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1. Country and Sector Issues 
 
Regional Context 
 
1. CEMAC which includes Cameroon, Central African Republic (CAR), Chad, the 
Republic of Congo, Equatorial Guinea and Gabon, was officially created in 1994 to replace the 
previous Customs Union (CU) UDEAC (Union Douanière des Etats d’Afrique Centrale). The 
six current CEMAC members cover an area of approximately 3 million square kilometers and 
have a population of about 32 million. CEMAC’s main long-term objective is to create a 
common market for goods, services, capital and labor. Trade and transport facilitation, along 
with a functioning CU, are essential to reach this objective. CEMAC is itself included in the 
broader ECCAS (Communauté Economique des Etats d’Afrique Centrale - Economic 
Community of Central African States), 1 which shares the same broad objectives. 

2. In March 2006, the CEMAC member states adopted a Trade and Transport Facilitation 
Program comprising the following: (i) implementation of a regional institutional framework; (ii) 
harmonization of national regulations; (iii) interconnectivity of customs information technology 
systems within the region; and (iv) implementation of a pilot trade and transport facilitation 
project on the N’Djaména-Douala (about 1,850 kilometers) and Bangui-Douala (about 1,450 
kilometers) surface transport corridors. This program is consistent with the ECCAS transport 
development plan, which includes the N’Djaména-Douala and Bangui-Douala corridors as its 
first priority. The program is based on several regional studies carried out between 2003 and 

1
The Economic Community of Central African States was established on 18 October 1983 by the UDEAC members (Chad, 

CAR, Cameroon, Congo-Brazzaville, Gabon, Equatorial Guinea) and the members of the Economic Community of the Great 
Lakes States (CEPGL) (Burundi, Rwanda and Democratric Republic of Congo) as well as Sao Tomé and Principe. Angola 
remained an observer until 1999, when it became a full member. 
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2005, highlighting infrastructure constraints and remaining Non-Tariff Barriers (NTB) to intra-
regional and external trade, and their negative impact on economic growth of the member 
countries and the region as a whole.  

3. Intra-regional trade among the six countries is still less than 5 percent of the total trade in 
the region.  This is primarily due to the dominance of oil, and forestry, mineral and agricultural 
commodities in all countries’ trade mix, as well as the similarity in production structure of goods 
and services in the region.  Furthermore, the current inefficient transit system which hinders 
regional integration, and the poor condition of road, and to a lesser extent rail infrastructure, keep 
the share of intra regional trade to a very low level. 

4. The major international trade routes in the CEMAC area consist mostly of the 
N’Djaména - Douala and the Bangui - Douala corridors, which link the port of Douala by road or 
by a combination of rail and road to landlocked CAR and Chad. Other alternative corridors carry 
only limited traffic. Some of the road sections are currently being rehabilitated by several other 
development partners (European Commission (EC), Arab donors, France, Japan, etc.).  However, 
the committed funding remains insufficient to secure an all weather road network between the 
main CEMAC trade centers as per the objective of the “Réseau Intégrateur CEMAC 2000”. 

Key Development Issues 

5. Recent studies have shown a strong positive correlation between the quality of transport 
infrastructure and logistics services and export performance.  This is because an efficient 
transport system facilitates intra-regional trade and investment and in turn promotes economic 
growth.  Similarly, the CEMAC CU is expected to contribute to the same goals.  Reducing the 
cost and improving the quality of transport infrastructure and logistics services, can lead directly 
to increased trade and indirectly to higher broad based economic growth and poverty reduction.  

6. Reducing transport delays, uncertainty and costs in the CEMAC region should boost 
intra-regional, regional and international trade.  However, to reach this objective, not only will 
countries have to improve the quality of their road and rail networks, but most critically reduce 
logistical delays caused by factors such as: 

• Port clearance procedures; 
• Inland transit inefficiency and Non Tariff Barriers (NTB), which depend on transit 

procedures, transit actors, inland facilities operators and customs inefficiency;   
• Infrastructure and services maintenance along the main corridors, depending mainly on 

the roads administration, road transporters and the rail operator;  
• Intermodal interfaces, which depend on inland facilities operators and market structure; 

and 
• Border crossings. 

 
Transport Costs and delays 
 
7. Both the costs and delays to transport goods to the CEMAC landlocked countries are very 
high, even compared to other landlocked African countries.  For example, transporting a 20-foot 
container from the arrival at the port of entry (Douala or Lagos) to Chad or the Central African 
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Republic (CAR) may take more than four weeks and costs between US$4,000 to 4,500.  The net 
result is that basic goods (cooking oil, sugar, wheat, etc.) are about 30 percent more expensive in 
N’Djaména than in neighboring Cameroonian cities.  While Kigali, Rwanda, is located as far 
away from its coastal ports as in N’Djaména, costs and delays for transporting goods to Kigali 
are about 30 percent lower using the East African corridors.  Landlocked countries in West 
Africa have similar transport costs per ton kilometers (TK) as countries in Central Africa due to 
similar trade bottlenecks (procedures, market organization).  However, because those countries 
are closer to their gateway ports (about 1,000 km when compared to Chad and CAR (1,450 km 
and 1,850 km respectively) and there are several ports to chose from, transport costs are less in 
absolute value. 

8. The unpredictability of transit time remains a major issue in Central Africa.   Delays are 
not only caused by infrastructure constraints such as the fact that several sections of the road 
corridors remain unpaved or that the condition of the railway track is increasingly poor, but also 
by a whole variety of NTBs.  For example, under ideal conditions, the transit from Douala to 
N’Djaména should take by train and truck about a week.  Yet, most freight forwarders often take 
approximately two to three weeks to ship goods along the same route. 

Infrastructure Constraints 
 
9. The sustainability of rail services and under developed road infrastructure remains a 
major hindrance to the corridors’ efficiency.  More specifically, poor rail track condition requires 
the rehabilitation of the oldest track sections to ensure reliable service along the Douala-
Ngaoundéré railway line.  The costs of these investments have been underestimated by the 
Government of Cameroon (GOC) as well as by the prospective concessionaires when rail 
services were concessioned in 1999.  Nonetheless, the rail concession in Cameroon remains 
relatively sound both from an operational and financial point of view in the short to medium 
term. However, the long-term sustainability of the concession is not secured under the current 
contractual agreements, as track and infrastructure renewal investment exceed by far the cash 
generation capacity of the concession.   

10. Furthermore, the road corridor between Douala and N’Djaména is still not completely 
paved.  Although some sections are currently being upgraded, about 250 kilometers remain to be 
paved in Cameroon and 80 kilometers in CAR.  This means that Chad and CAR do not have a 
single all weather road corridors to their coastal port gateway.  Considering the very heavy 
rainfall patterns in the region, this has proven to be a serious handicap to the efficient movement 
of goods and people by road.  

Customs and Facilitation Constraints 
 
11. CEMAC undertook a major reform of its customs and tax regime in 1997. The reform 
established a Common External Tariff (CET), progressively removed tariffs on intra-regional 
trade, and harmonized indirect taxes.  The World Trade Organization (WTO) customs valuation 
system is currently used in CAR, Republic of Congo and Cameroon.  It is being implemented in 
Gabon, while Chad and Equatorial Guinea have not yet implemented it. 
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12. Customs and tax reform program have gained momentum in Cameroon since 2005.  The 
tax administration has put in place a new modernization plan which needs implementation 
support.  In CAR and Chad, customs reforms are bringing about major changes.  For example, 
the CAR customs department has been successively dissolved in September 2006 and 
reconstituted in March 2007, while the Chadian government has signed a Public Private 
Partnership for its main customs facilities in N’Djaména and Touboro. 

13. While the overall framework for the CU is in place, its functioning remains problematic, 
and trade between member states remains negligible compared to the countries overall trade. The 
most serious hurdles observed, apart from the general capacity of customs administration as 
stated above, are: (i) inefficient transit regime; (ii) persistence of ad hoc duty and tax breaks; (iii) 
misclassification of goods; (iv) difficulties in application of the rules of origin; (v) incomplete 
reduction of intra-regional tariffs; (vi) introduction of miscellaneous surcharges; and (vii) double 
taxation of products in transit both in the port of entry, mainly Douala, and in the landlocked 
countries  

Security Constraints 

14. The situation in Western CAR and South West Chad remains volatile, with armed groups 
posing threats to goods in transit, in addition to the more common road blocks. This can also 
have an impact on North-Eastern and North Cameroon. Armed insurgency also exists both in 
Chad and CAR, but is for the time being in zones far from the trade corridors linking both capital 
cities to Cameroon. 
 
2. Objectives 
 
15. This project is part of an overall Program which will eventually cover the whole CEMAC 
sub-region.  The Program’s common objectives are to secure access to the landlocked countries, 
enhance regional integration and increase trade in the CEMAC countries.  The CEMAC Heads 
of States agreed on a phased approach in implementing the Program and it was agreed that the 
first phase concentrated on the Douala-N’Djaména and Douala-Bangui corridors and Customs 
Union improvement. Furthermore, the transaction cost to prepare and implement a project that 
includes all six CEMAC countries would have been very high, and the risk of failure of the entire 
program would have increased significantly if additional corridors had been included. 

16. The key outcome indicators used to measure the achievements of the PDOs are stated in 
the following table: 
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PDO Outcome Indicators Use of Outcome 
Information 

1 Chad, Cameroon and 
CAR improve 
implementation of the 
CEMAC Customs 
Union 
25%  of PDO rating 
evaluation 
 

(i) Audit of scanning procedures validated every two 
years for the two main stakeholders2 in Douala 
 
(ii) Number of manual custom procedures is reported at 
Douala, Kousseri, Touboro or Garoua Boula , for goods 
in transit  
 
(iii) Time to release customs’ bond  
 
(iv) Electronic transmission of the transit documents 
collected by the Cameroon Customs to the Central 
African Republic’s customs and the Republic of Chad’s 
customs 
 
(v) Number of fixed customs checkpoints for secured 
goods in transit along the Douala-N’Djaména corridor 
 
(vi) Number of fixed customs checkpoints for secured 
goods in transit along the Douala Bangui corridor 
 
(vii) Number of publication of  “Cameroon Customs 
Flash” including a list of customs indicators3

Assesses that manual 
customs procedures are 
prohibited in Douala and 
for goods transiting along 
Douala-N’Djaména and 
Douala Bangui corridors 
Assesses that ASYCUDA 
transit module is fully 
operational in Cameroon  
Assesses that ASYCUDA 
customs systems are fully 
interconnected 
regionally4

Assesses that fixed 
customs checkpoints are 
removed for secured 
cargo in transit along the 
corridors Douala-
N’Djaména and Douala 
Bangui corridors 
 

2. Chad Cameroon and 
CAR Reduce physical 
and non physical 
barriers along the 
Douala-N’Djamena 
and Douala-Bangui 
corridors. 
75% of PDO rating 
evaluation 
 

(i)  Douala port dwell time for main importers  
 
(ii) Average transit time for imports from the exit at the 
port of Douala to N’Djaména  
 
(iii)  Average transit time for imports from the exit at the 
port of Douala to Bangui  
 
(iv)  The variance of transit time for imports from arrival  
at the port of Douala to N’Djaména  
 
(v) The variance of transit time for imports from arrival 
at the port of Douala to Bangui 
vi) Average number of turnarounds on the corridors 
Douala-N’Djaména and Douala-Bangui 
(vii) Number of controls for secured cargo in transit on 
the corridors Douala-N’Djaména and Douala-Bangui 

Monitor logistics chain 
efficiency in the CEMAC 
region 
 

2 SGS and Customs agency. 
3 At least one indicator of National Customs’ revenues, one indicator of customs clearance time for goods in transit, 
one indicator of customs clearance time for domestic goods, one indicator of time to release customs’ bonds, and 
one indicator on number of custom’s bond called 
4 Provided that Chad customs undertake the planned customs reform. 
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17. Sustainability and efficiency of railway operations in Cameroon will be monitored using 
a specific set of indicators derived from those currently used to monitor the performance of the 
rail concession under the Cameroon Railways Project. 
 
3. Rationale for Bank Involvement 
 
18. The development partners’ objectives in the CEMAC sub-regional the trade logistics are: 
(i) secure a reliable surface transport link by road and rail to the two landlocked countries; (ii) 
tackle, on a regional scale, the inefficiencies along the transport logistics chains; and (iii) ensure 
an efficient implementation of the CU. The logistic inefficiencies are many and several projects 
funded by the World Bank Group or development partners are already helping in addressing 
them at the country or regional level. However, project funding of a common regional initiative 
is critical to comprehensively resolve the large number of infrastructure, trade and transport 
logistics issues that might otherwise not be addressed. 

19. The rationale for IDA’s involvement through the proposed project is to:  (i) strengthen 
the current World Bank Group support to CEMAC defined in the Regional Integration 
Assistance Strategy (RIAS 2004-2008),5 and (ii) contribute to the implementation of the Almaty 
Action Program of the United Nations for Landlocked and Transit Developing countries, which 
the Bank is formally committed to support.  Furthermore, the World Bank Group is well 
equipped to undertake region-wide trade and transport facilitation support. This is because it has 
gained substantial experience with similar projects in other regions like the Trade and Transport 
Facilitation in Southeast Europe Project (TTFSE), the East Africa Trade and Transport 
Facilitation Project (EATTFP) and the Global Facilitation Partnership initiative. The World Bank 
Group can also use a wide range of tools to support the implementation of regional measures at 
national levels.  Finally, the financing gap in regional transport infrastructure in the region is 
such that a coordinated and concerted funding from the main bilateral and multilateral donors is 
needed.  Moreover, in the rail sector, sustainability of the rail service requires both investment 
and institutional changes in the concession framework, for which the World Bank can contribute 
unique expertise. 
 
20. In both Cameroon and CAR, the Interim Strategy Notes (ISNs) have designated the 
proposed funding as the main tool to support export oriented growth, which is a pillar of the 
Cameroon Poverty Reduction Strategy Paper (PRSP) and of the CAR PRSP under preparation. 
In Chad, the project would support the second pillar of the Country Assistance Strategy (CAS) 
by alleviating infrastructure constraints.  The project is fully aligned with the Africa Action Plan 
approved by the Board in 2005. 
 

5
On February 6, 2003, The World Bank Executive Board reviewed a five-year Regional Integration Assistance Strategy (RIAS) 

for Central Africa (Report No.25328). This strategy, which is designed to support the CEMAC in areas of integration and 
cooperation, sets out Customs Union improvement and Trade and Transport Facilitation as a core activity.  
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4. Description 
 
21. The regional transport facilitation program as agreed by the CEMAC countries in 2006 is 
intended to facilitate transit and transport in the Douala-Bangui and Douala-N’Djamena 
corridors.  While financing in parallel the implementation of this strategic regional program, 
development partners have agreed to present their respective support using the same major 
components as a project. These components to be funded by IDA, ADF, EC, France and Japan 
are referred to as the Project and are the one used in the followed IDA Project description:  
 

(I). Roads and Railway Infrastructure Improvement: This will include: (i) periodic 
maintenance, rehabilitation and upgrading works on selected sections of the corridors; (ii) 
paving of gravel road sections; (iii) axle load control policies harmonization and 
enforcement; (iv) improvement of rest areas; (v) rehabilitation of critical rail infrastructure 
and (vi) HIV-AIDS awareness and mitigation measures. 
 

(II). Transit and Transport Facilitation Investments: This will include: (i) communication 
between stakeholders, especially within the port community (IT interfacing); (ii) border 
crossing improvements (cargo tracking, border posts); (iii) port safety and security; and (iv) 
improvement of intermodal interfaces. 
 
(III). Customs and Transport Sector Institutional Strengthening and Capacity Building:
This will include: (i) CEMAC CU and national customs strengthening; (ii) institutional 
support for transport facilitation institutions; and (iii) management of the Project’s 
components. 

 
22. The total expected project cost is about US$680 million equivalent, of which IDA would 
fund around US$201 million equivalent.  The following tables sum up the proposed Project 
costs, with a breakdown by countries, also indicating each development partner’s expected 
commitment.   

 
IDA- funded components 
 
23. IDA funding primarily covers: 
 

• In Cameroon, contribution to the paving of the Ngaoundéré-Garoua-Boulaï section, 
rehabilitation of rail track between Yaoundé and Belabo (component 1), facilitation of the 
port IT interfaces and Security improvement in Douala, intermodal interfaces in Douala 
and Ngaoundéré, and customs border posts improvement (component 2), and customs 
reform and ,institutional support to the ministries of transport and public works 
(component 3); 

 
• In Chad, the co-funding with Republic of Chad of a performance-based maintenance 

contract and critical road rehabilitation works on the N’Djaména - Moundou – 
Cameroonian border road section (component 1), some facilitation investments to support 
the Customs reform and improve transit conditions at the main border posts (component 
2) and institutional support to customs and the ministry of infrastructure (component 3); 
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• In CAR, a contribution to the paving of the Garoua-Boulaï-Bouar section and emergency 
maintenance on the international network (component 1), improvement of intermodal 
interfaces (component 2 ) and support to customs reform and to ministries of transport 
and public works (component 3 ). 

 
5. Financing 
 

Countries 

Indicative 
Costs 

(US$M) 

% of
Total 

Bank-
Financing 
(US$M) 

% of Bank-
Financing 

ADF 
Financing 
(US$M) 

EC-
Financing 
(US$M) 

AFD-
Financing 
(US$M) 

Other 
Funding 

Cameroon 382,077 56% 147,053 38% 74,145 118,237 39,356 3,286 

CAR 141,192 21% 24,004 17% 56,725 59,569 0 894 

Chad 136,610 20% 30,000 22% 33,325 4,187 0 69,098 

Regional 
institutions  

19,900 3% 0 0% 5,286 12,560 0 2,054 

Total Project 
Costs  

679,780 100% 201,057 100% 169,482 194,552 39,356 75,332 

6. Implementation 
 
Regional Coordination 
 
24. The proposed operation is a regional project involving several components, countries and 
implementing agencies.  The proposed components have strong linkages at both national and 
regional levels.  Therefore, ensuring smooth coordination during project preparation and 
implementation is a critical issue.  Within the CEMAC framework, the participating countries 
established a Regional Steering Committee (RSC) in March 2006, for the CEMAC Trade and 
Transport Facilitation Program, to supervise the project preparation and implementation.  The 
CEMAC Secretariat will act as the Secretariat of the RSC, and will receive support from the EC 
and the ADF (both in terms of technical assistance and budget), to carry out this function. Both 
EC and ADF have asked for specific committees to manage their regional funding.  This 
situation is being rationalized between the CEMAC Secretariat and the two donors and will 
result in a unique committee overseeing the Project including IDA funding. 

National Coordination 
 
a)  Oversight: Lead Ministry and National Project Steering Committee (PSC) 
 
25. The project scope covers several ministries and departments across three countries.  
Therefore, the preparation of the project required explicit coordination arrangements.  The same 
coordination arrangement will be used to ensure quick start up and avoid delays in 
implementation.  Accordingly, to ensure smooth coordination and ownership, each participating 
country has appointed a lead ministry, involved in the implementation of the most important 
components and mandated to coordinate all the project preparatory activities through liaising 
with the other proposed implementing agencies and participating countries.  In Cameroon, the 
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Ministry of Public Works (Ministère des Travaux Publics (MINTP)) has been appointed as the 
lead ministry.  In Chad, the Ministry of Infrastructure (MININFRA) will take the lead and in 
CAR, the Ministry in charge of Public Works (Ministère de l’Equipement et du Désenclavement 
(MED)) will do the same. 

26. In each country, the lead ministry is expected to liaise with the other agencies and 
parastatals benefiting from the project through a country PSC (Comité de pilotage). 

27. As per the recommendations and commitments described in both CAR and Cameroon 
ISNs, specific governance actions will be taken to secure compliance of the project’s activities 
with good governance principles. In particular, the PSCs are critical as they will take 
responsibility to undertake a risk analysis of their activities and are ultimately responsible for the 
government’s compliance with standard project management practice.  In the three countries, the 
government will be required to produce a governance compliance report every six months.  It 
will be coordinated by the Ministry in Charge of Planning in CAR and in Chad and by the PSC 
in Cameroon. 

b) Fiduciary Agencies (FA), Technical Implementing Agencies (TIA) and Technical Teams (TT) 
 
28. In all three countries, the project will have many beneficiaries, usually at least three 
administrations in charge of Public Works, Transport, Customs, Environment, as well as some 
transport sector service providers.  In order to simplify project management, it is proposed to 
limit the number of agencies bearing full fiduciary responsibility, (Fiduciary Agencies or FA). 
While these FAs will be among the project’s beneficiaries, they will also be managing 
procurement and financial management for their own support as well as support received by 
some or all the other beneficiaries.  These will remain in charge of technical implementation of 
their activities (Technical Implementing Agencies or TIA) and appoint adequately staffed 
Technical Teams (TT) to follow implementation. 

29.  In Cameroon, each TIA (Port of Douala, Cameroon Customs, MINTP, Ministry of 
Transport (MINT) and CAMRAIL) has established a TT to prepare and implement their 
respective components of the Project.  The TTs include experienced staff with the right skills 
mix to work out the technical project preparatory details and liaise with IDA during the 
preparation and implementation phases.  Where strengthening of implementation capacity is 
required, IAs will recruit the necessary additional staff.  Each TT will be empowered to make the 
day-to-day technical decisions related to project preparation and implementation.  To simplify 
project management, it was agreed to limit the number of agencies bearing full fiduciary 
responsibility to two.  The MINTP will be the FA for all TIAs except CAMRAIL through the 
unit already established to manage ADF roads projects in Cameroon, the Cellule de Gestion des 
Projets de la BAD (African Development Bank Project Management Unit, CGPB), and 
CAMRAIL will be the FA for the rail component, as under the ongoing Cameroon Railways 
Project.  

30. In Chad, for many years the Ministry of Infrastructure has been using a project 
implementation structure covering all development partners and projects in the transport sector, 
the ((CSCP) Cellule de Coordination et de Suivi des Projets).  It is staffed with a financial 
management team, which has adequate and relevant experience in implementing World Bank 
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funded projects.  Two projects have been implemented under this framework and the financial 
management aspects of current and prospective ADF funding are managed through the CSCP’s 
accounting system.  It was agreed that this unit would be in charge of the day-to-day 
management of the infrastructure component of the Project and would be the FA of all the 
components. The head of the CSCP will assume the functions of project coordinator in Chad. In 
addition, the National Facilitation Committee will appoint a Secretariat in charge of the 
facilitation components of the projects under Component 3, and the Customs, Roads and 
Transport administrations as well as the Bureau National du Fret (BNF) will appoint a TT to 
implement the Customs component in liaison with the CSCP. 

31. In CAR, there will be five TIAs, including the Road Fund and the MED, the Transport 
Ministry, the Environment and Forest Ministry and the National Customs that will have technical 
responsibilities for project implementation.  However, it is proposed that the Road Fund be the 
only FA for financial management, while the MEPCI will be legally in charge of disbursement 
requests.  The Road Fund was already selected by the ADF to manage the CAR government 
counterpart funding, and by the EC for the management of part of its funding dedicated to road 
maintenance.  It has benefited from the EC technical assistance and will receive a reinforced 
assistance through the project.  Procurement will be handled directly by each TIA with support 
from the MED, and oversight of main contracts by MEPCI. 

32. The project has been structured, as much as possible, to rely on existing Government 
structures for project implementation, without using specific Project Implementation Units 
(PIUs).  In CAR, where no projects were implemented for many years, an existing autonomous 
structure (FER) will manage the funds and its capacity will be strengthened in financial 
management, while that of MED and MEPCI will be reinforced in procurement.  In the case of 
Cameroon, the CGPB has proved successful and capable of managing the fiduciary aspects of 
the project while liaising with TIAs for technical issues.  

7. Sustainability 
 
Component 1: (road and rail investment) 
 
33. At country level, emphasis has been placed on a sustainable road maintenance policy. In 
Chad, under a long standing partnership with IDA, the government has pioneered long-term 
performance based contracts, one of which will be funded under the Project.  One of the dated 
covenants of the grant will be for Chad to sign new performance-based maintenance contracts 
before the expiry of current IDA financed contracts. In Cameroon, strong development partners’ 
coordination has helped secure increased funding for the Road Fund with specific targets for 
public funding.  In CAR, the challenge is bigger due to the poor budgetary situation of the 
Government.  In light of this, IDA and EC have planned to supplement road maintenance 
funding through upcoming projects and are introducing performance based management of road 
infrastructure, first and foremost for the corridor and then for the rest of the network.  A legal 
covenant is also ensuring appropriate maintenance funding for the portions of the corridor not 
rehabilitated in the three countries. 

34. In the railway sector, the amendment of the concession agreement after a joint analysis 
by GOC and CAMRAIL of their responsibilities in the funding of track and rolling stock will be 
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a condition of disbursement for the rail component in Cameroon, and will provide a sustainable 
framework for the activities. In addition, long-term financial projections have been prepared and 
are based, inter alia on a comprehensive investment program for the next 15 years.  

Component 2: (investment in facilitation, intermodal platforms and port efficiency) 
 
35. The sustainability of more efficient transit operations should be assured by the set up of 
corridor specific authority (ies), which will allow continuous dialogue between stakeholders.  In 
Douala the Facilitation Committee (Comité FAL) already provides some form of oversight to the 
Douala platform efficiency and to a lesser extent the rest of the corridors.  Private sector 
involvement in the management of dry ports is already existing in Ngaoundéré and in Douala, 
and will be sought in N’Djaména.  On the government side, it has been decided to place the 
transport facilitation investments under the umbrella of the Ministries in charge of Transport 
both in CAR and Cameroon (MTAC and MINT respectively), which will ensure client 
ownership and sustainability of the investments. 

Component 3: (support to customs reforms and institutional support to policy improvements) 
 
36. Sustainability of the CU will be strengthened by reinforcing the CEMAC Secretariat, and 
the establishment of good oversight mechanisms in countries.  Reforms at national level are 
closely followed by the development partner community, and focus on the revenue side of public 
finance which has increased significantly over the last years.  While any customs improvement 
requires strong internal commitment, the current conditions especially in CAR and Cameroon, 
the increase in use of electronic transactions, as well as the transparency measures proposed 
under the project (such as monthly data publications) should enhance the sustainability of this 
component, which remains the most risky of the three. 

 
8. Lessons Learned from Past Operations in the Country/Sector 
 
37. Previous experience with regional sector projects and their implementation record in 
CEMAC countries provide a number of useful lessons such as: 

Country Sector Projects 

• Project design must reflect the intent, interest and priorities of the beneficiaries and the 
stakeholders to ensure ownership of the project and particularly the reform processes.  

• Capacities of project implementing agencies need to be assessed and if required 
strengthening measures have to be put in place. The proposed project design reflects this 
concern and builds on the capacity developed in previous IDA funded projects (Chad 
PAPRONAT and the Cameroon Transport Sector Project); and 
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Corridor Based and Regional Projects 

38. In 1994, the World Bank carried a review of Bank lending for African transport corridors 
(Report No. 13099, May 1994).  The study came up with the following recommendations: (i) 
ensure that the concept of transport corridors get a prominent place; (ii) continue to carry out 
and/or participate in corridor and institutional studies; (iii) design a regional corridor agenda; and 
(iv) promote regional corridor projects or, failing that, the coordination of country-based ones.  
The study also recommended that country lending implement the regional corridor agenda with 
focus on: (i) Government policies and adherence to principles of open trade/traffic; and (ii) 
improvement of public administration (especially customs) and development of self-governed 
professional bodies. 

39. These lessons are reflected in the proposed project design, which was based on initial 
priorities studied at regional level, which led to the selection of priority corridors after the 
CEMAC integrated Road Network Study (2003).  Subsequently, the Diagnostic Trade 
Integration Studies (DTIS) for Chad and CAR helped prioritize the trade and customs facilitation 
issues at the two-corridors’ level. 

40. The World Bank Group’s best example of a similar regional project in terms of 
facilitation that has been completed is the TTFSE, implemented in six countries and for which a 
second phase is underway, and the Greater Mekong Area Regional Integration Program.  The 
major lessons learned from these projects are: (i) the need for a strong political will to drive the 
integration process (in the case of the TTFSE, accession to the EU); (ii) the need to involve the 
key public and private stakeholders; and (iii) the need to set up efficient monitoring tools.  

41. In the Africa Region, the only project approved so far is the EATTFP, which is only in its 
first year of implementation. However, the following lessons can already be drawn: (i) project 
design should be simplified as much as possible since regional projects require a high degree of 
interaction with many stakeholders; (ii) implementation readiness for the major components is 
key to ensure early wins, as these projects raise high expectations; and (iii) the Project 
Implementing Agencies’ capacity needs to be fully assessed a priori and appropriate 
strengthening needs to be factored in, to ensure smooth implementation.  

42. As noted in the recent Internal Evaluation Group (IEG) World Bank Report on 
Multicountry Operations,6: (i) programs dealing with issues where countries' interests are 
compatible have been more successful than those dealing with issues where interests are in 
conflict and require trade-offs among countries; and (ii) the scope of objectives have to match 
national and regional capacities to allow the regional programs to deal effectively with the 
complex coordination challenges.  In this specific case, the interest of the transit country and the 
landlocked countries broadly coincide, as all share the interest of having a good infrastructure 
and each individual country does not want to loose customs revenue and therefore wants a secure 
transit regime.  

Railway concessions support 

8 The Development Potential of Regional Programs: An Evaluation of World Bank Support of Multicounty 
Operations December 19, 2006 
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43. Since 1995, the Bank has also supported several rail concession projects in Africa, 
including with Cameroon Railways (CAMRAIL) (Cr 3695-CM).  The main lessons learned from 
these projects are: (i) the project should realistically estimate investment needs, as several 
concessions had to face renegotiations based on initially optimistic cost estimates for 
rehabilitation; and (ii) rail concessions are better at increasing reliability and stronger 
competition with the road operators than contributing to actual decreases in rail transport costs. 
These lessons were reflected by a request for long-term investment and financial modeling in 
order to better ascertain the Cameroon concession’s sustainability. 
 
9. Safeguard Policies (including public consultation) 
 
The proposed Environmental Category is B 
 

Safeguard Policies Triggered by the Project Yes No 
Environmental Assessment (OP/BP/GP 4.01) [X] [ ] 
Natural Habitats (OP/BP 4.04) [X] [ ] 
Pest Management (OP 4.09) [] [X] 
Physcial Cultural Resources (OP/BP 4.11) [X] [ ] 
Involuntary Resettlement (OP/BP 4.12) [X] [ ] 
Indigenous Peoples (OD 4.20, being revised as OP 4.10) [ ] [X] 
Forests (OP/BP 4.36) [ ] [X] 
Safety of Dams (OP/BP 4.37) [ ] [X] 
Projects in Disputed Areas (OP/BP 7.60)* [ ] [X] 
Projects on International Waterways (OP/BP 7.50) [ ] [X] 

44. The direct environmental and social impacts of the project are those associated with the 
physical investments in road rehabilitation and upgrading in CAR, Cameroon and Chad, and the 
rehabilitation of rail track.  As these investments will be made along existing road and rail 
corridors, the impacts are expected to be limited in scope.  Consequently the project has been 
designated as Category B for the purposes of OP 4.01. 

 
45. The Resettlement Action Plans (RAPs) and Environmental Impact Assessments (EIAs), 
with associated Environmental Management Plans (EMPs), have been prepared for the road 
rehabilitation and upgrading components of the project in Cameroon, CAR and Chad, and an 
updated EMP has been prepared for the rail component.  Consultations with affected 
communities were undertaken during preparation of these studies, which have been disclosed in 
Cameroon, CAR and Chad, and were made publicly available in the InfoShop on February 23, 
2007 (the EIA and EMP for Chad was disclosed through the InfoShop on May 16, 2007).   

 
46. The EMPs establish the measures to be taken to mitigate environmental impacts during 
the construction period, and these are reflected in the draft construction contracts.  These 
measures include the preparation of site-specific environmental protection plans, to be prepared 
by the contractor for each borrow-site, quarry, labor camp, work base, and any other sensitive 
site.  These plans will be reviewed by the supervision consultants, as well as the implementing 

* By supporting the proposed project, the Bank does not intend to prejudice the final determination of the parties’ claims on the 
disputed areas 



14

and environment ministries in CAR, Chad and Cameroon.  The EMPs also identify the need to 
address the heightened risk of HIV/AIDS transmission as a result of project activities.  To meet 
this challenge, ADF co-financing will support contracts with NGOs in CAR, Chad and 
Cameroon to raise awareness of these risks among affected communities. 

 
47. Road-widening under the Cameroon road component will involve taking a total of four 
hectares from the perimeter of the Benoué National Park.  The lost area will be compensated in 
accordance with Cameroonian law by the grant of an equivalent area to the same Park.  As a 
result, OP 4.04 is triggered, although this road segment will not be financed by the World Bank.  
Project preparation also considered the indirect impacts on natural habitats that may arise as a 
result of the potential stimulus road and rail improvements may give to illegal logging and the 
bush meat trade.  To mitigate these indirect effects, the project will support the strengthening of 
forest and wildlife protection activities in the Project area.  In addition, to protect sensitive and 
ecologically important gallery forests adjacent to the CAR road corridor, the EMP states that no 
project activities will be permitted within these habitats.  

 
48. OP 4.11 is triggered because several tombs will be moved or compensated for as part of 
the RAP implementation in both CAR and Cameroon. 

 
49. In all three countries, the Project will strengthen the capacity of a number of institutions 
to implement the environmental and social management aspects of the operation.  In CAR, the 
Project will support the UES of MED, as well as the environmental enforcement and forest 
protection activities of the MEFCPE.  In Cameroon, the Project will support the DPPER of 
MINTP, as well as the MINFOF.  In Chad the Project will support the Direction Générale des 
Transports de Surface of MININFRA, and the Ministry of Environment and Water.  In all three 
countries, monitoring of EMP implementation is incorporated in the terms of reference of the 
supervision consultant, which also specify that the supervision consultant will establish a 
grievance mechanism to identify and respond to complaints of Project-affected people in a 
timely manner.   

 
10. List of Factual Technical Documents 
 
11. Contact point 
 
Jean-François Marteau 
Sr. Transport. Specialist 
Phone: 473-4830 
jmarteau@worldbank.org

12. For more information contact: 

The InfoShop 
The World Bank 
1818 H Street, NW 
Washington, D.C. 20433 
Telephone:  (202) 458-5454 
Fax:  (202) 522-1500 
Web: http://www.worldbank.org/infoshop


