appointee. 

I51 Frequency of maintenance operation As long as the rehabilitation and up-grading of the two main road corridors is not completed, maintenance is not 
considered a priority. 

I52 Staff and skill mix of the public transport 
administration See above C35. 

I53 Budget of the ministry of transport or local 
authorities in charge of transport infrastructure In 2001 the budget of the MoCT amounted to ALL 17,430 million, that is 9.4% of the total central budget. 

C36 
The number of accident is monitored and 
under control 

The National Institute of Statistics co-operates with the police to produce statistics of accidents at a very detailed 
level. 
A department of traffic, databases and safety has been created within the GRD in June 2003. According to the 
GRD Director there would be a similar department in the MoTC, but he did not know what they are doing. 
A data base on traffic and accidents was developed by a Swedish company on the financing of SIDA. 

I54 Statistics of accidents 

The head of the traffic, safety and database department of GRD considers that data are not yet available to 
undertake a black spot analysis. But setting up of road signing has started financed by the World Bank. 
He further points out that many institutions and organisations are involved in the road safety issue, but that the 
relations between these organisations and the pattern of cooperation between them have not yet been clarified 
(although there exists an inter-ministerial committee for road safety). In his view the most urgent is to enforce 
speed limits and to raise awareness of the population on safety issues for Albanian drivers lack experience. 
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C41 
Traffic related accidents is a concern of EC 
interventions 

Road sections rehabilitated under financing of the EC are equipped with signing and signalisation compliant with 
the norms applied in the EU. However the quality of feasibility and design studies of several road rehabilitation 
projects is said to have been extremely poor. Among other weaknesses, the safety problems raised by road 
crossings have been overlooked. 
Experts of GRD expressed the view that the design of the roads rehabilitated in the second half of the 90s did not 
properly take into account safety issues. 

I54 Statistics of accidents See above, C36, I54. 

C42 
Pedestrian and other NMT users are 
targeted by safety measures 

On the highway between Durres and Tirana bridges have been built in populated zones to allow pedestrians to 
cross over the road. But no measure has been taken to prevent pedestrians to walk across the road, a dangerous 
behaviour which can commonly be observed. 
No specific safety measure targeting NMT and pedestrians has been implemented on other roads. 
Safety issues in relation with road traffic are aggravated by the weaknesses of legislative and regulatory framework 
relative to land occupation and of its enforcement. This results in constructions being built in a rather anarchic 
manner along new rehabilitated roads. 

I59 
Observable adaptation of infrastructure 
supported by the EC aiming at protecting 
pedestrians 

See above C42 

C43 
Safety related regulatory frameworks are 
improved and enforced 

There is an inter-ministerial committee for road safety which includes, under the chairmanship of the Prime 
Minister, representatives of the MoTC, Ministry of Health, Ministry of Education, Ministry of Construction and 
Ministry of Interior. 
Enforcement of safety related regulations involves the General Road Directorate, the Directorate of Land 
Transport, the Directorate of Road Transport Services, and the police. 
A new Road Code has entered into force in 1999. Prepared with the assistance of foreign consultants, it is directly 
inspired of the Italian Road Code. 
Speed limits in Albania are 10km/h below the usual European norms: 110 km/h on highways; 40 km/h in urban 
areas. The mission team could observe that  drivers pay few attention to these limits. 
According to the Director of Land Transport at the MoTC, road safety is primarily a problem of public awareness 
and of road signalling. The MoTC, through its Directorate for transport services, which has an education division, 
is considering to launch information campaigns in co-operation with the Ministry of Education and the insurance 
companies. But funding of this activity is still missing. 

I60 Evidences of EC support given to 
enforcement of safety regulations 

The EC financed the establishment of a Vehicle Inspection Workshop in Tirana, and provided technical assistance 
for the draft of a Road Code. As regards air transport, the EC provided a radar equipment to the airport. 
The World Bank project on maintenance should include a component on road safety: identification of black spots 
on national roads followed by their removal through construction work and signalling. This component had not yet 
started at the time of the field mission. 
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Q7. To what degree have the Commission strategies, programmes and projects contributed to improvements in 
health and safety and in environmental impact? 

C37 
Environment is a concern guiding EC 
interventions 

There is in Albania a National Environment Agency. But its budget is extremely small and its capacity is said to be 
weak. Its powers and responsibilities with respect to other government departments and municipalities are not well 
defined. 

I55 Existence of environmental assessments and 
monitoring data 

No evidence was found by the mission team of any assessment or monitoring of the environmental impact of 
transport infrastructure or traffic. 

C38 
The design of EC interventions includes 
measures to protect the environment 

EC transport project documents do not make reference to environmental issues. 

I56 
Observable measures aiming at preventing or 
mitigating environmental damages of EC 
financed transport interventions 

See above C38. 

C39 
The EC supports the mitigation of the 
direct impact of infrastructure on 
populations (especially women) 

No evidence was found of action undertaken by the EC to mitigate the impact of infrastructure on populations. 
Issues linked to expropriations were left to the government. 

I57 Observable resettlement conditions  See above C39. 

C40 The EC supports the mitigation of the 
environmental impact of traffic 

No evidence was found of action undertaken by the EC in this regards. 

I58 EC supported measures to mitigate noise or gas 
emissions See above C40. 

C41 
Traffic related accidents is a concern of EC 
interventions 

See Question 6, C41. 

I54 Statistics of accidents See Question 6, C41, I54. 

C42 
Pedestrian and other NMT users are 
targeted by safety measures 

See Question 6, C42. 

I59 
Observable adaptation of infrastructure 
supported by the EC aiming at protecting 
pedestrians 

See Question 6, C42, I59. 
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C43 
Safety related regulatory frameworks are 
improved and enforced 

See Question 6, C43 

I60 Evidences of EC support given to enforcement 
of safety regulations See Question 6, C43, I60. 

C44 
The EC is concerned by the impact of 
transport interventions on health 

No evidence was found of action undertaken by the EC in this regards. 

I61 Monitoring data of the impact of EC 
infrastructure on health  

C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

The NSSED devotes a chapter to health issues and express commitments of the government to improve the quality 
of health services and ensure equal access to health services across the whole country. No specific action is planned 
in relation to the prevention of AIDS. 

I62 Evidences of health protection / AIDS 
programmes supported by the EC No evidence was found of action undertaken by the EC in this regards. 

C46 
The EC supports AIDS/HIV programmes 
for those that can be affected by the 
transport intervention 

No evidence was found of action undertaken by the EC in this regards. 

I62 Evidences of health protection / AIDS 
programmes supported by the EC  
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Q8. How far have strategies, programmes and projects sponsored and funded by the Commission, and the 
conditions and context of such funding, contributed to ensuring a gender sensitive access to transport 
services, as well as equal access to members of minority or disadvantaged populations? 

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) 
have been involved at different stages of the 
intervention cycle 

See Question 1, C6. 
 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in 
local press, etc. at the different stages 

See Question 1, C6, I10. 

C8 
Stakeholders feel their views have been taken 
into account and have contributed to 
improve the project’s impact 

See Question 1, C8. 

I11 
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 

See Question 1, C8, I11. 

C39 
The EC supports the mitigation of the direct 
impact of infrastructure on populations 
(especially women) 

See Question 7, C39. 

I57 Observable resettlement conditions  See Question 7, C39, I57. 

C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

See Question 7, C45. 
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I62 Evidences of health protection / AIDS 

programmes supported by the EC See Question 7, C45, I62. 

C47 
National and sectoral policies are conductive 
to transport interventions sensitive to gender 
and minority issues 

The NSSED does not devote any peculiar attention to gender issues. 

I63 
Gender and minority issues are incorporated into 
the national development and/or transport 
strategy 

See above, C47. 

I64 Existence of indicators and gender disaggregated 
data collection system Indicators for the monitoring of the NSSED are not disaggregated by gender. 

C48 
Project design is gender sensitive, notably in 
the case of labour intensive works 

The mission team did not find any evidence that EC funded projects took into account any gender issue. 

I65 
Evidence of gender sensitivity in baseline studies 
or impact monitoring of EC financed 
programmes (notably labour intensive works) 

See above, C48. 
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Q9. To what extent has the design of Commission-sponsored strategies, programmes and activities, especially the 
choice of beneficiaries, funding instruments and donor mix (including EIB) facilitated the achievement of 
specific objectives established for the sector? 

C1 
EC interventions are designed and carried 
out in the framework of a national sectoral 
policy 

See Question 1, C1. 
Although the elaboration of a transport policy and the adoption of a sectoral approach were explicit objectives of 
some of its programmes (e.g. AL-9405, AL-9507 and 9508) the EC did not implement the projects/activities that 
could have contributed to these results. 

I1 Existence of a sectoral policy document See Question 1, C1, I1. 

I2 Reference to national priorities in EC project 
documents See Question 1, C1, I2. 

I3 
Delegation organises/participates in relevant 
coordination meetings with partner 
government 

See Question 1, C1, I3. 

I4 
Delegation organises/participates in relevant 
coordination meetings/activities with other 
donors 

See Question 1, C1, I4. 
 

I5 There is a MTEF and an annual budget See Question 1, C1, I5. 

C2 
Inter-sectoral linkages have been properly 
identified 

See Question 1, C2. 
The EC as all other donors considered that the rehabilitation/upgrading of the main transport infrastructures, in 
particular those infrastructure that link Albania to the rest of the world, were prerequisites to the development of 
the Albanian economy. 

I6 Existence of multisectoral policy papers in 
which transport is identified  See Question 1, C2, I6. 

C3 

The Delegation plays an active role to 
promote and lead coordination and 
complementarity with other donors 
specially MS and the WB 

See Question 1, C3. 
In the second half of the 90s coordination between donors mainly aimed at making sure that their contributions 
complemented each other and would ensure the complete rehabilitation of the major transport infrastructures. 
While continuing the implementation of on-going infrastructure projects launched in the second half of the 90s, the 
EC decided since 2001 to withdraw from the financing of new infrastructure works. But it still contributes to the 
rehabilitation and up-grading of the main transport infrastructures through the financing of the design studies of 
infrastructure projects financed by the EIB and through the financing of the supervision of these projects 
implementation. 
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I4 
Delegation organises/participates in relevant 
coordination meetings/activities with other 
donors 

See Question 1, C3, I4. 

I7 Agreement of common donor approach See Question 1, C3, I7. 

C5 
Road boards or similar institutions at 
national and sub-national level exist and 
have a real influence on the sector policy 

See Question 1, C5. 
Neither the EC nor other donors seem to have pushed forward the idea of involving non governmental 
stakeholders in the design of a transport policy. 

I9 

Existence of activity reports or meeting 
minutes of road boards, community councils or 
other institutions bringing together different 
stakeholders 

See Question 1, C5, I9. 

C6 

Non-governmental stakeholders (traders, 
transport operators, minority groups, 
women, …) have been involved at different 
stages of the intervention cycle 

See Question 1, C6. 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in 
local press, etc. at the different stages 

See Question 1, C6, I10. 

C8 
Stakeholders feel their views have been 
taken into account and have contributed to 
improve the project’s impact 

See Question 1, C8. 

I11 
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 

See Question 1, C8, I11. 

C9 
Maintenance of transport infrastructure and 
equipment is ensured 

See Question 2, C9. 
Neither the EC nor other donors made of the maintenance of transport infrastructures a major issues. It is only 
now that the World Bank is addressing this problem. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See Question 2, C9, I12. 
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I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C9, I13. 

I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C9, I14. 

I15 
Budget amounts dedicated to maintenance 
(actual expenditures, during the evaluated 
period) 

See Question 2, C9, I15. 

I16 
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

See Question 2, C9, I16. 

I17 Maintenance status of infrastructure in the field See Question 2, C9, I17. 

C10 

The Delegation plays an active role to 
ensure commitment from partner country 
to guarantee adequate management and 
maintenance of infrastructure 

See Question 2, C10. 
Conditions for the implementation of EC projects did not refer to transport policy issues but aimed at ensuring 
that the basic conditions for the implementation of the projects would be met : land is appropriated (or at least 
procedure for land appropriation is established); coordination with complementing projects financed by other 
donors is ensured; commitment of the government to cooperate with the EU. Projects were implemented even 
when these conditions were not met. 

I3 
Delegation organises/participates in relevant 
coordination meetings with partner 
government 

See Question 1, C1, I3. 

I8 Sectoral approach agreed with the government See Question 1, C4, I8. 

I12 

Measures (such as funding being interrupted) 
have been taken by the EC when the partner 
government has not fulfilled its obligations 
notably in terms of maintenance and 
management of infrastructure 

See Question 2, C9, I12. 

C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

See Question 2, C11. 
Institutional reforms were hampered by the lack of a transport policy, or even of a policy specific to a given 
transport mode. Their enforcement suffered from unfavourable political developments (collapse of the pyramid 
scheme, Kossovo crisis), from frequent changes of the policy makers and possibly of a lack of commitment. 

I18 Evidence of new laws, regulations and 
organisation procedures See Question 2, C11, I18. 
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C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, 
maintenance and delivery of transport 
services 

See Question 2, C12. 
Transport services, except the railway, have been privatised or are in the process of privatisation (port and airport 
services). But the construction and maintenance of road infrastructures remain under the responsibility of the 
MoTC and of local councils in the case of the secondary network and maintenance is carried out on force account. 

I16 
Maintenance needs of the maintainable 
network compared to the public resources 
dedicated to transport 

See Question 2, C9, I16. 

I19 Existence and effective use of competitive 
procurement procedures See Question 2, C9, I19. 

I20 Evidence of competition between transport 
suppliers See Question 2, C9, I20. 

I21 Size of the road fund compared to the public 
resources dedicated to transport See Question 2, C9, I21. 

I22 
Status of the staff in charge of transport 
services and infrastructure maintenance (is it 
public or private?) 

See Question 2, C9, I22. 

I23 Bias in competition between transport 
enterprises or modes See Question 2, C9, I23. 

C13 
The partner government has undertaken 
sectoral reforms to ensure cost recovery 
from infrastructure users 

See Question 2, C13. 
No action was taken to secure an appropriate and stable financing of infrastructure maintenance. Donors, including 
the EC, do not seem to have made of this issue a condition to their support. 

I13 Ratio recovery price to actual cost of 
infrastructure maintenance or service delivered See Question 2, C9, I13. 

I14 Existence of cost recovery procedures, for 
instance petrol taxes See Question 2, C9, I13. 

C14 
There are training schemes on transport 
sector programming and management 

See Question 2, C14. 
Except for an EC funded training programme targeting the urban transport service of the municipality of Tirana, 
which happened to be useless because the management of urban transport was retained by the MoTC, donors did 
not devote much attention to capacity building during the period under evaluation. 
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I24 Existence of training programmes See Question 2, C14, I24. 

C49 
Recommendations of past sector and 
project evaluations have been implemented

In Albania, EC interventions in the transport sector took place in an institutional and political environment that 
could hardly be compared with the ones in which the EC had previously intervened. Furthermore the 
implementation of these projects was affected first by the political and economic crisis that resulted in 1996 of the 
collapse of the pyramid scheme, followed in 1997 by a political crisis, then in 1999 by the Kosovo crisis. 
The EC, and other donors the same, considered that they intervened in a situation of emergency. They did not 
make sure that the institutional conditions were met for a successful implementation of the projects. 

I66 Changes in EC practices, policies and strategies 
have been formulated or updated See above, C49. 

I67 Project documents are filed and accessible for 
reference and evaluation purposes Project documents are available at the EC Delegation. 

I68 Feasibility studies 

Feasibility and design studies of EC funded transport infrastructure projects were in several cases extremely weak. 
For example, no topographic and geo-technical surveys were carried out for the design of the ferry terminal at the 
port of Durres; this design assumed geological conditions which proved to be wrong. Serious weaknesses affected 
the design of the rehabilitation-upgrading project of the Vora-Sukthi section of the Vora-Durres highway. As a 
consequence of the additional costs resulting from this weak design only one of the two carriageways initially 
planned was built although the foundations of the second carriageway had been completed and the civil engineering 
structures (bridges, over and underpasses, culverts) had been executed to dual carriageway specifications. In the 
case of the Pogradec-Kapshtice a revision of the initial design necessitated significant changes in the land 
expropriation already started. 

I69 Assessment of indirect environmental impact The environmental impact of the EC funded projects was neither assessed nor monitored. 

I70 Assumptions and risks clearly stated 

Financing Memoranda clearly stated the assumptions and risks. The assessment of Phare transport projects in 
Albania (OMAS, 2001) underlines that “all the risks identified in the FM materialised”: unavailability of co-
financing expected from another donor, lack of public and security, lack of coordination between the ministries 
involved in expropriation and taxation issues, failure of the government to ensure an adequate staffing and the 
facilities needed to run the PMU, insufficient capacity of the GRD and high turn over of its staff, lack for provision 
in the budget of the MoTC for covering the taxes and custom duties related to the projects. 

C50 
Projects are designed according to PCM 
and EcoFin and according to the transport 
sector guidelines 

 

I71 The problem addressed by the intervention has 
been clearly and explicitly identified 

All programmes implemented by the EC in the transport sector aimed at rehabilitating and up-grading transport 
infrastructures which were severely depleted and had been designed for a society in which private vehicles were 
nearly inexistent. Few attention was given to institutional issues although the crisis of 1996/97 drew the attention 
of donors on the weaknesses of Albanian institutions. 
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I72 The objective of the project is clearly stated 
and explicitly addresses the problem identified 

Financing Memoranda clearly state the objectives of the programmes. But several of these objectives were not 
addressed (e.g. elaborate an overall transport policy; improve road safety; improve efficiency, safety standards and 
financial responsibility in the transport sector) or were abandoned (establish an independent market oriented 
railway), while a nearly exclusive attention was devoted to the rehabilitation/upgrading of infrastructures. 

I73 Overall objectives and project purpose are 
clearly and correctly differentiated 

The programmes wider objectives are expressed in very broad terms: enable the transport system to contribute to 
economic development. 

I74 The objectives of the project are quantifiable 
and are effectively quantified 

Projects outputs are generally either quantified (km of road rehabilitated/upgraded) or measurable (design study 
delivered, Road Code elaborated and approved, etc.). Projects expected results, when mentioned (reduction of unit 
transport costs, safer road traffic, similar infrastructure conditions in Albania and in the EU, etc.) are neither 
quantified nor monitored. 

I75 Project identification and formulation 
documents Project identification and formulation documents comply with the PCM/ECOFIN rules. 

I70 Assumptions and risk clearly stated See above C49, I70. 

I76 

PCM/ECOFIN conformity of the structure of 
financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

PCM/ECOFIN specifications were formally respected. 
Several programmes were financed by the national programme complemented, in some cases for large amounts, by 
cross border  cooperation programmes. Although resorting to CBC financing can be justified by the fact that the 
transport infrastructure undergoing rehabilitation have a contribution to the development of trade between Albania 
and neighbouring countires, CBC resources seem to have been used as a mere complement to the national 
programme. 

C51 
Project managers are well aware and 
understand correctly tools such as PCM 
and ECOFIN 

This criterion will be informed through talks with the QSG. 

I76 

PCM/ECOFIN conformity of the structure of 
financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

See above, C50, I76. 

I77 QSG reports on the use of tools This indicator will be informed through talks with the QSG. 

I78 
PCM and ECOFIN Help Desk reports on the 
use of tools based on their Help Desk 
experience 

This indicator will be informed through talks with the QSG. 

I79 
PCM and ECOFIN Help Desk reports on 
awareness and understanding of tools based on 
their training experience 

This indicator will be informed through talks with the QSG. 
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Q10. To what extent has the implementation and delivery by the Commission-of support to transport projects 
facilitated the achievement of objectives, and if so, how has it benefited from the available tools of a sectoral 
approach? 

C49 
Recommendations of past sector and project 
evaluations have been implemented 

See Question 9, C49. 

I66 Changes in EC practices, policies and strategies have been 
formulated or updated See Question 9, C49, I66. 

I67 Project documents are filed and accessible for reference 
and evaluation purposes See Question 9, C49, I66. 

I68 Feasibility studies See Question 9, C49, I66. 
I69 Assessment of indirect environmental impact See Question 9, C49, I66. 

I70 Assumptions and risks clearly stated 

See Question 9, C49, I66. 
As mentioned above all stated risks materialised at one moment or another. Some of these risks could 
have been avoided (e.g. launch of works could have been delayed until appropriation of land was 
completed or well advanced). Others were beyond control of the EC. 

C51 
Project managers are well aware and understand 
correctly tools such as PCM and ECOFIN 

See Question 9, C51. 

I76 
PCM/ECOFIN conformity of the structure of financial 
proposal and of the project implementation and monitoring 
documents, including ToR 

See above, Question 9, C51, I76. 

I77 QSG reports on the use of tools This indicator will be informed through talks with the QSG. 

I78 PCM and ECOFIN Help Desk reports on the use of tools 
based on their Help Desk experience This indicator will be informed through talks with the QSG. 

I79 PCM and ECOFIN Help Desk reports on awareness and 
understanding of tools based on their training experience This indicator will be informed through talks with the QSG. 

C52 
Projects are managed according to PCM and 
ECOFIN and according to the transport sector 
guidelines 

See above Question 9, C52. 

I76 
PCM/ECOFIN conformity of the structure of financial 
proposal and of the project implementation and monitoring 
documents, including ToR 

See above, Question 9, C50, I76. 
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I77 QSG reports on the use of tools This indicator will be informed through talks with the QSG. 

I78 PCM and ECOFIN Help Desk reports on the use of tools 
based on their Help Desk experience This indicator will be informed through talks with the QSG. 

I79 PCM and ECOFIN Help Desk reports on awareness and 
understanding of tools based on their training experience This indicator will be informed through talks with the QSG. 

C53 Projects have achieved their planned outputs 

Albanian officials are very critical of the consultants who carried out the feasibility studies for the roads 
rehabilitated in the second half of the 90s under EC financing. 
The audit of procedures on a sample of 7 projects carried out in 1999 at the initiative of the EC Delegation 
reports on serious weaknesses in the management of projects: budgets of the design studies were either 
too low (0.3% and 0.4% respectively of the works amount in the case of Vora-Sukh and Durres-
Rrogoshine) or too high (10.7% of the works amount for the Port of Vlora); design studies overlooked 
road crossings for the local traffic; road capacity did not reflect the actual and foreseeable volume of 
traffic;  in some cases contractor and supervisor may be suspected of having agreed on excessive claims; 
claims raised by contractors remained unanswered. 
These observations point to a lack of control by the PMU and the Delegation. Understaffing of the 
Delegation and of the PMU, and frequent replacements of the PMU Director may contribute to explain 
this situation. 

I80 Project-specific effectiveness indicators available in project 
documents 

Reports of the Monitoring and Assessment team provide abundant information on the difficulties met 
during the implementation of the projects. Weaknesses of design studies, which made necessary to 
undertake additional surveys and design work after signature of the works contract, come in the first place. 
Delays in the appropriation of land was another major factor of delays in the implementation of projects. 
These delays led in some cases to interruptions in the supervision of the contractor’s work because the 
contract with the supervisor had come to its end and had not been extended in time.  
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C54 Projects planned and implemented in the framework 

of a sector wide approach are more effective 
Project implemented in Albania in the second half of the 90s did not took place in the framework of a 
sector wide approach. 

I80 Project-specific effectiveness indicators available in project 
documents  

C55 Projects financed by the EC in cooperation or 
coordination with other donors are more effective 

Co-financing happened in Albania to be a source of trouble. The construction of the ferry terminal at the 
port of Durres, for example, was seriously delayed because a financial contribution expected from the 
Kuwait Fund was not confirmed. 

I80 Project-specific effectiveness indicators available in project 
documents  

C56 
Projects planned and implemented according to the 
PCM, ECOFIN and sector guidelines are more 
effective 

The experience of EC interventions in the transport sector in Albania suggest that a formal application of 
PCM and ECOFIN specifications is not sufficient to prevent implementation problems if the EC is not 
able to exert a control on the implementation of projects (in that case because this responsibility had been 
decentralised to the Albanian government and, in fact to the PMU, and because of an understaffing of the 
Delegation). 

I80 Project-specific effectiveness indicators available in project 
documents  

C57 Project monitoring is carried out according to PCM Transport projects implemented in Albania were monitored by a Monitoring and Assessment Team. 

I81 Monitoring reports 
Monitoring reports check for each project how far the projects objectives and expected results have been 
achieved have and provide an overall assessment of the projects implementation. They issued 
recommendations. 

I82 Project monitoring indicators  

C58 
Mid-term, end of project and ex-post evaluations are 
carried out at an appropriated time and 
recommendations are transformed into decisions 

No evaluation of the transport projects was retrieved at the Delegation. There has been an evaluation of 
the EC strategy in Albania. As regards the transport sector, this evaluation pointed out weaknesses already 
identified by the monitoring reports and the audit of procedures and concluded that, considering the 
weakness of the Albanian institutions, the EC targeted over-ambitious objectives. 

I83 Evaluation reports  
I84 Timing of evaluations  
I85 Structure of evaluation reports  

I86 Evidence of follow-up of the main conclusions and 
recommendations  
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Annex - List of people met 

Date Person Institution and Position 

Robert Nelson EC Delegation, Head of Operations, Section II 
(Infrastructure, Economic Reform) 

14/07/2003 

Johan Willem Löhr EC Delegation, Transport Sector Manager 
14/07/2003 Ms Yllka Zaloshnja Ministry of Transport, Director of Programming 

Department 
14/07/2003 Artur Luca Ministry of Transport, Programme Management 

Unit, Director 
15/07/2003 Dipl. Eng. Leonard Jani Albanian Railways, General Director 
15/07/2003 Adrian Ceco Ministry of Transport, General Road Directorate, 

World Bank Project Implementation Unit 
15/07/2003 Ms Teuta Kaso Ministry of Local Governments and 

Decentralisation, Director for Decentralisation  
16/07/2003 Engjell Caka Ministry of Transport, General Road Directorate, 

General Director 
16/07/2003 Ms Merita Xhafaj Ministry of Transport, General Directorate of 

Civil Aviation, General Director  
16/07/2003 Sokol Kikino Port of Durres, World Bank Project 

Implementation Unit, Director 
17/07/2003 Thimjo Plaku Ministry of Transport, General Directorate of 

Land Transportation, Director  
17/07/2003 Ms Krisavglija Stefa Statistical Institute, Head of the Business Statistics 

Sector 
18/07/2003 Ms Merita Brati  Port of Durres, Head of the Administration 

Department 
18/07/2003 Adalberto Invernizzi Italian Embassy, Development Cooperation 

Office, Head of the Infrastructure Sector  
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1 Introduction 

The mission to Ethiopia is part of the fact finding stage of the Completion Phase of the 
“Evaluation of EC Interventions in the Transport Sector in Third Countries”. The aim of 
this sectoral evaluation is to improve coherence and application of the Commission’s 
sectoral approach to transport in partner countries. 
 
The scope of the Transport Sector Evaluation covers all key areas of intervention in the 
sector, including all types of interventions (policy advice, technical assistance, infrastructure 
improvements, etc.) and all transport modes (roads, rail, urban, air, maritime and inland 
waterways) in all non-OECD countries with the exception of those countries that are in the 
process of accession to the EU. It focuses on the period 1995-2001. For further details, 
please refer to the Terms of Reference of the evaluation. 
 

The purpose of the mission to Ethiopia was two-fold. On the one hand, it is a pilot 
mission carried out to test the methodology proposed for other four facts-finding country 
missions (Tanzania, Madagascar, Albania and Russian Federation). On the other hand, as 
for the other country missions, the purpose is to collect information on country specific 
issues and on EC (including EIB) interventions in the transport sector. With the 
information provided by other sources (field missions to other countries, questionnaires, 
interviews of EC officials in Brussels, exploitation of documents), the information 
provided by this country mission will be used to answer a series of ten evaluation questions 
specified in the Terms of Reference of the evaluation. 
 
The mission to Ethiopia was carried out from May 19th to 30th 2003. The work programme 
included visits to around 20 institutions and stakeholder organisations within the transport 
sector. A list of people met is available in Annex 1. The programme also included a 3-days 
field trip to Shashemene, Awasa and Jima. 
 
The mission team was composed by: 
 
 Patrick Chaussepied, senior evaluation specialist, economist and team leader, 
 Jorgen Kristiansen, senior transport specialist, 
 Ivory Yong, senior evaluation specialist and economist, 
 Gebremeskel Dessalegn, senior local expert. 

 
The present document reports on this mission. In accordance with the methodology 
developed in the first phase of the evaluation, and accepted by the Evaluation Unit of 
EuropeAid, this report is strictly factual. Its purpose is to present the information collected 
during the field mission, and not to provide an evaluation of EC interventions in the 
transport sector in Ethiopia. 
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2 The transport sector 

2.1 Introduction 

Ethiopia, the oldest independent African country, is situated in the horn of Africa between 
Eritrea (912 km of common border), Djibouti (349 km), Somalia (1,600 km), Kenya (861 
km), and Sudan (1,606 km). It has a surface of 1.1 million Km2, of which 7,444 Km2 is 
water. Since 1993, date of the secession of Eritrea, Ethiopia is a landlocked country. 
 
Climate is tropical, subject to frequent droughts and variable according to the different 
topographic zones. Topography is characterised by a high plateau with a central mountain 
range divided by the Great Rift Valley. The Rift Valley is geologically active and susceptible 
to earthquakes. The highest point is Ras Dejen at 4,620 meters above sea level while the 
lowest point is the Denakil Depression at 125 meters below sea level. Two rainy seasons 
determine agricultural activity; the main one, Meher, is in June-September and the short 
one, Belg, in Jan-March. 
 
With a population of about 65.8 million, Ethiopia is the second most populated country in 
Sub-Saharan Africa. Further, it has a young population as about 47% is below 15 years old. 
Population is composed by different ethnic groups: Oromo (40%), Amhara and Tigrean 
(32%), Sidamo (9%), Shankella (6%), Somali (6%), Afar (4%), Gurage (2%), speaking 
different languages: Amharic, Tigrinya, Orominga, Guaraginga, Somali, and Arabic. Higher 
education is often delivered in English. Urban population is about 16% of total population 
while in SSA the average is 30%. 

Table 1 - Ethiopia. Basic information 
 

Ethiopia 
Sub-Saharan 

Africa 
Population (millions) 65.8 674 
GNP (Atlas method, US$ billions) 6.7 317 
GNP per capita (Atlas method, US$) 100.0 470 
Average annual growth (1995-2001)   

Population (%) 2.5 2.5 
Labour force (%) 2.2 2.6 
Most recent estimate (latest year available, 1995-2001)   

Urban population (% of total population) 16 32 
Life expectancy at birth (years) 42 47 
Infant mortality (per 1,000 live births) 98 91 
Child malnutrition (% of children under 5) 47 - 
Access to improved water source (% of population) 24 55 
Illiteracy (% of population age 15+) 60 37 
Gross primary enrolment (% of school-age population) 71 78 

Male 85 85 
Female 57 72 

Source: World Bank, September 2002. 
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Political issues 

Ethiopia was under the reign of Emperor Halie Selassie until 1974. Following the 
overthrown of the Imperial regime and until 1991, Ethiopia had a Marxist military 
government head by Colonel Mengistu Haile Mariam. After the Derg regime, a transitional 
government, led by current Prime Minister Meles Zenawi, elaborated a new constitution, 
called for democratic elections and in August 1995, officially renamed the country as the 
Federal Democratic Republic of Ethiopia (FDRE). 
 
Ethiopia is now a democratic federation of 9 regions, governed by a bicameral legislature 
with 656 combined representatives, a Prime Minister and a President. The Ethiopia 
People’s Revolutionary Democratic Front (EPRDF) has been the ruling party since 1991; 
however, other major parties (6 major parties and some 50 smaller ones) also participate in 
the political system. National elections were held in May 2000 and the ruling EPRDF party 
was re-elected. 
 
Three elements are particularly important in terms of transport policy design and 
implementation: the liberalization reforms implemented by the EPRDF government, the 
decentralization process, and the bilateral relations with Eritrea: 
 
 The government of the Federal Democratic Republic of Ethiopia has been 

implementing reforms in order to evolve from a command economy to a market-
based economy. The process of reform has not yet been completed but significant 
progress has been made. Main measures included: removal of the extensive system of 
price controls, support to the development of a private sector, reduction of tax rates, 
etc. 

 
 The Constitution, adopted in 1994, establishes a decentralised political system of 

ethnically based regions. It has a four-tier system of government composed of a 
Federal government, Regional governments (9 plus 2 special city administrations), 
Zone administrations (66) and Woreda administrations (550 plus 6 special woredas). 
Regions are considered as autonomous states and can be very different in terms of 
area, population and level of development. For instance, Oromiya has about 21 million 
inhabitants while Gambella has 200,000 inhabitants; and Oromiya, Amhara and SNNP 
concentrate about 80% of the population of the country. Even population density is 
very dissimilar: around 100 persons/Km² in Amhara and SNNP, but only around 10 
persons/Km² in Benishangul and Gambella. These large differences can be partially 
explained by the fact that regions were shaped to maintain the settlement of different 
ethnic groups. The decentralisation is still in progress but it has rapidly advanced in 
Ethiopia and has had important consequences in terms of policy design and 
implementation. For instance, different levels of government are responsible for 
different levels of the road network. 

 
 In 1993, a referendum allowed the secession of Eritrea to form an independent nation. 

This meant that Ethiopia lost access to the Red Sea. However, as the separation was 
pacific and relations between the two nations were stable, Ethiopia continued using the 
ports of Assab and Massawa. In 1998, however, a border conflict scaled up to a war.  
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In 2000 a cessation of hostilities was signed but relations are still tense. Ethiopia continues 
to use the port of Djibuti. 

Economy 

In spite of the high rate of economic growth (5.3% of GDP growth over the period 1991-
2001), Ethiopia is one of the poorest countries in Sub-Saharan Africa. GDP per capita is 
about US$100 while the average in SSA is about US$470. Ethiopia has a mixed farming 
economy, raising both crops and animals. The major crops are grains: mostly teff, wheat, 
barley, sorghum, millet, and maize. The manufacturing sector is very limited. The country 
has the lowest exports per capita in the world; coffee accounts for some two-thirds of 
merchandise exports, the second most important export product being leather and leather 
products. Imports, about twice as much in terms of value in 2000 and 2001, are mainly 
food, fuel and energy and capital goods. 
 
Given the country’s agriculture-centred economy, Ethiopia is particularly vulnerable to the 
adverse effects of fluctuations in commodity prices (especially coffee), and drought, which 
is frequent. Deforestation, overgrazing, soil erosion and desertification are additional 
problems of the Ethiopian economy. 
 
Ethiopia is implementing an ambitious civil service reform that includes a budgetary 
reform. Currently, the preparation of the budget is a bottom-up process, which starts at the 
Woreda level and leads through an aggregation process to the design of the zone, regional 
and federal budgets. But whereas public expenditures are planned at the lower level of 
government, the major part of their financing comes from the federal level: on average 60 
percent of the regions’ revenues originate in a transfer allocated to regions by the federal 
government in the form of a block grant. 
 
The federal subsidy allocated to the regions is determined by a formula which takes into 
account four factors: (a) the population size of the region; (b) a poverty index reflecting the 
extent of poverty in the region; (c) an expenditure need index intended to reflect the 
incompressible volume of recurrent public expenditures; and (d) a revenue index which 
acts as an incentive to regional governments to increase their own revenues. 
 
The budget is prepared by the Ministry of Finance and presented by the government to the 
Parliament. Once the Parliament has approved it, it is adopted and remains accessible to 
public scrutiny. In terms of the transport sector, virtually all government expenditure on 
roads can be tracked through the federal and regional budgets, which show allocations to 
the Ethiopian Road Authority (ERA) and the Rural Road Authorities (RRAs), and through 
the Road Fund. Some spending on roads may be included elsewhere in the budget, as part 
of projects in other sectors (e.g. access roads) while, for instance, spending from the 
Disaster Prevention and Preparedness Commission (DPPC) on roads would be extra-
budgetary. Some bilateral projects that bypass the budget may include outlays on roads. 
However, such expenditures are thought to be minor There is no reliable information on 
road expenditures funded by NGOs. 
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Table 2 - Key Economic Indicators 

 1981 1991 2000 

GDP (US$ billions) 5.2 9.5 6.4 
Gross domestic investment/GDP 13.3 9.9 15.3 
Exports of goods and services/GDP 10.7 5.7 15.5 
Gross domestic savings/GDP 7.3 2.7 -0.1 
Gross national savings/GDP 8.1 4.4 10.0 
Current account balance/GDP -4.8 -5.5 -5.3 
Interest payments/GDP 0.3 0.4 0.8 
Total debt/GDP 35.6 95.9 86.2 
Total debt service/exports 10.3 25.2 13.8 
Present value of debt/GDP  51.3 
Present value of debt/exports  326.5 
(Average annual growth) 1981-91 1991-01 2000 

GDP 1.0 5.3 5.4 
GNP per capita -2.1 2.9 2.9 
Exports of goods and services 0.8 11.9 23.6 

 
 

Table 3 - Structure of the Economy 

(% of GDP) 1981 1991 2000 

Agriculture 56.1 59.1 52.3 
Industry 12.3 10.1 11.1 
Manufacturing 7.9 5.4 7.0 
Services 31.6 30.8 36.5 
Private consumption 79.0 81.8 76.8 
General government consumption 13.7 15.5 23.2 
Imports of goods and services 16.7 12.9 30.8 

(Average annual growth) 1981-91 1991-01 2000 

Agriculture 0.7 2.3 2.2 
Industry -1.0 6.4 1.8 
Manufacturing -2.5 7.6 2.1 
Services 2.5 8.2 9.5 
Private consumption 0.8 2.7 -1.9 
General government consumption 3.0 13.0 29.3 
Gross domestic investment 0.2 10.9 -1.2 
Imports of goods and services 1.2 7.1 6.3 
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Table 4 - Trade 

(US$ millions) 1981 1991 2000 

Total exports (fob) 411 276 486 
Coffee - 130 262 
Leather and leather goods - 45 35 
Manufactures 6 - - 

Total imports (cif) 744 1029 1611 
Food - 152 116 
Fuel and energy - 102 213 
Capital goods - 466 755 

Export price index (1995=100) 82 77 64 
Import price index (1995=100) 112 99 116 
Terms of trade (1995=100) 73 78 55 

 
 

Table 5 - Balance of Payments 

(US$ millions) 1981 1991 2000 

Exports of goods and services 554 543 984 
Imports of goods and services 845 1226 1960 
Resource balance -291 -683 -976 
Net income -7 -73 -60 
Net current transfers 50 229 701 
Current account balance -249 -528 -335 
Financing items (net) 190 681 110 
Changes in net reserves 59 -153 225 

 

 

2.2 Main features of the transport sector 

 
The following map indicates the main Ethiopian geographical characteristics. 
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2.2.1 Road Transport 

With about 0.5 km per 1000 people, the Ethiopian road network is one of the least 
developed in the world. Only 20% of Ethiopia’s land is located within a 10 km range of an 
all-weather road. Moreover, the network is in poor condition (see table 1). At the same 
time, road transport is the most important mean of motorised transport in Ethiopia as it 
accounts for 95% of total domestic passenger and cargo traffic delivered by motorized 
transport. Road transport accounts, however, for only 20% of the total travel and transport 
by all forms, motorized or non-motorized, of movement1. 
 
Classified road in Ethiopia consist of 33,296 km of roads. In addition, it is estimated that 
unclassified tracks and trails amount to a further 15,000 km. Classified roads are grouped 
into five categories: (a) trunk roads which are the major axis, (b) link roads, which provide 
the link with trunk roads (e.g. Kombolcha-Mille), (c) main access roads, (d) collector roads 
and (e) feeder roads. The first three categories are “federal roads” (under the responsibility 
of the federal government) and the last two are regional or rural roads, under the 
responsibility of regional governments2. Below, it is shown the network’s length and 
density per Km2 and per capita: 
 

Table 6 – Ethiopian Road Network 

Level Category 
Length in 

Km 
Density per 
1,000 Km2 

Density per 
1,000 

inhabitants 

Trunk roads 5,358 4.88 0.086 

Link roads 5,592 5.10 0.090 Federal Roads 

Main access roads 5,666 5.16 0.091 

Collector roads 7,188 6.55 0.115 
Regional Roads 

Feeder roads 9,492 8.65 0.152 

All Total 33,296 30.35 0.534 

Source: ERA-EC, Ethiopia Roads Sector Policy Support Updating for the Road Sector Development Programme 
Monitoring Indicators. Monitoring Report of the Fourth Year 2001/02. Draft. March 2003 

 
 
In 2001/02, 59% of paved roads were in good condition, 9% in fair condition and 32% in 
poor condition. The condition of gravel roads was: good 19%, fair 35% and poor 46%. 

                                                 
1  Source: The Federal Democratic Republic of Ethiopia, Ethiopian Roads Authority, Road Sector Development 

Program I (1997-2002): Mid-term review and revised implementation plan, January, 2001 
2  Source: ERA-EC, Ethiopia Roads Sector Policy Support Updating for the Road Sector Development Programme 

Monitoring Indicators. Monitoring Report of the Fourth Year 2001/02. Draft. March 2003. Note also that the 
Ethiopian Constitution, adopted in 1994, establishes a decentralised political system of autonomous and ethnically 
based regions. 
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Table 7 - Road Condition 

 Paved roads Gravel roads 

 1997 2000 2002 1997 2000 2002 

Good 22 % 19 % 59 % 20 % 2 % 19 % 

Fair 23 % 12 % 9 % 30 % 20 % 35 % 

Poor 55 % 69 % 32 % 50 % 78 % 46 % 
 
 
Freight transport is ensured by private trucks. Truck owners are most often organized in 
professional associations that manage the contracts in behalf of the track owners. These 
associations specialized in a given geographical area (East bound corridor, West bound 
corridor, etc.) with little overlap between the different areas of work. The association 
contracts with the shippers, sometimes through a transport company, and distribute the 
work between the different truck owners in accordance with their status and an internal 
order. Their status must be approved by the Road Transport Authority and registered by 
the Ministry of Justice. Although being member of an association is not obligatory for 
truckers, most of them are because it is the easiest way for them to get in the market. 
Truckers generally own one or two trucks and are former drivers. 
 
In the East bound corridor, the main clients are DPPC3, NGOs such as Care Ethiopia and 
flour mills, and most of the freight transported is composed of food aid. One of the main 
problems transporters face is that, except for 2 or 3 months during the year, there is no 
return-freight for the trucks. Two of the main consequences of this situation are: first, that 
transport prices are high (for instance, transport costs make 60% to 70% of the cost of 
grain delivered to the villages in the East bound) and second, that prices are highly seasonal 
(they increase significantly after the crop has taken place and when there is an inflow of 
food aid or fertilisers at Djibouti). 
 
Besides the different truckers’ associations, there are also some large trucking companies 
running on a given corridor. These companies are more or less state-owned or affiliated to 
some extent to the government and operate with large trucks. There are few open tenders 
for the activities carried out by these large companies. However, so far the market is 
segmented in two due to the difference in the type and size of the trucks used: the large 
trucks used by the semi-public companies are not adequate to deliver food aid up to the 
villages. Therefore, small private trucks concentrate in this activity. For instance, the DPPC 
does not contract the large trucking companies but the small, private, ones that can deliver 
food aid the most remote villages. 
 
Road maintenance is considered of outmost importance by transport operators. According 
to the transporters’ association interviewed, the rehabilitation of some roads has decreased 
transport costs and has even re-opened some routes as previously truckers did not want to 
operate anymore on heavy damaged roads. Another important problem for transporters is 
                                                 
3  Disaster Prevention and Preparedness Commission, a large government institutions distributing food aid. 
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security, especially in the Somali region, where it is necessary to use a Somali trucker or to 
escort the trucks with military vehicles. As a consequence, transport costs to the Somali 
region are 3 to 4 times higher than to other regions. 
 
Road safety is a problem affecting all stakeholders but especially the weakest among them, 
the users of NMT. A study carried out within the frame of the Road Sector Development 
Programme (RSDP) and financed by the EU, concluded that Ethiopia has one of the 
world’s worst accident records in terms of fatality rates, that the cost for the country is 
estimated between 350 and 430 million Birr per year, that the trend is worsening and that 
the records are likely to be underestimated due to underreporting of crashes. Moreover, the 
study pointed out that there is no formal government policy dealing with this problem, no 
coordinated approach and no formal funding mechanism. 
 
The government -and donor institutions participating at the RSDP- are aware of the 
problem and have started to take some measures to deal with it. For instance, 3% of the 
Road Fund budget has been earmarked for safety actions since 2001 and safety 
considerations are now being taken into account in the design of infrastructure works. On 
the other hand, the process of deciding a safety policy and setting up the necessary 
institutional frame decided by the government (establishment of provisional committees, 
organization of consultation with users and stakeholders, hearings at Parliament, drafting of 
proclamations and regulations, etc.) is relatively long and complex compared to the urgency 
of the problem.  
 
One the main challenges of the safety policy will be to create safety awareness among the 
public, both users and transporters, as it is almost inexistent at the present. Trucks and 
other vehicles running without lights at night, pack animals and cattle on the road, 
establishment of small businesses on the side of the road, etc. are very common. 

2.2.2 Rail Transport 

Ethiopian rail network has a total of 681 km all in the Ethiopian segment of the Addis 
Ababa-Djibouti railroad. The whole line has a 1 meter gauge, which is the same as in Kenya 
and a standard for most African countries. CDE, Chemin de Fer d’Ethiopie, has 14 
locomotives, of which only 11 are in use, and some 400 wagons. The railway current 
capacity is estimated at 300,000 tons per year. 
 
Traditionally, rail transport was not a priority for the GoE, which focused mostly on roads. 
However, since the border conflict with Eritrea in 1998, the government has reviewed its 
priorities. Traffic has been reoriented towards Djibouti Port using the century-old railroad 
linking Addis and Djibouti. Total traffic with Djibouti is about 3.5 million tons a year but 
the market share of the train is less than 10% of this traffic because of a lack of capacity 
originated partly in the lack of maintenance. 
 
According to the CDE, awareness is now rising on the use of rail for bulk transport. 
Ethiopia is making an effort to improve both the infrastructure and the management of the 
railway sector. Once rehabilitated, it is expected that the link to Djibouti will be 
competitive with Assab. There are also new projects of railway lines linking Ethiopia to 
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Berbera, Mombassa, Port Sudan (an agreement with Sudan was signed in 2001). 
Rehabilitation work has been carried under financing of the World Bank in Djibouti. A 
similar project on the Ethiopian side was presented to the EC but has not been 
concretised. 
 
The main clients of the railway are the fuel companies (Total and Shell), the World Food 
Programme (wheat) and sugar refineries (molasses). The railway tries to capture transport 
of coffee, oil seeds and sugar through marketing activities targeted on the oil companies 
and the associations of oil seeds and of coffee producers. However, if all main potential 
users were actually using the railway, the capacity would not be sufficient. At the time of 
the mission, there was 90,000 tons of molasses stored in Matahara that cannot be 
transported by rail. 
 

The company has some 3,000 employees (2,635 at the end of the 2001/02 exercise) of 
which 500 are temporary workers (364 according to the activity report for 2001/02). It can 
be noted that in spite of this over-staffing, and although the traffic continued to decrease 
(220,000 tons and 85,000 ton*km against 240.000 tons and 89,600 ton*km the previous 
year, the staff was increased by 164 during the present exercise. 
 

Transport by train is currently more expensive than road transport. The tariff is around 
0.07 to 0.08 cents/ton/km and is decreasing because of the competition of the road. This 
is equivalent to 55 USD/ton while truckers are charging 25 to 30 ETB per quintal on the 
same route, that is, about 30 USD/ton at the current exchange rate. 
 

CDE has trains (autorails) for passenger transport but they are no longer used because of 
security reasons4. Yet, passengers use freight wagons because, in some areas, the rail is the 
most accessible way of transport. Tariffs for passengers are extremely low. An adjustment 
of the tariff has been decided last September 2002 by the general management of CDE. 
 

CDE does not receive any subsidy from the governments of Ethiopia or Djibouti although 
it has benefited of soft loans for an amount of Euro 3.5 million. Current management can 
be characterised as hand-to-mouth management but both the GoE and the management of 
the CDE are well aware of this situation and have already started to work on possible 
solutions. 
 
From next year CDE management will work more strategically. Up to now it produced 
one-year business plans. It will first move to a two-year business plan and then to 5-year 
plans synchronised with the government’s 5 year plans. Plans are prepared by a committee, 
sent first to the Ministry and then to the Prime Minister. 
 
CDE’s Board is made of 7 representatives of each of the 2 governments. Chairmanship 
alternated between the 2 governments. Other stakeholders are not represented. The Board 
meets on average every 6 months. There is a general assembly once a year. 

                                                 
4  A wagon charged with sand is systematically placed in front of the trains so that it protects the locomotive in case of 

explosives being placed on the tracks. This is not possible for passenger trains, nor is it possible to couple freight and 
passengers wagons. 
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Concession 

The implementation of the rehabilitation works was delayed by 5 years because it was 
conditional to the agreement of the two governments (Ethiopia and Djibouti) on the 
concessioning of the railway management. The Ethiopian government acted rapidly to 
revise the Treaty of 1981, which did not make provision for a concessioning of the railway, 
but the government of Djibouti delayed its acceptation until 2002. 
 
Currently, the consultants in charge of preparing the concessioning have been contracted 
and have started their work. They are a consortium led by Hifam (Sweden) with Swede Rail 
and Louis Berger (France) and the total budget is Euro 1.2 million. 
 
Concessioning is due to face many problems, in particular the high level of indebtedness of 
the company (some USD 20 million) and the over-staffing. It is being discussed whether 
the debt could be reimbursed from the sale of houses owned by the company, by a soft 
loan or a grant or by a decision of the government to write-off its share of the debt. 

2.2.3 Other transport modes 

Ethiopia has no ports or harbours as it is a landlocked country since the secession of 
Eritrea in 1993. By agreement with Eritrea, Ethiopia used the ports of Assab and Massawa. 
However, since the border dispute with Eritrea flared, Ethiopia has used the port of 
Djibouti for nearly all of its international trade. 
 
Some rivers such as the Baro-Akobo are potentially navigable but, generally, the 
transportation potential of Ethiopia’s rivers and waterways has not yet been fully 
investigated. 

2.3 Institutional set-up 

Three main institutions are responsible for investment and maintenance of the road 
network: the Ethiopian Roads Authority (ERA), the different regional Rural Road 
Authorities (RRAs), the Road Transport Authority (RTA) and the Road Fund Office. 

2.3.1 ERA 

The Ethiopian Roads Authority is an autonomous agency responsible for overall sector 
planning, for development and maintenance of the federal road system and for overseeing 
and extending technical support to Regional Rural Road Agencies. It is accountable to a 
Board established in 1996 and which is composed of various ministers or their 
representatives5 but has no representative from the private sector. The Board is chaired by 
the Ministry of Industry and Trade while the General Manager of ERA is its secretary. 

                                                 
5  Currently, the Board includes: Minister of Trade and Industry (chairman), Ministry of Infrastructure (2 

representatives), MoFED, Minister of Justice, among others. However, the ministries represented can change over 
time because appointments are nominal. 
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ERA discusses overall orientations with the Ministry of Infrastructure but all decisions are 
autonomously taken by ERA. 
 
The Federal Government accounts for roughly three quarters of total government 
spending on roads, which is allocated to the ERA through MOFED (and not from the 
Ministry of Infrastructure). Most of federal road construction work (almost 90% in 2000-
2001) is contracted out to international and local sector, while the ERA concentrates on 
contract management and works supervision. Donors funding represents approximately 
50% of the investments of ERA. 
 
Funds for maintenance come from the Road Fund (see below) and are transferred to the 
District Operation Departments (DOM). ERA has defined 10 districts, which do not 
coincide with other administrative divisions. DOM can either carry out the works 
themselves or contract them out. 

2.3.2 RRA 

According to the Constitutional proclamation each region has its own Regional Roads 
Authority, which is subordinated to the regional government and not to ERA. However, 
in many regions, the RRAs lack the capacity to carry out their tasks and thus receive 
technical assistance from ERA through a specialised department called Rural Road 
technical branch. 

2.3.3 RTA 

The Road Transport Authority is a department of the Ministry of Infrastructure 
responsible for transport services. This includes, among others, responsibility for road 
safety, axle load regulation and vehicle registration. The RTA works in collaboration with 
ERA as the latter is responsible for the Road Sector Development Programme and within 
that frame a number of studies in those areas are being carried out. The “Study to Identify 
a Sectoral Road Safety Programme” and the “Axle Load Control Study”, both financed by 
the EU, can be cited as examples. Another example of cooperation between ERA and RTA 
is the new regulation on the size of vehicles and axle load, which is under preparation. 

2.3.4 The Road Fund Office 

The Road Fund Office exists since March 1997 with the objective of financing the 
maintenance and management of the road network. It is accountable to a Road Fund 
Board that meets three times a year and is composed by 15 members from the public and 
private sector6. The Board is responsible for the annual budget allocation, for deciding on 
the distribution of the budget to the regions, for evaluating reports and for establishing 
directives and policies. There is no intervention of the donor community in the Road Fund 
except for some projects on capacity building with GTZ. 
                                                 
6  The minister of Works and Urban Development (Chairman), 3 Vice-ministries, GM of ERA, GM of Round Fund, 6 

presidents of the regional governments, 2 representatives from the dry cargo transport owners, 1 representative from 
the liquid cargo transport owners and 1 representatives from the passenger transport owners. 
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The Fund’s revenue comes from a fuel levy: Road Fund tax (0.1 Birr/litre), municipal tax 
(0.2 Birr/litre) and VAT (15%). However, according to the regulation, on top of the 
government contribution, the Road fund should also be financed by axle load enforcement 
and from the licences of vehicle registration including heavy vehicle duty. For the fiscal 
year 2002, revenues are of 300 million Birr. These funds are distributed according to the 
following key: 85% for maintenance, 11% for capacity building at the different roads 
authorities, 3% for traffic safety and 1% for Road Fund support. The budget for 
maintenance is distributed among ERA (70%), RRAs (20%), Addis Ababa Municipality 
(5%) and other selected municipalities (5%). ERA and RRAs have to present an annual 
plan to the Road Fund Board for approval. 
 
Since its creation, disbursements by the Road Fund have been lower than collection; the 
average disbursement rate is 70%. This is notably due to a lack of capacity of the public 
administration (both ERA and regional authorities) and to a lack of technical and 
construction capacity of the private sector. In the last 2-3 years, the money not disbursed 
has been used to buy Treasury bills. 
 
The main identified weaknesses of Road Fund Office include: 
 
 Not enough qualified manpower. There is a need to strengthen the organisation and to 

attract qualified engineers for the inspection department; 
 Organizational structure (for instance, it only allows for 3 civil engineers even if at the 

moment there are only 2 engineers); 
 Salaries are not competitive; 
 Lack of standards and shortage of manuals (for unit price calculations, financial 

guidelines, allocation guidelines, etc.). 

2.4 Government’s transport policies, strategies, programmes 

In Ethiopia transport policy mainly concentrates in roads transport; air and water transport 
are not a current priority and urban transport is included in the road transport programme. 
There is no transport master plan encompassing all transport modes. The main (road) 
transport programmes are: the Road Sector Development Programme (RSDP) (national), 
the Rural Roads and Transport Strategy (RRTS) and Program (RRTP) (rural), and the Rural 
Travel and Transport Program (RTTP), the latter being also a component of the SSATP 
(Sub-Saharan Transport Programme), a regional multi-donor initiative. 
 
Government policy aims at encouraging an efficient, effective and safe road transport 
sector and recognises the need to extend accessibility (infrastructure and affordable 
transport services) to rural communities and agricultural production areas. 
 
Recognizing the importance of a reliable and efficient road transport sector for the 
country’s development, from the early 1990s the government, in consultation with the 
donor community, began the formulation of the Road Sector Development 
Programme. The RSDP is a comprehensive program setting out the Government’s 
strategy for development of the road system and spending priorities for both the Federal 
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and Regional governments. It was designed to incorporate both government and donor 
funded activities covering the period 1997-2007. 
 
The formulation of the RSDP lead to a Donors Conference in 1996 and the RSDP was 
launched by the government in 1997 with the support of the donor community. The RSDP 
was subject to a mid-term review in 2001, which allowed for an updating of the 
programme. 
 
The first Road Sector Development Programme or RSDP I (1997-2002) focuses on the 
rehabilitation, upgrading and maintenance of federal roads as well as construction and 
maintenance of regional (rural) roads. The Mid-Term Review of the RSDP showed 
implementation delays for the federal program while regional investment was well in excess 
of targets. Regions financed some 2,000 km of rural roads more than was planned. 
Maintenance expenditures were financed through the Road Fund. 
 
Most of the funds for road construction, rehabilitation and maintenance have been spent 
on the federal network, while village level rural roads have received no allocations under 
the RSDP for either expansion or maintenance. In the past few years, there seems to be an 
increased efficiency and cost-effectiveness in the use of funds for road development as 
evidenced by: (a) the preparation of the RSDP; (b) the establishment of the Road Fund 
Office, resulting in increased and sustainable financing of maintenance; (c) improved 
management of resources by the road authorities, which have become more accountable 
and performance oriented (greater reliance on private contractors, establishment and 
monitoring of performance indicators, establishment of technical and financial audit 
system). 
 
While the focus of RSDP I was on the federal road network, RSDP II (2002-2007) is 
intended to stress development of rural roads, including village level rural roads, due to its 
more direct impact on poverty reduction. The broad framework for rural transport 
development is set out in the Rural Road and Transport Strategy. 
 
The Rural Roads and Transport Strategy (RRTS), a component of the RSDP, 
addresses the problems of rural transport through a program (RRTP) that combines 
investment in infrastructure, institutional changes, capacity building and the development 
of new financing arrangements. 
 
The Rural Travel and Transport Program (RTTP) is part of this broader program and 
focuses on transport development at the village level. The RTTP includes three main 
components: (a) expansion of the village level road system; (b) an increase in conventional 
and intermediate means of transport; and (c) assistance towards the sitting of socio-
economic facilities (water points, schools, grinding mills etc.) that would reduce the 
transport burden of rural communities. Targets have been set for the entire (high and low 
level) rural roads program. They are: (a) to reduce the proportion of farms that are more 
than half a day's walk from an all-weather road from 65 percent to 25 percent by 2007; and 
(b) to reduce the average distance of rural households from any type of motorable road 
from 6 hours to 3 hours. 
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It aims at improving the mobility of rural populations through roads constructed at the 
woreda level on the basis of a partnership between donors, government and communities. 
Communities will bring 30% to 40% of the resources. There is a strategy paper, which has 
identified the problems and worked out solutions. One of these problems is the lack of 
capacities at the woreda level. This is addressed by a training programme: preparation of 
manuals, then training of trainers (ERA has two training centres), then training of 
thousands of agents at the woreda level. 
 
In marked contrast to the rest of the RSDP program, which is largely centrally planned and 
financed from the budget, the RTTP relies on the initiative and, to some extent on the 
financing, of local communities. The rationale for this approach is that priorities for local 
roads are best decided upon by the communities themselves, and that their financial 
contribution would ensure ownership of the roads and hence responsibility for maintaining 
them. Special emphasis will be given to the use of labour intensive methods in the 
development and maintenance of village level roads as a way of generating income in rural 
areas. 
 
These woreda roads are part of Woreda Integrated Development Plans that are 
currently developed by ERA. Such studies have been carried out in 8 woredas. The plan is 
to produce hundreds of such studies. Financing of the studies was provided by ERA, then 
DFID contributed and the AfDB will possibly join. Some stakeholders argue that such 
Integrated Development Plans should not be carried out by the Roads Authority, while 
others argue that what is important is that someone takes the initiative to start them. 

2.4.1 Programme implementation 

The main achievements of the programme include the fact that it has been elaborated by 
the government and discussed with donor community; the definition and follow up of a 
complete set of monitoring indicators (including: traffic counts, road inventory data, 
accidents records, etc.); the setting up of a Road Fund Office to finance road maintenance 
with a budget that is well protected; the re-organization of the ERA; and having 
rehabilitated a significant part of the road network. However, with respect to the objectives 
of the RSDP, there are delays regarding the use of planning tools to design and monitor a 
sound transport programme, and regarding the process of commercialising transport 
related activities (construction, maintenance, management of transport infrastructure, 
delivery of transport services, etc.) and involving private local constructors. Moreover, the 
implementation of the RSDP appears to suffer from a weak maintenance component and 
from a marked delay in implementation of infrastructure works. 
 
According to the mid-term review of the RSDP I, the progress made in terms of 
rehabilitation has been more important than the progress made in maintenance. 
According to several institutions, the main reason is a lack of capacity in terms of technical 
capacity, equipment and certain categories of manpower7. The problem has been identified 
already two or three years ago and some measures have been taken. These include an effort 
for decentralising and commercialising some activities, carrying out a capacity building 
                                                 
7  The weight given to each of these elements varies according to the different institutions. 
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needs assessment and then capacity building programmes, create a programme to 
encourage the construction industry, increase involvement of the private sector in routine 
maintenance, training road maintenance technicians from the RRAs, using length persons 
to clear ditches, etc. Several measures to tackle the problem of lack of equipment have also 
been discussed (such as creating lease companies, increasing funds to buy equipment, but 
no measures have yet been taken. 
 
The participation of the private sector in maintenance (and construction) operations is 
extremely limited. According to some institutions, this is explained by: (i) a lack of technical 
capacity in the sector, (ii) the reluctance of some contractors to enter into maintenance 
works under the argument that these contracts are not well defined, and (iii) the fact that 
maintenance works are considered less attractive for local and international companies as 
well as for the individuals in the sector. 
 
On the other hand, it is worth to notice (a) that funding is not a constraint so far as Road 
Fund’s disbursements are lower than its revenues and (b) that there is no pressure from the 
government to use Road Fund’s budget for other ends, not even during the war with 
Eritrea in 2000 or during the drought. 
 
The other important issue in terms of the implementation of the RSDP is the timing of 
infrastructure works. Three main elements seem to affect it negatively: weak design, weak 
contractual arrangements and lack of cooperation between some institutions. 
 
A major problem of the infrastructure projects is a weak design in all aspects. The ToR of 
design studies are too vague and general. Further, the lack of a common design standard 
have resulted in 3-4 different types of design requirements being represented in EDF 
projects, making it more difficult to transfer experiences from one project to another. 
These weaknesses entail delays in execution; the need for new design studies; a number of 
claims from the contractors and a more complex contract management. Neither ERA nor 
the Delegation feel they are equipped to handle such problems, which entails further delays 
and work overload. At the time of the mission (May 2003) claims on contracts funded by 
the EC amounted to 100 million Euros. 
 
Contract management has also been rendered more complex by issues such as whether a 
contractor can profit from an import tax wave. Several stakeholders consider that many of 
the problems arising in the implementation phase could have been foreseen in the contract. 
The EC has four technical assistants at ERA, one of which is a Contract Management 
Advisor. He was initially intended to be involved in projects funded by all donors but in 
practice, he has concentrated on EDF funded projects. His main areas of work are 
assistance to formulation of the design and supervision contracts, preparation of tender 
documents, and solving technical and contractual issues related to works contracts (e.g. 
attend meetings on works contract implementation, evaluation of contractor’s claims and 
requests for time extension) 
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Contractors claim that part of the problem lies in the fact that contracts for EDF funded 
projects are not based on international standards (such as FIDIC, Federation Internationale 
des Ingenieurs Conseil) while, on the other hand, the EC notes that the newer versions of 
the FIDIC standard is becoming closer to EDF standard contracts. 
 
An additional problem is the joint management of the design and implementation of 
projects by the Ethiopian authorities (ERA) and the EC. Each decision (e.g.: tender, 
establishment of the short list, selection of the contracted company, progress meetings, all 
variants, etc.) must be commonly agreed by the government and the EC. This situation 
produces lengthy and cumbersome procedures, multiply the number of meetings, create 
frictions between the parties, etc. Moreover, it reinforces the contractors’ negotiating 
position by giving them the leverage to play the EC and ERA against each other. All 
stakeholders, including the Delegation, note that World Bank and AfDB funded projects 
have fewer problems in this respect but they all recognize and accept that this is mainly due 
to the fact that development banks provide loans and leave all governance (and 
implementation) issues in the hands of the government. 
 
Finally, an important problem seems to be also the relationship between ERA and the 
Delegation. Both parties feel that there is room for improvement and several factors seem 
to be at stake: 
 
 Communication is extremely slow. For example, letters remain unanswered for very 

long periods.  This is explained in turn by: 
- The fact that decisions are transferred to higher levels. An element mentioned by 

several stakeholders is that the effective implementation of the anti-corruption law 
by the GoE induces mid- and lower-level authorities to validate even minor 
decisions with their superiors. On the Delegation side, the fact that decisions were 
taken in Brussels also contributed to slow down the decision-taking and 
communication processes. The deconcentration in course in the EC can contribute 
to solve this problem; 

- A work overload specially at the Delegation that is partially explained by the 
involvement of the Delegation in the day-to-day management of the projects; 

- Finally, there have been even language misunderstandings that contributed to 
complicate and slow down the communication between ERA and the Delegation; 

 EC procedures are considered by local stakeholders as cumbersome. 

 There is a difference of opinion regarding the adequate level of involvement of the 
Delegation on the day-to-day management of the different projects.  

 There is a sense of disappointment among Ethiopian stakeholders originated on the 
fact that a more significant funding was expected from the EC. 
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2.5 Donors’ interventions in the transport sector 

External assistance to Ethiopia amounts to approximately US$700 million, which is 
equivalent to about 13.4% of its GDP. In per capita terms, Ethiopia receives about 13.4 
US$ per capita while the average for Sub-Saharan Africa is 25.8 US$ per capita. Further, 
development assistance to Ethiopia has decreased since 1995 in both absolute and relative 
terms. External assistance remains essential for the development of the country. External 
grants and loans represented 44% of the federal budget over the period 1996-1999 and 
38% in 2000-2001. This amount excludes assistance in rehabilitation and demobilization, 
food aid, and projects implemented by NGOs. 
 
The largest donors are the World Bank, the European Commission, the African 
Development Bank and Italy. These four donors account for about 62% of all 
development assistance to Ethiopia. The European Commission provides around 15% of 
all external assistance, almost entirely in grants. 
 
Regarding sector of concentration for each of the main donors, the World Bank focuses 
on economic reform, food security, economic infrastructure (roads and energy), and the 
social sectors. The African Development Bank intervenes in health, education, water and 
roads, economic reform and food security and agriculture. USAID concentrates on 
emergency food security through five axes: rural household production and productivity, 
improved health, education, governance, and disaster mitigation. Japan’s interventions 
focus on food security and agriculture; roads, water and sanitation; and education. Several 
EU Member States are active in Ethiopia. The Netherlands has traditionally 
concentrated on two sectors: rural development and health. Sweden, is resuming aid after 
a decreased intervention due to the war with Eritrea and the expected sectors of 
concentration are natural resources, education and health. Italy is strongly increasing aid to 
Ethiopia and concentrates on rural development and food security; education; 
infrastructure; and health. Ireland also envisages to increase aid to Ethiopia and 
concentrates, geographically, in the regions of Eastern Tigray, Sidama and Gurare while, 
sectorally, it concentrates support to the HSDP and ESDP. Finally, France concentrates, 
through the AFD, on irrigation and infrastructure (water and railway) while other French 
interventions are concentrated in education and legal reform. 
 
Regarding the transport sector, the first phase of the RSDP was estimated to cost about 
USD 2.8 billion to be co-financed by the GoE and the EU, IDA, ADB, NDF, Germany, 
Italy, Japan and the UK. The following paragraphs show the main activities carried out by 
each donor. 
 
The World Bank has made available a loan for USD 309.2 million mainly for the 
rehabilitation of trunk roads. These include: Modjo-Awash-Mille (443 km, 3 lots), Woldiya-
Alamata and Betemariam - Wukro (195 km, 2 lots), Debre Markos - Gondar (428 km, 2 
lots) and Awash - Harar (312 km, 3 lots). The 10 lots have already been awarded for a total 
contract amount of ETB 2,498 million while, in June 2002, disbursement was about ETB 
1,214 million. The ADB is funding the following projects: the rehabilitation of the Semera-
Elidar road (150 km), Chida-Sodo (a feeder road of 165 km), the upgrading of Alem Gena - 
Butajira - Hossaina - Sodo (328 km, 3 lots) and feasibility and EIA studies for 7 projects. 
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The German government is funding the rehabilitation of the Addis – Gedo road (185 km) 
as well as the restructuring of ERA (including reorganization and capacity building in 
RRAs, review of ERA’s Management Information System, capacity building in ERA 
districts and assistance to the Road Fund Office). The Italian government is funding the 
construction of the Kombolcha - Debre Work road (250 km) while the Japanese 
government will fund at least part of the rehabilitation of the Addis - Debre Markos road 
(299 km) as well as having funded a study on the development of the Domestic 
Construction Industry, a bridge expert and the overseas training of ERA and RRAs 
personnel. Finally, the UK is funding a RSDP Support project (which includes technical 
assistance in contract preparation, contract law, highway design and maintenance 
management) and supporting ERA’s District Maintenance Organizations through a 5-years 
project that has started in 2001. 
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3 EC Interventions in the transport 
sector 

3.1 EC cooperation strategy and the place of transport in this 
strategy 

The overall objective of the 8th EDF strategy for Ethiopia was to contribute to the 
modernization of the Ethiopian society and economy through promoting regionally 
balanced growth and thus contributing to overcome poverty in a sustainable way. Indeed, 
growth is presented as a condition to reduce poverty since increased revenue would allow 
the public sector to provide basic social services and the population to access improved 
living conditions. 
 

The strategy also stresses the importance, to promote growth, of an appropriated 
macroeconomic framework combining government and donors’ efforts. Therefore, the 
overall EC intervention aimed to be conducted in the framework of the economic reform 
process started by the government. This reform was expected to: (a) reduce economic 
distortions, (b) encourage private sector development, and (c) increase public sector 
revenues. The government’s commitments in this area included: (a) to maintain its 
adjustment programme as agreed with Bretton Wood Institutions, (b) to inform the EC on 
the progress of the implementation of the programme, (c) to associate the EC in the 
preparation of the public budget and to the public expenditure reviews to ensure the 
respect of targets that provide the basis to realise counterpart funds, and (d) to improve the 
budget and public accounts management, in particular at the regional level. 
 

The Commission’s support to the economic reform was proposed to be carried out 
through a contribution of the implementation of macro-economic and sectoral policies, 
provision of balance of payment assistance and of budget support through the allocation of 
counterpart funds to the public budget. Financial instruments proposed included: EC SAF, 
NIP funds, STABEX funds. 
 

Within that framework, it was proposed to focus the EC intervention on: (a) food security 
and human development for their contribution to poverty alleviation; (b) the road sector 
for its contribution to the development of the productive sectors and, in particular, 
agriculture, to the integration of regions and to the openness of the Ethiopian economy; 
and (c) democratisation and internal stability, to stimulate the mobilization of the forces of 
society for development. 
 

In particular, in the roads sector, the objective of EC support was to contribute to the 
formulation and implementation of a sound road policy and to assist in the implementation 
of the government’s RSDP. The roads sector was presented as a good example of positive 
dialogue between government and the donor community on the basis of a sector approach 
as well as of the capacity of the Ethiopian authorities in policy design. The government was 
committed to the creation of a sustainable road network linking export corridors to the 
rural productive and food insecure areas, improving efficiency in production, exchange and 
distribution in the country. Further, it was pointed out that the RSDP did address the 
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issues of sustainability, maintenance budgets, institutional performance, private sector 
involvement, enforcement of traffic regulations. Therefore, EC intervention was proposed 
to continue at the policy level as well as to continue the 7th EDF commitment to finance 
the rehabilitation of two major trunk roads linking coffee areas to Addis Ababa. Support 
was also proposed to take place through policy and project assistance as well as 
contribution to key sectors studies and to capacity building in institutions at all levels. In its 
support, the Community proposed to ensure a coherent network approach combining 
rehabilitation of trunk and major link roads with interventions in favour of the 
improvement of rural roads in the context of the food security strategy. 
 

Table 8 - Past and current sectors of intervention 

Lomé 
Convention 

EDF Period 
NIP 

(million 
Euro) 

Main sectors of intervention (NIP) 

Lomé I 4th 1976-1980 120 Infrastructure, Energy, Export agriculture, 
water supply 

Lomé II 5th 1981-1985 141 Water supply, Energy, Export agriculture 

Lomé III 6th 1986-1990 210 Integrated rural development, economic 
reform 

Lomé IVa 7th 1991-1996 214 Roads, economic reform, water 

Lomé IVb 8th 1997-2003 250 Roads, economic reform, human resource 
development, food security 

 
The Country Support Strategy for Ethiopia for 2002-2007, under the 9th EDF, continues to 
focus on poverty reduction, reflecting the main objective of EC development policy. It is 
also coherent with the Interim Poverty Reduction Strategy Paper adopted by the 
government and will be adapted, as necessary, as the process of adoption of a full strategy 
paper advances. 
 

The main criteria to determine the sectors of concentration are: (a) the development 
priorities of the government as reflected in the (I)PRSP and EC development policy and 
priorities, (b) the financial requirements and implementation capacities of each sector, (c) 
the existence of a sector development policy, (d) the historic development relationship 
between Ethiopia and the EC, (e) complementarity with other donors, (f) the comparative 
advantage of the EC as a donor. On this basis, the following focal sectors have been 
defined for the period 2002-2007: (1) transport, (2) macro-economic support and capacity 
building for economic reform, and (3) food security. 
 
Several financial instruments are proposed to be used. The most important is the 9th EDF 
(Envelope A), which amounts to Euro 384 million, of which: 
 
 Transport infrastructure, Euro 211 million (55%), 
 Macro-economic support, Euro 96 million (25%), 
 Food security, Euro 54 million (14%), 
 Other programmes, Euro 23 million (6%). 
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Transport is the main focal sector, due to its impact on poverty reduction. This impact is 
channelled through improved accessibility of rural areas (including the main agricultural 
production centres), the opening up of isolated segment of the population, access to social 
services, enhanced functioning of the markets, as well as the more effective provision of 
humanitarian aid when required. 
 
Funding will be used for upgrading a number of important roads, for improving managing 
capacity (as mentioned above, weaknesses in this area have been pointed out by the Mid-
Term Review of the RSDP), as well as for interventions aiming at improving the 
sustainability of the road transport sector. Funding from the Regional Support Strategy will, 
if possible, be used for interventions aiming at upgrading infrastructure with a cross-border 
function. 
 
The specific objectives for the Transport sector support are the following: 
 
 Improved roads network that allow for better accessibility of rural areas as well as of 

main agricultural production centres and that provides a link to essential port facilities; 
 Improved flows of traffic and goods; 
 Improved road connectivity with neighbouring countries; 
 Improved transport policy development and implementation. 

 
The main foreseen interventions are the following: 
 
 The rehabilitation of two degraded roads that are part of the RSDP II (Harrar-Jijiga -

102 km- and Mieso-Dire Dawa -155 km-); 
 The provision of training, technical assistance and surveys destined to strengthen 

ERA’s capacity in managing the RSDP; 
 Support to the implementation of some transport policies, studies of which have 

previously been funded by EC (road safety, axle road, transport regulation). 
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Table 9: Intervention Framework in focal sector: transport 

Targets / Objectives 
/ Results 

Performance Indicators 
Sources of 

Verification 
Assumptions / Risks 

Medium-term 
targets (I-PRSP - 

RDSP): 
I-PRSP/RDSP  

1. Increased road 
network density 

 Road network coverage of 80% 
by 2007; average distance to 
nearest road reduced to 3 hours 
by 2007. 

 RSDP-reports. 

2.  Increased share of 
expenditures for 
roads 

 10% of total public expenditures 
by 2003. 

 PER; budget 
proclamation. 

3.  Improved quality of 
road network 

 65% or road network in good 
condition by 2007; road 
maintenance budget as % of total 
public expenditures. 

 RSDP reports; 
Road Funds 
accounts. 

EC-intervention 
objectives: 

  

1.  Improved and 
expanded roads 
network 

 Expanded roads network 
coverage and % of network in 
good condition. 

 RSDP-reports. 

2.  Increased flows of 
traffic and goods 

 Number of vehicles using road 
network and quantity of goods 
transported. 

 Traffic flow 
surveys, axle 
load statistics, 
CSA. 

3.   Improved road 
connectivity with 
neighbouring 
countries 

 Number of vehicles, persons and 
goods crossing borders, reduced 
travel time. 

 Traffic flow 
surveys, axle 
load statistics, 
custom statistics.

4.  Improved transport 
policy development 
and implementation 

 Number and quantity of new 
legislation passed. 

 Negarit Gazeta, 
evaluations. 

Expected Results: Result indicators:  
1.  A number of roads 

upgraded 
 Number of km rehabilitated.  Project reports, 

evaluations. 
2.  Improved 

maintenance of road 
network 

 Reduction of maintenance 
backlog; better road quality; ù of 
private contractors; budget Road 
Fund. 

 Maintenance 
surveys, road 
funds accounts. 

3. Improved ERA-
capacity to manage 
RSDP 

 Number of ERA staff trained; 
better design quality, reduction of 
delays in project implementation. 

 Project reports, 
evaluations. 

4.  New transport 
legislation 
promulgated and 
enforced 

 Enhanced capacity to enforce 
regulation, % reduction of 
accidents. 

 Traffic surveys, 
police reports, 
CSA. 

 
 Government/ERA will 

continue to implement its 
RSDP in a satisfactory 
manner; 
 Donors will continue to 

contribute to RDSP-
funding; 
 Government will reduce 

its periodic maintenance 
backlog; 
 Government will ensure 

sufficient resources for its 
Road Fund; 
 Government will continue 

to stimulate private sector 
participation in road 
construction and 
maintenance; 
 Government ensures a 

competitive level playing 
field for transport 
services; 
 ERA will continue to 

monitor traffic flows; 
 ERA continues RSDP 

performance monitoring 
system and –when 
necessary- introduced 
remedial measures; 
 ERA and EC will find 

solutions to problems 
(design, contract, 
administration, tenders) in 
existing road programme 
implementation; 

 

Source: European Commission, CSS 2002-2007. 
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3.2 Overview of EC interventions in the transport sector 1995-
2002 

3.2.1 Transport projects - 1995-2001 

The following table presents a list of EC and EIB interventions in Ethiopia. In the case of 
EC intervention, the source is the CRIS database. Only interventions financed under the 
7th and 8th EDF and classified under transport-related sectors8 have been selected. In the 
case of intervention No 23 (ID 19952062), financed by the EIB, the source is a list of 
interventions provided by the EIB to the evaluation team. 
 
Some of these projects have been analysed in more detail by the evaluation team. The 
sources were interviews with desk managers in Brussels and in Ethiopia, interviews with 
different stakeholders and project documents collected both in Brussels and in Addis 
Ababa. A description of these projects is presented in Annex 2. 
 
 

                                                 
8  For more detail about the selection of interventions see Phase I Final report. 
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N° Project ID Mode Type Cluster Project title Budget 

1 7 ACP ET 20 Road Infrastructure (1) Road rehabilitation MODJO-AWACA ROAD REHABILITATION ASSESSMENT STUDY 58,072 
2 7 ACP ET 50 Road Infrastructure (1) Road rehabilitation ADDIS-MOJO-AWASA ROAD 489,186 
3 7 ACP ET 78 Road Infrastructure (1) Road rehabilitation ECONOMIC ANALYSIS - ADDIS ABABA-AWASA ROAD 32,197 

4 7 ACP ET 93 Road Infrastructure (1) Road rehabilitation ADDIS ABABA - MODJO - AWASA ROAD REHABILITATION 
PROJECT 58,863,695 

5 7 ACP ET 94 Road Infrastructure (1) Road rehabilitation ADDIS ABABA - MODJO - AWASA ROAD REHABILITATION 
PROJECT 1,020,225 

6 7 ACP ET 56 Road Infrastructure (2) Road rehabilitation FEASAB. STUDY ADDIS ABABA JIMA ROAD REHABILITATION 
PROJECT. 129,512 

7 7 ACP ET 60 Road Infrastructure (2) Road rehabilitation DESIGN OF THE ADDIS ABABA-JIMMA ROAD 479,897 
8 7 ACP ET 99 Road Infrastructure (2) Road rehabilitation ADDIS ABABA/JIMA ROAD REHABILITATION PROJECT 60,000,000 
9 8 ACP ET 3 Road Infrastructure (2) Road rehabilitation ADDIS ABABA - JIMA ROAD REHABILITATION PROJECT 42,000,000 
10 PACA/94175 Road Infrastructure (2) Road rehabilitation DESIGN OF THE ADDIS ABABA-JIMMA ROAD 750,000 

11 7 ACP ET 92 Road Infrastructure (3) Road rehabilitation FEASIBILITY STUDY REHABILITATION ROAD ADDIS ABABA-
DESE-WELDY 129,883 

12 8 ACP ET 4 Road Infrastructure (3) Road rehabilitation ADDIS ABABA - WOLDIYA ROAD REHABILITATION PROJECT 120,000,000 

13 7 ACP ET 111 Road Infrastructure (4) Road rehabilitation PRE-FEASIBILITY STUDY OF THE GONDAR - HUMERA AND 
ARBA MINCH - JINKA ROADS 740,000 

14 8 ACP ET 15 Road Infrastructure (5) Road rehabilitation REHABILITATION AND UPGRADING OF THE HARAR-JIJIGA 
ROAD 710,000 

15 8 ACP ET 5 Road Infrastructure (6) Road rehabilitation KOMBOLCHA/MILLE ROAD REHAB & UPGRADING PROJECT 25,000,000 
16 7 ACP ET 70 Road Study (7) Road management FIELD SURVEY OF 3200 KM OF ROADS 48,261 
17 7 ACP ET 72 Road Study (7) Road management STUDIES ON THE MANAGEMENT AND FINANCING OF ROADS 49,629 
18 7 ACP ET 89 Road TA (7) Road management ROAD SECTORAL POLICY SUPPORT PROJECT. 2,000,000 
19 7 ACP ET 53 Railways Study (8) Railways ETHIOPIA-DJIBOUTI RAILWAY(STUDY 1) 182,177 

20 7 ACP ET 57 Railways Study (8) Railways REHABILITATION OF CDE RAILWAY:EVALUATION 
EMERGENCY REPAIRS 368,950 

21 7 ACP ET 61 Railways Study (8) Railways REHABILITATION CDE RAILWAY:(STUDYU NO.2(SEE 7 ET 53;7 
ET 57) 176,633 

22 7 ACP ET 83 Railways TA (8) Railways SUPPORT TO PREPARING A JOINT GOVERNMENT REPORT 19,995 
23 19952062 Aviation ?? (9) Air services ETHIOPIAN CIVIL AVIATION AUTHORITY 29,899,252 
24 7 ACP ET 77 Aviation ?? (9) Air services AIR TRAFFIC SERVICES SYSTEM PROJECT (+6/ET/64) 15,700,000 
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4 Findings in relation with the 
evaluation questions 

During the first phase of the evaluation, a form or “evaluation question sheet” was 
prepared in order to guide the data collection process during the second phase of the 
evaluation. This form included, for each evaluation question: (i) the evaluation team’s 
comprehension of the question; (ii) the logic behind the question; (iii) several judgement 
criteria to answer the evaluation question; (iv) one or several indicators per criterion; and 
(v) a potential source of information for each indicator. 
 
It was also specified that, first, judgement criteria could be country-specific or programme-
specific and that some questions included both types of criteria and, second, that within the 
same question, criteria could be specific to a type of intervention or more in general to the 
geographical region where the intervention takes place. Therefore, it was concluded that 
not all criteria were meant to apply to all interventions under study. 
 
Furthermore, it was specified that, in prevision of a possible scarcity of information, it 
seemed safe to identify a rather large number of criteria for each question and several 
indicators for each criterion. These lists were to be taken as “long lists” within which the 
field teams were to select the most realistic criteria or indicators following the country or 
the type of intervention they were analysing. However, this was compensated by a 
significant overlapping of criteria (and indicators) among the different questions. 
 
The following pages present these “evaluation question sheets”. They have been used as 
check lists to collect information during the field mission and desk work and will be used, 
together with the information from the other field missions and the results from desk 
work, to give an “overall judgement on the Commission’s past performance and the 
relevance of its current approach to programme design as well as findings and operational 
recommendations”, as requested in the TOR9. Therefore, information presented in the 
following pages does not attempt to cover all the information necessary to answer the 
evaluation questions at country level. 
 
The information presented is complementary to that in Sections 1 and 2. When relevant, 
the logic behind the criteria, as proposed in Phase I of the evaluation, has been kept for 
clarity. When indicators or criteria are the same for more than one question, reference is 
made to the place were they first appear. Finally, some of the indicators or criteria have 
been considered not relevant in the case of Ethiopia, given the nature of the interventions 
or the context of the country. 
 

                                                 
9  Terms of Reference, page 4. 
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Q1 To what extent were policy and programme development at sectoral level conduced in 
partnership with third countries since the publication of the last major evaluation and with what 
effect? 

 CRITERION OR INDICATOR INFORMATION COLLECTED 

C1 
EC interventions are designed and carried out in 
the framework of a national sectoral policy 

Logic: If the EC finances transport sector interventions in countries where no explicit transport sector 
policy is available or prepared with EC support, it is unlikely that any formal partnership is organized. 

I1 Existence of a sectoral policy document 

In Ethiopia transport policy mainly concentrates in roads transport; air and water transport are not a 
current priority and urban transport is included in the road transport programme. The main transport 
documents are: 
 Road Sector Development Programme (RSDP) (First Phase: 1997-2002 and second phase: 2002-2007); 
 Rural Roads and Transport Strategy (RRTS); 
 Rural Roads and Transport Program (RRTP); and 
 Rural Travel and Transport Program (RTTP) 

A brief description of these programmes is presented in Section 1.3. 

I2 Reference to national priorities in EC project or 
programming documents 

All EC programming documents refer and are in line with the RSDP which in turn is coherent with the 
national development strategy reflected in the ADLI (Agriculture Development Led Industrialisation) 
strategy and in the PRSP “Ethiopia: Sustainable Development and Poverty Reduction Program”. Both 
documents reflect the development strategy of the government of Ethiopia and clearly identify the role of 
transport in the overall development of the country. 

I3 Delegation organizes/participates in relevant 
coordination meetings with partner government 

Since December, the EC is invited, along with ERA, by the Ministry of Infrastructure to monthly 
coordination meetings to discuss progress, problems, etc. of all EC interventions. Before December, 
coordination meetings were held between the EC and ERA directly but after repeated disagreement 
between the two parties, the Ministry of Infrastructure decided to organize and chair the meetings himself. 
The Ministry, Dr. Casos is directly involved on roads, railway, telecom and transport in general. Other 
Ministries can also be invited to these coordination meetings if and when needed. MOFED is not invited 
systematically although the opinion of the Delegation is that it should. Therefore, the Delegation meets 
MOFED separately, on ad-hoc basis (about every two months) and each time all issues are discussed. 
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 CRITERION OR INDICATOR INFORMATION COLLECTED 

I4 Delegation organizes/participates in relevant 
coordination meetings/activities with other donors 

Currently, there is no regular donor coordination. Coordination among donors did start very regularly 
when the RSDP was launched but it lost its momentum. Initially, meetings were held every 6 months, 
coinciding with the visit of the WB representative from Washington. It is expected that donor 
coordination could re-start in September 2003. The last important coordination was in March 2003 for the 
RSDP Review when a meeting between the EC and the WB also took place. 
On the other hand, some bilateral donors had the initiative to set up a coordination group to discuss some 
policy matters. With time, this initiative has conducted to the elaboration of a rural road programme: the 
RTTP, a programme that does not depend of ERA but on the Ministry of Rural Development. 

I5 There is a MTEF and an annual budget 

Ethiopia is implementing an ambitious civil service reform that includes a budgetary reform. The reform is 
not yet completed but there is an annual budget process. The budget is prepared by the Ministry of 
Finance and presented by the government to the Parliament. Once the Parliament has approved, it is 
adopted and remains accessible to public scrutiny. A MTEF is prepared by the ex-Ministry of Economic 
Development including the expected assistance of international donors. 

C2 
Inter-sectoral linkages have been properly 
identified 

 

I6 Existence of multisectoral policy papers in which 
transport is identified  

The key role of the transport sector in the overall development of the country is clearly identified in the 
ADLI (Agriculture Development Led Industrialisation) strategy and in the PRSP “Ethiopia: Sustainable 
Development and Poverty Reduction Program”. It is stated that “the success of the country’s strategy (ADLI) 
depends critically on its road network, as it is the dominant mode of modern transport system.” (PRSP, page 74). Further, 
that “poverty reduction strategies are multidimensional and road infrastructure and transport services need to be considered in 
parallel with interventions in other sectors if impact on poverty is to be fully achieved”. 
 
The PRSP presents the road network and transport system as a condition to promote and sustain 
economic growth, which in turn is view as the most powerful way to fight against poverty. It also recalls 
that one of the main objectives of the RSDP, in addition to the infrastructure provision, is to contribute to 
Ethiopia’s economic development by providing economic opportunity for the rural poor, creating 
employment in both rural road works and the development of appropriate and affordable means of 
transport. Investments on road projects have had a positive impact on people as users, consumers, 
producers, service providers and workers. 

C3 
The delegation plays an active role to promote and 
lead coordination and complementarity with other 
donors specially MS and the WB 
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 CRITERION OR INDICATOR INFORMATION COLLECTED 

I4 Delegation organizes/participates in relevant 
coordination meetings/activities with other donors See Q1/C1/I4 

I7 Agreement of common donor approach 

From the early 1990s the government, in consultation with the donor community, began the formulation 
of the Road Sector Development Programme. This led to a Donors Conference in 1996 and the RSDP 
was launched by the government in 1997, with the support of the donor community. The 10-years RSDP 
was designed to incorporate both government and donor funded activities. 

C4 
The delegation plays an active role to enhance 
sector coordination with the government, who has 
the lead role 

 

I3 Delegation organizes/participates in relevant 
coordination meetings with partner government See Q1/C1/I3 

I8 Sectoral approach agreed with the government The donor community has adhered to the 10-years roads sector strategy developed by the government. 
The government developed the RSDP in consultation with the donor community. 

C5 
Road boards or similar institutions at national and 
sub-national level exist and have a real influence 
on the sector policy 

Logic: In principle, the road board (often related with a road fund) is a typical form of institutionalisation 
of the partnership. 
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 CRITERION OR INDICATOR INFORMATION COLLECTED 

I9 
Existence of activity reports or meeting minutes of 
road boards, community councils or other institutions 
bringing together different stakeholders 

The Road Fund exists since 1997 with the objective of financing the maintenance of the road network. It 
is accountable to a Road Fund Board that meets three times a year and is composed by 15 members from 
the public and private sector: The Prime Minister, MoFED, Ministry of Trade and Industry, State Ministry 
of Infrastructure (chairman), General Manager of ERA (secretary), Government of the Addis Ababa City 
Administration, 8 Regional Presidents, 1 representative from the dry cargo association, 2 representatives 
from the fuel truckers association and 1 representative from the Public Transport association. 
The Road Fund Board is responsible for the annual budget allocation, for deciding on the distribution of 
the budget to the regions, for evaluating reports and for establishing directives and maintenance policies. 
 
In the case of Ethiopia, another key institution that can potentially institutionalise partnership is the 
Ethiopian Roads Authority.  ERA is an autonomous agency responsible for overall sector planning, for 
development and maintenance of the federal road system and for overseeing and extending technical 
support to Regional Rural Road Agencies. It is accountable to a Board established in 1996 and which is 
composed of various ministers or their representatives but has no representative from the private sector.  
Currently, the Board of ERA includes: Minister of Trade and Industry (chairman), Ministry of 
Infrastructure (2 representatives), MOFED, Minister of Justice, among others. However, the ministries 
represented can change over time because appointments are nominal. The General Manager of ERA is the 
secretary of the Board. 

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) have 
been involved at different stages of the intervention 
cycle  

Logic: Dialogue with non-government stakeholders is especially important to ensure that interventions 
provide solutions to people needs and to encourage ownership which is determinant to the sustainability 
of the intervention. 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in local 
press, etc. at the different stages 

The EC is mainly involved in large infrastructure projects (rehabilitation of existing roads) that have been 
already identified by the government through the RSDP. Therefore EC did not involve non-government 
stakeholders in the identification or design of the interventions. 
Implementation of rehabilitation works is carried out by an international contractor with no involvement 
of non-government stakeholders. Their only involvement with local people is through manpower 
employed during works. On the other hand, for Technical Assistance, support is given to the ERA and, 
therefore, direct involvement of non-government stakeholders in the design or implementation of this 
activity is not expected. 
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 CRITERION OR INDICATOR INFORMATION COLLECTED 

C7 

Conflicting views about specific transport projects 
have been publicly expressed and the final 
decision has taken them into account -which does 
not mean accepted them 

Logic: Dialogue with non-government stakeholders is especially important to ensure that interventions 
provide solutions to people needs and to encourage ownership which is determinant to the sustainability 
of the intervention. 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in local 
press, etc. at the different stages 

See Q1/C6/I10 

C8 
Stakeholders feel their views have been taken into 
account and have contributed to improve the 
project’s impact 

Logic: Dialogue with non-government stakeholders is especially important to ensure that interventions 
provide solutions to people needs and to encourage ownership which is determinant to the sustainability 
of the intervention. 

I11 Subjective perception expressed by the stakeholders of 
effective participation to the decisions Not relevant (see Q1/C6/I10) 

C50 
Projects are designed according to PCM and 
EcoFin and according to the transport sector 
guidelines 

Logic: A correct application of the tools should allow for a design that is relevant to the needs and 
problems identified in partners countries. 

I71 The problem addressed by the intervention has been 
clearly and explicitly identified 

For the projects analysed in detail, the problem addressed has been clearly identified. See Project Fiches in 
Annex 2. 

I72 The objective of the project is clearly stated and 
explicitly addresses the problem identified For the projects analysed in detail, the objective has been clearly identified. See Project Fiches in Annex 2. 

I73 Overall objectives and project purpose are clearly and 
correctly differentiated 

For the projects analysed in detail, objectives and purpose are correctly differentiated. See Project Fiches 
in Annex 2. 

I74 The objectives of the project are quantifiable and are 
effectively quantified They are quantifiable but have not been quantified. 

I75 Project identification and formulation documents Project identification and formulation documents do follow the standard. However, it has been difficult to 
retrieve these documents. 

I70 Assumptions and risk clearly stated For the projects analysed in detail, the assumptions and risk have been clearly identified. 

I76 
PCM/ECOFIN conformity of the structure of 
financial proposal and of the project implementation 
and monitoring documents, including ToR 

All approved projects have respected the standards for financial proposals. 
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Q2. To what extent has policy commitment from partner countries been secured so as to ensure the 
sustainability of transport strategies? 

 Criterion Or Indicator Information collected 

C5 
Road boards or similar institutions at national 
and sub-national level exist and have a real 
influence on the sector policy 

Logic: A Road Board or similar institution gives a forum to discuss and possibly ensure commitment 
from partner government. 
See Question 1 

I9 
Existence of activity reports or meeting minutes of 
road boards, community councils or other 
institutions bringing together different stakeholders 

See Q1/C5/I9 

C9 
Maintenance of transport infrastructure and 
equipment is ensured 

 

I12 

Measures (such as funding being interrupted) have 
been taken by the EC when the partner government 
has not fulfilled its obligations notably in terms of 
maintenance and management of infrastructure. 

The EC is mainly involved in the rehabilitation of existing roads and most of their interventions are 
still on going, therefore whether these roads are well maintained or not has not yet been an issue. 
Moreover, no conditions –notably, regarding maintenance- have been included for the funding of 
these projects. 
On the other hand, the government has shown awareness regarding this problem. In particular, RSDP 
I mid-term review shown that progress made in terms of rehabilitations has been more important than 
the progress made in maintenance. The government has recognized this weakness, has produced a 
Maintenance Action Plan 2001-2005 and some measures have been taken. These include an effort for 
decentralising and commercialising some activities, carrying out a capacity building needs assessment 
and capacity building programmes, create a programme to encourage the construction industry, 
increase involvement of the private sector in routine maintenance, training road maintenance 
technicians from the RRAs, using length persons to clear ditches, etc. Several measures to tackle the 
problem of lack of equipment have also been discussed (such as creating lease companies, increasing 
funds to buy equipment) but no measures have yet been taken. 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered. The Road Fund is fully financed by fuel levy and so far disbursement has been lower than revenues. 
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 Criterion Or Indicator Information collected 

I14 Existence of cost recovery procedures, for instance 
petrol taxes. 

There is indeed a fuel levy that finances the Road Fund. This levy is composed by: Road Fund tax (0.1 
Birr/litre), municipal tax (0.2 Birr/litre) and VAT (15%). However, according to the regulation, on top 
of this, the Road fund should also be financed by axle load enforcement and from the licences of 
vehicle registration including heavy vehicle duty. So far, enforcement of axle road regulations is weak. 

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period) 

 
Road Fund budget allocation (million Birr) 

Fiscal 
year 

Total 
Federal 
(ERA) 

Regional 
(RRA) 

Municipa
l 

Road 
safety 

1997-98 163.00 118.00 30.00 15.00 0.00 
1998-99 200.00 140.00 40.00 20.00 0.00 
1999-00 200.00 140.00 40.00 20.00 0.00 
2000-01 250.00 169.75 48.50 24.25 7.50 

Source: Road Fund Administration, Road Fund in Ethiopia, 2001. 
 
 

I16 
Maintenance needs of the maintainable network 
compared to the public resources dedicated to 
transport 

Since its creation, disbursements by the Road Fund have been lower than collection; the average 
disbursement rate is 70%. This is notably due to a lack of capacity of the public administration (both 
ERA and regional authorities) and to a lack of technical and construction capacity of the private sector. 
In the last 2-3 years, the money not disbursed has been used to buy Treasury bills. There has been no 
attempt by the government to use the revenues of the Road Fund to other ends during the 6-year 
period the RF has existed, which includes critical periods such as the war with Eritrea in 2000 or the 
2002/03 drought. 
 

1996-97 1997-98 1998-99 1999-00 2000-01 2001-02 Ratio between actual maintenance 
budget and the theoretical cost of 
maintenance 0.55 1.13 0.74 0.53 0.19 0.15 

 
1996-97 1997-98 1998-99 1999-00 2000-01 2001-02 Ratio between actual maintenance 

cost and the theoretical cost of 
maintenance 0.33 1.12 0.57 0.47 0.2 0.15 
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 Criterion Or Indicator Information collected 

I17 Maintenance status of infrastructure in the field 

 

Road Condition 
 Paved roads Gravel roads 
 1997 2000 2002 1997 2000 2002 

Good 22 % 19 % 59 % 20 % 2 % 19 % 
Fair 23 % 12 % 9 % 30 % 20 % 35 % 
Poor 55 % 69 % 32 % 50 % 78 % 46 % 

 

This data confirms the findings of the RSDP Mid-Term Review in 2001 regarding the little progress 
made in terms of maintenance, especially when compared with the progress made in terms of road 
rehabilitation. However, measures to correct this problem have started to be implemented. 

C10 

The delegation plays an active role to ensure 
commitment from partner country to guarantee 
adequate management and maintenance of 
infrastructure. 

 

I3 Delegation organises/participates in relevant 
coordination meetings with partner government. See Q1/C1/I3 

I8 Sectoral approach agreed with the government. See Q1/C4/I8 

I12 

Measures (such as funding being interrupted) have 
been taken by the EC when the partner government 
has not fulfilled its obligations notably in terms of 
maintenance and management of infrastructure. 

See Q1/C9/I12 

C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency. 

 

I18 Evidence of new laws, regulations and 
organisational procedures. 

Reforms, notably in the line with the EC’s approach for a sustainable transport sector, are carried out 
within the frame of the RSDP. 

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services. 

 

I19 Existence and effective use of competitive 
procurement procedures. 

Most services and works are provided by the government (except those financed through ODA) but 
the government is engaged to commercialise a number of activities. 
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 Criterion Or Indicator Information collected 

I20 Evidence of competition between transport 
suppliers. 

Truckers are organized in associations and the association is the one to manage the contract with a 
shipper and to distribute the work load between the different members of the association. There are 
few associations operating in the same area as they are geographically specialized. However, there are 
some large trucking companies that are more or less state-owned or affiliated to some extent to the 
government and the tendering process for the activities carried out by these companies is not clear. As, 
for the time being, the type of trucks used by these large companies is different to the ones used by the 
smaller private transporters (which implies a different type of activity), private transporters consider 
that they operate in a different market. 

I21 Size of the road fund compared to the public 
resources dedicated to transport 

 

Cost Estimate of RSDP I (1997-2001) by Source of Financing (Million Birr) 

 Total GoE 
Road 
Fund 

Donors 
Commu-

nity 
Rehab & construction 8,150.9 4,563.6 3,532.7 54.6 
Maintenance 1,378.5 61.0 1,097.0 220.5  
Rural transport services 185.0 185 
Other 524.6 143.7 380.9  
Total 10,239.0 4,768.3 1,097.0 4,134.1 239.6 

Source: RSPD I Mid-Term Review, 2001, page 47 
 
Maintenance budget and expenditure 

 
1995-

96 
1996-

97 
1997-

98 
1998-

99 
1999-

00 
2000-

01 
2001-

02 
Ratio “Maintenance Budget  
over Total Budget” 

0.155 0.159 0.127 0.108 0.146 0.097 0.150 

Ratio ‘Actual Maintenance 
Expenditure over Maintenance 
Budget” 

0.994 0.603 0.993 0.767 0.878 0.807 0.712 

Index “Actual Maintenance 
Budget” 

146.00 100.00 219.44 205.28 236.25 209.45 288.70 

Source: ERA-EC, Ethiopia Roads Sector Policy Support Updating for the Road Sector Development Programme Monitoring 
Indicators. Monitoring Report of the Fourth Year 2001/02. Draft. March 2003 
 

I16 Maintenance needs of the maintainable network 
compared to the public resources dedicated to See Q1/C9/I16 
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 Criterion Or Indicator Information collected 

transport 

I22 
Status of the staff in charge of transport services 
and infrastructure maintenance (is it public or 
private?) 

Most services and works (except those financed through ODA) are provided by the government. 

I23 Bias in competition between transport enterprises 
or modes. 

No data was found on this indicator. There are signs that government and/or enterprises linked to the 
ruling party have better access to information and contracts. 

C13 
The partner government has undertaken 
sectoral reforms to ensure cost recovery from 
infrastructure users 

 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered See Q1/C9/I13 

I14 Existence of cost recovery procedures, for instance 
petrol taxes See Q1/C9/I14 

C14 
There are training scheme on transport sector 
programming and management 

 

I24 Existence of training programmes 

The GOE is aware that the implementation of the RSDP entails new requirements in terms of 
personnel capacity. The training programme in Ethiopia and abroad includes the areas of planning, 
contract administration, maintenance and legal services. ERA has two training centres (Alemgena and 
Ginchi) and is currently financing 3 engineers who are pursuing an MSc. International donors have 
financed, since the beginning of the RSDP, some 50 professionals abroad, including 2 (plus 2 still not 
graduated) MSc financed by the EU. Staff has also benefited of short-term training financed by ERA 
or donors. Training on-the-job is also important as technical assistance funded by the EU and DFID 
work  hand-in-hand with ERA staff. 
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Q3. How far have Commission strategies, programmes and projects contributed to the achievement 
of sustainable economic benefits? 

 Criterion or Indicator Information collected 

C1 
EC interventions are designed and carried out in the 
framework of a national sectoral policy. 

Logic: In order to ensure that they are relevant and that they have the largest possible effect on 
the economic system 
 
See Question 1 

I1 Existence of a sectoral policy document. 

As recalled by Ethiopia’s PRSP, one of the main objectives of the RSDP, in addition to the 
infrastructure provision, is to contribute to Ethiopia’s economic development by providing 
economic opportunity for the rural poor, creating employment in both rural road works and the 
development of appropriate and affordable means of transport. Investments on road projects 
are to have a positive impact on people as users, consumers, producers, service providers and 
workers. It is also recalled the different ways in which transport affect economic growth: It 
provides access to resources and markets; contributes to economic diversification; enables 
economies of scale; and reduces vulnerability to shocks. An efficient road transport service can 
also help to widen the market; increase the volume and efficiency of trade; and help to both 
reduce final consumer prices and also increase farm gate prices. 

I2 Reference to national priorities in EC project documents.  

I3 Delegation organizes/participates in relevant coordination 
meetings with partner government.  

I4 Delegation organizes/participates in relevant coordination 
meetings/activities with other donors.  

I5 There is a MTEF and an annual budget.  

C9 
Maintenance of transport infrastructure and 
equipments is ensured. 

Logic: In order to guarantee that benefits are sustainable 
 
See Question 2 

I12 

Measures (such as funding being interrupted) have been 
taken by the EC when the partner government has not 
fulfilled its obligations notably in terms of maintenance and 
management of infrastructure. 

 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered.  
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 Criterion or Indicator Information collected 

I14 Existence of cost recovery procedures, for instance petrol 
taxes.  

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period).  

I16 Maintenance needs of the maintainable network compared 
to the public resources dedicated to transport.  

I17 Maintenance status of infrastructure in the field  

C15 Taxes do not hamper trade and transport 

Logic: If the EC has interventions aiming to enhance trade (national or international), the legal 
framework should be analysed as a pre-condition for the project to have a sustainable effect. 
Indeed, improving trading routes may have no sustainable effect if at the same time, for 
example, taxes hamper the development of trade. 

I25 Import and export tax as % of value of imports and 
exports 

On-going EC transport interventions in Ethiopia do not aim to enhance international trade but 
to improve the internal road network, as requested by the government within the frame of the 
RSDP. Therefore the indicator is not relevant. 
Note however, that national authorities presently recognize (cf. PRSP) the importance of an 
adequate transport network to decrease transport costs, production costs and ultimately to 
increase the volume and efficiency of international trade. 

C16 Regulations do not hamper trade and transport 

Logic: If the EC has interventions aiming to enhance trade (national or international), the 
regulatory framework should be analysed as a pre-condition for the project to have a sustainable 
effect. Indeed, the effect of improving trading routes may be jeopardized by regulations 
supporting inefficient operators or distorting practices such as export licences or blockages at 
border crossings. 

I26 
Existence of non-tariff barriers (such as export and import 
licences, ban from exporting “strategic” goods such as 
cereals, seed cotton, etc….) 

EC transport interventions in Ethiopia do not aim to enhance international trade but to 
improve the internal road network. Therefore indicators I26, I29 and I30 are not relevant. See 
also the previous indicator (Q3/C15/I25). 
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 Criterion or Indicator Information collected 

I27 Transport prices fluctuations show they are free and reflect 
open competition between transporters 

 

Unit price index for: 
1996-

97 
1997-

98 
1998-

99 
1999-

00 
2000-

01 
2001-

02 
Trunk roads - passengers 100 100 100 135.6 156.3 156.3 
Trunk roads – freight 100 130.34 130.34 114.3 63.7 85.4 
Regional roads - passengers 100 100 100 97.8 93.9 93.9 
Regional roads - freight 100 492 492 442 162.4 210 

 
Note that variations on the price index do not only reflect competition between transporters 
but also general economic conditions. Some competition currently exists, especially between 
road transport and rail transport to Djibouti. In particular, freight railway tariffs are decreasing 
to compete with the road. 

I28 Existence of road blocks 

Significant security problems exist in several roads, particularly in the route to Sudan and to 
Somalia. In the Somali region, transporters have to employ Somali drivers and/or to be 
accompanied by military vehicles; transport costs to the Somali regions are 3 to 4 times higher 
than to other regions. 

I29 Waiting time at berth 
EC transport interventions in Ethiopia do not aim to enhance international trade but to 
improve the internal road network. Therefore indicators I26, I29 and I30 are not relevant. See 
also the previous indicator (Q3/C15/I25). 

I30 Waiting time at border crossings 
EC transport interventions in Ethiopia do not aim to enhance international trade but to 
improve the internal road network. Therefore indicators I26, I29 and I30 are not relevant. See 
also the previous indicator (Q3/C15/I25). 

C17 
Improving access to international markets is an 
explicit objective of the intervention. 

Logic: If it is a intended impact of the intervention, then the problem should have been 
assessed through baseline studies and the progress should have been monitored. 

I31 

Quality of baseline and monitoring data. For example, 
inland transport or port cost as % of export fob price, 
waiting time to berth, loading delays, time and cost of red 
tape. 

EC transport interventions in Ethiopia do not aim to enhance international trade but to 
improve the internal road network. Therefore the indicator is not relevant; no baseline 
information is expected to be found in project documents. 

C18 
Better market efficiency is an explicit objective of the 
intervention. 

Logic: If it is a intended impact of the intervention, then the problem should have been 
assessed through baseline studies and the progress should have been monitored 
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 Criterion or Indicator Information collected 

I32 
Quality of baseline and monitoring data. For example, 
inter-market price correlation for staple goods (food, 
fertilisers, etc.) or traffic volumes of passengers, goods, etc.

No such data was found 

C19 
International trade has increased after EC 
intervention 

Logic: This criterion can be taken in aggregated terms (national level) but, in that case, the 
causality is difficult to determine. Otherwise, focus on goods that could be affected by the 
intervention and/or the most relevant region 

I33 Import/export volumes before and after EC intervention 

EC transport infrastructure interventions in Ethiopia have not been completed during the 
period of evaluation (1995-2001). 
The rehabilitation of the AA-Awasa road has been completed by the contractor but the works 
have not been officially accepted by the supervisor so far. Other projects are only starting the 
rehabilitation works or have not yet started. Therefore, it is not possible to measure the impact 
of the interventions. 
Note however, that national authorities presently recognize (cf. PRSP) the importance of an 
adequate transport network to decrease transport costs, production costs and ultimately to 
increase the volume and efficiency of international trade. 

I34 Traffic volumes of passengers and goods idem 

C20 
Prices of traded goods are closer to international levels 
after EC intervention 

Logic: idem. Some representative prices to be considered are: food staples, fertilizers, etc. but 
this will also depend on data availability. The rationale is that better transport infrastructure and 
services allow better integration of markets and a measure of this can be approximated through 
the comparison of IPP and EPP as these variables become closer the more integrated markets 
are. 

I35 Market prices, export parity price (EPP) and import parity 
price (IPP) 

As mention in C19, it is not yet possible to measure the impact of the interventions. However, 
no baseline data is included in project documents. 
Note also that national authorities recognize (cf. PRSP) the importance of an adequate 
transport network to adjust consumer and producer prices. 

C21 
Transport and transaction costs  have decreased after 
EC intervention 

 

I36 Evolution of prices such as ton/km  or passenger/km See previous indicator (Q3/C20/I35) 

C22 Increased stability of prices of staple goods  

I37 Time series of prices of staple goods See previous indicator (Q3/C20/I35) 
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 Criterion or Indicator Information collected 

C23 
Flows of goods and people have increased at local, 
regional and international levels after EC intervention 

 

I34 Traffic volumes of passengers and goods See previous indicator (Q3/C20/I35) 

C24 New jobs have been created after EC intervention As mention in C19, it is not yet possible to measure the impact of the interventions. 

I38 Number of jobs directly created by the works (incl. 
duration) 

Logic: Labour intensive techniques may or may not be appropriated depending on the 
opportunity cost of workers 

I39 Employment in new enterprises created due to improved 
access 

Logic: The causality is difficult to establish in this context. However, if regional or local 
statistics regarding employment in areas of EC interventions exist, they should be used 

I40 New agricultural land open  

C31 
Effective regional transport corridors are in place and 
are used. In some cases they are connected with the 
TEN 

EC transport interventions in Ethiopia do not include transport corridors 

I30 Waiting time at border crossings  
I34 Traffic volumes of passengers and goods  

I49 Evidence of improvements on border infrastructure and 
administrative procedures  

I50 Explicit links between MED and CIS transport 
infrastructure and the TEN  
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Q4. How far have Commission strategies, programmes and projects contributed to poverty reduction 
by improving access to essential services? 

 Criterion or Indicator Information collected 

C1 
EC interventions are designed and carried out in the 
framework of a national sectoral policy. 

Logic: Interventions framed in a sectoral national policy are more likely to address other basic 
sectors needs. 
See Question 1. 

I1 Existence of a sectoral policy document 

Further to Q1/C2/I6 on the links on national strategies and the transport sector, it is worth to 
notice that the PRSP also describes the different ways in which transport (infrastructure and 
services) affects the multiples dimensions of poverty. Accordingly, an adequate transport 
network:: 
(a) enhances access to social services and facilities, which in turn determines the capacity of the 
poor to participate to the market and improve their economic opportunities; 
(b) enhances access to assets and technology, which reduces time spent in low production 
activities and high energy consuming tasks; 
(c) improves the decision making process of the broader society and breaks the isolation in which 
many poor communities live; 
(d) increases livelihood strategy options and thus poor people's capacity to cope, respond and 
adapt to risks, shocks and violence 
(e) allows the poor to benefit from interventions in all sectors (e.g. health, water, agriculture, 
energy, education), to improve rural livelihoods and reduce poverty. Poor physical 
communications will naturally reduce the efficiency and raise costs of the delivery of all services 
to rural areas 

I2 Reference to national priorities in EC project documents  

I3 Delegation organizes/participates in relevant 
coordination meetings with partner government  

I4 Delegation organizes/participates in relevant 
coordination meetings/activities with other donors  

I5 There is a MTEF and an annual budget  

C6 
Non-governmental stakeholders (traders, 
transporters, minority groups, women,…) have been 
involved at different stages of the intervention cycle 

Logic: Empowerment, as a way to ensure that interventions provide solutions to poor people’s 
needs and to encourage ownership which is determinant to the sustainability of the intervention. 
See Question 1 
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 Criterion or Indicator Information collected 

I10 
Evidence of consultations, discussion groups, community 
councils, public debate notably in local press, etc. at the 
different stages 

 

C9 
Maintenance of transport infrastructure and 
equipments is ensured 

Logic: In order to guarantee that benefits are sustainable 
See Question 2 

I12 

Measures (such as funding being interrupted) have been 
taken by the EC when the partner government has not 
fulfilled its obligations notably in terms of maintenance 
and management of infrastructure 

 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered  

I14 Existence of cost recovery procedures, for instance petrol 
taxes  

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period)  

I16 Maintenance needs of the maintainable network 
compared to the public resources dedicated to transport  

I17 Maintenance status of infrastructure in the field  

C22 Increased stability of prices of staple goods 
Logic: Better access from/to vulnerable zones to markets and aid makes prices more stable and 
thus enhances food security. 

I37 Time series of prices of staple goods 

EC transport infrastructure interventions in Ethiopia have not been completed during the period 
of evaluation (1995-2001). The rehabilitation of the AA-Awasa road has been completed by the 
contractor but the works have not been officially accepted by the supervisor so far. Other 
projects are only starting the rehabilitation works or have not yet started. Therefore, it is not 
possible to measure the impact of the intervention. 
Note that national authorities acknowledge that an efficient road transport service can also help 
to reduce final consumer prices while increasing farm gate prices. Further, that high domestic 
transport costs (particularly within and connecting to food surplus areas) increase Ethiopia’s 
dependence on food imports and food aid as they make it uneconomic to transport food from 
surplus to deficit areas. 

C25 
Urban transport is provided at a price affordable for 
the poor 
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 Criterion or Indicator Information collected 

I41 Transport costs as a proportion of poor households 
expenditures 

There is no EC intervention on urban transport. Therefore no information on urban transport 
issues has been collected. 

I42 Ratio average daily fare/minimum daily wage There is no EC intervention on urban transport. Therefore no information on urban transport 
issues has been collected. 

C26 
Improving access to basic services was an explicit 
objective of the intervention 

Logic: If it is an intended impact of the intervention, then the problem should have been 
assessed through baseline studies and the progress should have been monitored. 

I43 Existence of reliable baseline studies and monitoring data 
about the use of public services No such data was found 

C27 Access to basic services has improved 
Logic: This can be tackled at different levels: country, region or village. 
 

I44 Evolution of the time/cost spent to access public services

EC transport infrastructure interventions in Ethiopia have not been completed during the period 
of evaluation (1995-2001). The rehabilitation of the AA-Awasa road has been completed by the 
contractor but the works have not been officially accepted by the supervisor so far. Other 
projects are only starting the rehabilitation works or have not yet started. Therefore, it is not 
possible to measure the impact of the intervention. Notice, however, that no baseline data has 
been found in project documents regarding this indicator. 

I45 Evolution of the use of public services (school 
enrolment, rate of medically assisted births….) Idem. 

C28 Subsidies, if any, are targeted to the poor  

I46 Forms of subsidies (targeted on transport companies or 
on specific users groups) No data was found. 

C29 
Negative impact on the poor has been considered 
and compensated 

 

I47 Evidences of compensation or explicit mitigation of the 
negative impact of EC supported transport programmes 

No potential negative impacts on the population were identified by the intervention and 
therefore no measures were foreseen. 
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Q5. How far have the Commission strategies, programmes and projects contributed to economic and 
political integration across political and population boundaries? 

 Criterion or Indicator Information collected 

C2 
Inter-sectoral linkages have been 
properly identified 

See Question 1 

I6 Existence of multisectoral policy 
papers in which transport is identified  

C23 

Flows of goods and people have 
increased at local, regional and 
international levels after EC 
intervention 

 

I34 Traffic volumes of passengers and 
goods 

EC transport infrastructure interventions in Ethiopia have not been completed during the period of 
evaluation (1995-2001). The rehabilitation of the AA-Awasa road has been completed by the contractor 
but the works have not been officially accepted by the supervisor so far. Other projects are only starting 
the rehabilitation works or have not yet started. Therefore, it is not possible to measure the impact of the 
intervention. 

C30 
Regional transport policies and 
standards are being harmonised 

Logic: For instance, simplification of procedures at border posts, e.g. number of and time spent on customs 
formalities, number of cross-border barriers removed, examples of bottlenecks eliminated at the frontiers, waiting 
times at borders. 

I48 
Signs of EC supported regional 
harmonisation of rules and procedures 
(texts, meetings minutes, etc…) 

RSDP and EC transport interventions in Ethiopia focus on the development of the internal network; no regional 
(multi-country) aspects are aimed. 

C31 

Effective regional transport 
corridors are in place and are used. 
In some cases they are connected 
with the TEN 

 

I30 Waiting time at border crossings RSDP and EC transport interventions in Ethiopia do not include transport corridors. See also comment under 
Q5/C30. 
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 Criterion or Indicator Information collected 

I34 Traffic volumes of passengers and 
goods Idem 

I49 
Evidence of improvements on border 
infrastructure and administrative 
procedures 

Idem 

I50 Explicit links between MED and CIS 
transport infrastructure and the TEN Idem 

C32 
Corridors attract traffic from other 
routes 

 

I34 Traffic volumes of passengers and 
goods 

RSDP and EC transport interventions in Ethiopia do not include transport corridors. See also comment under 
Q5/C30 

C33 
Corridors allow for more effective 
transport services and thus reduce 
transport costs 

 

I36 Evolution of prices such as ton/km or 
passenger/km  

RSDP and EC transport interventions in Ethiopia do not include transport corridors. See also comment under 
Q5/C30 

C34 

Regional transport agreements, if 
any, are incorporated into national 
laws, regulations and operational 
practices 

 

I18 Evidence of new laws, regulations and 
organization procedures 

RSDP and EC transport interventions in Ethiopia do not include transport corridors. See also comment under 
Q5/C30 
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Q6. How far have Commission strategies, programmes and projects contributed to specific sector 
goals? 

 Criterion or Indicator Information collected 

C5 
Road boards or similar institutions at national and 
sub-national level exist and have a real influence on 
the sector policy 

See Question 1 

I9 
Existence of activity reports or meeting minutes of road 
boards, community councils or other institutions 
bringing together different stakeholders 

 

C9 
Maintenance of transport infrastructure and 
equipments is ensured 

See Question 2 

I12 

Measures (such as funding being interrupted) have been 
taken by the EC when the partner government has not 
fulfilled its obligations notably in terms of maintenance 
and management of infrastructure 

 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered  

I14 Existence of cost recovery procedures, for instance 
petrol taxes  

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period)  

I16 Maintenance needs of the maintainable network 
compared to the public resources dedicated to transport  

I17 Maintenance status of infrastructure in the field  

C11 
The partner government has undertaken 
institutional reforms aiming at improving transport 
effectiveness and efficiency 

See Question 2 

I18 Evidence of new laws, regulations and organization 
procedures  
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 Criterion or Indicator Information collected 

C12 

The partner government has undertaken reforms to 
ensure the commercialisation of activities such as 
construction, maintenance and delivery of transport 
services 

See Question 2 

I19 Existence and effective use of competitive procurement 
procedures  

I20 Evidence of competition between transport suppliers  

I21 Size of the road fund compared to the public resources 
dedicated to transport  

I22 Status of the staff in charge of transport services and 
infrastructure maintenance (is it public or private?)  

I23 Bias in competition between transport enterprises or 
modes  

C13 
The partner government has undertaken sectoral 
reforms to ensure cost recovery from infrastructure 
users 

See Question 2 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered  

I14 Existence of cost recovery procedures, for instance 
petrol taxes  

C14 
There are training scheme on transport sector 
programming and management 

See Question 2 

I24 Existence of training programmes  

C30 
Regional transport policies and standards are being 
harmonised 

See Question 5 

I48 Signs of EC supported regional harmonisation of rules 
and procedures (texts, meetings minutes, etc…)  

C35 
Staff in public institutions in charge of transport 
have adequate capacity 
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 Criterion or Indicator Information collected 

I51 Frequency of maintenance operation 

No specific indicator for the frequency of maintenance operation was found. However, the 
evolution of the number of km of roads under routine maintenance gives a proxy of the evolution 
of maintenance operations: 
 
Km of roads under routine maintenance (Index) 

 1993-94 1996-97 1997-98 1998-99 1999-00 2000-01 2001-02 
Federal roads 72.6 100 92.5 99.2 95.4 92.4 91.7 
Regional roads 68.4 100 141.8 156.9 157.1 54.8  

I52 Staff and skill mix of the public transport administration Staff in place is well qualified and training is an important component of the RSDP. However, the 
administration has difficulties to attract new personnel. 

I53 Budget of the ministry of transport or local authorities 
in charge of transport infrastructure No info found 

C36 
The number of accident is monitored and under 
control 

 

I54 Statistics of accidents 

 

 
1995-

96 
1996-

97 
1997-

98 
1998-

99 
1999-

00 
2000-

01 
2001-

02 
Fatalities / total accident 0.23 0.19 na 0.18 0.27 0.19 0.19 
Fatalities / 1000 vehicles 21.40 17.77 na 16.46 11.58 13.21 13.45 
Accident / 1000 vehicles 92.50 89.89 na 88.72 47.00 67.45 68.02 
Fatalities / 1000 vehicles km 0.52 0.45 na 0.41 0.28 0.35 0.38 
Accident / 1000 vehicles km 2.26 2.30 na 2.21 1.15 1.77 1.91 

 
Accidents and fatalities are monitored in the frame of the RSDP. 
 

C41 
Traffic related accidents is a concern of EC 
interventions 

 

I54 Statistics of accidents See above Q6/C36/I54 

C42 
Pedestrian and other NMT users are targeted by 
safety measures 
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 Criterion or Indicator Information collected 

I59 Observable adaptation of infrastructure supported by 
the EC aiming at protecting pedestrians 

The design of EC supported roads rehabilitation includes bypasses for NMT in some of the cities 
served by the road (For example, Modjo, Akaki, Sheshemene and Awassa in the AA-Awasa road). 
In others towns, the road is wider than the standard. The design also includes some safety 
awareness features. However, no specific data to monitor traffic accidents has been recorded. 
Incidental data shows that the number of accidents has increased, in spite of a safety awareness 
campaign. It is also a reported dead toll of 30-35 among the contractor’s work force. 

C43 
Safety related regulatory frameworks are improved 
and enforced 

 

I60 Evidences of EC support given to enforcement of 
safety regulations 

No evidence has been found. Enforcement of existing legislation is not among the main issues 
discussed by the government and its partners. However, the EC has financed (7 ET 89) studies on 
axle load control, road transport regulation and road safety but no explicit link is made between 
this intervention and interventions financing infrastructure works. 
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Q7. To what degree have the Commission strategies, programmes and projects contributed to 
improvements in health and safety and in environmental impact? 

 Criterion or Indicator Information collected 

C37 
Environment is a concern guiding EC 
interventions 

 

I55 Existence of environmental assessments and 
monitoring data 

No environmental assessment or monitoring data is available for infrastructure interventions studied by 
the team. The question is systematically raised by the EDF committee. However, as the interventions 
foresee the rehabilitation of existing routes and not the creation of new ones, the environmental impact 
is considered to be negligible. It was recognized that during construction works, some short term effects 
occur (dust, fumes, etc.). 

C38 
The design of EC interventions includes 
measures to protect the environment 

Logic: Such effects include: landslides, soil erosion or floods caused by road, rail or air projects 
(frequent and easily observable); opening of previously protected areas to human settlement, agriculture 
and/or hunting (rare but easily observable in some cases); wildlife migrations prevented or made more 
dangerous (difficult to observe); coastal biotopes disturbed around coastal infrastructure such as ports 
and dams. 

I56 
Observable measures aiming at preventing or 
mitigating environmental damages of EC financed 
transport interventions 

See C37/I55 

C39 
The EC supports the mitigation of the direct 
impact of infrastructure on populations 
(especially women) 

Logic: Including size of population displaced. Resettlement conditions are not always applied as 
foreseen in the project documents. Field observations are necessary to assess actual resettlement 
conditions. 

I57 Observable resettlement conditions  As the interventions foresee the rehabilitation of existing routes and not the creation of new ones, no 
population has been resettled. 

C40 
The EC supports the mitigation of the 
environmental impact of traffic 

Logic: Such measures include: availability and use of measurement instruments; data made public; 
effective technical control of vehicles; enforcement of fines and controls; etc. 

I58 EC supported measures to mitigate noise or gas 
emissions No info found 
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 Criterion or Indicator Information collected 

C41 
Traffic related accidents is a concern of EC 
interventions 

Logic: Particularly used on project documents 
See Question 6 

I54 Statistics of accidents  

C42 
Pedestrian and other NMT users are targeted 
by safety measures 

See Question 6 

I59 Observable adaptation of infrastructure supported 
by the EC aiming at protecting pedestrians  

C43 
Safety related regulatory frameworks are 
improved and enforced 

Logic: Such regulation includes fines, controls on the road, ports, airports, etc. 
See Question 6 

I60 Evidences of EC support given to enforcement of 
safety regulations  

C44 
The EC is concerned by the impact of 
transport interventions on health 

 

I61 Monitoring data of the impact of EC 
infrastructure on health 

No health issues are included in the infrastructure component of the intervention either in terms of 
programmes focusing on workers during the intervention or in terms of programmes to avoid spread of 
diseases due to improved accessibility 

C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

Logic: For instance, specific immunization campaigns focused on vulnerable groups put in contact with 
the rest of the world as a result of the intervention 

I62 Evidences of health protection / AIDS 
programmes supported by the EC 

In the cases of the AA-Awasa and AA-Jima road rehabilitation, the tender documents do not make 
provision for preventing the spread of HIV/AIDS. The contractor (Dragados) does not test potential 
workers either because the law prohibits any discrimination based on health condition. Nevertheless the 
contractor is testing the personnel employed in the kitchen for a number of infectious diseases (HIV, 
typhoid, etc). There is also a project clinic, even if it is not requested by the tender. The contractor 
establishes the clinic to deal with work accidents and emergency issues. The clinic has a condom 
distribution programme supported by the government. 
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 Criterion or Indicator Information collected 

C46 
The EC supports AIDS/HIV programmes for 
those that can be affected by the transport 
intervention 

 

I62 Evidences of health protection / AIDS 
programmes supported by the EC See Q7/C45/I62 

 

Q8. How far have strategies, programmes and projects sponsored and funded by the Commission, 
and the conditions and context of such funding, contributed to ensuring a gender sensitive 
access to transport services, as well as equal access to members of minority or disadvantaged 
populations? 

 Criterion or Indicator Information collected 

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) 
have been involved at different stages of the 
intervention cycle  

Logic: There can be strong institutional variations across countries and regions, e.g. cultural norms and 
gender relations 
See Question 1 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in local 
press, etc. at the different stages 

 

C8 
Stakeholders feel their views have been taken 
into account and have contributed to improve 
the project’s impact 

See Question 1 

I11 
Subjective perception expressed by the 
stakeholders of effective participation to the 
decisions 
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 Criterion or Indicator Information collected 

C39 
The EC supports the mitigation of the direct 
impact of infrastructure on populations 
(especially women) 

See Question 7 

I57 Observable resettlement conditions   

C45 
Specific measures of health protection are 
taken when transport infrastructure reaches 
isolated populations 

See Question 7 

I62 Evidences of health protection / AIDS 
programmes supported by the EC  

C47 
National and sectoral policies are conductive 
to transport interventions sensitive to gender 
and minority issues 

Logic: There can be strong institutional variations across countries and regions, e.g. cultural norms and 
gender relations 

I63 
Gender and minority issues are incorporated into 
the national development and/or transport 
strategy 

No minority issues are included. 

I64 Existence of indicators and gender disaggregated 
data collection system No data in this issue was collected by the team 

C48 
Project design is gender sensitive, notably in 
the case of labour intensive works 

Logic: This criteria implies a positive assessment of the participation of women to labour-intensive 
works, particularly in terms of their health and the different productive (carrying water and firewood, 
sowing and weeding, etc.) and social burdens (child-care, etc.) they have. 

I65 
Evidence of gender sensitivity in baseline studies 
or impact monitoring of EC financed programmes 
(notably labour intensive works) 

No gender issues are included in the infrastructure component of the intervention. The objectives were 
not considered gender specific and no gender specific issues were taken into account. Notice that works 
are no labour intensive. The question was raised by the EDF committee. 
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Q9. To what extent has the design of Commission-sponsored strategies, programmes and activities, 
especially the choice of beneficiaries, funding instruments and donor mix (including EIB) 
facilitated the achievement of specific objectives established for the sector? 

 Criterion or Indicator Information collected 

C1 
EC interventions are designed and carried out 
in the framework of a national sectoral policy 

See Question 1 

I1 Existence of a sectoral policy document  

I2 Reference to national priorities in EC project 
documents  

I3 Delegation organizes/participates in relevant 
coordination meetings with partner government  

I4 Delegation organizes/participates in relevant 
coordination meetings/activities with other donors  

I5 There is a MTEF and an annual budget  

C2 
Inter-sectoral linkages have been properly 
identified 

See Question 1 

I6 Existence of multisectoral policy papers in which 
transport is identified   

C3 
The delegation plays an active role to promote 
and lead coordination and complementarity 
with other donors specially MS and the WB 

See Question 1 

I4 Delegation organizes/participates in relevant 
coordination meetings/activities with other donors  

I7 Agreement of common donor approach  

C5 
Road boards or similar institutions at national 
and sub-national level exist and have a real 
influence on the sector policy 

See Question 1 
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 Criterion or Indicator Information collected 

I9 
Existence of activity reports or meeting minutes of 
road boards, community councils or other 
institutions bringing together different stakeholders 

 

C6 

Non-governmental stakeholders (traders, 
transporters, minority groups, women, …) have 
been involved at different stages of the 
intervention cycle  

See Question 1 

I10 
Evidence of consultations, discussion groups, 
community councils, public debate notably in local 
press, etc. at the different stages 

 

C8 
Stakeholders feel their views have been taken 
into account and have contributed to improve 
the project’s impact 

See Question 1 

I11 Subjective perception expressed by the stakeholders 
of effective participation to the decisions  

C9 
Maintenance of transport infrastructure and 
equipments is ensured 

See Question 2 

I12 

Measures (such as funding being interrupted) have 
been taken by the EC when the partner government 
has not fulfilled its obligations notably in terms of 
maintenance and management of infrastructure 

 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered  

I14 Existence of cost recovery procedures, for instance 
petrol taxes  

I15 Budget amounts dedicated to maintenance (actual 
expenditures, during the evaluated period)  

I16 
Maintenance needs of the maintainable network 
compared to the public resources dedicated to 
transport 

 

I17 Maintenance status of infrastructure in the field  
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 Criterion or Indicator Information collected 

C10 

The delegation plays an active role to ensure 
commitment from partner country to guarantee 
adequate management and maintenance of 
infrastructure 

See Question 2 

I3 Delegation organizes/participates in relevant 
coordination meetings with partner government  

I8 Sectoral approach agreed with the government  

I12 

Measures (such as funding being interrupted) have 
been taken by the EC when the partner government 
has not fulfilled its obligations notably in terms of 
maintenance and management of infrastructure 

 

C11 
The partner government has undertaken 
institutional reforms aiming at improving 
transport effectiveness and efficiency 

See Question 2 

I18 Evidence of new laws, regulations and organization 
procedures  

C12 

The partner government has undertaken 
reforms to ensure the commercialisation of 
activities such as construction, maintenance 
and delivery of transport services 

See Question 2 

I16 
Maintenance needs of the maintainable network 
compared to the public resources dedicated to 
transport 

 

I19 Existence and effective use of competitive 
procurement procedures  

I20 Evidence of competition between transport 
suppliers  

I21 Size of the road fund compared to the public 
resources dedicated to transport  
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 Criterion or Indicator Information collected 

I22 
Status of the staff in charge of transport services 
and infrastructure maintenance (is it public or 
private?) 

 

I23 Bias in competition between transport enterprises 
or modes  

C13 
The partner government has undertaken 
sectoral reforms to ensure cost recovery from 
infrastructure users 

See Question 2 

I13 Ratio recovery price to actual cost of infrastructure 
maintenance or service delivered  

I14 Existence of cost recovery procedures, for instance 
petrol taxes  

C14 
There are training scheme on transport sector 
programming and management 

See Question 2 

I24 Existence of training programmes  

C49 
Recommendations of past sector and project 
evaluations have been implemented 

Logic: Indicator I66 is relevant for all project or sector evaluations. Further indicators would be 
specific to each particular evaluation and will thus be proposed in Phase II. For instance, Indicators 
I68, I69 and I70 are derived from the recommendations of the TecnEcon evaluation. 

I66 Changes in EC practices, policies and strategies 
have been formulated or updated Not analysed at country level 

I67 Project documents are filed and accessible for 
reference and evaluation purposes 

Filing of on-going projects was well organized at the EC Delegation in Addis Ababa. This has been the 
product of the current infrastructure advisor at the Delegation and there is no guarantee that the filing 
system will be sustained once the advisor leaves his post. 
On the other hand, it was extremely difficult to obtain project documents in Brussels and in Ethiopia 
for projects that are closed. In fact, the current filing practices of the EC do not allow filing project 
documents once the project has been closed. There is no library or database established of the 
different project documents and technical reports. 

I68 Feasibility studies Feasibilities studies were not accessible due to the filing practice and to the fact that for on-going 
projects, feasibility studies, if any, were carried out about 10 years ago. 

I69 Assessment of indirect environmental impact See Q7/C37/I55 
I70 Assumptions and risks clearly stated See Q1/C50/I70 
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 Criterion or Indicator Information collected 

C50 
Projects are designed according to PCM and 
EcoFin and according to the transport sector 
guidelines 

See Question 1 

I71 The problem addressed by the intervention has 
been clearly and explicitly identified  

I72 The objective of the project is clearly stated and 
explicitly addresses the problem identified  

I73 Overall objectives and project purpose are clearly 
and correctly differentiated  

I74 The objectives of the project are quantifiable and 
are effectively quantified  

I75 Project identification and formulation documents  
I70 Assumptions and risk clearly stated  

I76 

PCM/ECOFIN conformity of the structure of 
financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

 

C51 
Project managers are well aware and 
understand correctly tools such as PCM and 
ECOFIN 

 

I76 

PCM/ECOFIN conformity of the structure of 
financial proposal and of the project 
implementation and monitoring documents, 
including ToR 

See Q1/C50/I76 

I77 QSG reports on the use of tools No information at this stage (no interview with the QSG). 

I78 PCM and ECOFIN Help Desk reports on the use 
of tools based on their Help Desk experience No information at this stage (no interview with the Help Desk). 

I79 
PCM and ECOFIN Help Desk reports on 
awareness and understanding of tools based on 
their training experience 

No information at this stage (no interview with the Help Desk). 
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Annex 1 – Mission Organization 

Annex 1a List of people met 

Institution Name Position 

Yves GAZZO Head of Delegation 

Elephterios TSIAVOS First secretary infrastructure 
 

Lorenzo Martecci ALAT of the infrastructure section 
EU Delegation 

Maxime La Tella ALAT of the infrastructure section 

DHV 
Ato Bekele Jebessa 
 

Representative Supervisor of the AA-
Modjo-Awasa road works 

Ato ZAID WOLDE Gebriel Head of the Planning & Programming 
Division 

Ato BEKELE Negussie Head of the Planning & Programming 
Branch 

Ethiopian Road Authority 
(ERA) 

Ato  Head of the Contract Administration 
Division 

Ethiopian Road Authority 
(ERA) Peter Drummond Road Sector Development Advisor 

(TA) 
Chemin de Fer Djiboutio-
Ethiopien (CDE) Ato ABRAHA Habtegzi General Manager 

Ato Wuberket Beyene NAO-EC and NAO a.i MoFED - NAO Ato Getachew Abebe  

Chemin de Fer Djiboutio-
Ethiopien (CDE) Mr Bernard Chatelin 

Team Leader of the Hifam team in 
charge of preparing the concessioning 
of CDE management 

Road Fund Ato Desalegn Denbu General Manager 
East Transport and Trade 
Company  Managing Director 

John Hine Transport Economist Advisor (TA) 
Henry Mildenhall Contract Management Adviser (TA) Ethiopian Road Authority 

(ERA) Sean Canavan Rural Road Coordinator (TA) 
Dragados + J&P Mr. Phivos A. Kyriakides General Manager 
DIWI and Typsa Mr. Paul Grummett Resident Engineer 

Ato Haile Assegide Minister of State Ministry of Infrastructure 
Ato Philippos Wolde Mariam Minister of State 

World Food Programme Mr Steve Nsubuga, Head of the Logistics Unit 
 

Shashemene District 
Maintenance Organisation 
(DMO) 

Ato Hayredin Mohammed District Manager 

SNNP Regional Rural Road 
Authority  General Manager 
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Institution Name Position 

World Bank Mr Negede Lewi Senior Operations officer 
(Infrastructure) 

Ato Shifarraw Bizuneh 
Association secretary adviser and 
Managing Director of the African 
Engineers and Contractors 

Ato Emlaelu Worade 
Construction, chairman of the 
association and General Manager of 
Emlaelu Worade Construction 

Ato Getahun Hussen Deputy chairman of the association 
and GET CON General Contractor 

Contractors’ Association 

Abate G/Sadik General Manager of Importer and 
Contractor PLC 
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Annex 2 – Project Fiches 

Annex 2a Rehabilitation of the Addis-Modjo-Awasa Road 

Project identification 

Title Rehabilitation of the Addis-Modjo-Awasa Road 
Number 7 ACP ET 93 and 7 ACP ET 94 

Budget line NIP 7th EDF (58’863,695.59 Euro) + 
Balance 5th EDF (1’136,304.41 Euro) 

Financing decision 15 May 1997 
Date of Financing 
agreement 2 July 1997 

Start date  October 1997 
Planned end-date December 2004 
Total Budget 60’000,000 Euro 
EC Budget (committed) 60’000,000 Euro 
EC Budget contracted as of 
April 2003 (53’484,650 Euro by 25/03/2002) 

Disbursements as of April 
2003 (45’990,071 Euro by 25/03/2002) 

Beneficiary ERA 
Operator (if different from 
Beneficiary) 

Dragados and J&P Joint Venture for the infrastructure works 
and DHV Consultants for the supervision 

 

Breakdown of the budget 

Infrastructure works 46 Million Euro 
Supervision of works 2 Million Euro 
Assistance to RSDP implementation 3 Million Euro 
Contingencies 9 Million Euro 
Total 60 Million Euro 
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Project identification and design 

The AA-Modjo-Awassa road stretches out from the capital of Ethiopia to the capital of the 
SNNP region, covering a large part of southern and central Ethiopia. It has a catchment’s 
area that comprises about 12 million people and can directly influence 3.5 million people. 
Over 90% of the population in the area live in rural settlements and work on the 
agricultural sector. The road serves one of the more productive parts of the country, 
namely, the coffee producing area of Sidamo. One third of the coffee crop is produced in 
this area. Other exports from the region include grain, pulses, fruit and vegetables. About 
3,000 vehicles per day are carried by the segment Addis-Modjo (part of the traditional 
export route Addis-Assab) and about 1,000 vehicles per day by the segment Modjo-Awasa 
(part of the route to southern Ethiopia). The road is presently in poor condition which 
results in high vehicle operating costs, constraining both passenger and freight transport. 
The rehabilitation is expected to stimulate trade and economic development in the area and 
in the national economy. 
 

The rehabilitation of this road is identified within the RSDP and is therefore fully 
consistent with the national sector programme, which in turn has been designed in line 
with the national development strategy of the government. 
 

Due to its nature, the main component of the intervention (infrastructure works) does not 
contributes directly to the economic or financial sustainability of the sector or to a more 
rational pricing of transport services (except by reducing VOC or journey times), to reduce 
public sector dominance in transport, to enhance technical inter-operability or to 
compliance with international standards. However, the works are part of the RSDP, which 
are well in line with EC transport sector goals. Moreover, the intervention has a 
component of support to assist in the implementation of RSDP that includes technical 
assistance (in the areas of transport economics, contract administration and rural 
coordination) studies and training for an amount of 3’000,000 Euro. 
 

Project overall objective 

The overall objective is to contribute ensuring an appropriate, sustainable, well-functioning 
and cost effective road network. 
 

Issues addressed - Specific Objectives 

The overall problem to be addressed is the negative impact on the country’s economy of 
the poor and deteriorating state of the Ethiopian road network. 
The problem to be addressed by the project is the impediment to the economic 
development of the region, which is caused by high transport costs of the deteriorated 
road. In addition, ERA need strengthening in order to implement a roads programme of 
the magnitude of the RSDP. 
The specific objective is to improve the conditions of the Addis Ababa-Mojo-Awasa road 
and to contribute to the improvement of the capacity of ERA to implement the RSDP. 
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Activities / outputs: expected and delivered 

Planned activities included: 
 
 Resurfacing of the trunk road section between Addis and Mojo, 
 Rehabilitation of the trunk road section between Mojo and Awasa, 
 Construction of 5 Km of road as a by-pass to the town of Shashamene, 
 Technical assistance for the supervision of the works, (v) further support (e.g. TA), 

studies and training) to assist in the implementation of RSDP. 
 
Due to a weak initial design, the unexpected rapid deterioration of original pavement and 
the increasing of traffic volume, the original design had to be adapted several times before 
and during the works. 
 

Results: expected and achieved 

Planned results included: 
 
 Approximately 266 Km of road between Addis Ababa and Awasa rehabilitated, 
 Capacity of ERA to implement the RSDP improved. 

 
Although works have been substantially completed on time (September 2001), some 
sections are not considered to be up to the standard by the supervisors (ERA and DHV). 
Therefore, some acceptance certificates have not been yet delivered. Note, however, that 
the road is being currently used. 
 
Delays have occurred not only because the original design had to be adapted several times 
but also because DHV being “supervisor representative”, it has little decisional power and 
it has to wait for ERA’s approval on most issues. 
 
Significant claims from the contractor are still under discussion. Procedures are not well 
defined in the contract. Committee established by ERA and formed by junior ERA 
members. 
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Impacts: expected and produced  

It is expected that the rehabilitation of the road will contribute to market efficiency through 
enhanced exchange possibilities (and therefore more stable prices), reduction of freight and 
passenger fares, increase of traffic volumes, etc. More in particular because this road serves 
the coffee producer area of Sidamo and links the Southern Region with the capital. 
 
The Financial Agreement stated that “The overall success of the project will be monitored 
by observing a number of indicators before and after the road project such as (i) freight 
transport rates; (ii) pasanger fares; (iii) traffic numbers; (iv) road roughness indicators; (v) 
visual inspection surveys; (vi) maintenance budget for the road;. The above indicators form 
part of a monitoring system which will be set up for the RSDP as a whole with the 
assistance of the EC.” The monitoring system has indeed been implemented. However, 
data (as published) does not allow measuring the indicators for the Addis Ababa-Modjo-
Awassa road. Few base-line indicators (for the Addis-Modjo and the Modjo-Awassa 
sections) can be found in the Financial Proposal but no comparison is possible as no after 
data is available. 
 
Although the road has not been officially accepted by the supervisor, it is open to traffic 
and is widely used, specially the Addis-Modjo section. VOC and journey times have been 
obviously reduced but no official data was available. 
 
Direct employment was created during the construction works (although no statistics are 
available) and some indirect employment will be created if ERA implements a length-
person approach to maintain the road. It can be expected that indirect employment due to 
new economic activities around the road could be created but there is no base-line data to 
compare. 
 
Direct employment was created during the construction works and some indirect 
employment will be created if ERA implements a length-person approach to maintain the 
road. It can be expected that indirect employment due to new economic activities around 
the road could be created but there is no base-line data. 
 
It is also expected that the road will improve access to basic services but again no base-line 
data is available. 
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Location of the project: 
Rehabilitation of the Addis Ababa – Modjo – Awasa Road 
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Annex 2b Rehabilitation of the Addis-Jima Road 

Project identification 

Title Rehabilitation of the Addis-Jima Road 
Number 7 ACP ET 99 and 8 ACP ET 03 
Budget line 7th EDF (60’000,000 Euro) + 8th EDF (25’000,000 Euro) 
Financing decision 16 June 1998 
Date of Financing agreement 31 July 1998 
Start date  March 1999 
Planned end-date October 2003 (originally planned) December 2006 (likely) 
Total Budget 85’000,000 Euro 
EC Budget (committed) 85’000,000 Euro 
EC Budget contracted as of 
April 2003 (57’340,200 Euro by 25/03/2002) 

Disbursements as of April 
2003 (30’187,720 Euro by 25/03/2002) 

Beneficiary ERA 
Operator (if different from 
Beneficiary) 

Dragados and J&P Joint Venture for the infrastructure 
works and DIWI Consultants for the supervision 

 

Breakdown of the budget 

Infrastructure works 70.0 Million Euro 
Supervision of works 2.5 Million Euro 
Price escalation 5.8 Million Euro 
Contingencies 6.7 Million Euro 
Total 85.0 Million Euro 
 

Project identification and design 

The AA-Jima road connects the capital of Ethiopia to the southwest part of the country, 
the Oromiya region and is a link to the SNNP region. The road has a catchment’s area that 
comprises about 7 million people and can directly influence 2.1 million people. Over 90% 
of the population in the area live in rural settlements and work on the agricultural sector. 
The road serves one of the more productive parts of the country, namely, the coffee 
producing region of Jima (35% of coffee exports). Other exports from the region include 
timber, grain, pulses, fruit and vegetables. Cattle are raised along the road. It is also 
consider as a heavy traffic route with about 1,550 vehicles per day are carried by the first 
segment and about 352 vehicles per day by the near Jima. The road is presently in poor 
condition which results in high vehicle operating costs, constraining both passenger and 
freight transport. The rehabilitation is expected to stimulate trade and economic 
development in the area and in the national economy. 
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The rehabilitation of this road is identified within the RSDP and is therefore fully 
consistent with the national sector programme, which in turn has been designed in line 
with the national development strategy of the government. 
 
Due to its nature, the main component of the intervention (infrastructure works) does not 
contributes directly to the economic or financial sustainability of the sector or to a more 
rational pricing of transport services (except by reducing VOC or journey times), to reduce 
public sector dominance in transport, to enhance technical inter-operability or to 
compliance with international standards. However, the works are part of the RSDP, which 
are well in line with EC transport sector goals. 
 

Project overall objective 

The overall objective is to contribute ensuring an appropriate, sustainable, well-functioning 
and cost effective road network. 
 

Issues addressed - Specific Objectives 

The overall problem to be addressed is the negative impact on the country’s economy of 
the poor and deteriorating state of the Ethiopian road network. 
 
The problem to be addressed by the project is the impediment to the economic 
development of the region, which is caused by high transport costs of the deteriorated 
road. 
The specific objective is to improve the conditions of the Addis Ababa-Jima road. 
 

Activities / outputs: expected and delivered 

Planned activities included: 
 
 Works by contractors, 
 Supervision by consultants. 

 

Results: expected and achieved 

Planned results: 
 
 309 Km of road between Addis Ababa and Jima rehabilitated, 
 33 Km of new road alignment. 
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Impacts: expected and produced  

Expected 
 
It is expected that the rehabilitation of the road will contribute to market efficiency through 
enhanced exchange possibilities (and therefore lower and more stable prices), reduction of 
freight and passenger fares, increase of traffic volumes, etc. More in particular because this 
road serves the coffee producer area and links the South-western Region with the capital. It 
is also expected that the road will improve access to basic services but no base-line data is 
available. The Financial Agreement stated that “The overall success of the project will be 
monitored within the general [RSDP] programme by observing a number of primary 
network and RSDP indicators. Such indicators may be extended to the regional road 
network after they become operational on the primary one and when conditions in the 
regions allow it. No indicators specific to the stretch of the road to be constructed are identified”. 
 
Produced 
 
The project is only starting and therefore no impact can yet be observed. Delays have 
occurred at different stages: during the tendering process (the contract was signed 14 
months after reception of tenders) but also during works. 
 
In particular, the initial design showed inadequate and it had to be completely re-worked. 
Several versions were proposed, until an agreement was reached, implying a revision of the 
contract and budget and work starting in October 1999. Although it is commonly agreed 
that design problems tend to be more frequent on rehabilitation projects, several reasons 
have been mentioned as possibly contributing to the inadequacy of the design 
(insufficiently detailed ToR; insufficient budget and/or time allocated to the study) because 
the main problem encountered (the presence of black-cotton-soil) was known and apparent 
at the time when the design study was carried out. 
 
New problems in mid-2000 induced an additional suspension of works, further 
negotiations, revisions of the contracts and budget and further claims. Work resumed in 
April 2002 and it is foreseen to conclude in May 2005. The new problems included: cracks 
in the asphalt on sections of the road that had been rehabilitated and an underestimated 
volume of earth work in the balance of quantities due to the large quantities of black-
cotton-soil that had to be removed. Altogether the volume of earth work to carry out was 5 
times higher than foreseen in the design. 
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Location of the project: 
Rehabilitation of the Addis Ababa – Jima Road 
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Annex 2c Rehabilitation of the Addis-Woldiya Road 

Project identification 

Title Rehabilitation of the Addis-Woldiya Road 
Number 8 ACP ET 4 
Budget line 8th EDF 
Financing decision 16/12/1998 
Date of Financing 
agreement 15/02/1999 

Start date  15/12/1999  

Planned end-date February 2004 (originally planned) 
December 2007 (likely) 

Total Budget 120’000,000 Euro 
EC Budget (committed) 120’000,000 Euro 
EC Budget contracted as of 
April 2003 (40’006,000 Euro by 25/03/2002) 

Disbursements as of April 
2003 (11’209,486 Euro by 25/03/2002) 

Beneficiary ERA 
Operator (if different from 
Beneficiary) 

Dragados and J&P Joint Venture for the infrastructure works 
and Gauff Consultants for the supervision 

 

Breakdown of the budget (Million Euro) 

Installations 15.90 
Earthworks 5.50 
Road base, sub-base, shoulders 34.70 
Bituminous pavement 26.80 
Drainage 12.50 
Ancillary works 1.80 
Bridge works 0.80 
Total works 98.00 
Supervision 4.00 
Price escalation (~7%) 7.00 
Contingencies (~10%) 11.00 
Total 120.00 
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Project identification and design 

The AA-Woldiya road connects the capital of Ethiopia to the major town of Woldiya in the 
Amhara region. The road continues towards Mekele, the capital of the Tigray region. The 
road has a catchment’s area that comprises about 10 million people and can directly 
influence 2 million people. Over 75% of the population in the area live in rural settlements 
and 25% in small towns, the most important being Dessie (120,000 inhabitants). Other 
towns served by the road are: Debre Birhan, Debre Sina, Chefa Robit, Kombolcha and 
Woldiya. The road crosses a plateau escarpment west of the rift valley and the agricultural 
activities are mainly farming and livestock raising. Agro-industrial activities develop along 
the road. 
 
It is also consider as a heavy traffic route with about 4,500 vehicles per day in the segment 
close to Addis and 400 vehicles per day in the lowest traffic segment of Debre Birhan – 
Karakore. Traffic is also important in the northern part of the road as it forms part of the 
route between the northern and the north-western part of Ethiopia to Assab and Djibouti 
via Kombolcha. The road is presently in poor condition which results in high vehicle 
operating costs, constraining both passenger and freight transport. The rehabilitation is 
expected to stimulate trade and economic development in the area and in the national 
economy. 
 
The rehabilitation of this road is identified within the RSDP and is therefore fully 
consistent with the national sector programme, which in turn has been designed in line 
with the national development strategy of the government. 
 
Due to its nature, the main component of the intervention (infrastructure works) does not 
contributes directly to the economic or financial sustainability of the sector or to a more 
rational pricing of transport services (except by reducing VOC or journey times), to reduce 
public sector dominance in transport, to enhance technical inter-operability or to 
compliance with international standards. However, the works are part of the RSDP, which 
are well in line with EC transport sector goals. 
 

Project overall objective 

The overall objective is to contribute ensuring an appropriate, sustainable, well-functioning 
and cost effective road network. 
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Issues addressed - Specific Objectives 

The problem to be addressed is the negative impact on the region’s economy of the very 
poor and deteriorating state of the Addis Ababa – Woldiya road which, generates high 
transport costs. 
The specific objective is to improve the conditions of the Addis Ababa-Jima road. 
 

Activities / outputs: expected and delivered 

Planned activities included: 
 
 Works by contractors, 
 Supervision by consultants. 

 

Results: expected and achieved 

Planned results are the rehabilitation of 514 Km of road between Addis Ababa and 
Woldiya. 
 

Impacts: expected and produced 

Expected 
 
It is expected that the rehabilitation of the road will contribute to market efficiency through 
enhanced exchange possibilities (and therefore lower and more stable prices), reduction of 
freight and passenger fares, increase of traffic volumes, etc. More in particular for the 
populations of the Wollo sub-region and some parts of Tigray region, which are less-fertile 
areas facing constants food deficit problems and need an improved link with Assab and 
Djibouti. Additionally, in Kolbolcha, there is a major storage point from which food-aid is 
distributed. 
 
Monitoring is proposed to be carried out together with the primary network. Therefore, no 
specific indicators are identified.  
 
Produced 
 
The project is only starting and therefore no impact can yet be observed. In fact, only one 
of three lots (lot 2) has been awarded and works have started. Lot 1 will be re-tendered 
with a reviewed design due to the originally unaccounted presence of black-cotton soil; it is 
expected that the design will be launched mid-2003 and the works in 2005. The design of 
the third lot was updated due to further deterioration of the road caused by delays in 
implementation. At the time of the mission (May 2003) tender documents were being 
finalized; it is expected that the works will start in 2nd half of 2004. 
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Location of the project: 
Rehabilitation of the Addis Ababa – Weldiya Road 
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Annex 2d CDE Policy Support Project 

Project identification 

Title CDE Policy Support Project 
Number 8 ACP ROR 4 
Budget line 8th EDF 
Financing decision 9 November 1999 
Date of Financing 
agreement 18 January 2000 

Start date   
Planned end-date 30 June 2006 
Total Budget 1’750,000 Euro 
EC Budget (committed) 1’750,000 Euro 
EC Budget contracted as of 
April 2003  

Disbursements as of April 
2003  

Beneficiary CDE 
Operator (if different from 
Beneficiary) Hifam (France) 

 

Breakdown of the budget 

  200,000 Euro Service contract for preparation of tender dossiers and tender 
evaluation of works and supervision contracts for Minimum Rail Safety 
Works. 

 
1,200,000 Euro Service contract for preparation of tender dossier and contract 

agreement for concession arrangement, for evaluation and negotiation 
leading to the award of contract, and monitoring of the concession 
agreement. 

 
  350,000 Euro Studies, short-term training, promotional activities and other activities 

related to the concessioning of the CDE and overall project 
contingencies. 

 
1’750,000 Euro Total 
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Project identification and design 

The Djibouti-Ethiopia railway line is the most direct link between the Red Sea and Addis 
Ababa. It was the historical commercial route for Ethiopia’s international trade, until the 
“national” route to port Assab was built in the 70’s. Since then, operating conditions have 
deteriorated and traffic has decreased significantly and the road has taken up most of the 
traffic to Djibouti. Currently there is 500 trucks operating between Djibouti and Ethiopia; 
50% of all traffic at Debre Zeit consists in trucks. However, this has a high economic cost 
and the road capacity is close to be saturated. It is therefore reasonable to consider the 
railway as a complement to the road. Moreover, in an instable political environment, the 
project objective is to enlarge the international outlets of Ethiopia. 
 
The logic of the EC intervention is to make an up-front investment in the rehabilitation of 
the line (Euro 40 million) to make the company more attractive and then to propose it for 
concession to private operators. The potential traffic (oil, grain, molasses) is estimated at 
1.5 million tons a year. 
 

Project overall objective 

The overall objective is to ensure a reliable, safe efficient and sustainable rail corridor for 
transporting Ethiopian freight and passengers to and from the Red Sea port of Djibouti. 
 

Issues addressed - Specific Objectives 

The project purpose is to institute a concession arrangement for the railway as a means to 
creating a commercially viable and competitive mode of transport and to prepare the 
minimum rail safety measures for tendering. 
 

Activities / outputs: expected and delivered 

Planned activities included: 
 
 A service contract for the preparation of tender documents, evaluation of tenders and 

supervision of contracts for the Minimum Rail Safety Works; 
 A service contract for the preparation of the concession tender documents and contract 

agreement, evaluation of tenders, assistance during negotiation of the contract, and 
monitoring the implementation during the first 3 years; 

 Other activities such as studies, short-term training, promotional activities to bring the 
CDE to a point of concession. 
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Results: expected and achieved 

Planned results are  
 The award of works and supervision contract for the Minimum Rail Safety Works 
 The conclusion of a concession agreement and its successful operation, including 

adequate monitoring. 
 

Impacts: expected and produced 

Expected 
 
It is expected that the project will contribute to the modernization of the Addis – Djibouti 
line which will facilitate trade to and from Ethiopia and will have a positive impact on the 
general economic growth of both countries. 
 
Produced 
 
The project is only starting (May 2003) and therefore no impact can yet be observed. 
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Location of the Addis Ababa – Djibouti Railway 
 

 
 
 




