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MONETARY EQUIVALENTS AND ABBREVIATIONS 

 
Currency Unit  (December 2009) 

 

UA 1 = CFAF 703.061 

UA 1 = USD 1.6102 

UA 1 = EUR 1.07181 

CFAF 1 = UA 0.00142 

USD 1 = UA 0.62105 

EUR 1= UA 0.933 

 

Exchange Rate Variations 

 

Average exchange rate  1995 1998 2001 2004 2009 

UA/CFAF 756.690 791.609 933.348 771.871 703.061 

 

 

FINANCIAL YEAR 

1 January to 31 December 
 

 

ACRONYMS AND ABBREVIATIONS 
 

ADB  :  African Development Bank 

ADF  :  African Development Fund 

BGDR  :  Road Data Management Office 

BOAD  :  West African Development Bank 

DGTP :  General Directorate of Public Works  

EDF  :  European Development Fund 

EL :  Emergency Lane 

HDM  :  Highway Design and Maintenance Standards Model 

HDM  :  Highway Development and Management 

IRR  :  Internal Rate of Return 

KFW  :  Kreditanstalt für Wiederaufbau (State-owned German Development Bank) 

LV  :  Light Vehicles 

MTPT
1
  :  Ministry of Public Works and Transport 

NPV :  Net Present Value 

NTF :  Nigeria Trust Fund 

PIP :  Transport Sector Priority Investment Programme 

RF :  Road Fund 

SME  :  Small- and Medium-sized Enterprises 

STP  :  Sector Transport Programme  

TPC  :  Central Dividing Strip 

UA  :  Unit of Account 

USD  :  US Dollar  

Veh/d  :  Vehicles per day 

VOC :  Vehicle Operating Cost 

WAEMU :  West African Economic and Monetary Union 

                     
1 The current name of the Ministry of Public Works is: Ministry Delegate to the President of the Republic in charge of Land Transport, Air 

Transport and Public Works  
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PROJECT BASIC DATA  
 
A. Preliminary Data  

 

Country   :  BENIN 

Loan numbers  :  F/BEN/RTE/96/30 and N/BEN/REA-RTE/96/2 

Borrower   :  Republic of Benin 

Executing Agency :  Ministry of Public Works and Transport 

    General Directorate of Public Works 

Beneficiary  :  Republic of Benin 
 

Data on ADF Loan 
Loan amount  :  UA 10.00 million 

Period   :  50 years 

Loan interest rate  :  0% 

Loan repayment  :  1% of the loan principal annually from the 11
th
 to 

    the 20th year included, and 3% p.a. thereafter 

Grace period  :  10 years 

Service charge  :  0.75% 

 

Data on NTF loan 
Loan amount  :  UA 6.00 million 

Period   :  25 years 

Loan interest rate :  4% p.a. on the balance of the amount disbursed 

Loan repayment  :  40 equal and consecutive half-yearly payments  

Grace period  :  5 years 

Commitment charge :  0.75% 

 

Loan approval date  :  04 September 1996 

Date of loan signature :  23 September 1996 

Loan effectiveness :  25 February1998 

 

Other Sources of Financing 

BOAD   :  UA 6.61 million 

EDF    :  UA 17.34 million  

KFW    :  UA 18.97 million 
Government  :  UA 2.10 million  

 

B. Implementation Performance Indicators    

 

Balance of ADF and NTF loans UA 3.14 million (19.6%) 

Delay/advance in relation to the appraisal timeframe 
- Difference in relation to the date of effectiveness      1  month 
- Difference in relation to the date of final disbursement      1  month ? 
- Difference in relation to the completion date  

 
17 months  
66 months  
72 months  

 
Number of extensions of the final disbursement deadline  3 
Project status   Completed on 3 December  2004 

 
Profitability Appraisal Completion      Evaluation 
 

Internal Rate of Return                          29 to 58% per section         28%         21% 
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C. Project Data 

 

Financing Plan for the Entire Project (in UA million) 

 
Source of 

Financing  
At Appraisal  On Completion  Gap 

Foreign 

Exchange  

Local 

Currency  
Total  (%)  

Foreign 

Exchange 

Local 

Currency  
Total  (%)  

Foreign 

Exchange  

Local 

Currency  
Total  (%)  

ADF  8.50  1.50  10.00  16.40  6.99  1.23  8.22  16.29  1.51  0.27  1.78  17.80  

NTF  6.00  0.00  6.00  9.80  4.64  0.00  4.64  9.20  1.36  0.00  1.36  22.67  

BOAD  3.65  2.96  6.61  10.80  3.65  2.96  6.61  13.10  0.00  0.00  0.00  0.00  

EDF  12.48  4.85  17.34  28.40  9.96  3.88  13.84  27.43  2.52  .97  3.49  20.13  

KFW  13.54  5.43  18.97  31.20  10.81  4.34  15.15  30.02  2.73  1.09  3.82  23.10  

Government  0.00  2.10  2.10  3.40  0.00  2.00  2.00  3.96  0.00  0.10  0.10  11.00  

Total  44.17  16.84  1.01  100.00  36.05  14.41  50.46  100.00  8.12  2.43  10.55  17.29  

 

Financing plan according to the source of jointly funded components (Lot B road works, 

including construction and equipping of toll/weighing station, works monitoring and supervision, and 

project auditing) by ADF, NTF, BOAD, KFW and Government (in UA million) 

 
Source of 

Financing  
At Appraisal  On Completion  Gap in Relation to Appraisal 

Foreign 

Exchange  

Local 

Currency  
Total  (%)  

Foreign 

Exchange  

Local 

Currency  
Total  (%)  

Foreign 

Exchange  

Local 

Currency  
Total  (%)  

ADF  8.50 1.50 10.00 39.20 6.99 1.23 8.22 37.08 1.51 0.27 1.78 17.80 

NTF  6.00 0.00 6.00 23.50 4.64 0.00 4.64 20.93 1.36 0.00 1.36 22.67 

BOAD  3.65 2.96 6.61 25.90 3.65 2.96 6.61 29.82 0.00 0.00 0.00 0.00 

KFW  0.50 0.30 0.80* 3.10 0.44 0.26 0.70 3.16 0.06 0.04 0.10 12.50- 

Government  0.00 2.10 210 8.30 0.00 2.00 2.00 9.02 0.00 0.10 0.10 11.00 

Total  18.65 6.86 25.51 100.00 15.34 6.14 22.17 100.00 2.93 0.41 3.34 13.09 

* KFW funds the monitoring and supervision of the ADF/NTF/BOAD/KFW/Government components 

 

D. Missions 
 

Type of Mission Dates No. of Persons 

Composition 

Staff/days Civil Engineer  
Transport 

Economist 

1. Identification      

2. Preparation       

3. Appraisal July  1995 3 2 1 36 

4. Supervision 

- Supervision 1 5/10 to 15/10/1997 1 1  10 

- Supervision 2  15/9 to 30/9/1999 2 1 1 30 

- Supervision 3 25/6 to 10/7/2000 2 1 1 30 

- Supervision 4   27/5 to 6/6/2001 1  1 9 

- Supervision 5 18/3 to 30/3/2002 1 1  12 

- Supervision 6 1/10 to 8/10/2002 1 1  8 

- Supervision 7 16/11 to 1/12/2003 1 1  15 

- Supervision 8    1/5 to 21/5/2004 2 1 1 40 

5. Completion       15/12 to 23/12/2004 2 2  16 

6. Evaluation         30/11 to 18/12/2009 3 1 2 55 
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SUMMARY OF RATINGS 
 

No 
Evaluation 

Criteria 
PCR PPER Remarks 

1 Relevance and 

evaluation of 

quality at entry 

3 2 The project complies with Benin’s development strategies, particularly 

the National Transport Plan, of which it forms part. It falls in line with 

the Bank’s priorities, of which infrastructure constitutes one of the four 

strategic pillars. The choice of the project is appropriate as it constitutes 

a trunk road in the inter-State corridor as well as one which structures 

trade in the entire Cotonou-Porto Novo conurbation.  An appropriate 

innovation was the toll/weighing station for collecting the user charges 

that feed directly into the Road Fund account. However, several 

technical modifications carried out during implementation suggest some 

lapses in the quality of the technical studies and the feasibility study. 

The project also failed to give sufficient consideration to the structuring 

nature of the road and ensuring that it was in conformity with urban 

planning and Municipal investment plans. Lastly, the project logical 

framework matrix did not faithfully convey the anticipated effects 

through measurable indicators. The relevance and quality at entry are 

deemed unsatisfactory overall. 

2 Effectiveness 

(Achievement of  

the outcomes) 

3 3 The project had a considerable impact on improving fluidity, cost 

reduction and relative improvement of road safety. However, more 

effort is still required. It also allowed for costs to be partially recovered 

by means of the toll gate and weighbridge with a view to improving the 

state of the network, facilitating trade, stimulating economic activity, 

the competitiveness of PAC and regional integration by promoting trade 

and transit. The project effectiveness is deemed satisfactory. 

3 Efficiency 3 2 Despite a 21% economic profitability rate and proven financial 

effectiveness at the operating stage, project implementation was less 

efficient in the use of time and resources.  

The implementation phase took six years more than initially scheduled. 

The project recorded a 17% under-utilisation of resources because of 

favourable exchange rate fluctuations and savings, as a result of the 

competitive bidding for works. Project efficiency is deemed 

unsatisfactory. 

4 Institutional 

impact  

2.8 2 Progress in the sector in the field of network management remains 

inadequate, particularly with respect to monitoring, programming and 

prioritisation tools as well as implementation (e.g. the road data bank). 

The project did not provide proper support to the local SME support and 

training system, or the road maintenance equipment hiring system. The 

impact of the project on the executing agency was eroded because of 

personnel turnover, a weak capitalisation level and the lack of record-

keeping. The impact on institutional development is deemed 

unsatisfactory. 

5 Sustainability  3 2 As with the road network in general, the road is affected by slow 

decision making, necessary for protecting the gains achieved (e.g. 

limiting the axle load, the inappropriate annual budget cycle for 

operational maintenance needs, which weakens the level of execution, 

and the predominance of work on force account, that in turn limits 

private sector participation.  Therefore, sustainability is deemed 

unsatisfactory. 

6 Overall 

performance  

2.95 2 Despite good short-term outcomes, overall performance is deemed 

unsatisfactory mainly because of sustainability problems, which would 

require greater political will.  

7 Borrower’s 

performance  

3 2 The Borrower’s performance was satisfactory during preparation but 

unsatisfactory during the implementation phase. Weaknesses were noted 

regarding compliance with the timeframe in particular (six years behind 

the initial schedule), and the monitoring/evaluation system. Moreover, 

the necessary measures (axle load and revenue maximization) were not 
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taken to maintain the network. The Borrower’s performance is 

unsatisfactory overall. 

8 Bank’s 

performance 

3.25 2 With the exception of identification and supervision, the Bank did not 

supply quality services during the other phases of the project. Instead, it 

adopted technical and geothermic characteristics that were, on the 

whole, appropriate for the road, included a toll gate to generate direct 

resources for the Road Fund, and helped to solve problems encountered 

during the implementation phase, without preventing long delays. By 

approving technical studies of questionable quality, the Bank missed an 

opportunity to give appropriate support during the preparation phase.  



vi 
 

EVALUATION SUMMARY 

 

1. The Project  
 

a. The Cotonou-Porto Novo Road Upgrade Project, which features in the Transport 

Sector Priority Investment Programme (1996 - 2000) and cost approximately CFAF 46 

billion, was carried out in three separate lots each funded by a donor (or group of donors). At 

sector level, the project aimed at improving foreign and domestic trade in Benin and 

neighbouring countries, thereby contributing to regional integration. Specifically, it sought to 

improve conditions for entering and exiting Cotonou city, reduce transport costs and increase 

Road Fund revenue. 
 

b. The technical formulation of the project comprised the following components: (i) 

road construction, divided into three lots: (a) upgrading the exit road from Cotonou (3.85 km) 

with 2x2 lanes and a cycle path (KFW financing), (b) upgrading 10.75 km of road with 2x2 

lanes, a weighbridge and a cycle path (ADF, NTF, BOAD), and (c) upgrading 12.71 km, one 

section of which with 2x2 lanes (3.3 km) and one section with 2 lanes (9.4 km) 3.6 m wide 

(EDF financing); (ii) works monitoring and supervision; and (iii) project audit. Two 

innovative components were included: (a) a cycle path designed to accommodate heavy cycle 

traffic; and (b) a toll component for the partial recovery of costs from users, to increase Road 

Fund resources. 
 

2. Implementation Performance  
 

Overall, the project produced quality works and facilities. However, these outcomes were 

achieved well behind schedule (six years compared to the initial projected completion date) 

due to delays in ratifying the loan, as well as lengthy bidding and contracting procedures. 

Costs were kept under relative control, albeit with 17% savings compared to the estimated 

costs at appraisal. 
 

3. Evaluation Methodology 
 

a. Evaluation was based on five criteria: relevance, effectiveness, efficiency, impact 

and sustainability. It was conducted using a variety of tools that allowed for identifying, 

measuring/evaluating the situation at completion compared to the initial status. Along with 

conventional tools such as documentation, interviews and visits to the works and facilities, 

evaluation was enhanced by surveys among users (and players involved in operating the 

road) through group discussion sessions. 
 

b. The evaluation was based on the project retrospective logical framework to check 

the extent to which the set objectives were achieved. These objectives were expressed in the 

form of effects measured by indicators, some of which were formulated or reformulated to 

better reflect the scope of certain outcomes.  

 

4. Key Observations 
 

a. Relevance and evaluation of quality at entry: Apart from being in line with country 

and Bank strategies, the selection of this project is also an appropriate response to the 

country’s real current needs. Reasons for including it in the Five-Year Priority Programme 

(1996 - 2000) are justified by the poor state of that section of road, its function of linking the 

country’s two capitals (political and economic) and the heavy traffic load (actually the 
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heaviest road traffic in the country). The Cotonou - Porto Novo Section is on the inter-State 

corridor and is also a structuring road for trade in the whole Cotonou - Porto Novo 

conurbation. The inclusion of a toll gate and weighbridge to recover charges from users as 

well as improvement of safety conditions (some of the objectives stressed in the strategy) are 

timely innovations. 
 

b. However, the fact that the project’s logical framework matrix did not faithfully set 

out the anticipated effects against measurable indicators affected the project quality at entry.  

Moreover, the project did not take sufficient account of the structuring nature of the road and the 

need to make it consistent with urban development and municipal investment plans. Lastly, the 

various technical modifications carried out during project implementation suggest both 

quantitative and qualitative shortcomings in the technical studies. The relevance and quality 

at entry are deemed unsatisfactory. 
 

c. Effectiveness: The evaluation showed that most of the objectives were achieved 

satisfactorily. Users and stakeholders assessed the main project outputs (the road works, toll 

gate and public lighting) positively, although slight reservations were expressed about the 

operating level. The project had a considerable impact on improving traffic fluidity, reducing 

transport cost, improving road safety (even if more effort is required in this respect), 

improving partial cost recovery through the toll/weighing station aimed at enhancing the state 

of the network, improving trade, and stimulating economic activity and the competitiveness 

of Cotonou Port (PAC). 
 

d. Regarding the improvement of traffic fluidity as measured by the improvement of 

travel time, speed, and the reduction in the number of traffic jams, the evaluation notes a 50% 

improvement in time and speeds, which is higher than the 31% target.  The transport cost for 

goods and persons, measured by Net Present Value (NPV) over vehicle operating cost 

(VOC), is considerably reduced. The level of recovery from toll gate fees is reaching full 

potential. Additional resources obtained by the Road Fund, have meant that expenditure on 

road network maintenance has risen considerably. The improvement of trade expressed by 

the traffic created stands at 10 to 11%, which is the level anticipated at appraisal. As regards 

road safety, the indicators reflecting a decrease in bodily harm are deemed satisfactory, 

although problems persist in this regard (cycle path, public lighting, organisation of 

commercial activities along the route, urban service roads, etc.). 
 

An analysis of road traffic (support for trade) shows that the project has helped to increase 

trade. It has also stimulated economic activity, especially along the trunk road. Furthermore, 

the project has contributed to the development of PAC activities and thus to its 

competitiveness. This is happening in a context where PAC has taken over a significant share 

of the supply of goods to Burkina Faso and Mali due to the socio-political events in Cote 

d’Ivoire. However, despite its geographic position, PAC has not taken sufficient advantage of 

the traffic from the hinterland countries. In 2002, Cotonou Port served as a transit point for 

only a relatively small share of regional traffic estimated at about 20%, as a result of a range 

of factors, including weak capacity of its facilities and limited likelihood of their extension. 

The relocation of some port activities permitted the upgrade of about 20 ha, and contributed 

to a strong increase in container activity reflected as far back as 2006. 

 

e. Given its strategic nature, the Cotonou - Porto Novo road has contributed to 

strengthening regional integration by facilitating inter- and intra-regional transit and trade. 

Thus, the share of goods transit traffic rose from 19.74% in 1999 to 48.78% in 2008.  Overall, 

effectiveness is deemed satisfactory. 
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f. Efficiency: The 21% internal rate of economic return stands at highly satisfactory, 

despite a traffic profile lower than anticipated (at the evaluation and PCR stages), taking into 

account the quantifiable share of direct benefits from the project (gains in time and vehicle 

operating cost).. In financial terms, putting the toll gate out on concession brings in revenue 

far exceeding the operational and maintenance costs. The toll gate has potential that should 

be tapped in future. However, during implementation, the project was less efficient in time 

and financial resource management. The project was completed six years later than initially 

planned, thus seriously affecting its efficiency. Similarly, the 17% project costs not utilized 

constitute a loss for the other project components. Efficiency is deemed unsatisfactory. 
 

g. Impact on institutional development: The project did not further improve network 

management, particularly in terms of monitoring, programming, prioritisation and 

implementation tools (e.g. the road data bank). It did not provide the appropriate support to 

the systems set up to provide local SMEs with capacity-building and training, or for road 

maintenance equipment hiring. SME development, to which a significant road maintenance 

market (thanks to the remarkable increase of RF resources) offers further opportunities, has 

still not really taken off. Although the executing agency benefited considerably from the 

project during the implementation phase, the effects dissipated due to staff attrition, low 

investment in management tools and lack of record-keeping. The impact on institutional 

development is deemed unsatisfactory. 
 

h. Further impact: The economic impact of direct and indirect activities brought about 

by the new infrastructure is considerable. These activities, which have had the effect of 

opening up the corridor along the trunk road, stimulate businesses and urban development in 

the municipalities serviced. This effect is particularly noticeable, both for the low-income 

communities including women, for whom the road has provided significant opportunities 

(especially small commercial activities).  
 

i. Sustainability: While the project has satisfactorily contributed to providing a more 

solid base for the RF and stimulating economic activities, some outcomes remain vulnerable 

to risks that threaten project sustainability. Based on anticipated traffic, the technical and 

geotechnical characteristics will only allow the road to last its lifespan if routine and 

scheduled maintenance works are properly carried out. However, several obstacles may make 

meeting this requirement difficult. Moreover, the proper functioning of the infrastructure and 

structures remains threatened due to: (i) the proliferation of activities that encroach on the 

road and cause traffic problems as well as safety challenges likely to increase over time, 

given the steady increase in traffic; (ii) the lack of service roads (particularly on the rapidly 

urbanising sector stretching to the Sémé Podji - Porto Novo - Kraké intersection) that were 

built on only a small section of the trunk road (the immediate exit from Cotonou). This 

impedes road serviceability (interference of heavy local traffic with the transit traffic); and 

(iii) the serious shortcomings of the cycle path, placing the road’s economic output at risk, 

since motorcyclists prefer using the large expressway to avoid the dangerously narrow cycle 

path. 

 

j. At institutional level, the impact on RF resources, although tangible, remains limited 

– particularly with regard to the Fund’s autonomy. This risk is linked to the delay in adapting 

the toll tariff levels and the fact that not enough advantage has been taken of the overall 

potential offered by the network and its collection points (the potential for related commercial 

activities and other likely sources of income, e.g. from advertising space). The inertia 

surrounding the application of the regulation on axle loads (a measure likely to contribute to 

preserving the infrastructure) cannot but lead to the rapid deterioration of the road network. 
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Lastly, the persistent, if not worsening, deterioration of public lighting will affect the safety 

and quality of life of residents along the road. Overall, the sustainability of project impact is 

deemed unsatisfactory.  
 

5. Conclusions and Evaluation Ratings 
 

5.1 The project had a considerable impact by enhancing fluidity, reducing bottlenecks 

and costs, fostering relative improvement in road safety, improving the partial recovery of 

costs through the toll/weighing station, improving the condition of the network, increasing 

trade and stimulating economic activities as well as PAC’s competitiveness. It had an 

economic impact on revenue generation, the re-classification of peri-urban areas and the 

relocation of activities congesting Cotonou and its port. Given the strategic nature of the 

Cotonou - Porto Novo road, the project has contributed to strengthening regional integration 

by facilitating transit or inter- and intra-regional trade. However, in light of the first years of 

operation, significant deterioration is affecting the quality of the technical outputs: this relates 

to the cycle path and service roads. 
 

5.2 At the institutional level, there is insufficient progress in network management, 

especially in terms of monitoring, programming, prioritisation and implementation tools (the 

road data bank, for instance). The project did not give adequate support to the local SME 

support and training system, or the road maintenance equipment hiring system. SME 

development, to which a big road maintenance market (thanks to the remarkable increase of 

RF resources) offers further opportunities, has still not really taken off. Furthermore, the local 

authorities have hardly undertaken any structuring of the urban space that developed as a 

result of the project. However, the delegation of services to the private sector by means of a 

toll bridge concession is promising. The project impact on the executing agency was wasted 

because of staff attrition, low capitalisation and the absence of record-keeping. 
 

5.3 In terms of sustainability, danger looms over the technical outputs and outcomes, 

including: (i) persistent failure to apply axle-load limitations for heavy trucks, constituting an 

immediate challenge that must be addressed; (ii) poor utilisation of resources ring-fenced for 

maintenance because of the inappropriate annual budget-cycle, and the weak capacity of 

SMEs; (iii) the persistent or worsening deterioration of public lighting - a key component for 

the safety and quality of life of dwellers along the road; (iii) the pressure that the road 

environment exerts on its operation; and (iv) the insufficient contribution by road users to the 

maintenance/operating costs, given the project’s direct and indirect potential. 
 

5.4 Overall project performance is deemed unsatisfactory. 
 

6. Key Lessons and Recommendations  
 

a. Key lessons 
 

6.1.1 To mobilise the resources required for maintenance, mainstreaming toll 

gates/weighbridges into road infrastructure projects (one aspect of the road sector 

development strategy) is a viable solution. Commercial components in infrastructure projects 

are solutions that reduce recourse to public resources. 
 

6.1.2 A properly structured independent Road Fund with robust resource mobilisation and 

rigorous management capacity guarantees the proper use of funds for maintaining the road 

network. The transition of the Fund’s resources through the State’s budget (which remains a 

current risk because of EDF aid) is an inappropriate approach in respect of the new 

generation of road funds. 
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6.1.3 Inadequate integration of the urban context and the effects of decentralization of 

road projects could contribute to limiting their impact and threaten sustainability. 

 

b. Key Recommendations 

 

Recommendations to the Country 

 

6.2.1 The Government should apply regulation on axle load limits to heavy vehicles, 

while completing the relative investments such as the extension of weighing facilities 

throughout the network.  

 

6.2.2 For increased resource mobilisation, the Government should: (i) update the tariff 

policy applicable to toll stations; and (ii) consider extending commercial activities at toll 

stations. Specifically, technical solutions (such as following the initiative taken by the RF to 

study the upgrading of spaces), and legal solutions (financial package, involvement of 

municipalities through which the road passes) should be sought. 

 

6.2.3 Municipalities should become more involved in organising and controlling the 

activity areas falling within their jurisdiction to reduce the risks posed to the functioning of 

the road by pressure from activities occurring in those areas (activities initiated are 

characteristically performed without any organisational framework). Support for 

municipalities from the RF/concessionaire for the preparation, financing and implementation 

of physical undertakings (such as activity areas) would be vital.  

 

6.2.4 The Government should develop and fund tools for monitoring, programming and 

prioritisation, for instance the road data bank, particularly in the context of support 

programmes established with donors, especially the European Union. 

 

6.2.5 The State, together with donors supporting decentralisation, should ensure that 

municipal investment programmes are consistent with the structuring sector development 

being undertaken. Thus, in decentralisation projects, service roads should be considered as 

future development actions. 

 

6.2.6 The donor should clarify the respective responsibilities of Public Works, the RF, the 

concessionaire, the municipalities and the SBEE (Benin Energy and Electricity Company) in 

order to take concrete action to counter the problems in public lighting.  

 

6.2.7 The Government, together with the local authorities, should find solutions for the 

future of the cycle path, the organisation and control of which can only have a limited impact. 

There are two possibilities: (i) widening this path to 2.8 – 3 m, which could compromise the 

extension of the road sometime in the future, from two to three lanes to handle the general 

increase in traffic; (ii) include the widened cycle path in the service road which in future must 

be developed. 

 

6.2.8 The Government should ensure that urbanization instruments and priority municipal 

investment programmes are incorporated into structuring the road network, in order to 

leverage sector investments. 

 

6.2.9 At sector level, the Government should consider a multi-modal planning approach to 

urban transport. The example of the problems raised with the cycle path shows that in an 
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urban context, public transport must be taken into consideration particularly for arterial roads 

(such as the sector reviewed in this evaluation), where light modes of transport (“zemidjans” 

or motorcycle-taxis) have their limitations.   

 

Recommendations to the Bank 

 

6.2.10 In preparing road projects, the Bank should incorporate the urban dimension of such 

infrastructure by taking into consideration the specificities of urban transport (particularly the 

multi-modal approach) and fund specific studies with a view to adapting certain infrastructure 

to urban constraints. 

 

6.2.11 During urban road project appraisal, the Bank should take into account consultancy 

services, monitoring/evaluation of the land use situation and spatial organization during the 

works phase.  

 

6.2.12 The Bank should endeavour to extend the involvement of the private sector in 

projects comprising toll components by holding the private sector accountable, so as to 

reduce dependence on public financing for commercial-type components; 

 

6.2.13 Instead of simply stating objectives particularly with projects whose objectives feed 

into a regional integration context, the Bank should: (i) quantify trade trends, logistical 

aspects and infrastructure constraints for each country likely to benefit from the project; (ii) 

draw up a cost/benefits analysis of the project’s impact for each country likely to benefit, to 

enable such countries to take ownership of the project; and (iii) identify performance 

indicators with a target value and a project implementation monitoring system. 

 

  



 

I. THE PROJECT 

 

1.1 Economic and Socio-economic Context  

 

1.1.1 With a population of nearly nine million in 2007, located on the Gulf of Guinea and 

sharing a border with Nigeria and Togo, Benin is also one of the transit points to landlocked 

Sahelian countries. The poorly diversified Beninese economy is based mainly on agriculture 

(specifically cotton, where the emphasis has traditionally been placed). 

 

1.1.2 At the political level, Benin has seen profound changes since the early nineties. 

From a socialist system established practically from the time of independence, it has moved 

towards a democratic system where pluralistic elections have marked political life since then. 

The socio-political situation is relatively stable. 
 

 

1.1.3 From an economic standpoint, Benin remains a very poor country, with per capita 

income of around USD 570 (2007). This means that the country is extremely unfavourably 

ranked at 163
rd

 on the descending wealth scale. Overall economic performance was rated 

average during the period 1997 – 2007. On an annual basis, the average growth rate for the 

period stood at 4.4%. Growth was in fact relatively sustained at the beginning of that period 

(6% in 1997) before gradually slowing to 3.1% in 2003. However, from 2003 onwards, 

economic activity gathered renewed impetus and in 2008 was estimated at 5.1%.  Real gross 

domestic product (GDP) declined from 5% in 2008 to 2.7% in 2009 following a significant 

decrease in cotton production and trade with neighbouring countries, in particular Nigeria, 

which has been experiencing poor economic performance.  

 

1.1.4 Structural reforms undertaken by the Government with the support of development 

partners ensured robust growth during the nineties. At the beginning of the following decade, 

however, decline set in due to unfavourable economic factors (fall in cotton exports, both in 

volume and value, as well as in trade with neighbouring Nigeria) in addition to less rigorous 

economic policies. Given this fact, and in view of the continuing impact of the global 

economic crisis on Benin, more effort remains imperative to maintain macroeconomic 

stability, particularly through a prudent budgetary policy. 

 

1.2 Sector Context 

 

1.2.1 Owing to its natural potential and geographic position, Benin’s economy is naturally 

oriented towards agriculture and trade. This explains the current organisation of the transport 

sector which needs to address three fundamental aspects of demand: (i) export the country’s 

cotton production; (ii) transit transport and trade with neighbouring countries; and (iii) 

domestic trade between the cities and rural areas. The current road network totals 6 078 km 

(of which 30% tarred) in a country whose surface area is 131 000 km
2
. The national network 

(i.e. classified network) consists of seven roads classified as national/interstate (2 178 km) 

and 39 roads classified as national (3 898 km).  

 

1.2.2 Benin occupies a strategic position among its neighbours. It forms a natural corridor 

for the transport of goods to, or from Niger, Burkina Faso, Mali, Chad and Nigeria (see 

Annex 1) via the Cotonou and Lomé (Togo) ports.  Given its position, Cotonou is a central 

road transport node for all national and international traffic. The upgrading of the Cotonou - 

Porto Novo road (see Annex 2) was motivated by the need to ensure traffic fluidity.  
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1.2.3 The road that existed before the Project was barely six metres wide, inadequate to 

handle the growing traffic exiting Cotonou (in excess of 22 000 vehicles per day). This meant 

that road capacity was overstretched. The carriage-way also required frequent costly repairs. 

This situation gave rise to very dangerous traffic conditions, resulting in ever more frequent 

fatal accidents and peak hour average speeds of around 20 km/h on the Cotonou - Sémé 

section, with the attendant harmful impact on the environment. 

 

1.3 Project Formulation 

 

1.3.1 The project featured in the Transport Sector Priority Investment Programme (PIP), 

1996 – 2000, and was one of the core elements of the Transport Sector Development Strategy 

for the five-year period 1993 - 1997
2
 aimed at improving the country’s domestic and foreign 

trade. Specifically, the strategy had the following set objectives: (i) maintaining the 

competitiveness of Benin’s transport sector and transit corridor through competition among 

the modes of transport; (ii) improving Government’s capacity to plan, programme and 

manage transport sector investments; (iii) stimulating resource allocation for infrastructure 

maintenance; (iv) promoting the recovery of charges from infrastructure users; (v) increasing 

private sector participation in public works and maximising its impact on job creation by 

promoting unskilled labour; (vi) building the capacity of sector institutions and optimising the 

use of human resources; and (vii) protecting the environment and improving road safety. 
 

1.3.2 During preparation of the PIP, sources of financing were identified.  The PIP made 

provision for the construction of the Cotonou – Porto Novo road at an estimated CFAF 46 

290 billion, with funding from the ADB, BOAD, KFW, EDF and the national budget. The 

project was then subdivided into three homogeneous lots, each entrusted to a donor or group 

of donors. All the studies, both economic and technical, were entrusted to a single consulting 

engineer with KFW financing; the same arrangement was adopted for works monitoring and 

supervision. Project technical formulation was based on technical and economic studies 

conducted.  
 

1.4 Objectives and Scope 
 

1.4.1 At sector level, the project aimed to improve Benin’s foreign and domestic trade and 

that of neighbouring countries, thereby contributing to strengthening regional integration. The 

specific objective was to improve traffic conditions in the Eastern peri-urban zone of 

Cotonou, trade among the country’s southern administrative Departments as well as regional 

trade using the trans-West African Accra – Lomé – Cotonou – Lagos route. 
 

1.4.2 In terms of outcomes, improvements were anticipated in: (i) traffic fluidity; (ii) 

transport costs; (iii) road safety; (iv) partial cost recovery; (v) national and international trade, 

stimulation of economic activity and PAC competitiveness; and (vi) regional integration by 

promoting transit and inter- or intra-regional trade.  
 

1.4.3 This project consisted of several components: (i) road construction spread over three 

lots: upgrading the exit from Cotonou (3.85 km) with 2x2 lanes and a cycle path (KFW 

financing), upgrading of 10.75 km of road with 2x2 lanes and a toll/weighing station and 

cycle path (ADF, NTF, BOAD) and upgrading 12.71 km, of which a section with 2x2 lanes 

(3.3 km) and another section with 2 lanes (9.4 km), 3.6 metres wide (EDF financing); (ii) 

works monitoring and supervision; and (iii) project audit. 

 

                     
2 This strategy was presented at an initial donors’ round table on 14 and 15 October 1993. 
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II. EX-POST EVALUATION 

 

2.1 Evaluation Methodology and Approach 

 

2.1.1 The ex-post evaluation is conducted based on five criteria: relevance, effectiveness, 

efficiency, impact and sustainability. It uses a variety of tools that allow identification, 

measurement and assessment of the parameters and characteristics of the situation upon 

completion, and compared to those at appraisal. These tools are: (i) documentary analysis; (ii) 

interviews conducted with the main players stressing the project effects and impact some 

years after commissioning; (iii) technical visits on the ground to assess the quality and 

functionality of the works, their status and degree of functionality some years after 

completion, instead of checking the works design and quality on completion; and (iv) surveys 

conducted through group discussions to measure and evaluate the degree of satisfaction with 

the project and complement the data on the current situation with a view to correcting the 

weaknesses of the statistical system that deal specifically with the project target area and 

beneficiaries. The analysis is made by comparing the current situation with what prevailed 

before the project. 

 

2.2 Availability and Use of Basic Data and Key Outcome Indicators 

 

2.2.1 The logical intervention model (cf. Annex 8) describes the chain of outcomes from 

the intervention. The retrospective logical framework matrix in Annex 9 was drawn up based 

on the logical framework matrix of the final completion report and takes into consideration 

the objectives and anticipated outcomes, including indicators by level of outcome. At 

indicator level, the following points below are worth noting. 
 

2.2.2 The improvement of fluidity is measured by the time gain, the increase of travelling 

speeds and the reduction of traffic jams.  Given lack of data measuring the length of traffic 

queues during traffic jams in the absence of feasibility studies, and users’ difficulties (during 

group discussions) in grasping the scale before and after, it was not possible to calculate 

measurements for the reduced traffic-jam indicator.  Only a qualitative assessment was made 

based on group discussions. Furthermore, without indicators at the appraisal and completion 

stages, the project impact on cost reduction (VOC after/VOC before) could also not to be 

directly quantified. It was assessed indirectly through the NPV on VOC, which reflects the 

return on investment, owing to gains in VOC.  
 

2.2.3 As far as road safety is concerned, the set objectives were not backed by figures. For 

the purpose of this evaluation, the progress achieved is measured by indicators expressing the 

number of cases of injury prior to and after the period. However, the evaluation faced the 

problem of lack of statistics at the CNSR (National Council for Road Safety) on the baseline 

situation and the fact that when comparing the pre- and post-project situation, even where an 

indicator may be measured, the comparison presupposes that the project environment has not 

been modified by other phenomena such as efforts to monitor, awareness raising, etc. 

Therefore, progress was only assessed from a qualitative point of view. To estimate the ratios 

on traffic-related accidents, the evaluation of the baseline situation took into account data 

contained in the appraisal report and the recent CNSR statistics on the road sections that form 

part of the project. 
 

2.2.4 The improvement in partial cost recovery only addressed the direct effects of the 

“toll/weighing station” component, comparing the amounts recovered with the revenue 

potential, as well as the ratio of fees collected by the RF compared with the situation 
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prevailing before the project’s toll bridge/weighbridge was commissioned.  The improvement 

in the state of the network is assessed by measuring the increased expenditure on road 

maintenance. As it was not possible to measure the proven indicator of improved 

competitiveness of the PAC attributable to the project, the increase in the volume of activities 

was used as an indirect indicator, as was the case for the development of PAC activities.  

 

2.2.5 The measure for the increase in regional activities and trade – a consequence of 

greater fluidity, road safety and cost reduction – needed to be observed through the increase 

in traffic (support to trade) on the trunk road, for which data on Sections 1 and 2 (Cotonou-

Sémé expressway) and information from the road data bank are available. Lastly, the 

project’s contribution to regional integration is measured by the facilitation of the transit or 

inter- or intra-regional trade made possible by the project. 

 

III. IMPLEMENTATION PERFORMANCE  

 

3.1 Compliance with the Implementation Schedule and Costs 

 

3.1.1 The ADF and NTF loans became effective on 25 February 1998, 17 months after 

signing. This delay was mainly due to the time taken to fulfil the General Conditions, in 

particular ratifying the loans and preparing the related legal opinion. For various reasons, the 

road works also recorded considerable delays (19 to 26 months, depending on the lot). 

Consequently, the 29-month estimate at appraisal to complete all works extended to an actual 

completion time of 72 months, i.e. a delay of 43 months.  This extension of the 

implementation timeframe was due to: (i) the time granted to carry out additional works; (ii) 

stoppages on site to determine the causes of the surface damage in Lots B and C, and to 

propose the necessary solutions; (iii) the time taken to purchase and install the equipment for 

the toll/weighing station, the technical specifications for which were not set out at appraisal; 

and (iv) the time taken to approve Amendment 2 for Lot B (covered entirely by Benin after 

the BOAD credit ran out), to undertake the work to replace the safety barriers and pay 

interest on arrears. The completion of project activities projected for 31 December 1998 took 

place on 31 December 2004, i.e. a delay of six years.  

 

3.1.2 Besides the additional works due to quantity variations, other works not initially 

planned were identified and carried out following problems encountered as the works 

progressed. The most important of these works included: replacing the underground outlet 

channels for water drainage through detention ponds; carrying out an additional linear of 

service roads; building four additional lanes at the toll gate/weighbridge (as recommended by 

the supplementary study on the toll gate, the traffic level and the service required); 

improvement of road safety by installing public lighting; road markings; and safety barriers. 

All these additional works, totalling CFAF 4.50 billion or 14.70% of the combined amount of 

the basic works contracts, were funded through contract amendments by all donors.  

 

3.1.3 The cost of all components (and lots) at project completion amounted to 

approximately CFAF 38 billion (UA 50.46 million), net of taxes, compared with an estimated 

CFAF 46 billion (UA 61.01 million) at appraisal. The large amount of the balance 

(approximately CFAF 8 billion or UA 10.55 million), stems mainly from the favourable 

exchange rate fluctuation between the UA and CFAF
3
 at project implementation and the 

savings made through competitive bidding for the works. 

                     
3  The UA/CFAF exchange rate increased from UA 1/CFAF 757 at appraisal to UA 1/CFAF 886 during project implementation.  
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3.2 Project Management, Submission of Reports, Monitoring and Evaluation  

 

3.2.1 The project executing agency was the Ministry of Public Works and Transport 

(MTPT). MTPT set up an ad hoc division to monitor the works. The executing agency 

submitted the fifteen (15) quarterly progress reports on the project on time to the Bank as 

required, as set forth in the appraisal report and the loan agreement. The contents of the 

reports were deemed satisfactory. The executing agency also submitted its project completion 

report (PCR). 

 

3.2.2 The two audit missions (1998 to 2001 and 2002) were conducted and the related 

reports prepared. However, the procedure to procure consultancy services to conduct the 

2003 and 2004 audits could not be undertaken. The Government undertook to use its own 

budget to conduct these audits and submit the related reports to the Bank latest by the first 

half of 2005
4
. The audit reports pointed to unsatisfactory accounting at MTPT level. On the 

recommendations of the Bank’s supervisory and monitoring missions, accounting managers 

were assigned to the MTPT by the Ministry of Finance to resolve the problem. 

 

3.3 Overall Implementation Performance  

 

On the whole, the project works and facilities were of good quality. However, these outcomes 

were obtained at the price of a six-year overrun compared to the initial schedule due to delays 

in ratifying the loan, and the onerous bidding and contracting procedures. Costs were 

relatively contained, albeit with 17% savings compared to cost estimates at appraisal. 

 

IV. KEY EVALUATION OBSERVATIONS ON AND PERFORMANCE RATINGS 

 

4.1 Key Evaluation Observations 
 

a.) Relevance and evaluation of quality at entry 

 

4.1.1 The project fell squarely within the framework of the country’s strategic objectives, 

and was fully consistent with Benin’s transport sector strategy drawn up in coordination with 

donors.  Furthermore, being a road project partly of urban calling (Eastern exit from Cotonou), it 

constituted one of the links in Cotonou’s structuring network (structuring trunk roads, works at 

crossings).  The road completed developments already initiated and should promote future ones 

and their outcomes. Lastly, the project affected a trunk road on the inter-State corridor and 

served as a major structuring road in service of trade for the entire Cotonou – Porto Novo 

conurbation. 

 

4.1.2 The project concretized the involvement of Benin’s various donors in drawing up the 

transport strategy in the nineties and financing the resulting priority investment programme, with 

many participating in financing the three constituent lots.  Moreover, the Bank in its 1996 – 

1998 CSP accepted the priorities aimed at: (i) promoting private operators and individual 

producers in the agricultural sector; (ii) contributing to supporting and developing the transport 

sector; and ( iii) developing human resources. 

 

4.1.3 The choice of this project was also an appropriate response to existing needs at 

different levels, namely: (i) the inclusion of the project in the Five-Year Priority Programme 

                     
4
 This could not be checked on the ground during the evaluation mission. 
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(1996 – 2000) justified by the poor state of the section of road in question, its function as a 

link of the country’s two capitals (both political and economic), and the heavy traffic served 

by this trunk road; (ii) the role of this trunk road in the transit corridor; and (iii) consideration 

of safety issues and the toll/weighing station to recover charges from users. In the project 

design, a key component (Lot 2 funded by the Bank) was devoted to these objectives as 

mentioned in the strategy. In this regard, the project made a timely innovation by integrating 

the toll/weighing station into the project, the revenue from which feeds directly into the Road 

Fund account. 

 

4.1.4 Despite the project being classified under Environmental Category II, an 

Environmental Impact Assessment (EIA) was carried out with KFW financing to identify the 

project’s impact (positive and negative) and determine measures to circumvent any harmful 

effects on the environment. Provision was made in the technical specifications for appropriate 

measures to mitigate any such adverse effects.  

 

4.1.5 However, the quality at entry was affected by the fact that the project logical 

framework matrix did not faithfully match the anticipated effects with measurable indicators, 

to such an extent that even the performance indicator for Vehicle Operating Costs (VOC) was 

not mentioned; nor was the impact of the project’s contribution to regional integration 

included. Furthermore, the project did not take into sufficient account the structuring nature of 

the road and the need for it to be in line with urban planning and municipal investment plans that 

would prioritise actions complementing the project. Lastly, the various technical modifications 

brought about during project implementation point to quantitative and qualitative weaknesses 

in the technical studies. 

 

4.1.6 Overall, the relevance and quality at entry are deemed unsatisfactory.  

 

b.) Achievement of objectives and outcomes (Effectiveness)  

 

4.1.7 Implementation and quality of outputs: generally, the road works for which 

provision was made at appraisal (see Annex 14) were carried out by the rule book, even 

though early damage to the surface was noted in June 2001 on Lot B and a section of Lot C. 

The necessary repairs were undertaken, funded by the company’s insurance. The 

toll/weighing station was built, and the equipment supplied and installed.  

 

4.1.8 In terms of the quality of outputs, the group discussions held with users and other 

stakeholders as well as the visit to the project indicate that the roadway is holding up well, with 

on-going maintenance work visible. The drainage work also requires minimum intervention and 

the cleanliness of the road is remarkable. In contrast, the poor state of the safety barriers at 

several places must be pointed out. Public lighting also suffers from lack of maintenance, with 

the majority of street lamps out of order. The lanes for four-wheeled vehicles are properly sized 

for current and future traffic. However, the width of the 2.2 metre-wide cycle paths is 

inadequate, given the heavy flow of cyclists.  

 

4.1.9 Overall, road user and stakeholder assessment over the main project outputs (road 

works, toll gate and public lighting) is a positive one. Some slight reservations were received for 

reasons inherent to operating the facilities. 

 

4.1.10 Improvement of fluidity: The benefits in terms of improved fluidity (times and speeds) 

were highlighted by practically all users interviewed during the group discussions. Thus, in reply 
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to the question about the normal average travel time in the two contexts (i.e. before and after the 

project), the responses indicated that: (i) the weighted average of time savings
5
 for the same 

journey is around 48%; (ii) the average time gains depending on the journey are respectively 42 

% (Cotonou – Sémé), 35% (Cotonou – Porto Novo) and 79% (Cotonou – Igolo).  Similarly, the 

average adjusted
6
 time gain for the same journey, which is supposed to express the time gained 

because of the new road by cancelling out the effect of increased traffic, is 85% (total traffic, 

including motorcycles) and 50% (total traffic, excluding cycles). The difference is explained 

by the increase in cycle traffic compared with other vehicles. Needless to say, the speed gains 

are identical to the time gains for the same journeys (see Annex 11). 

 

4.1.11 Furthermore, the replies given indicate a substantial reduction in traffic holdup. It 

was, however, observed that traffic jams had not totally disappeared but remained confined to 

specific contexts (occasionally, e.g. at rush hour, when disruptions affect traffic, etc.).  

 

4.1.12 The obvious increase in speeds reflects the improvements in fluidity offered by the 

road. The objective of increasing average speeds, for which the average target (on the three 

sections) is 31%, was considerably exceeded. Achieving the increased fluidity outcomes is 

deemed highly satisfactory. 

 

 

4.1.13 Reduction of transport costs: The transport costs of vehicles obviously depend on 

the characteristics and state of the road. The profound change brought about by the 

construction of this infrastructure will undoubtedly have substantially lowered the vehicle 

operating costs (VOC).  This is borne out by several observations: (i) firstly in respect of the 

users’ assessments of the benefits provided by the project (time gain/activities, reduction of 

operating costs); and (ii) observations on the state and characteristics of the new road, which 

unquestionably suggest a reduction in VOC. 

 

4.1.14 However, it did appear difficult for road users to quantify the gains in VOC (specific 

gains because of the project), knowing that various other parameters exogenous to the project 

intervene and somewhat influence an increase in VOC (inflation, significant fuel cost 

fluctuations, etc.).  Furthermore, transport tariffs generally remain controlled and their review 

(at country level) is currently being negotiated to take cost variation factors into account.  

 

4.1.15 The VOC gains calculated (cf. Annex 13) to delineate the impact of the new road on 

the VOC pattern show their contribution to the overall benefits of the project to stand at 55%. 

                     
5
 The average time gain is equal to: (1-time afterwards/time before) 

6 The average adjusted time gain is calculated by: (1-time afterwards/time before)*(Traffic afterwards/Traffic before)  

Box 1- Improvement in traffic fluidity 

Benefits expressed by the users (Group discussions) 
----------------------------------------------------------------------------------------------------- 

The users very clearly stressed the following benefits: (i) the new road has considerably improved the traffic 

conditions between Cotonou, Sémé, Porto Novo and Kraké; (ii) travelling times have been cut by half, for 

example Cotonou – Porto Novo: 1h30 to 2h00 before the project to ¾ hour now (FG06); for trucks (FG05 

and 06), the traffic flows despite being heavy. Travelling times have been cut by half: an example is that, to 

go from CIMBENIN to Sémé Intersection now takes 20 to 30 mn, whereas before it took an hour; and (iii) 

for the taxis and motorcycle-taxis, the number of possible daily trips (or fares) has increased and 

consequently the earnings as well; (iv) the risk of a breakdown on the road has been reduced because of the 

good carriageway (FG-06); (v) for trucks, the traffic is fluid despite being heavy. The travelling times have 

been cut by half: for example, to go from CIMBENIN to Sémé Intersection now takes 20 to 30 mn, while 

before it took one hour; another example is that, to go from SOBEBRA Intersection to Porto Novo, one 

requires 35 to 45 mn instead of 1h30 (FG04). 
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The net present value (NPV) of VOC, which reflects the return on investment owing to VOC 

gains, was deemed satisfactory. Indeed, based on the discount rate retained (12%), this value 

is in the region of CFAF 37 billion (for the lifespan of the project), practically the same level 

as the investment (in terms of real costs). Consequently, the outcomes as far as the reduction 

of transport costs is concerned are deemed satisfactory. 

 

4.1.16 Improvement of road safety: The evaluation noted the almost unanimous satisfaction 

of users in respect of the comfort and safety they felt after the upgrade on the one hand, as 

well as some negative effects (mainly speed) resulting from the quality of the construction in 

case of poor control. An examination of the ratios of reported accidents to traffic reveals 

obvious improvement in road safety regarding the indicator for persons injured, with a 

reduction of over 50% (cf. Annex 12). Regarding the ratio for the number of fatalities, the 

outcome is less conclusive, particularly given the relative stabilisation. 

 

4.1.17 Overall, the improvement in road safety is clear, the first indicator (which 

corresponds to the ratio of people injured) being statistically more significant because of the 

number of cases dealt with. However, the fact remains that the road remains dangerous 

because of its new characteristics (greater speed), problems with the configuration of the 

roundabouts and the considerable increase in activities encroaching onto the road on an ad 

hoc basis. The increase in traffic, especially cycles, renders simple correction by traffic 

unworkable (the danger factor would significantly increase proportionally because of the 

traffic) and limits the scope of this analysis.  This would tend to show that, without the 

improvements, the situation would have deteriorated faster than the rate of increase in the 

traffic. Furthermore, there is an implicit assumption that the overall context had not changed 

profoundly, e.g. user sensitisation, reliability of data on the pre- and post-project situation. 

 

4.1.18 Although the indicators calculated are deemed satisfactory, persistent problems 

explained in other sections of the report (cycle path, public lighting, organisation of 

commercial activities alongside the road, urban service roads) mar this performance. The 

impact of the project on road safety is therefore mixed. 

 

4.1.19 Effects of the toll/weighing station: improvement in partial cost recovery 

(toll/weighing). After the period of uncertainty following the first aborted experiment of 

putting the toll/weighing station out on concession and subsequently direct management by 

the RF, the current operator began its concession contract four years ago. In 2008, the toll 

charge was estimated at CFAF 1.220 billion. The calculation, based on counting (accurate 

and reliable) and tariff schedules,
7
 shows revenue potential of CFAF 1.73 billion. After 

subtracting the operator’s estimated gross margin of CFAF 440 million (2008 financial year) 

– a relatively reasonable margin considering the concessionaire’s operating account – the net 

charge would stand at CFAF 1.290 billion. Furthermore, the recovery target was reached (cf. 

Table 1.1, Annex 4), except during the start-up period where, for reasons explained above, a 

slight slippage was registered (2003 to 2005). Lastly, the ratio of charges for 2003 (year in 

which the project’s toll bridge began its operation) compared to 2002 (pre-project) equals 4.7 

(cf. Table 1.2, Annex 7).  

 

4.1.20 Overall, in terms of the financial objectives: (i) there is practically total recovery of 

revenue from users; (ii) recovery of potential charges, under current conditions (traffic, 

tariffs), is almost total; (iii) the charges collected by the RF have practically approached their 

                     
7 It must also be noted that the concession contract makes provision for the review of the charge indexed on the traffic and the tariff 

schedules. 
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maximum, under current conditions (traffic, tariffs); and (iv) the recovery of the charges by 

the RF is effective, as compliance with the concession contract poses no specific problems. 

Achieving the objective of improving partial cost recovery (toll/weighing) is deemed highly 

satisfactory. 
 

4.1.21 Contribution to improving the state of the network: Through charges levied by the 

RF, the toll/weighing component had an impact on network improvement by facilitating an 

increase in Road Fund maintenance expenditure. Road Fund statistics
8
 show pre- and post-

project expenditure ratio (after adjustment for inflation) of 1.86, which indicates a significant 

increase in maintenance expenditure funded by the Road Fund. However, there is a chronic 

surplus of resources compared to utilisation (total surplus of nearly CFAF 20 billion over the 

past six years). This inefficient resource utilisation stems from difficulties inherent in the 

uncontrolled budget cycle, persistent weaknesses in the planning tools, particularly the road 

data bank, the relatively high proportion of State-controlled operations, and the weak 

maintenance capacity of SMEs. Furthermore, the low RF capital resources render its 

intervention capacity highly dependent on outside contributions from its development 

partners (e.g. the EDF). The project’s impact on improving the state of the road network is 

deemed insufficient.  
 

4.1.22 Competitiveness of the Autonomous Port of Cotonou (PAC). In the absence of 

measuring an indicator that the project would have helped to improve at PAC level, the 

increase in the volume of port activities tends to suggest that the project has made a real 

contribution. PAC activities benefited from the construction of the road in two ways: (i) 

greater facility in clearing (and receiving) goods using the upgraded trunk road, especially 

goods destined for or coming from Niger and Nigeria; and (ii) the indirect impact of freeing 

up used car lots that cluttered the port, thanks to the spatial and functional opportunities 

offered by the new road. However, despite its geographic position, PAC does not benefit 

sufficiently from traffic from countries in the hinterland. In 2002, Cotonou Port served as a 

transit point for a relatively low share of regional traffic, estimated at about 20%.  This was 

due to various factors, including the weak capacity of facilities and the limited possibility of 

extending them. 
 

4.1.23 Used car activity (imports from Europe destined for Benin and neighbouring 

countries) has proved very promising over the past twenty years or so. However, due to lack 

of space, the Port had to set aside more than twenty hectares for car clearance. This congested 

the Port and hampered its development. This problem was only resolved satisfactorily when 

the project was completed, in the wake of which these activities were relocated. Thanks to the 

relocation, the twenty hectares could be put to good use (concrete platform to create storage 

space and for container handling). As PAC statistics reveal, the capacity to handle used 

vehicles improved considerably.  
 

4.1.24 The imported vehicles trade recorded sustained growth from 2005, compared with 

the decrease between 2001 and 2004. Similarly, goods traffic grew from 3.96 in 2004 to 6.99 

million metric tons in 2008 (a 50% increase).  The development of container traffic also 

experienced more sustained growth from 2005 (see Table 4.1, Annex 4). However, it is worth 

pointing out that the upswing in PAC activities is also attributable to its recuperating a 

substantial part of goods supply to Burkina Faso and Mali following the September 2002 

events in Cote d’Ivoire which resulted in the Autonomous Port of Abidjan almost losing its 

quasi-monopoly.   

                     
8  It should be pointed out that the greatest portion of maintenance expenditure is financed by the Road Fund. The statistics supplied by 

the DGTP differ slightly. 
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4.1.25 Improvement of economic activity and trade. An analysis of the traffic trends (trade 

support) on the trunk road shows that the project helped to increase regional trade. The 

statistics of the road data bank on the pre- and post-project traffic (see Tables 3.1 and 3.2, 

Annex 7) indicate a 14% jump in traffic from 2001 to 2002 for Sections 1 and 2 (the Cotonou 

– Sémé Expressway) and 13% from 2002 to 2003 for Section 3 (Sémé – Porto Novo Section), 

with a one year gap when rising traffic had to await the completion of the section exiting 

Cotonou. The generated traffic, defined as the increase in normal traffic due to road 

improvement, stands at about 10 to 11% (minus the normal annual trend observed).  

 

4.1.26 Furthermore, the project stimulated economic activity, especially along the trunk 

road.  From 2006, many used car lots totalling several hundred hectares appeared along the 

Cotonou-Porto Novo road. These lots generate annual turnover estimated at above CFAF 300 

billion for car lot managers and importers. The project also facilitated the establishment of 

other companies along the road, namely: CAJAF COMMON industrial free zone 

(refrigeration activities, etc.); warehouses; the Golf cement works, etc. The development of 

small shops and small trades, thanks to the upgraded road offering better access to clients, is 

noticeable (see Box 2). 

 

 

4.1.27 Regional integration through the facilitation of inter- or intra-regional transit or 

trade. Given the strategic nature of the Cotonou – Porto Novo road, the project has 

contributed to strengthening regional integration by facilitating inter- or intra-regional transit 

or trade. It is clear from the analysis that more than 97% of the vehicles passing through the 

PAC were intended for export, particularly to Nigeria. Similarly, the share of goods traffic 

transit went from 31.29% in 2004 to 48.78% in 2008, compared to an average of about 

24.60% during the 1989 – 2003 period. These goods are destined for Benin (51%), Niger 

(31%), Burkina Faso (3%) and Nigeria (11%). Containerisation played an important role in 

the trade figures for Benin and its Sahelian neighbour, Niger. The 11% heading to Nigeria 

passes along the Cotonou – Porto Novo route. More recently, a large proportion of goods 

imported in 2008 (23%) was destined for Nigeria. These goods also transit through the 

project road (see Annex 7). 

 

4.1.28 Overall, project effectiveness is deemed satisfactory. 

 

Box 2 - Development of small trade along the trunk road 
 

This is a real phenomenon which has developed thanks to a bigger shopping catchment area. Indeed, one may 

note: (i) a proliferation of small shops along the trunk road and more particularly on the peri-urban section, 

between the toll gate and Sémé Podji. They are mainly women traders selling agricultural produce (fruit such as 

sugar cane, oranges and coconuts) in small quantities; they are installed near the road and watch out for vehicles 

stopping so as to offer their goods; (ii) at roundabouts, vehicles slowing down and the flow of vehicles 

approaching and exiting offer further trading opportunities and one notices greater intensity in such activities. It is 

difficult to estimate the additional volume of trade (or the number of women traders) in the absence of any 

monitoring of this activity by the municipality. However, the answer given by the women vendors during the 

focus group sessions provide some indication: (i) the women vendors settled around the crossroads calculate that, 

since the road was upgraded, the number of clients and the number of women vendors have increased fourfold; 

(ii) those women vendors who are scattered along the route consider that there are considerably more of them 

now but that the volume of trade has stagnated (less revenue shared amongst a greater number of women 

vendors). 
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c.) Efficiency  

 

4.1.29 Economic rate of return: Based on calculations, the economic rate of return stands at 

21%. Although this rate is reasonable for heavy infrastructure projects, it is lower compared 

to calculations at appraisal and in the PCR (58% and 29%, respectively).  This decrease is 

mainly attributable to the fact that the traffic profile, although strongly increasing, remains 

lower than in the two previous evaluations. Of course, considerable benefits hard to quantify 

(exogenous benefits for HDM) that were taken into consideration in the evaluation, are likely 

to increase the project return. Despite the decreased EIRR compared to previous phases, the 

economic return is deemed satisfactory (see Annex 13). 

 

4.1.30 Financial return: Being an infrastructure project with low commercial revenue 

(limited to toll charges), no calculation was made of the project’s financial return. 

Nonetheless, the financial return is deemed satisfactory since maintenance expenditure is 

entirely covered by the toll revenue. Furthermore, the toll gate has potential that should be 

exploited in future. 
 

4.1.31 Utilisation of resources and time: During implementation, the project did not use 

time and resources efficiently. Project implementation was six years behind schedule; 

resources were under-utilized by 17% mainly because of favourable exchange rate 

fluctuations. 
 

4.1.32 Overall, project efficiency is deemed unsatisfactory. 
 

d.) Impact on Institutional Development  
 

4.1.33 Institutional capacity: The project did not contribute to improved sector 

management because of the persistently weak road maintenance programming and 

monitoring tools (in particular those used by the road data bank
9
), the relatively high level of 

operations on force account (CFAF 1 billion) and the difficulties already indicated in using 

maintenance funds.  
 

4.1.34 The project did not promote sector development in terms of road maintenance, 

having failed to support the system for training local small- and medium-sized enterprises 

that would have enabled them to participate more in road maintenance works. Furthermore, 

the project did not contribute to the development of an efficient equipment lease system. 

Nevertheless, through this project, the formula of delegating operations to the private sector 

(toll management concession) was convincingly applied. This will enhance national capacity 

in the sector, even if the formula requires some correction, enrichment and development in 

future. Serious effort must be made to counter these weaknesses, particularly with regard to 

controlling the budget cycle and developing the maintenance capacity of SMEs. 
 

4.1.35 Governance: The executing agency set up by the Ministry of Public Works to ensure 

smooth project implementation gained from the monitoring experience. Technicians 

seconded to the agency benefited from the experience offered by the project in terms of 

managing the bidding process, participating and reacting during the preparation and 

implementation phases (studies, control). Executing agency staff acquired knowledge about 

the project’s development, its critical phases and the choices made on sensitive design and 

implementation issues. Most senior agency staff subsequently moved on to positions of 

                     
9  Institutional support from the European Union is planned in this regard 
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responsibility (General Directorate of PW, Regional Directorate, etc.), which means that the 

experience acquired has been passed on to some extent. Generally, however, major 

shortcomings affect the project’s institutional impact, namely: (i) executing agency staff 

attrition during project implementation, which limited its capitalisation capacity; (ii) the 

unavailability of working tools perfected during the project, which could have contributed to 

DGTP’s institutional structural development (there is still no record-keeping, as a result of 

which the main project documents are unavailable); (iii) the weak performance of DGTP’s 

other support services (within the executing agency), particularly the road data bank, whose 

production shrank considerably over time due to lack of resources. The insufficient data on 

traffic had repercussions on the project – a problem already stressed by the Bank on many 

occasions, especially in the completion report. 
 

4.1.36 Therefore, overall project impact on institutional development is deemed 

unsatisfactory. 
 

e.) Other Impact 
 

4.1.37 Poverty reduction and impact on gender: The project contributed to limiting tariff 

increases and indirectly favours the poorest, who are captive to modes of transport such as 

zémidjans (motorcycle taxis) and collective taxis. At another level, the time saved in getting 

about is of the essence to transporters such as zémidjans operators, who are on the low 

income fringe of the population and captives of precarious circumstances. Indeed, their 

number and activity have increased, thanks to the sharp reduction in travel time (see Annex 

10). 
 

4.1.38 The overall impact on transport savings is estimated in the economic calculations 

(gains in vehicle operating costs, gains in travel time). Although real, these effects are not 

always directly felt by the users, specifically the poorest. Due to the project’s limited impact 

(on the whole network) and other key factors that affect the cost of transport (e.g. fuel), the 

lowering of VOC did not result in a lowering of tariffs to benefit the poorest population.  
 

4.1.39 The project also offered job opportunities at different stages, particularly for 

unskilled labour (almost 300 jobs/year for the low-income population during the 

implementation phase and about one hundred jobs/year during the operational phase, 

generated by the maintenance and operation of the toll station
10

. The renovated and 

modernised trunk road promotes the movement of traders into the fields to buy their 

agricultural produce. This must have improved the marketing of the area’s agricultural 

produce. The same observation is applicable to livestock products. Lastly, women who have 

set up small commercial activities along the route and especially at crossroads are a visible 

and major phenomenon.  
 

4.1.40 Overall, while the impact on poverty reduction may be deemed satisfactory, the 

impact on gender is limited because of the nature of the activities carried out by the women 

and the fact that jobs created by the project benefitted men more than they did women. 
 

4.1.41 Environment and natural resources: Sanitation in the project area improved 

considerably, despite regular delays in cleaning out the drains (see Annex 11). The effect of 

replanting trees and creating green spaces (works carried out in terms of Amendment No.1 to 

the works contract funded by the ADF) is not very noticeable.  

                     
10

 For the operating of the toll/weighing station, the concessionaire employs about 115 with a wage bill of CFAF 245 million, of which a 

small proportion goes to unskilled staff (less than 10%); however, the outsourced work of cleaning the road and its outbuildings 
amounts to CFAF 24 million annually, which corresponds to about fifty workers devoted to such tasks (referred to as sand-clearing). 



13 
 

 

4.1.42 Before the start of works, the Government paid expropriation compensation to 

occupants of the right-of-way (in cash or by making other land available). Regarding the 

expropriation of unoccupied land required for the extension of the toll gate as recommended 

by studies conducted (16 lanes and offloading zones), the regulations proposed received the 

support of all parties and implementation began end 2002. According to government officials, 

this issue was successfully resolved.  
 

4.1.43 As regards exhaust emissions from old vehicles going through the toll gate and 

affecting the health of the staff manning the toll booths, one solution was to improve the 

booth facilities (water-proofing, air extractors) during periodic maintenance work on the 

station by the concessionaire. 
 

4.1.44 The impact on the environment is deemed satisfactory. 
 

f.) Sustainability 
 

4.1.45 Technical viability: At the technical level, project outputs do not present any specific 

issues other than routine and periodic maintenance, the execution of which is considered 

acceptable (see Annex 11). The choices made by the project with regard to toll 

bridge/weighbridge equipment are satisfactory. The electro-mechanical facilities of the toll 

gate are sufficiently standardised (availability of spare parts and local repair skills through 

manufacturers’ representatives). However, the IT component (revenue management, 

counting, safeguards, etc.) recorded problems: obsolescence and the absence of source codes 

prevents any upgrade and requires relatively costly outside intervention when a problem 

arises. This assessment is shared by the concessionaire in charge of operating and managing 

the facilities and equipment. The technical viability is deemed satisfactory. 
 

4.1.46 Road Infrastructure Maintenance: Directly supplying Road Fund accounts through 

user fees provided by the toll/weighing station, the project has had an impact by increasing 

the resources for road infrastructure maintenance. Over the past few years, it has enabled 

Road Fund resources to grow considerably. Thus, between 2003 and 2008, these resources 

multiplied practically by 2.5 to reach almost CFAF 18 billion, which represents a 10% 

average annual growth rate. However, this impact could have been higher had the billing not 

remained unchanged for more than 20 years. Therefore, the increase in resources has 

remained contingent on the increase in vehicle traffic, the commissioning of toll gates and 

earnings from financial investments. Furthermore, a study on the utilization of RF resources 

shows that the increase in jobs, i.e. maintenance programmes (+54%, from CFAF 9.3 billion 

in 2003 to CFAF 14.2 billion in 2008) is less than the increase in resources. The 

jobs/resources ratio, which reflects the resource utilization level, has dropped from 0.88 

(1997 – 2002) to 0.77 (2003 – 2008), indicating a relative fall in implementation capacity. 

This decline in implementation capacity is attributable to the combined effects of: (i) the 

inadequacy of the annual budget cycle vis-à-vis the cumbersome contract procedures with 

companies; and (ii) the apparent weak capacity of companies. 
 

4.1.47 Preserving the functionality of the road: Several phenomena threaten the sustainable 

functionality of the development and works undertaken. Firstly, the proliferation of activities 

encroaching on the road, the numerous small activities and their economic impact along the 

length of the road and its intersections are undeniable, adversely affecting the traffic and 

causing safety issues. Generally, as far as road safety is concerned, the awareness campaigns 

organised by the CNSR (with donor support) have not yet yielded sufficient outcomes on the 

ground. Issues about control/punitive measures and sensitisation remain topical.  From this 

viewpoint, the risks in terms of sustainability remain high. 
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4.1.48 Probably because of the hardly urbanized surroundings, the road development did 

not provide for service roads, except along the first section exiting Cotonou (before the toll 

bridge). The heavy urbanisation of the Sémé conurbation eventually gave rise to acute 

problems affecting the road’s functionality (Sémé traffic combining with the transit traffic).  

This problem will remain a threat if the local authorities do not include the gradual roll-out of 

service roads in the infrastructure development plan. Furthermore, the serious malfunctioning 

of the cycle path (on the section where it is separated from the traffic lanes by the emergency 

lane and a safety barrier), which absorbs little of the cycle traffic it normally should, will 

constitute more of a handicap over time. Cyclists prefer to use the main expressway to avoid 

the narrow path and its dangers. Moreover, the effective decentralisation at institutional level 

since 2003 (municipal elections) has led to a general lack of resources at various levels. This 

constitutes another weak link to making the best of the project.  
 

4.1.49 Lastly, the toll exacted by excessive load constitutes a serious threat to preserving 

the road and other facilities that form part of the project. Visits on the ground have indeed 

showed that the weighing function is carried out (weighing/payment) but without the 

application of the axle load limits. Therefore, payment matches weight, without goods being 

offloaded where the axle load or GW
11

 permitted is exceeded. In practice, these limits have 

never been applied in Ekpe or elsewhere on the other trunk roads of Benin’s road network. 

The facilities at the toll bridge allow for weighing the GW without indicating the axle load
12

. 

Although overloading is limited
13

, the consequences remain extremely harmful for the road. 

However, the low number of cases of overloading rightly shows that the problem could be 

curbed (see Box 3). 

                     
11

  Gross Weight 
12  This is why, in the 2010 financial year, the Road Fund intends equipping the toll gate with facilities to weigh axles ahead of the 

imminent application of the community regulation to this effect 
13  Report on the number of overloaded heavy trucks out of the total number of heavy trucks, which decreased from 3.4% to 2.9% and 

2.0% in 2006, 2007 and 2008, respectively 

Box 3- Axle overloading – summary of discussions held with DGTT 

The main theme presently being debated in the sector is the application of Decree N°14 of the WAEMU. This issue is central to the 

subject of the retrospective evaluation of the Cotonou-Porto Novo road. Indeed, the weighbridge built and fitted out by the project has, 
since its establishment, been content to collect the toll/weighing fees from goods trucks according to price-setting based on the weight 

and number of axles. Indeed, although the weighing facilities have always functioned, the rule on axle load has never been applied. There 

seem to be several reasons for this non-application: 
 

 Firstly, the strong reluctance of road hauliers to comply, for reasons of profitability. One fully appreciates that road hauliers, 

wishing to maintain profitable activities, should be strongly inclined to transport excessive loads, which are sometime double 
the GW permitted, thereby multiplying their turnover (as much as by 2, without an equivalent increase of their variable costs); 

 

 Then, the fact that all the main trunk roads are not equipped with weighbridges makes it awkward to apply the regulation; 
 

 Furthermore, given that the Benin network is very interlinked with those of the other bordering countries (Nigeria, Togo, 
Sahel countries), it is important to unify the application of the regulation so as to avoid favouring some road hauliers in 

relation to others and also to avoid interface problems (turning back overloaded trucks at the border posts), just as it is 
important to establish weighing facilities at the border posts in particular; 

 Finally, the influence exerted, especially by the road hauliers, on the various levels of the Administration responsible for 

applying the regulation. 
 

This situation is, however, not tenable because: (i) it is harmful to the conservation of infrastructure put in place at great cost, including 

the project which is the subject of the present evaluation; (ii) of the initiatives taken by certain countries to give effect to the application 
of the regulation, which is the case of Niger, where road hauliers exiting or entering the country must abide by the allowed weight limits 

upon departure. 
 

Thus one understand the context of the initiatives taken in the framework of the WAEMU: (i) the regulation on the  MAW to be 

immediately applied (but in fact not yet effective, at least not in Benin); (ii) Decree no. 14 limiting the axle load, for which a moratorium 
for its effective application was set for June 2010; (iii) the WAEMU’s intention to help equip the countries (border posts) with 

weighbridges (Benin has allocated a site to this effect).  At another level and with a view to being in a position to apply the regulation, 

other important initiatives are underway which involve the main centres sending out/generating freight, such as cement factories, 
breweries and the Autonomous Port of Cotonou. 
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4.1.50 Sustainable commitment by the Borrower: In this regard, the following is worth 

noting: (i) the continuing public budget effort to endow the Road Fund with a budget line 

slightly below CFAF 1 billion. This effort has been sustained over the past ten years at least 

(CFAF 690 million in 1996 during project appraisal and currently nearly CFAF 900 million); 

(ii) the continuing effort to raise other outside financing (from the EDF) for the Road Fund; 

The channel for routing these funds, estimated at nearly EUR 15 million over three years, 

should change because starting 2010, this assistance is being provided through the public 

budget as part of budgetary support, with the State responsible for allocating the amounts 

required by the RF. This in itself is risky, despite Benin’s progress in managing its public 

finances.  
 

4.1.51 Insofar as indirect support from the State is concerned, applying reforms since 1996 

in the context of the TSP has led to a considerable improvement in Fund resources and 

particularly the fiscal resources allocated (this line rose from CFAF 2.8 billion in 1998 to 

CFAF 8.1 billion in 2008). The same observation may be made for user fees, which increased 

sharply, thanks to the gradual rise in the number of toll gates. However, the issue of billing 

(level, structure, etc.) should be reviewed. In this regard, provision was made to conduct a 

study during project appraisal, although doing so was not a conditionality for granting the 

loan. However, since the establishment of the toll (some twenty years ago), tariffs have 

remained constant (in current terms), which hampers the growth of the Road Fund’s own 

revenue. During the evaluation field mission, it was observed that this issue is regarded as 

less urgent than others deemed of priority and currently being studied (review of transport 

tariffs, application of the WAEMU regulation on axle load). Although the issue of toll price 

setting remains on the agenda, consultations between the DGTT and the RF should be 

instituted to reflect on the matter. 
 

4.1.52 Financial viability: Operating Company. The arrangement to use the services of a 

private operator was concretized immediately following works completion.  Therefore, the 

operations were entrusted to a private company right from the beginning. In less than a year, 

however, this experiment was aborted and the Road Fund obliged to step in for a further year 

before transferring management to the current concessionaire (SEIB), now completing its 

fourth year of operation. The general observation is that the station is functioning normally. A 

visit to the station along with an interview with the concessionaire and statements by 

beneficiaries tend to confirm that sufficient equipment and booths are available to avoid 

queues
14

. It should, however, be observed that: (i) the weighing function is partially provided 

inasmuch as no unloading of goods has ever taken place; and (ii) public lighting continues to 

be partially provided. 
 

4.1.53 At the financial level, a review of various data (concessionaire’s operating account, 

traffic, fees transferred to the Road Fund) shows that the current concession formula with its 

contractual terms provides fair remuneration for the RF while allowing a margin, albeit slim, 

for the concessionaire, but one that enables operations to be carried out under relatively good 

conditions. Road user participation permits the operation and maintenance of infrastructure 

and facilities. It is also a source of additional resources for the RF.  
 

4.1.54 However, the current formula is unable to take advantage of the considerable 

potential for toll collection because fees have remained frozen at the current level and the 

commercial potential of the toll gate has not been fully exploited (commercial activities, 

advertising etc.). The viability of the operating company, deemed satisfactory, could be even 

better. 

                     
14
 A maximum waiting time of 45 minutes (displaying/recording the essential parameters of each transaction - collection, weight, 

 cleanliness…) is reported 
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4.2 Performance Ratings 

 

a) Overall Project Performance 

 

4.2.1 Despite quality at entry deemed unsatisfactory, the project allowed the achievement 

of significant development outcomes, particularly in terms of improving traffic flow, reduced 

traffic jam, lower costs, improved road safety and partial cost recovery through the 

toll/weighing station which helped to enhance the state of the network. Furthermore, it 

contributed to improving trade, stimulating economic activity and the competitiveness of the 

Cotonou Autonomous Port, and to regional integration. These outcomes were achieved 

within an implementation context characterised by ineffective time and cost management that 

adversely affected project efficiency. The impact of the project’s institutional development is 

deemed unsatisfactory. 

 

4.2.2 However, the sustainability of these achievements through the quality of outputs and 

the availability of a Road Fund is threatened by the continued non-application of the axle-

load limits for heavy trucks, the inappropriate annual budget cycle in terms of the operational 

maintenance needs and the further worsening of public lighting – a key component for the 

safety and quality of life of the communities living alongside the road. Resolving these 

sustainability issues requires political will. From this perspective, the overall project 

performance is deemed unsatisfactory. 

 

b) Bank’s Performance 

 

4.2.3 Project identification followed the usual process. Project selection and consultations 

with the other donors throughout the project phase are deemed satisfactory. Furthermore, the 

components as designed match the sector’s strategic objectives.  

 

4.2.4 In contrast, in terms of preparation and appraisal, the Bank missed the opportunity to 

give appropriate support when, without critical analysis, it adopted technical studies that 

contained a number of weaknesses. The design of the cycle path – correctly intended to 

provide a suitable response to Cotonou’s characteristic motorcycle traffic similar to that of 

other large cities in the sub-region – turned out to be unsuitable along part of the route. 

Although it is true that an experiment with this type of construction is specific and 

uncommon, the importance of this facility makes it incumbent on the stakeholders (donors, 

sector administration) to take specific precautions (specific comprehensive studies, 

consultation with the users, etc.). The same observation may be made about the service roads 

that were only built alongside the very limited urban stretch, as well as the configuration of 

the roundabouts.  
 

4.2.5 During supervision, the Bank reacted appropriately to implementation issues. It saw 

to the application of procurement rules during the award of works contracts. The supervision 

missions enabled timely solutions to problems that arose, particularly: (i) proposing to recruit 

an independent expert to determine the causes and responsibilities of the premature damage 

to the surface in Lots B and C; and (ii) realising the regional dimension of axle load checks 

after attempting to institute such checks at the toll/weighing station. However, there were 

significant delays with regard to disbursements. 
 

4.2.6 Lastly, the implementation plan was too optimistic and did not take constitutional 

and institutional constraints into account. Significant delays were recorded in processing 

requests for payment after the political events in Cote d’Ivoire and the temporary relocation 
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of the Bank to Tunisia, even though the situation gradually improved. The Bank’s 

performance is unsatisfactory overall. 
 

c.) Borrower’s Performance 
 

4.2.7 At the preparation phase, the Borrower took into consideration the fact that the 

project was one of Government’s key priorities under the 1996 – 2000 transport programme 

and its transport sector strategy. The institutional problems were diagnosed and solutions 

proposed, particularly regarding the establishment and consolidation of a structure for an 

autonomous road fund. Implementing the toll/weighing station is a major innovation and 

necessary for generating resources not only to cover road maintenance but also to cater to the 

needs of the remainder of the network. The project was prepared based on technical studies, 

with limited participation by beneficiaries. However, the Borrower did not take adequate steps 

to ensure project sustainability (for instance limiting the axle load, which is the main 

component of sustaining road infrastructure) and maximise the potential of generating 

commercial revenue, despite the performance of the “toll” component compared with other 

components.  
 

4.2.8 At the implementation phase, in spite of the quality of works, weaknesses were noted 

regarding compliance with the timeframe (six years’ delay in completing the project) and the 

monitoring/evaluation system. The Government’s commitment was seen in the mobilisation 

and payment of the counterpart contribution. The Borrower’s performance is deemed 

unsatisfactory. 

 

4.3 Factors Affecting Implementation Performance and Outcomes 
 

4.3.1 The project suffered because of long delays in ratification.  The additional works and 

modifications identified and carried out following problems that arose in the course of 

implementation, especially early damage to the surface in Lots B and C, also affected the 

project’s performance during implementation. Lastly, the inadequate quality of the technical 

dossiers had an impact on project performance.  
 

4.3.2 The regional dimension of axle load checks hampered the attainment of the 

development and sustainability outcomes, by aborting the attempt to implement such checks at 

the toll/weighing station. Furthermore, difficulties in carrying out the maintenance programmes 

adversely affected the sustainability of outcomes. 
 

4.3.3 The project benefited from the favourable UA/CFAF exchange rate fluctuation during 

implementation phase and the savings accruing from the competitive bid for works. The 

Government effectively provided the counterpart contribution and responded to all requests. 

Thanks to good coordination among various donors, the project was completed without major 

problems.  
 

V. CONCLUSIONS, LESSONS LEARNT AND RECOMMENDATIONS  
 

5.1 Conclusions 
 

5.1.1 Upgrading the Cotonou – Porto Novo road put an end to a situation deemed 

unbearable by all stakeholders since the degree of damage to the previous road seriously 

impeded the movement of goods and persons. Overall, the project had a positive impact. As 

main project gain, the most widely used trunk road in Benin was upgraded with 

characteristics matching the volume of the demand. The corridor changed profoundly, largely 

thanks to the road.  
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5.1.2 The project had a considerable impact by improving traffic flow, reducing traffic 

jam, lowering costs, providing relative improvement of road safety, improving partial cost 

recovery through the toll/weighing station, enhancing the state of the network, strengthening 

trade and economic activity as well as the competitiveness of PAC. In terms of economic 

impact, it generated revenue, allowed for requalification of peri-urban areas and relocation of 

activities that clogged up Cotonou city and its port. Given the strategic nature of the Cotonou 

– Porto Novo road, the project contributed to strengthening regional integration by 

facilitating inter- et intra-regional transit or trade. In contrast, in light of the first years of 

operations, serious malfunctioning related to the cycle path and service roads is affecting the 

quality of the technical outputs. 
 

5.1.3 At the institutional level, progress in network management in the transport sector 

remains inadequate, especially in terms of tools for monitoring, programming, prioritisation 

and implementation (for instance, the road data bank). The project did not provide adequate 

support to the system to promote and train local small- and medium-sized enterprises, and the 

road maintenance equipment hiring system. The development of SMEs, to whom a large road 

maintenance market offers greater opportunities (thanks to the remarkable increase of RF 

resources), remains limited. Furthermore, structuring the urban spaces developed by the 

project was not followed up, especially by local municipalities. However, the practice of 

delegating services to the private sector exemplified by a concession for the project’s toll 

bridge, is promising. The impact of the project on the executing agency was seriously eroded 

by staff attrition, the low capitalisation level and inadequate archiving of project records. 

 

5.1.4 In terms of sustainability, there are some risks for the technical outputs and 

outcomes, namely: (i) the continued failure to enforce axle load limits for heavy trucks: this 

challenge must be overcome without further delay; (ii) the inadequate use of resources ring-

fenced for maintenance because of the inappropriate annual budget cycle and the weak 

capacity of SMEs; (iii) the persistent, if not worsening, malfunctioning of public lighting – a 

crucial component for the safety and quality of life of communities living along the road; (iii) 

the pressure of the road environment on its functionality; and (iv) the limited contribution of 

road users to the maintenance/operational costs, given the direct and indirect potential offered 

by the project. 
 

5.2 Key Lessons 
 

5.2.1 Integrating toll gates/weighbridges into road infrastructure projects should be 

encouraged within the framework of mobilising the resources required for road maintenance. 

There should be greater exploitation of the potential offered by the commercial components 

of the infrastructure so as to reduce the need to have recourse to public resources. 
 

5.2.2 An independent road fund with resource mobilisation capacity and strict management 

guarantees the proper use of funds for maintaining the road network. Therefore, allowing the 

Fund’s resources to be incorporated into the State budget (a current risk because of EDF aid) 

is inappropriate for the new generation of road funds. 
 

5.2.3 Insufficient integration of the urban context and decentralisation into this type of 

project may contribute to limiting its impact and threatening its sustainability. 
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5.3 Key Recommendations  
 

To the Country 
 

(i) The Government should apply the regulation on axle load limits for heavy 

trucks, while carrying through the related investments: extension of weighing 

facilities for the network.  

 

(ii) To achieve increased resource mobilisation, the Government should: (i) update 

the tariff policy applicable to toll gates; and (ii) consider extending 

commercial activities at the toll gates. In particular, technical (for instance, the 

initiative taken by the RF to study the upgrading of spaces) and legal solutions 

(financial arrangements/involvement of municipalities crossed by the road) 

should be sought. 

 

(iii) The municipalities must become more involved in organising and monitoring 

activity spaces within their jurisdiction to reduce the risks run by the road, 

attributable to pressure on its functionality owing to lack of organisation that 

often characterises new activities. Support from the RF/concessionaire to 

municipalities for the preparation, financing and implementation of physical 

activities (activity areas, etc.) would be necessary.  

 

(iv) The Government should develop and fund monitoring, programming and 

prioritising tools, for example the road data bank, especially in the context of 

support programmes implemented with donors, in particular the European 

Union. 

 

(v) In consultation with donors supporting decentralisation, the State must ensure 

that municipal investment programmes are in line with the structuring sector 

works carried out.  In decentralisation projects, service roads should be 

earmarked for future development. 

 

(vi) The donor should clarify the responsibilities of the Public Works Department, 

the RF, the concessionaire, the municipalities and SBEE, with a view to taking 

concrete action to address public lighting problems.  

 

(vii) The Government, together with the local authorities, should find solutions for 

the future of the cycle path, in respect of which organisation and checks can 

only have a limited impact. Two solutions may be envisaged: (i) widening the 

path to 2.8 – 3m, which could compromise the possibility of widening the road 

someday from two to three lanes to handle the general traffic increase; and (ii) 

integrate the widened cycle path into the service road, which should be 

developed some time in future. 
 

(viii) To leverage sector investments, the Government should ensure that city 

planning tools as well as the priority municipal investment programmes 

include the structuring road network. 
 

(ix) At sector level, the Government should consider a multi-modal planning 

approach to urban transport; the example of the problems raised regarding the 

cycle path show that, in an urban context, public transport should be given 
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serious consideration, especially for the main trunk roads (for instance the road 

section that is the subject of this evaluation) where light modes of transport 

(zémidjans, i.e. motorcycle taxis) have their limitation.   
 

To the Bank 
 

(i) The Bank should incorporate the urban dimension of this type of infrastructure 

when preparing road projects by factoring in the specificities of urban 

transport (in particular the multi-modal approach) and funding specific studies 

with a view to adapting infrastructure to urban constraints. 

 

(ii) For urban road projects, the Bank should during project appraisal use the 

services of consultants to monitor and evaluate changes in the land use 

situation and spatial organisation.  

 

(iii) For projects including toll components, the Bank should endeavour to increase 

private sector involvement by giving it a sense of responsibility, thereby 

reducing dependence on public financing to fund commercial-type 

components.    

. 

(iv) Within the context of regional integration projects, the Bank should, instead of 

simply stating the objectives: (i) quantify, for each country likely to benefit 

from the project, trade development, logistic aspects and infrastructure 

constraints; (ii) prepare a costs/benefit analysis of the project’s impact on each 

country likely to benefit from it, so that those countries take ownership of the 

project; and (iii) identify the performance indicators with a target value and a 

system to monitor project implementation. 
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MAP OF BENIN 

 

 
Extract from the project completion report (ADF/BD/IF/2006/166) 
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SKETCH OF THE LOCATION MAP 

 

 

 
Extract from the project completion report (ADF/BD/IF/2006/166) 
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BENIN  -  SOCIOECONOMIC AND MACROECONOMIC DATA 

  

Year Benin Africa

Develo-     

ping         

Countrie

Develo-       

ped  

Countrie
Basic Indicators  
Area ( '000 Km²)  115 30 323 80 976 54 658
Total Population (millions) 2010 9,2 1 031,5 5 659 1 117
Urban Population (% of Total) 2010 42,0 39,9 45,1 77,3
Population Density  (per Km²) 2010 80,3 34,0 69,9 20,4
GNI per Capita (US $) 2009  750 1 525 2 968 37 990
Labor Force Participation - Total (%) 2010 41,5 40,1 61,8 60,7
Labor Force Participation - Female (%) 2010 46,4 41,0 49,1 52,2
Gender -Related Dev elopment Index  Value 2007 0,477 0,433 0,694 0,911
Human Dev elop. Index  (Rank among 169 countries) 2010 134 n.a n.a n.a
Popul. Liv ing Below  $ 1 a  Day  (% of Population) 2005-09 … 42,3 25,2 …

Demographic Indicators

Population Grow th Rate   - Total (%) 2010 3,1 2,3 1,3 0,6
Population Grow th Rate   - Urban (%) 2010 4,1 3,4 2,4 1,0
Population < 15 y ears  (%) 2010 42,9 40,3 29,0 17,5
Population >= 65 y ears  (%) 2010 3,6 3,8 6,0 15,4
Dependency  Ratio (%) 2010 85,8 77,6 55,4 49,2
Sex  Ratio (per 100 female) 2010 102,0 99,5 93,5 94,8
Female Population 15-49 y ears (% of total population) 2010 23,0 24,4 49,4 50,6
Life Ex pectancy  at Birth - Total (y ears) 2010 62,3 56,0 67,1 79,8
Life Ex pectancy  at Birth - Female (y ears) 2010 63,5 57,1 69,1 82,7
Crude Birth Rate (per 1,000) 2010 38,6 34,2 21,4 11,8
Crude Death Rate (per 1,000) 2010 8,7 12,6 8,2 8,4
Infant Mortality  Rate (per 1,000) 2010 80,8 78,6 46,9 5,8
Child Mortality  Rate (per 1,000) 2010 113,0 127,2 66,5 6,9
Total Fertility  Rate (per w oman) 2010 5,3 4,4 2,7 1,7
Maternal Mortality  Rate (per 100,000) 2008 410,0 530,2 290,0 15,2
Women Using Contraception (%) 2006 17,0 … 61,0 …

Health & Nutrition Indicators

Phy sicians (per 100,000 people) 2008 6,0 58,3 109,5 286,0
Nurses (per 100,000 people)* 2008 69,0 113,3 204,0 786,5
Births attended by  Trained Health Personnel (%) 2006 74,0 50,2 64,1 …
Access to Safe Water (% of Population) 2008 75,0 64,5 84,3 99,6
Access to Health Serv ices (% of Population) 2005-07 … 65,4 80,0 100,0
Access to Sanitation (% of Population) 2008 12,0 41,0 53,6 99,5
Percent. of Adults (aged 15-49) Liv ing w ith HIV/AIDS 2007 1,2 4,9 0,9 0,3
Incidence of Tuberculosis (per 100,000) 2009 93,0 294,9 161,0 14,0
Child Immunization Against Tuberculosis (%) 2009 99,0 79,9 81,0 95,1
Child Immunization Against Measles (%) 2009 95,0 71,1 80,7 93,0
Underw eight Children (% of children under 5 y ears) 2006 20,2 30,9 22,4 …
Daily  Calorie Supply  per Capita 2007 2 533 2 465 2 675 3 285
Public Ex penditure on Health (as % of GDP) 2008 4,8 5,7 2,9 7,4

Education Indicators

 Gross Enrolment Ratio (%)

      Primary  School       -   Total 2009 121,9 102,7 107,2 101,3
      Primary  School       -   Female 2009 114,2 99,0 109,2 101,1
      Secondary  School  -   Total 2005-09 36,3 37,8 62,9 100,1
      Secondary  School  -   Female 2005-09 26,1 33,8 61,3 99,6
Primary  School Female Teaching Staff (% of Total) 2009 18,8 47,0 60,5 81,4
Adult literacy  Rate - Total (%) 2008 40,8 64,8 80,3 98,4
Adult literacy  Rate - Male (%) 2008 53,5 74,0 86,0 98,7
Adult literacy  Rate - Female (%) 2008 28,1 55,9 74,8 98,1
Percentage of GDP Spent on Education 2007 3,5 4,6 3,8 5,0

Environmental  Indicators

Land Use (Arable Land as % of Total Land Area) 2008 23,1 7,8 10,6 10,9
Annual Rate of Deforestation (%) 2005-09 … 0,7 0,4 -0,2
Annual Rate of Reforestation (%) 2005-09 … 10,9 … …
Per Capita CO2 Emissions (metric tons) 2009 0,4 1,1 2,9 12,5

Sources  :  ADB Statistics Department Databases;  World Bank: World Development Indicators; last update :

UNAIDS; UNSD; WHO, UNICEF, WRI, UNDP; Country Reports.

Note  :    n.a. : Not  Applicable ;  … : Data Not Available.

COMPARATIVE SOCIO-ECONOMIC INDICATORS
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BENIN – COUNTRY PROFILE 
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EVALUATION CRITERIA 
  

PPER: Benin Cotonou-Porto Novo Road Upgrade 

NO. COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

1 Relevance and quality at entry 2 
The relevance and quality at project start-up are deemed to be 

unsatisfactory.  

i) 

Compliance with the country’s overall 

and sector development strategies 

3 The project complies with Benin’s development strategies, in 

particular the national transport plan of which it forms part. It 

constitutes a trunk road on the inter-State corridor and also a 

structuring trunk road for trade in the entire Cotonou-Porto Novo 

conurbation. Taking into account a toll/weighing station for the 

recovery of user fees and the improvement of safety conditions, two 

objectives stressed in the strategy, is a considerable benefit. 

ii) 
Compliance with the Bank’s assistance 

strategy  

3 The project formed part of the Bank’s priorities which accord 

importance to infrastructure  development. 

iii) 

Quality at entry 1 The fact that several technical modifications took place during 

implementation suggests that the technical studies as well as the 

feasibility study were of inadequate quality. The project also did not 

give sufficient consideration to the structuring nature of the road and 

the need for it to comply with urban planning and municipal 

investment plans. Lastly, the project logical framework matrix did not 

faithfully reflect the impact anticipated by the measurable indicators. 

2 
Achievement of the objectives and 

outcomes (“Efficiency”) 
3 

The anticipated impact was achieved, although further effort is 

required in the field of road safety. 

i) 

Increased traffic fluidity   4 An increase of some 50% in times and speeds was achieved, higher 

than the 30% objective. Measured on the basis of polls with a 

sampling of road users, the achievement of this objective is highly 

satisfactory. 

 - Travel time, speed  4 

 - Reduction of traffic jam at rush hours 

  

4 

ii) 

Reduction of transport costs (goods and 

persons) 

3 Due to the lack of data at evaluation, the reduction of VOC could not 

be calculated. The indicator used is the Net Present Value of VOC 

benefits, close to CFAF 37 billion at a rediscount rate of 12%. The 

users also expressed satisfaction with the reduction of costs incurred 

after the road improvement. 

iii) 

Improvement of road safety 2 Although the indicators calculated may be deemed satisfactory, the 

problems persisting (cycle path, public lighting, organisation of 

commercial activities along the road, urban service roads) tend toward 

an unsatisfactory rating. 

iv) 
Improvement in the partial recovery of 

costs (toll/weighing)  

4 The level of recovery at the toll gate was attained (total recovery). 

v) 
Improvement in trade 3 The improvement in trade expressed by the increased traffic is 10 – 

11%, the level hoped for at appraisal. 

vi) 
Stimulation of activities by increased 

competitiveness of the PAC  

4 About 20 ha could be upgraded by the PAC, which explains – at least 

in part – the take-off of container activity noted from 2006. 

vii) 

Improvement of the state of the network 

and its sustainability  

3 Standing at 1.86, the ratio of Current Expenditure to Expenditure 

«before the project», in constant terms, for the maintenance of the 

network by the RF is satisfactory. It could be more so if the 

performance capacity of the MTPT were better. 

viii) 

National capacity (poverty alleviation 

and impact on gender issues)  

3 The project promoted direct job creation; indirect jobs (small 

commercial jobs/small trades jobs) generated by the activity areas 

brought about by companies establishing their premises along the 

trunk road and consequently jobs being created nearby, albeit more to 

the advantage of men than women.  
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EVALUATION CRITERIA (Cont.) 

 

PPER: Benin Cotonou-Porto Novo Road Upgrade 

NO. COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

ix) Environment and natural resources   3 Sanitation in the project area has been considerably improved, despite the 

regular delays in cleaning the drains. The payment of compensation to 

occupants of the project right-of-way has been completed. However, the 

cashiers are faced with exhaust fumes emissions from old vehicles going 

through the toll plaza. 

3 Efficiency  2 Efficiency is deemed unsatisfactory mainly because of the poor 

effectiveness in the use of time and resources. 

 Economic rate of return  

    Estimates at evaluation  58% 

    Estimates upon completion  28% 

    Estimates at PPER  21%  

3 Despite the decrease of the EIRR compared with the previous stages, 21% 

at the PPER stage is an excellent indicator. 

 Financial rate of return (not calculated) 3 Financial efficiency at the operational stage is satisfactory because the toll 

revenue potential, in present conditions, has been fully achieved; the road 

succeeds in raising almost CFAF 450 million annually for the RF, after 

deduction of the maintenance and operational charges. 

 Efficiency in the use of time and 

resources 

1 The project was highly unsatisfactory in the use of time and resources. 

Implementation was delayed by six years, with a 17% under-utilisation of 

resources. 

4 Impact on institutional development 2 Although the project had a considerable impact on the mobilisation 

of resources for the Road Fund, several constraints prevent these 

resources from being adequately used to carry out maintenance work 

on the network. The project was unable to enforce the axle load 

regulation, which has yet to come into effect. 

i) National capacity  2  Unsatisfactory 

 - Sector management 2 

The project has not improved management capacity in the sector, 

particularly in terms of instruments for monitoring, programming and 

prioritisation, and implementation, such as the road data bank. 

  
- Capacity of the MTPT to select its 

portfolios and supervise operations 
2 

Because of continuing State-controlled operations and the inadequate 

quality of network management (under the responsibility of Public 

Works), the overall assessment is unsatisfactory. 

  
- Policy and efficiency in recovery, as 

well as in the completion of operations  
2 

Despite an increase, resources are still under-utilised, as shown by the 

poor performance capacity. 

   - Participation of the private sector in 

operating facilities of a commercial 

nature (toll) 

2 
Convincing formula for delegating operating. This potential is 

inadequately exploited. 

ii) Executing agency 2 Unsatisfactory 

 - Management control  and auditing         

2 

Effective contribution to project implementation but with weaknesses:  

staff attrition, low capitalisation of management instruments, lack of 

record-keeping 
 - Training and skills improvement  

-  Technology transfer                          

 - Financial, budgeting, operating and 

maintenance systems  

iii) Strengthening the WAEMU regulation 

on axle load  

1 Highly unsatisfactory. Application of the regulation is not yet effective. 
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EVALUATION CRITERIA (Final) 
 

PPER: Benin Cotonou-Porto Novo Road Upgrade 

NO. COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

5 Sustainability   2 

As with the entire network, the road is affected by the 

slow pace of decision-making (decisions required for 

preserving gains, such as on axle load limits and the 

limited level of performance potential for the 

commercial component). 

i) Technical validity  3 Satisfactory 

  Reaction of equipment installed to local 

constraints  (maintenance, spare parts…) 

3 

Only the IT component (revenue management, counting, 

safeguards, etc.) posed some problems: obsolescence, 

source programmes, etc. 

  Reliability of the equipment in terms of supply 

of spare parts (standardisation, obsolescence…) 

ii) Sustainable commitment of the Borrower (legal 

and regulatory frameworks included) 

3 Satisfactory 

  
 - Direct financial support by the State  

3 Continued public budget effort, mobilisation of outside 

resources for the RF 

  

 - Indirect support by the State 2 

Reforms undertaken in respect of maintenance are 

satisfactory. There is, however, one weakness: the toll has 

remained unchanged for twenty years 

   - Viability of the operating company 3 The formula is viable although still insufficiently exploited 

iii) Socio-political support  (including  participation 

by  the beneficiaries, protection of vulnerable 

groups, political stability)  

1 The necessary political decisions to promote the 

sustainability of the project’s impact have not been taken 

   - Sustainability of the effort (awareness) in the 

field of road safety 

1 The risks that threaten sustainability remain high 

   - The conditions for preserving the road’s 

   functionality (activities encroaching on the 

road, service roads) 

1 The proven risks remain high and solutions do not seem 

imminent 

iv) Economic viability  (functionality of  the cycle 

path) 

1 Same as above + the solutions are costly 

v) Preservation of the road in the face of  strong 

pressures from excessive loads 

2 Modest progress achieved but the solution is dependent on 

political will 

6 Overall performance indicator 2 The overall performance is deemed unsatisfactory 
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BORROWER’S PERFORMANCE 
  

PPER: Benin Cotonou-Porto Novo Road Upgrade 

COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

1. Quality of  preparation: 3 Satisfactory 

- Control, beneficiary 

participation  

2 The project was prepared based on technical studies with limited 

beneficiary participation.  

- Government’s commitment 3 The Government’s commitment was demonstrated through 

mobilisation and payment of the counterpart contribution.  

- Macroeconomic and sector 

policies  

3 The Cotonou – Porto Novo road development constituted one of 

the Government’s key transport programme priorities for the 

period 1996 – 2000. It was also one of the core elements of the 

transport sector strategy. 

- Institutional arrangements 

(counterpart financing) 

3 The institutional issues were diagnosed during project appraisal in 

the course of which adequate solutions were proposed, 

particularly concerning the establishment and consolidation of an 

autonomous road fund structure. The Borrower’s counterpart 

contribution was paid when due. 

2. Quality of implementation 2 In spite of the quality of the works, lapses were noted in respect of 

compliance with the timeframe, the monitoring/evaluation system 

and the non-enforcement of the axle-load weight limit, which is a 

key component of infrastructure  sustainability. 

- Appointment of key personnel  3 The project executing agency (Ministry of Public Works and 

Transport – MTPT) set up a temporary division to monitor the 

works. Despite restructuring within the Ministry, the project 

monitoring team remained unchanged until the project was 

completed. 

- Management performance by  

     the executing agency 

2 The executing agency ensured the coordination of project 

activities and satisfactory supervision of implementation. It 

regularly supplied quarterly progress reports on the works. 

However, lapses were recorded in the production of traffic data as 

well as some delays in procuring goods and services.  

- Mid-term adjustments  2 The modifications made halfway through the project increased the 

social and environmental impact, traffic fluidity and the effect on 

the toll station/weighbridge. However, the inadequate design of 

the cycle path is to be deplored. 

- Compliance with the timeframe  

     and costs 

2 The works were completed 72 months behind schedule, compared 

to the projected completion date at appraisal. In contrast, the final 

cost on completion is 17% lower than the projected total cost. 

3. Application of covenants 1 The provisions concerning the application of the regulation on 

axle-load limits constitute a major violation. 

4. Appropriate of monitoring/evaluation 

and transmission of reports  

2 Quarterly progress reports on the works were sent regularly to the 

Bank.  The shortcoming in the monitoring and evaluation system 

is mainly characterised by a non-operational road data bank and 

thus a lack of complete data on counting required to monitor the 

outcomes. 
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BORROWER’S PERFORMANCE (Cont.) 
 

PPER: Benin Cotonou-Porto Novo Road Upgrade 

COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

5. Satisfactory operations  (if 

applicable) 

3 At operational level, the performance is deemed satisfactory given the 

quality of the works put in place, even if premature damage of the 

surface was noticed on certain sections.  However, two-wheeled 

vehicles do not use the lanes reserved for them because of the 

construction standard, the fact that these lanes are occupied and also 

user behaviour. The initial difficulties in respect of the operating 

concession of the toll/weighing station were overcome. 

Overall Borrower’s performance 2 The performance of the Borrower is deemed unsatisfactory because 

of insufficient consideration given to conditions of sustainability, 

such as limiting the axle load 
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BANK’S PERFORMANCE 

 

PPER: Benin Cotonou-Porto Novo Road Upgrade 

COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

At the identification stage 2 Unsatisfactory 

- Compliance of the  project with the Government’s 

development strategy 

3 The Bank’s interventions in the transport 

sector for the period form part of the 

Transport Sector Programme (TSP) 1997-

2006. 

- Compliance of the project with the Bank’s strategy 

for the country 

3 The project complied with the priorities 

expressed in the CSP 1996 – 1998, 

particularly the priority linked to contributing 

to the maintenance and development of the 

transport sector. 

- Participation of the Government/beneficiaries 2 Weak participation by the beneficiaries. 

- Innovative nature of the project  3 Taking the toll/weighing station into account 

was a best practice in a context where, 

because of a lack of maintenance, 

deterioration of roads is common. 

At the preparatory stage of the project 1 Highly unsatisfactory 

- Rationale of the Bank’s support 1 The Bank did not carry out any specific 

preparatory mission. It did not seize the 

opportunity to provide preparatory support by 

critically reviewing the technical studies 

carried out with KFW financing, and which 

were later shown to be of inadequate quality. 

- Appropriate support by the Bank N/A  

At the appraisal stage  2 Unsatisfactory 

- Quality of the technical, economic, financial, 

institutional, social and environmental analyses  

2 The unavailability of the project documents 

limits the assessment of the quality of the 

technical analyses. However, discussion with 

the stakeholders and observation of the 

infrastructure on the ground reveal some 

technical lapses, particularly in respect of the 

cycle path, the service roads serving the inner 

areas and the configuration of the 

roundabouts. 

- Relevance of the conditions and agreements 2 The conditions and agreements were relevant 

overall. Nevertheless, the implementation 

timeframe drawn up at evaluation did not 

sufficiently take constitutional and 

institutional constraints into consideration.  

- Appropriateness of the loan instrument 3 The loan for this type of project is an 

appropriate instrument. Internal rate of return 

deemed satisfactory.  
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BANK’S PERFORMANCE (Cont.) 
 

PPER: Benin Cotonou-Porto Novo Road Upgrade 

COMPONENT INDICATORS 
SCORE 

(1 to 4) 
REMARKS 

- Appropriateness of the financial arrangement 3 The financial arrangement bringing together 

several partners is adequate. The donors paid their 

contributions to the project as foreseen.  

- Quality of the co-ordination with other donors/partners 3 Coordination with other partners and donors  

actively supporting the strategy drawn up by the 

country is considered satisfactory. 

- Implementation and supervision plans (including 

performance indicators and M&E criteria)  

2 The implementation plan was too optimistic and 

the performance indicators, as with the MPDE, 

were not of satisfactory quality. 

At the supervision stage 3  

- Appropriateness of  Bank personnel (skills, time and 

continuity) 

3 Most of the eight supervision missions comprised 

a Civil Engineer and a Transport Economist. 

- Resolution of problems 3 The Bank’s reactions to implementation issues 

were appropriate. The supervision missions 

allowed problems encountered to be resolved on 

time. 

- Sensitivity to changes in the situation -  

- Appropriateness of the follow-up on 

recommendations/decisions 

3 Overall, the recommendations were followed 

satisfactorily. 

- Realistic ratings in CPPR/APPR 2 The CPPR rating of “satisfactory” did not take into 

consideration the delays already seen in project 

implementation, the repairs on some 12 000 m² 

and the delay in installing the toll/weighing station 

equipment, and appointing the concessionaire. 

- Attention to the probable impact on social 

development 

3 The modifications made during implementation to 

strengthen the social and environmental impact 

and traffic flow. 

- Attention to sustainability issues 3 The Bank paid attention to sustainability factors 

such as the road’s technical and geotechnical 

characteristics, the availability of a road fund and 

the application of axle load control which, 

however,  is not yet enforced. 

Overall evaluation of the Bank’s performance  2 The overall performance of the Bank is deemed 

unsatisfactory. 
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STATISTICAL TABLES 
 
I. Road Fund Resources and Jobs, Maintenance Expenses 
 
Table 1.1: User fees collected by the Road Fund (in CFAF million) at the toll/weigh station 
 

Year 2003 2004 2005 2006 2007 2008 200915 
User fees16 1.16 0.75 1.00 1.02 1.26 1.23     1,07. 

Source: Road Fund 

 
Table 1.2: Total user fees collected by the Road Fund (in CFAF million)  
 

Year 2002 2003
(1)

 2004
(2)

 2005 2006
(3)

 2007
(4)

 2008
(5)

 2009 

User fees17 336.9 1 585.6 1 176.7 1 469.5 1 545.2 1 855.1 2 897.7 2 670.2 
Source: Road Fund 

 
Table 1.3: Trend of Road Fund Resources 2003-2008 (in CFAF billion) 
 

 2003 2004 2005 2006 2007 2008 
Total 
2003 -
2008 

Share of 
public 
funds 
 in budget 

Heading Output Output Output Output Output Output Output  

RESOURCES 11 010 14 716 14 626 8 606 19 459 18 101 86 519  

Annual increase    33.7%   -0.6%     -
41.2% 

 126.1%    -7.0%   

Increase over the period      10.5%   

- Taxes allocated 6 498 6 966 7 481 6 140 11 351 8 142 46 577  

- Own resources  3 642 1 603 1 496 1 567 2 211 4 375 14 894  

Growth over the period      4.6%       17.2% 

   of which toll fees 1 586 1 177 1 470 1 545 1 855 2 898 10 530  

   of which toll fees on 
   Cotonou-Porto Novo road 

1 157 748 1 000 1 022 1 227 1 227 6 381  

- Grant 870 6 148 5 649 900 5 898 5 584 25 049  

Source: Road Fund and processing by consultant 

 

                     
15
 The 2009 user fee figure is incomplete as it only covers nine months of the financial year 

16  CFAF 40M/half-year needs to be added, this amount supplying a reserve fund + CFAF 30M/year going to the local authorities 
17  CFAF 40M/half-year needs to be added, this amount supplying a reserve fund + CFAF 30M/year going to the local authorities 
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Table 1.3: Trend of Road Fund jobs, 2003-2008 (in CFAF billion) 
 

 2003 2004 2005 2006 2007 2008 Total 

Heading Output Output Output Output Output Output Output 

JOBS 9 266 13 632 10 502 8 126 10 963 14 152 66 641 

Rate of annual progression      47.1%    -23.0%     -22.6%      34.9%     29.1%  

Average annual rate of 
progression – period 

 
    8.8%  

- Maintenance work  8 615 12 949 9 939 7 588 10 395 13 267 62 753 

Rate of annual progression  50.3% -23.2% -23.7% 37.0% 27.6% 14 894 

Average annual rate of 
progression – period 

 
    9.0%  

   - Normal maintenance 7 188 7 865 6 779 6 072 6 549 5 853 40 306 

   - Periodic maintenance  1 427 5 084 3 160 1 516 3 847 7 413 22 447 

        

Operational and other expenses 650 683 564 538 568 886 3 889 

Source: Road Fund and processing by OPEV  
 
Table 1.4: Road Fund Expenditure on road maintenance (in CFAF million) 
 

BEFORE 
Year 1997 1998 1999 2000 2001 2002 TOTAL 

Expenditure 1.68 1.44 4.63 6.22 4.39 9.90 28.27 

AFTER 
Year 2,003 2,004 2,005 2,006 2,007 2,008 TOTAL 

Expenditure 8.61 12.95 9.94 7.59 10.39 13.27 62.75 
Source: Road Fund 
 

Ratio of expenditure after/before:        2.22 

Ratio of expenditure after/before (adjusted by inflation rate):        1.86 

 
II. Accidents attributable to traffic 

 
Table 2.1: Accidents attributable to traffic (excluding two-wheeled) 
 

Indicators Before After 
Injuries (U/Million vehicles year) 33.9 18.2 

Fatalities (U/Million vehicles year) 3.9 4.3 
Source: National Centre for Road Safety (CNSR) 

 
Table 2.2: Accidents attributable to adjusted traffic (including two-wheeled) 
 

Indicators (adjusted) Before After 

Injuries (U/Million vehicles year)*(Traffic before/traffic after) 33.9 16.2 

Fatalities (U/Million vehicles year)*(Traffic before/traffic after) 3.9 3.9 
Source: National Centre for Road Safety (CNSR) 
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Table 2.3: Accidents attributable to traffic (excluding two-wheeled) per Section 
 

Indicators 
Section 
Cotonou-Sémé 

Section 
Sémé-Porto Novo 

Injuries (U/Million vehicles year/km) 0.77 0.60 

Fatalities (U/Million vehicles year/km) 0.17 0.16 
Source: National Centre for Road Safety 

 
Table 2.4: Accidents attributable to traffic (including two-wheeled) per Section 
 

Indicators  
Section 
Cotonou-Sémé 

Section 
Sémé-Porto Novo 

Injuries (U/Million vehicles year/Km) 0.69 0.90 

Fatalities(U/Million vehicles year/Km) 0.15 0.23 

Source: National Centre for Road Safety  

 
III. Trend of road traffic before and after the project 

 
Table 3.1: Traffic before and after the project – Sections 1 and 2 (in units) 
 

Year 
Private Cars 

Total 
Light Vehicles 

Heavy Trucks 
Total 
Vehicles 

1998 12 431 14 138 684 14 822 
2001*    15 934 
2002 14 570 17 177 938 18 115 
2003 13 673 16 075 1 258 17 333 
Source: Road data base 
* Traffic estimated on the basis of the previous trend  

2002/2001 Traffic Report            1.14 

 
Table 3.2: Traffic before and after the project – Section 3 (in units) 
 

Year 
Private Cars 

Total 
Light Vehicles 

Heavy Trucks 
Total 
Vehicles 

1998 9 618 11 510 684 12 194 
2002 10 843 12 624 938 13 562 
2003 11 338 14 015 1258 15 273 
Source: Road data base  

2003/2002 Traffic Report            1.13 
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IV. PAC Statistics  

 
Table 4.1: Trend of imported traffic (vehicles & containers) 
 

 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 

Vehicles   251405 245051 207147 144030 153911 203599 246959 310450 

20’ Equiv.   43810 62712 71037 68891 73677 74575 94776 115656 138147 159623 

Goods Tonnage 
(Metric tons) 

523223 783925 900970 907709 1014328 1029814 1529265 
163771
0 

1944933 2548624 

Annual trend 
(tonnage) 

 49.8% 14.9% 0.7% 11.7% 1.5% 48.5% 7.1% 18.8% 31.0% 

Average annual 
trend  
by period 
(tonnage) 

 

    14.5% 

 

  18.6% 

 

 

Table 4.2: Trend of goods traffic by user country: period 1989 to 2008 

                        (in Metric Tons) 
           

YEAR BENIN NIGER NIGERIA MALI BURKINA 
FASO 

TOGO OTHER* TOTAL 
GENERAL 

TOTAL 
TRANSIT  

% 
SHARE 
TRANSIT  

1989 678 721 195 801 3 162 100 1 254 8 925 1 464 889 427 210 706 23.69 

1990 903 906 187 162 8 516 117 17 220 2 113         140 1 119 174 215 268 19.23 

1991 1 106 063 277 863 34 617 4 088 50 779 11 712 663 1 485 785 379 722 25.56 

1992 1 351 069 251 062 54 790 4 992 44 193 21 828 6 941 1 734 875 383 806 22.12 

1993 1 477 180 250 956 72 181 20 421 47 628 34 014 14 740 1 917 120 439 940 22.95 

1994 1 455 367 282 242 58 771 370 33 743 11 079 143 064 1 984 636 529 269 26.67 

1995 1 627 016 228 193 80 797 1 137 20 790 21 223 97 775 2 076 931 449 915 21.66 

1996 1 704 180 270 685 94 933 3 518 38 578 25 894 82 026 2 219 814 515 634 23.23 

1997 1 748 419 340 057 108 057 13 898 2 497 18 498 16 787 2 248 213 499 794 22.23 

1998 1 788 761 414 817 115 362 9 848 22 478 13 911 18 432 2 383 609 594 848 24.96 

1999 2 084 122 346 531 118 630 15 299 17 629 5 808 8 640 2 596 659 512 537 19.74 

2000 2 228 976 419 686 332 207 15 327 5 170 2 814 69 310 3 073 490 844 514 27.48 

2001 2 302 990 513 626 402 007 28 727 14 437 5 008 43 095 3 309 890 1 006 900 30.42 

2002 2 414 364 549 693 350 560 46 969 65 045 6 348 36 934 3 469 913 1 055 549 30.42 

2003 3 048 570 799 916 311 350 13 977 37 215 2 806 64 452 4 278 286 1 229 716 28.74 

2004 2 727 137 671 446 416 939 425 25 264 2 993 124 926 3 969 130 1 241 693 31.28 

2005 3 111 788 1 041 253 629 282 41 978 105 785 6 366 216 408 5 152 860 2 041 072 39.61 

2006 2 894 382 1 280 237 798 076 130 612 224 210 2 393 39 225 5 369 135 2 474 752 46.09 

2007 3 303 001 1 696 993 798 554 112 111 201 972 3 951 35 835 6 152 417 2 849 416 46.31 

2008 3 584 392 2 205 805 835 991 107 533 225 891 3 594 35 184 6 998 390 3 413 998 48.78 

           

*Other = Chad, Ghana, Cote d’Ivoire and transhipment     
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Table 4.3: Traffic of second-hand vehicles offloaded at the Cotonou Port per user country:   

                   Period from 2001 to 2008 (by unit) 
          
         YEAR       BENIN     NIGER    NIGERIA BURKINA 

FASO 
        MALI        CHAD    TOGO    OTHER** TOTAL 

2001 3 804 245 053 2 204 51 25 37 24 207 251 405 

2002 3 856 234 054 6 802 28 22 83 5 201 245 051 

2003 5 110 187 630 13 790 108 32 54 32 391 207 147 

2004 4 281 127 869 9 502 57 22 24 28 2 247 144 030 

2005 4 937 135 648 10 977 161 59 32 528 1 569 153 911 

2006 3 223 192 283 7 304 204 10 47 12 516 203 599 

2007 4 132 233 116 9 427 130 11 79 29 35 246 959 

2008 7 597 292 567 10 101 141 4 18 15 7 310 450 

          
** Ghana, Cote d’Ivoire and Transhipment      
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PPER BENIN COTONOU-PORTO NOVO ROAD UPGRADE PROJECT 

LOGICAL INTERVENTION MODEL 

 

Outputs (Products) 
Immediate 

Outcomes 

(direct) 

Financial 
resources  
(UA 50.46 

million) 

 

Human 
Resources  

 

 

Performance of  
road works 

18.3 km of drained road in 
2x2 lanes & 9.4 km of road 

widened and developed 
into a drained carriageway 

7 m wide  

 

 

Increase in economic 
activity and trade  

Traffic flows: times & 
speeds improved; 
fewer traffic jam 

 

Contracting 
authority, delegated 

contracting 
authority, piloting, 

supervision, 
consultants’ services  

Construction and 
equipping of toll/ 

weigh station 

  

Toll/weigh station 
installed, equipped and  

operational 
 

 

Inputs  

 

Activities 
Intermediate 

Outcomes 

(indirect) 

 

Impact  

(long-term) 

 
Strengthening 
of regional 
economic 
integration  

 
2.20 m drained cycle path 

on service roads 

 

Transport costs  
(goods and persons) 

reduced 

 
Improvement in 

road safety  

Improvement in the 
partial recovery of 

costs   

 

Strengthening of PAC 
competitiveness 

 
Improvement in the 
state of the network 

  

Management company 
established and 

operational 
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RETROSPECTIVE MATRIX OF THE LOGICAL INTERVENTION MODEL 
 

CLASSIFICATION 

OF OBJECTIVES 

(HO) 

ANTICIPATED 

OUTCOMES 

INDICATORS  
MEANS OF 

VERIFICATION 
HYPOTHESES / RISKS 

Heading Targets At post-evaluation   

Sector Objective  
Long-term 

Outcome 
     

Improve foreign and 

domestic trade of 

Benin and the 

neighbouring 

countries and thereby 

contribute to regional 

integration 

Inter-regional 

economic 

integration is 

strengthened 

Share of goods traffic and second-

hand vehicles transit 
Not specified 

From 19.74% in 1999 

to 48.78% in 2008 
 

Sustained economic 

development 

Medium-term 

Outcomes  
     

Improved trade 

Rate of  traffic increase:  

traffic after / traffic before 

(adjusted) 

10%  
Between 10%  and 

11% 
 

Sustained economic 

development  

Stimulation of 

economic 

activity and PAC 

competitiveness  

Increase in developed surface 

 

Increase in volume of PAC activity  

Not specified 200 000 m²  PAC Sustained economic 

development 

The road 

network and its 

sustainability are 

improved 

Ratio of maintenance expenditure 

after/before 
Not specified 2.22 

Road Fund 

documents 

Network maintenance 

ensured 

Ratio of maintenance expenditure 

after/before (adjusted by rate of 

inflation) 

 

Not specified 1.86 
Road Fund 

documents 

Share of the budget of RF’s capital 

resources  
Not specified 

8.2 % (period before 

project 1997-2002)   

17.2% (period after 

project 2003-2008) 

Road Fund 

documents 

RF Jobs/Resources  Not specified 
0.88 (1997-2002) 

0.77 (2003-2008) 

Road Fund 

documents 

Increased Road Fund revenue  400% from 2003   



     

CLASSIFICATION 

OF OBJECTIVES 

(HO) 

ANTICIPATED 

OUTCOMES 

INDICATORS  
MEANS OF 

VERIFICATION 
HYPOTHESES / RISKS 

Heading Targets At post-evaluation   

Specific objectives  
Immediate 

Outcomes  
    

 

 

Improve traffic 

conditions in the 

eastern peri-urban 

area of the city of  

Cotonou 

Traffic is fluid 

Gain in travel time = (1-Time 

after/Time before)*(traffic 

after/traffic before) 

13% 

48 % (weighted 

average) 

 

Adjusted: 

85% (total traffic incl. 

two-wheeled) 

50% (total traffic excl. 

two-wheeled) 

Group discussions  

Gain in speed =  

(1-Speed before/Speed 

after)/(traffic after/traffic before) 

13% 50% Group discussions  

Traffic jam: 

(1-Length after/Length 

before)*(traffic after/traffic before) 

 

Not specified 
Satisfactory 

improvement 
Group discussions  

Reduce transport 

costs  

Transport costs 

(goods and 

persons) are 

reduced 

Vehicle operating costs (VOC): 

(1-VOC after/VOC before) 
Not specified 

Satisfactory 

improvement 
Group discussions  

Proxy: NPV (VOC) Not specified 
CFAF 34 billion (with 

a 12% discount rate) 
  

Increase Road Fund 

revenue and reduce 

road accidents on 

this trunk road 

Improvement in 

partial recovery 

of costs 

Ratio recovery/revenue potential 1 Close to 1  

Efficient concessionaire  
Ratio user charges collected by the 

RF after/user charges before 
Not specified 4.7  

Reduce road 

accidents on this 

trunk road 

 

Improvement in 

road safety 
Number of injuries per millions of 

vehicles per year 
Not specified 

Before 28.7 – After 

16.2 

National Road 

Safety Centre 

statistics Compliance with the Road 

Code by users 
Number of fatalities per millions of 

vehicles per year 
Not specified Before 3.3 – After 3.9 

National Road 

Safety Centre 

statistics 

Inputs and 

Activities 

Outputs      



     

CLASSIFICATION 

OF OBJECTIVES 

(HO) 

ANTICIPATED 

OUTCOMES 

INDICATORS  
MEANS OF 

VERIFICATION 
HYPOTHESES / RISKS 

Heading Targets At post-evaluation   

Performance of road 

works 

Drained road 

with 2x2 lanes 

Length of drained road with 2x2 

lanes 

18.3 km 18.3 km 

Visit to the project 

upgrades 

Compliance with their 

undertakings by the 

various partners 

 

Strict monitoring 

 

Compliance with the 

investment timeframe  

 

Businesses which are not 

inefficient 

 Road widened 

and upgraded 

Length of road widened and 

upgraded  

9.4 km 9.4 km 

7 m wide drained 

carriageway 

Length of drained carriageway  7m 

wide (2 lanes of  3.5 m) 

9.4 km 9.4 km 

2.2 m cycle path; 

drained service 

roads 

Existence of a 2.2 m cycle path; 

drained service roads 

yes yes 

Construction of the 

toll/weighing station 

Toll/weigh 

station installed, 

equipped and 

operational 

 

Existence of a toll/weigh station, 

installed, equipped and 

operational 

 

yes yes 

Visit to the project 

upgrades 

Compliance with their 

undertakings by the 

various partners 

 

Strict monitoring 

 

Compliance with the 

investment timeframe  

 

Businesses which are not 

inefficient 

 Management 

company 

established and 

operational 

 

Existence of an operational 

management company 

yes yes 

Contracting 

authority, delegated 

contracting authority, 

supervision, 

consultancy services  

Services 

supplied 

 yes yes 
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EVALUATION MATRIX 

 

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

R
e
le

v
a
n

ce
 a

n
d

 q
u

a
li

ty
 a

t 
e
n

tr
y

 

Compliance 

with the 

country’s overall 

and sector 

development 

strategy 

Is the project a priority in the country’s 

overall transport and trade development 

strategy? 

Is the project relevant to 

the development of inter-

urban and regional trade? 

 - Policy for the development of  

trade with the region                                  

MTPT, Min of Planning and 

Economic Affairs 

- Reports of TSP studies                                          

- Evaluation report                    

- Feasibility study                               

- Interviews 

- SDA                                            

-Urban Transport Plan                                        

 

- Development, refurbishment and 

maintenance policy for the road 

network 

 Is the project in line with 

the urban development 

scheme of Cotonou? 

Cotonou  urban development 

scheme  (mid-90s): SDA, 

Cotonou’s PDU (Urban Transport 

Plan), Porto Novo 

CUC, Porto Novo intersection 

Serving the districts along the 

trunk road 

MTPT; Min of Planning and 

Economic Affairs; CUC; Porto 

Novo intersection, Sémé 

intersection 

Compliance 

with the Bank’s 

aid strategy 

How does the relevance of the project fit in 

with the Bank’s aid strategy ? 

 - What priority is given to 

the structuring road 

infrastructure? 

Bank country strategy at the time 

the loan was granted 
ADB publications (mid-90s) 

- Evaluation report                         

- Other documents 
  



     

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

 - What priority was given 

to the regional integration  

road infrastructure? 

Sector policy  Cf. 1.1 

Institutional 

development  

Does the project include directly or indirectly 

an institutional development component? 

Does institutional 
development feature in the 

strategy of the country, the 

sector and the Bank? 

Overall and sector strategy of the 

country and of the Bank 

MTPT, Min of  Planning and 

Economic Affairs, ADB 

Documentation (incl. 

Evaluation Report), interviews 
  

R
e
le

v
a

n
ce

 
a

n
d

 

q
u

a
li

ty
 

a
t 

e
n

tr
y
 

(c
o
n

t.
) 

Regional 

economic 
integration  

Cf. 1.1 

Quality at entry 

(including 

requirements, 
risks, 

complexities….) 

To what extent would the project 

entail risks and a certain complexity 

at the time it was selected (during 
the performance and operation of its 

various components)?  

-  Traffic management during the 

works, freeing up the space, other 

nuisances? 

  
Monitoring Cell, Municipalities, 

FG 

Monitoring reports, interviews, 

use of FG 
  

Functioning of the toll /weigh 

station, cycle paths? 
  

Station Manager/ Municipalities/ 

FG 
Interviews, use of FG   

A
tt

a
in

m
e
n

t 

o
f 

o
b

je
c
ti

v
e
s 

–
 

E
ff

e
c
ti

v
e
n

e
ss

 

Effects of road 

works and 

structures 

Did the project give rise to greater 

traffic fluidity: improved times and 

speeds; fewer traffic jam? 

Was the travelling time on the 

section improved? 

Times before project and traffic 
Feasibility study  (where 
unavailable, question to be asked 

in the FG for sake of speed) 

Documentation, FG 

Indicator: ratio of the two speeds 

and times adjusted for the traffic 

Present travel time and traffic 

Several time measurements to be 

carried out by Consultant at peak 

hours + recent counting  

Measurement on site + MTPT 

counting statistics  



     

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

Have peak-hour traffic jam been 
reduced? 

- Before: combined  length on  that 

sector 
- After: current length 

 Before: Feasibility study (or FG, 

if unavailable)                                

- After: Estimate by the 
Consultant of speed  

measurement  

Documentation, FG 

Indicator: ratio of the two values 
(before and after). It is probable 

that the value before the project 

was not measured, in which case 

this indicator will have to be 

estimated, based on the FG 

survey and interviews 

(Municipalities, Districts) 

 
 

 

 

 

 

 

 

 

Reduction in transport costs (goods 

and persons) 

Has the cost of operating vehicles 

been reduced? 

Vehicle Operating Costs: situation 

before and currently  

Feasibility study  + Update by 

the competent departments of  
PW 

Documentation and 

Consultant’s estimates 

Indicator: the indicator used: 

estimate of  NPV on  VOC.  

Improvement in road safety 

Has the number of accidents and 

cases of bodily harm (injuries, 

fatalities) decreased on the trunk 

road? 

Resources/Jobs 

National Centre for Road Safety 

(CNSR), MTPT (Districts), 

Municipalities 

Documentation, reports   

  - Has the number of accidents 

decreased on the trunk road? 

Trends in accident statistics on the 

trunk road 

National Centre for Road Safety 

(CNSR), MTPT (Dept. of 

Statistics, Districts, 

Municipalities) 

Documentation to be requested 

during interviews 

Indicator (2 sub-indicators): 

numbers (injuries, deaths) 

before/after. The number of 

accidents before is not available. 

  - Has the number of injuries 

decreased on the trunk road? 

  - Has the number of fatalities 

decreased on the trunk road? 

A
tt

a
in

m
e
n

t 
o
f 

o
b

je
c
ti

v
e
s 

–
 

E
ff

e
c
ti

v
e
n

e
ss

  
  

 

(c
o

n
t.

) 

Effects of the 

toll/weigh 

station 

Improvement in the partial recovery 

of costs (toll/weighing)  

What is the level of revenue at the 

toll station? 

Toll station revenue (statistical 

series since opening) + traffic 

(number and structure by 

category) 

Operating company, Road Fund 
Documentation to be requested 

during interviews 

Indicator: Potential recovery of 

revenue (according to the traffic 

and the scale) 

Medium-term 

effects  
Improvement in trade  

What is the level of traffic increase 

since the upgrade? 

Statistical series (1995- 2008) on 

the trunk road 

Feasibility studies + MTPT 

(Statistics Department) 

Documentation to be requested 

during interviews 

Indicator: Rate of traffic 

increase overtaking the trend 



     

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

Stimulation of economic activities 

and PAC competitiveness 

In which way did the project 

contribute to the competitiveness of 
the PAC? 

Surfaces (dividing strips, sheds) 

made available thanks to the 

surfaces cleared with the transfer 
(and relocation along the trunk 

road) of the second-hand car lots 

PAC 
Data to be requested during 

interviews 

Indicator: Increase of surface 

area developed by the port 

Improvement of the state of the 
network and  its sustainability  

In which way has road  network 
maintenance  begun to improve? 

Maintenance expenditure by  
Road Fund (1997-2008) 

    

Indicator: Current maintenance 

expenditure/Expenditure before 
project (in constant terms) 

E
ff

ic
ie

n
c
y
 

Economic rate 

of return: EIRR- 

indicator 

What is the level of profitability at the various stages of the project? 

  
Estimate at evaluation   

Between 29 and 58% depending on the 

section 

Estimate at completion  (PCR) 28% 

Current estimate (PPER) 21%  

Data to be updated: VOC, time 

value, maintenance sequence 

(costs/interventions), IRI, traffic 

(by vehicle category), other 

operating costs, costs/secondary 

benefits 

Maintenance Directorate, 

Operating company, MTPT 

Statistics Department, Road Fund 

Documentation (including 

feasibility study), interviews 

Unavailability of HDM passages 

used for the EIRR evaluation: 

corrections/adjustments to certain 

elements to take into account the 

new available data collected 

during fieldwork  for the 

establishment of the PPER 

Financial rate of 

return 

  
Estimate at evaluation/PCR 

  
Not available 

  
  

  

  

  
Being an infrastructure project, 

the FRR was not estimated. 

However, in the present 

evaluation, attention was paid to 

the net contribution of the 
concession minus operating and 

maintenance expenses. 

Is the operating entity financially 

viable? 
  

The same data as for the EIRR + 

the operating company’s trading 

account + the contract linking it to 

the RF 

Operating company, RF 
Documentation + interviews + 

estimates 



     

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

Im
p

a
c
t 

National 

capacity 

Governance               

What was the performance of the Road 

Fund (2
nd

 generation):  increased 

resources, ratio of coverage by public 

financing, employment trend 

(maintenance), selection capacity of its 

portfolio, supervision of operations, 

policy and efficiency in recovery, 
policy and efficiency in completing 

operations (government-operated, 

company, direct or indirect)? 

Functioning and procedures of  

RF, idem for maintenance entity 

(MTPT) 

RF, MTPT (maintenance entity) 

Documentation, interviews  

(DGTP, RF, department’s 

assignee) 

Indicators: share of public funds 

in RF budget 

Poverty alleviation    

Did the project lead  to job creation?         

  -  during implementation 
Share of local labour in 

implementation 

Monitoring reports, Consultant’s 

estimates (contracts, allotments) 
Documentation    

  -  during operating (since 
commissioning) 

        

     . Direct: Jobs generated by 

maintenance (funds generated) 
Maintenance contracts RF, MTPT Documentation, estimate   

     . Indirect: Small commercial 

jobs/small trades generated along the 

length of the new  trunk road; jobs 

generated by the activity areas brought 

about by economic operators setting 

up business along the trunk road 

 - Number of small trades/shops 

generated 

 - Number and size of new 

establishments  

CUC, observations, interviews Interview, FG   

 Environment & natural resources        

  - What measures were taken to 

mitigate the nuisances created at the  

vehicles concentration points? 

Indicator of vehicle concentration 

at the station and  measurements  

Operating company, supervision 

reports, observations, ABE  
    

Sector capacity  CF governance impact   

Strengthening the WAEMU 
regulation on axle load  

What problems were encountered at 

the weigh station  in this respect and 
what measures were taken? 

Weighing data, mitigation 
measures taken 

Operating company, WAEMU 
texts on the issue 

Observations, documentation, 
interview 

WAEMU Regulation 

14/2005/CM/WAEMU of 
16/12/2005 

Executing 

agency 

Management  control and 

auditing   

          

Has the MTPT tried to enlarge on 

these themes with the project as a 

basis? 

Measures and actions taken by the 

MTPT 

Interviews and  relative 

documentation  
Interviews 

  

Training/skills improvement   

Transfer of technology                            



     

CRITERIA 
General 

questions  
Specific questions Information to be sought Information sources 

Means of collecting 

information 
Remarks 

Financial, budget, operating and 

maintenance systems  
  

S
U

S
T

A
IN

A
B

IL
IT

Y
 

  Technical validity            

National 
capacity 

Toll/weighing station equipment 

Is the installed equipment suited to 

local constraints (maintenance 
capacity, spare parts…) 

Specifications of the equipment 
and operating company practices  

Operating company, preparatory 
documents  

Documentation, interviews 

  

  

Is the installed equipment reliable in 

respect of spare parts supply 

(standardisation, obsolescence…) 

      

  Sustained undertaking by the 

Borrower (legal/regulatory 

framework included) 

- Financial support by the State                                   

- review of price-setting (toll,   

weighing) 

State transfer trends (budgetary 

contribution, additional cents),  

price-setting trends 

RF, MTPT 
Interviews and relative 

documentation 
  

  Viability of the Operating Company 
Company’s accounts, contract of 
delegation… 

Operating Company, RF Documentation, interviews   

  

Socio-political support (including 

beneficiary participation, 

protection of vulnerable groups, 

political stability)  

 - Create awareness on the application 
of road safety norms                                  

-  organise activity areas (maintaining 

the functionality of the road, 

optimising the sites) 

- apply regulation  limiting axle loads 

 - Awareness campaigns                                     

-  Development of service areas 

City Halls, Associations, Traffic 

Police  
Interviews   

Economic viability  Updating the EIRR (cf. Efficiency) 
Reflection on the functionality of 
the track and recommendations: 

Indicator  EIRR 

Financial viability  

What level of revenue (station) would 

allow the operating company to take 

care of its brief? 

Cf. Efficiency 

Simulation of the operating 

company’s financial profitability: 

Cf.  Efficiency 
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OUTCOMES OF GROUP DISCUSSIONS (FG) 

 

1. INTRODUCTION 
 

In accordance with the methodology used in the orientation report, the Consultant carried out surveys 

amongst target groups of beneficiaries. The use of this instrument in the form of questions put to the 

beneficiaries was designed to find answers to two main concerns: (i) to measure and assess the degree of 

satisfaction with the project; (ii) to complete the data characterising the present situation (and sometimes 

the reference situation experienced by the beneficiaries) so as to correct the shortcomings of the statistical 

system specifically covering the area and those on the beneficiaries targeted by the project. 

 

During these surveys, the focus groups were constituted by following the rules and protocol set out in the 

orientation report as closely as possible. However, some modifications were made in light of  actual 

possibilities which arose and tests carried out at the beginning of the field mission. These modifications or 

readjustments concerned both the nature of the groups and the questionnaire guide (which was adapted) as 

well as the information sheets completed by the beneficiaries surveyed. 

 

At the end, the following seven focus groups were constituted: 

  

General Characteristics of the Discussion Groups 
 

Constitution FG  Place of survey Date Number Including the 

number of 

women 

Remarks 

FG01 – Zem SEME 01/12/2009 14   

FG-02 Women 

vendors – Sémé 

Sémé Podji 03/12/2009 13 13  

FG03 mixed: 

Women vendors 

and toll station 

operator 

Toll/weigh 

station 

05/12/2009 6 4 + 2 operators 

FG04: Taxi drivers Dantokpa 

Parking 

05/12/2009 10   

FG05: Truck 

drivers 

CIMBENIN 

(Cement 

factory) 

10/12/2009 8   

FG06 mixed: 

taxi drivers (T), 

truck drivers I and 

zémidjans (Z) 

KRAKE, near 

to border with 

Nigeria 

17/12/2009 10  3 T; 4 C; 3 Z 

FG 07: Service 

providers – vendors 

Exit from 

Cotonou: 

abattoir 

intersection 

MP3 

17/12/2009 6 1  
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2. QUALITATIVE OUTCOMES  

 

2.1  Qualitative assessments by direct road users (Zémidjans, Taxis,  Truck drivers) 

 

2.1.1  Quality of the developments brought by the project: 
 

There was practically consensus on the fact that the project had come to upgrade infrastructure in bad 

condition and which was totally inadequate in terms of demand. This positive, not to say glowing, 

assessment applies to practically all the components of the project: road works, toll station, public lighting, 

wider lanes and separation between the two traffic directions. Generally, the assessments expressed were 

as follows:  

 

- Carriageway in good condition; 

- Shoulders (Emergency Lanes) surfaced and spacious 

- Improved road safety  

- Traffic fluid, although heavy  

- Toll station well equipped and tariff structure generally acceptable 

 

The assessment of all categories of users is essentially motivated by the immediate impact (from the time it 

was commissioned) on transport conditions: increase in speed, reduction of costs, increased safety… 

 

Some reservations were expressed, however , rarely in respect of design and implementation but rather for 

reasons inherent in the operating. We shall come back to these shortcomings below. 
 

2.1.2 The benefits felt by the users 
 

The benefits as far as transport is concerned (cost, time) are expressed by practically all users coming 

forward in the Focus groups. They clearly stress the following:  

 

- The new road has considerably improved traffic conditions between Cotonou, Sémé, 

Porto Novo and Kraké;  

 

- The travel time have been reduced by half: for example, Cotonou-Porto Novo went from  

1½ or even 2hrs before the project to ¾hr now (FG06); for trucks (FG05 and 06), the 

traffic is fluid although heavy. The travelling time has been reduced by half, for example 

going from CIMBENIN to the Sémé intersection now takes 20 to 30 minutes, whereas 

before it took an hour; 

 

- For taxis and motorcycle-taxis, the number of daily trips or fares possible has increased, 

as well as the concomitant earnings;  

 

- The risk of having a breakdown along the road is lessened because of the good quality of 

the carriageway (FG-06); 

 

- For trucks (FG05 and 06), the traffic is fluid although heavy. The travelling time has been 

reduced by half: example 1- To go from CIMBENIN to the Sémé intersection now takes 

20 to 30 minutes, whereas formerly it took one hour; example 2 – to go from the 

SOBEBRA intersection to Porto Novo takes 35 to 45 minutes instead of the previous 

1½hrs (FG04). 

 

The benefits felt in terms of traffic conditions not only have positive effects on general transport costs but 

favourable repercussions on the level of activities. In this respect, a majority of users consider that the 

volume of their activities has increased with the new road, this in spite of a sharp increase in the transport 

supply (cf. outcomes in respect of quantitative operations below): 
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- For the taxis and motorcycle taxis, the number of daily trips or fares possible has 

increased along with concomitant earnings (FG 06); 

 

- The number of daily trips or fares possible has generally increased from 3 to 6 (per day), 

despite the increased number of taxis  (FG04). 

 
 
Benefits in respect of safety: the new road characteristics, namely width, separation of the two traffic 

directions by a central dividing strip, and public lighting, are the points mentioned by the various user 

groups to explain the progress in road safety compared with the previous situation. 

 

Other benefits for the poorest perceived by direct beneficiaries:  
 

There is practically consensus on this issue. The points assessed were the following: 

 

- The development of land along the corridor through which the road runs (particularly at 

Sémé) benefits the poor, who find buyers for their land and at a much higher price, which 

helps this poor community to build houses with the money obtained from the sale of a few 

plots… 

 

- Furthermore, better marketing of agricultural produce: one notes that the renovated and 

modernised trunk road facilitates traders going to the fields to buy agricultural produce, 

which must have improved the sale of agricultural produce in the area. The same 

observation applies to livestock farming produce; 

 

- Women who have moved in all along the road, especially at intersections, and who are 

involved in small commercial activities are a visible and widespread phenomenon; 

 

- The project has obviously been profitable for the Zémidjans, whose number more than 

tripled between 1994-1995 and today; indeed, this number has increased from 185 to 698 

(the figure refers to a district in Sémé-Podji). For the most part, these additional zémidjan 

operators were road construction site workers who switched to this job afterwards. 

 

2.1.3 The problems perceived: 

 

Service roads serving the interior  
 

There was unanimity on the negative effects of this issue. Indeed, on a first section of road extending right 

to MP10 (namely, the urban section clearing the traffic out of Cotonou), a double (on either side?) service 

road exists (outside the project?) allowing: (i) the local traffic to be managed; and (ii) the traffic coming 

into and exiting the intersection to be distributed. This double lane, according to our interlocutors (and 

confirmed during the technical visit – cf. Annex 10) is lacking on the rest of the route, particularly along 

the long Sémé conurbation (and even further), which obliges the interior traffic of all kinds (and 

particularly Zémidjans) to clog up the intersections (entrance-exit) and add unnecessarily and dangerously 

to the normal traffic on the road. The dangerous nature is also purported to derive from the fact that the 

light vehicles (because of a lack of service roads) join (or leave) the road in a wild and unruly manner 

(when the intersections are some distance away). 

 

The cycle path 
 

It is widely disparaged by all the users for the following reasons: 
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- Because of its narrowness; 

 

- Its lack of safety stemming from the fact that the barrier, which seems to have been poorly 

designed and is poorly maintained (when damaged in an accident, it becomes dangerous, 

with sharp edges); many people have gone over it and into the large drain. Many fatalities 

have been recorded… 
 

- Women vendors spill over onto it in certain places. 

 

Public lighting 
 

Initially seen as an element radically changing the appearance of the city, the disappointment is all the 

greater now that there is considerably reduced functioning of this network. Road users do not seem to be 

aware of the exact reason for this; they are inclined to think this is due to the company operating the toll 

station trying to save by switching on a limited number of lights in rotation. They have little or no 

information on the matter. 
 

2.2. Qualitative assessments by some indirect beneficiaries  
 

The women vendors trading near the road (along the road and at intersections) are the most visible and 

vulnerable indirect beneficiaries. In two focus groups set up to this effect, the Consultant tried to assess 

their perceptions of the project’s impact on their activities.  
 

In general terms, they are a needy community whose modest trading along the road helps to save them 

from absolute poverty. The considerable increase in their numbers, which cannot be quantified (given the 

lack of statistics and also the fact that their informal activities are subject to no control by the local 

authorities – no authorisation to trade, no trading fees as in the markets… - is confirmed by the local 

authorities, other road users and also by the sample of women questioned. 
 

2.2.1 Benefits of the new road 
 

This road now gives access to a wider clientele than before because the road has contributed considerably 

to the increased traffic and offers greater marketing opportunities (drivers can now stop more frequently in 

the emergency lane). 
 

The number of women vendors has increased considerably in the area. In one of the two focus groups, the 

women estimated that their number had multiplied by four since the completion of the project. But the 

impact of this considerable general increase in activities is differently assessed by women traders: certain 

maintain that this has had a positive repercussion on their own individual activities, while others think that 

the increased activity has been cancelled out by the increased number of women vendors (cf. below – use 

of individual files collected during the FG). 
 

Another benefit perceived by certain women vendors was the fact that sales take place in exchange for 

cash, although a certain number of them carried out this activity with residents (at their homes) on credit, 

which worsened their already precarious situation. 

 

2.2.2 General profile of the women vendors 
 

For the most part they are young women (average age 28 in the FG sample) who live in the corridor along 

the trunk road. They generally support their families and their modest activities are more than just a 

supplementary income for their needy families; many of these women, moreover, are single mothers. 
 

Most of the women vendors used to trade elsewhere but, for different reasons, they preferred this place to 

the markets where they used to work because of: (i) the proximity, because certain of them used to sell in 

the city (port market), which required additional travelling costs; (ii) not only the greater volume of 

activity but also the more advantageous cash sales. 
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2.2.3 The problems experienced 
 

Problems of different kinds arose: 

 
In carrying out the activity: The demand for agricultural produce increased strongly (with the increased 

activity along the road and better distribution of produce to Cotonou), so that the supply of goods is 

becoming more and more difficult, with the effect too of increasing prices. Similarly, in respect of informal 

activities along the public thoroughfare, conflicts are arising with the road concessionaire or the 

municipality because of the overflow onto the road (safety, cleanliness). There were unsuccessful attempts, 

at the initiative of the concessionaire and the municipality, to organise the area where the women vendors’ 

trade, with the women fearing their activities would diminish if their movements were to be limited.  
  

Safety issues: Undertaking such activities raised acute safety issues: 

 

- Danger when crossing the road to sell to users driving on the other side, because the new 

road is wide, with a central dividing strip, and vehicles travel at high speed; 

 

- Permanent danger lurks when running to service clients at the side of the road and also 

when a vehicle skids near an outlet; the frequent stops by vehicles in the emergency lane 

for purchases is a constant source of danger (with the women crossing the drainage ditch 

and cycle path to reach the vehicles); 

 

- With the public lighting working irregularly and partially, women vendors no longer 

enjoy the safety benefit which they did when the road was commissioned (it was totally lit 

up along the route) and they are obliged to stop selling at 19h00 latest instead of 22h00; 

this leads to a decrease in revenue. 
 

Inconvenience for the functioning of the road caused by these activities: This issue, raised at the Focus 

Groups to which the concessionaire’s operating staff were invited as well as the municipality (Sémé), 

showed the conflicts with the women traders. As mentioned earlier, these conflicts, which arose from the 

disturbances originating from those inconveniences (spilling over onto the road, rubbish making the task of 

cleaning up entrusted to the concessionaire more difficult), persist despite more or less coercive measures 

against the women (attempts to drive them away, attempts to fix the summarily constructed outlets which 

ended up disappearing). 

 

2.3. Qualitative assessment of some indirect beneficiaries: representatives 
 

It was considered that it would be a useful exercise to organise a focus group bringing together some 

salespeople and brokers (mostly involved in estate agencies) to understand the dynamics brought about by 

the project in the area. This focus group provided the following information: 

 

- The road gave rise to the development of many jobs: saleswomen, representatives, taxis, 

zémidjan. The number of representatives in particular increased in the area because of the 

growing demand for services, especially by foreigners (from Nigeria and Niger) and 

others coming even at night, since the trunk road had become safe; 

 

- The demand for estate rental has increased because the area has become more accessible 

and safe. The rental costs have also increased. Example 1: to rent a villa costs CFAF 

250 000 per month as against CFAF 100 000 before; Example 2: 1 bedroom  + 1 sitting-

room costs CFAF 35 000 instead of 15 000 previously; 

 

- Many new houses have been built and others renovated; 

 

- The value of ground started to increase then remained stationary because of the advance 

of the sea (along the expressway on the south side); 
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- Trade with Porto Novo and the neighbouring areas has increased substantially: many 

tenants are leaving the Cotonou neighbourhoods and moving to Djéregbé or Porto Novo; 

 

- All in all, the level of activity and the representatives’ income have increased 

significantly. 
 

 

3. QUANTITATIVE OUTCOMES: Using the survey notes 

 

3.1 For the road users: 

 

3.1.1   Times gained 
 

The question was asked about the average time of the usual route in two situations: before the project and 

after.  Out of a total of 42 persons surveyed, we received 21 responses (i.e. a 50% response rate). The 

responses yielded the following outcomes: 
 

FG identification              Size of the group  Average time saved 

FG 01   14  Question not asked 

FG 04   10   42% 

FG 05   8   44% 

FG 06   10   59% 

 

Another question was put to Focus Group 4 (homogeneous group consisting of taxi drivers), to try to 

gauge the times saved on well demarcated routes. The outcomes were the following:  
 

Time saved: FG 04 – Taxis 
Cotonou-Sémé        Cotonou-Porto Novo         Cotonou-Igolo 

 42%  35%   79% 
 

3.1.2  Gains in activities 
 

Saving on travel time means of course gains in terms of the number of fares or trips carried out during the 

day. Out of a total of 34 persons surveyed,  24 responses were received (i.e. a 70% response rate). The 

following were the responses received: 
FG Identification           Size of the group  Average gains in activities  

FG 01   14   157% 

FG 04   10   19% 

FG 05   8  Question not asked (long trips) 

FG 06   10   154% 

 
Just as for the times, the assessment of gains in activities, depending on the trip, was supplied by FG 04 as 

follows: 
 

Gains in activities: FG 04 – Taxis 
Cotonou-Sémé       Cotonou-Porto Novo       Cotonou-Igolo 

 19%  50%   50% 
 

3.1.3. Times gained (adjusted) 
 

Obviously the declared time gains may be more or less depending on the traffic variation pertaining in the 

two situations: before and after the project.  Indeed, the gains declared would have been greater had the 

traffic not increased.  Therefore an adjustment to make allowance for the increased traffic is pertinent in 

order to assess this indicator more objectively.  The adjustment calculation gives an indicator for times 

gained (adjusted) of 85% (total traffic including two-wheeled) and 50% (the difference depending on the 

two-wheeled traffic increase. which is higher compared with the rest). 
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ROAD SAFETY 
 
In the field of road safety, the anticipated objectives of the project are explicit at the evaluation stage: “to 

contribute to the reduction of traffic accidents in the eastern peri-urban area of Cotonou and on the section 

of road Cotonou-Porto Novo”.  

 

The road safety conditions before the project are concisely described in the evaluation and completion 

reports (in the absence of feasibility studies for the project).  One finds, in particular, the following: (i) The 

road, less than six metres wide, in bad condition and with a carriageway requiring frequent and costly 

repairs, was unable to handle the traffic volume; (ii) this situation gave rise to very dangerous traffic 

conditions, provoking more and more fatal accidents; (iii) the number of cases of bodily harm was 

estimated at more than 160 injured and almost twenty deaths annually (average for 1993-1994). 

 

The development of the road, besides the fact that it gave it geometric and technical characteristics suited 

to increasing traffic, was also supposed to deal with the issue of heavy two-wheeled traffic and therefore a 

cycle path was developed so that two-wheeled traffic could be separated from the rest. Another aspect of 

the development intended to provide greater traffic safety was the provision of public lighting. 

 

Evaluation of road safety after the completion of the project 
 

This evaluation may be carried out by: (i) examining the effectiveness of the developments intended to 

increase safety; (ii) characterising the levels of accidents and damage and trying to compare them to the 

prior situation. 

 

Effectiveness of the development: 

 

1. Cycle path: 
 

This is probably one development which fell furthest short of reaching its objectives. Indeed: (i) the 

narrowness of the path (2.20 m including the obstruction of the barrier guideway, leaving about 1.8 m of 

roadway for two-wheeled vehicles) together with the immensity of the traffic, particularly on the first 

section (from Le Bélier intersection to the first roundabouts serving the used car lots, where in 2008 more 

than 30 000 motorcycles/day were counted!), are factors which have led to cycles mingling with the 

general traffic; (ii) neither can one hide the fact that the users of two-wheeled vehicles are undisciplined, 

with a tendency to give preference to the big road in order to overtake and drive at excessive speeds for 

that type of transport; (iii) the maintenance of the cycle path, and particularly the safety barriers damaged 

by accidents, leaves much to be desired and thereby causes greater danger since the barrier guideway 

become sharp and cause bodily harm. 

  

2 The functioning of the intersection works: 

 
The new road, punctuated with roundabouts which swerve in relation to the trunk road between the toll 

station and Sémé Podji, continues to pose safety problems, as stressed by various interlocutors and users 

whose assessments were collected during the focus group sessions. Indeed: 

 

- The main source of concern is in fact the approach to the roundabouts which are out of 

line with the trunk road, so that vehicles have to approach it at an angle… 

 

- The safety problem stems from the concentration and lack of organisation of  activities 

around the roundabouts (no regard for right of way, encroachment onto the road of 

itinerant street vendors)…  This problem  also exists at the linking section, where one 

observes a tendency to occasionally invade the road – or at least the emergency lane… 
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3.  Safety and public lighting 
 

Being a general safety feature pertinent to road safety in particular, the poor functioning of this network is 

also apparent: with the passing of time, there are ever fewer functioning sources of light, for reasons which 

the road concessionaire attributes to vandalism to the facilities (cables, transformers) without the SBEE 

finding the remedies. 

 
There are enormous difficulties in evaluating progress in road safety:  

 

- Scanty documentation about the situation before the project; 

 

- Shortcomings in the documentation after the project: the CNSR, which is responsible for 

collecting and processing accident statistics, is insufficiently geared to supply annual data 

on accidents; it lacks any data record-keeping, particularly before 2005. 
 

 

However, by processing the CNSR data base, it was possible to extract statistics on the relevant sectors of 

the RNIE, i.e. two sections: Exit from Cotonou until Sémé, and Sémé (Dregbé) until Porto Novo. These 

statistics provide the following data: 

 
For a comparison of the two situations, before and after, we: 
 

- chose comparable variables: the choice fell on the number of injuries and the number of 

fatalities, variables which were available for the two situations; 

 

- defined the two basic indicators for the comparison, which were two ratios: Ratio 1 being 

the number of injuries attributable to traffic (U/million vehicles p.a.) and Ratio 2, the 

number of fatalities attributable to traffic (U/million vehicles p.a.) 

 

 

- determined the traffic  

 

 

- calculated the two indicators  
 

 

 

Cotonou- 
Sémé 

Sémé- 
Porto Novo 

Total 
Cotonou- 

Sémé 

Sémé- 
Porto  
Novo 

Total 
Cotonou- 

Sémé 
Sémé- 

Porto Novo 
Total Cotonou- 

Sémé 

Sémé- 
Porto  
Novo 

Accidents 88 58 161 65 35 103 105 53 157 60 35 
Vehicles 163 108 296 107 72 184 185 110 294 117 62 
Fatalities 17 13 32 18 11 29 19 14 33 7 3 
Serious   
injuries 40 21 70 29 26 55 55 30 83 19 11 
Light  
injuries 44 17 67 27 17 45 47 27 70 18 9 
Pedestrians  
killed 3 1 5 5 2 7 8 2 10 2 0 
Pedestrians  
seriously  
injured 4 2 11 6 0 6 8 3 11 2 0 
Pedestrians 
slightly  
injured 0 1 2 4 0 4 4 0 4 0 0 

Source:processing of CNSR data base  

 

2005 2006 2007 2008 
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The outcomes were as follows: 

 
Table: Accident statistics (before-after) and estimate of traffic

Year 1993 1994

Average-

period 2005 2006 2007 2008

Average-

period

Number of injuries 170 155 163 137 100 153 59 112

Number of fatalities 24 13 19 32 29 33 13 27

Traffic (LV+HV) 12,926 13,314 13,120 13,897 18,021 18,269 17,517 16,926

Traffic (2-W) 20,032 20,633 20,333 13,571 18,463 25,422 35,005 23,115

Indicator: Accidents 

attributable to traffic 

(excl. 2-W)

Ratio 1 - Injuries 

(U/Million vehicles year) 33.9 18.2
Ratio 2 - Fatalities 

(U/Million vehicles year) 3.9 4.3
Indicator: Accidents 

attributable to traffic (incl 

2-W)

Ratio 1 - Injuries 

(U/Million vehicles year) 33.9 16.2
Ratio 2 - Fatalities 

(U/Million vehicles year) 3.9 3.9

Source: Processed CNSR data and Road data base 

statistics and poll station countings 

As may be seen, it appears that: (i) progress made in safety is obvious by Indicator 1 (injuries): a 

reduction of more than 50%; (ii) the ratio relating to the number of fatalities is less conclusive, as one sees 

that the situation remained stable. 
 
All in all, there is a clear improvement.  One may indeed estimate that the first indicator is more significant 

statistically because of the numbers processed.  Nevertheless, it cannot be excluded that the road remains 

dangerous because of its new characteristics (greater speed), problems outlined and inherent in the 

configuration of the roundabouts, the considerable increase in activities encroaching from time to time on 

the territory.  More generally, the quantitative comparison exercise (through the two indicators) has its 

limits and this regards: (i) the considerable increase in traffic, especially two-wheeled which means that 

simply rectifying the traffic is not sufficient (the danger factor would increase more than proportionally 

because of the traffic); this would tend to show that, without the developments been undertaken, the 

situation would have been even worse than had the traffic simply increased; (ii) the implicit assumption 

that the overall context had not been profoundly changed: sensitisation of users, reliability of data on the 

two situations, before and after. 
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Separate evaluation of the two sectors: Cotonou-Sémé vs. Sémé-Porto Novo 

 
It would have been interesting to undertake a separate evaluation for the two separate sectors: Cotonou – 

Sémé, on the one hand, and Sémé – Porto Novo, on the other, in order to determine the importance of the 

level of development on safety.  In the absence of data broken down for the reference situation, we 

compared the behaviour of the two section as far as safety was concerned (while relating the two indicators 

used to the number of kilometres on each sector). The following table shows us the outcomes:   

 
Indicator: Accidents 

attributable to traffic (excl. 2-

W)

Cotonou-Sémé 

sector

 Sémé-Porto 

Novo sector

Ratio 1 - Injuries (U/Million 

vehicles year) 0.77 0.60
Ratio 2 - Fatalities (U/Million 

vehicles year) 0.17 0.16

Indicator: Accidents 

attributable to traffic (incl. 2-

W)
Ratio 1 - Injuries (U/Million 

vehicles year/Km) 0.69 0.90
Ratio 2 - Fatalities (U/Million 

vehicles year/Km) 0.15 0.23  
 
As in the previous evaluation, the most significant indicators are those which consider all the traffic 

because of the impact of the two-wheeled traffic on safety conditions. In this case, one sees that it was 

predictable that the higher level of development of the first sector had a greater impact on safety 

conditions. 
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ECONOMIC EFFECTS OF THE PROJECT 
 

1. INTRODUCTION 
 

Throughout the entire project cycle, certain effects are apparent. Normally, there are many economic 

effects for this type of infrastructure project, particularly the following ones: 

 

 The first direct economic effects are the savings on transport costs: establishing or 

improving an infrastructure indeed contributes to direct saving on the modes of transport 

targeted by the project. The improvement of infrastructure produces savings on the costs 

of factors used by transport modes: fuel, vehicle spare part…  This is expressed in a 

savings category called Vehicle Operating Costs (VOC)  

 

 A second category of economic effects is that produced by savings in travelling time. 

According to the economic value given to the value of time, these effects may be more or 

less significant. In particular, in developed economies, the economic gains resulting from 

time saved predominate in relation to those pertaining to VOC… 

 

 A third category of economic effects is that which is manifested in the increases in the 

production of goods and services to which the project gives rise; in this regard, the most 

common example for transport infrastructure is that of the opening up produced by these 

infrastructure which, because of the effect of facilitating the circulation of goods and 

services leads to an increase of economic activity. This category of effects was produced 

in the case of the project under examination, seen particularly in the increase of activity 

by road users as a consequence of the time saved by the development (cf. Annex 7 – 

Focus Groups for the characterisation of these gains).  
 

 

Whereas the first two categories of economic effects mentioned were relatively easy to quantify, the last 

category, whose effects are rather vague, was difficult to estimate. In the case at hand, these vague effects 

present themselves as follows: 

 

 Firstly, the new road will have allowed smaller outlets and trades to develop much further 

(in respect of the situation prevailing before the project), thanks to more favourable 

conditions of access to clients offered by the upgrading of the road; 
 

 Also, the new road, because of the quality of  the development and its structuring effect, 

will have encouraged some large economic operators to set up business there; 
 

 Furthermore, and without speaking about any opening up, the road will have facilitated a 

better distribution of agricultural produce from the area towards the centres of 

consumption. 

 

 

2. DEVELOPMENT OF SMALL TRADING ALONG THE TRUNK ROAD (cf. Annex 

7 FG for further detail) 
 

This is a real phenomenon which has developed thanks to a greater  catchment area. Indeed, one sees:  
 

 A proliferation of small shops along the trunk road and in particular along the peri-urban 

sector, between the toll gate and Sémé Podji. Generally they are women vendors selling 

agricultural produce (fruits: sugar cane, oranges, coconuts) in small quantities; they are 

installed near the road and watch out for vehicles stopping to offer their wares;  
 

 At the roundabouts, vehicles slowing down and the incoming and outgoing flow of 

vehicles offer more trading opportunities; it is noticeable that these activities take place 

with greater intensity.  
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It is difficult to estimate the additional volume of trade (as well as the number of women vendors) without 

any monitoring of this activity by the municipality. However, the answers given by the women vendors 

during the focus group sessions provide some indication: (i) the women vendors established around the 

roundabouts estimate that both the number of clients and the number of women vendors after the 

development of the road can be multiplied by four; (ii) the women traders scattered along the route 

consider, for their part, that there has been a considerable increase in their numbers but that the volume of 

trade has stagnated, therefore providing less income, because it is shares amongst a great number of 

women traders.  
 

3. DEVELOPMENT OF ECONOMIC ACTIVITIES ALONG THE TRUNK ROAD 
This phenomenon is clear. Indeed: 
 

 The most visible aspect is the establishment of used car lots. Many lots with a total of 

several hundred hectares have sprung up since 2006, following the decision to transfer 

these lots from the port and its surrounding areas.  
 

 Other activities which were established within the port compound, although in limited 

number, were relocated near the trunk road. The attraction seems to have been the 

availability of space, the opening up of the strip of land alongside the new road, despite 

the still almost non-existent internal road network; 
 

 Some other effects of this opening up cannot be ignored, with the result of greater 

accessibility for farms. Indeed, although Cotonou is close by, the road will have afforded 

greater mobility to the women traders who have easier access (even by Zémidjans) to the 

farms, which allows for easier distribution of the agricultural produce. 
 

Relocation of activity: directs effects on easing the congestion of the port of Cotonou 
 

Port decongestion 
 

The used car activity (imported from Europe and destined for Benin and her neighbouring countries) has 

been shown to be very promising over the past twenty years.  Thus this market was established, developed 

and organised to attain the level of some 300 000 vehicles/year.   This market has also increased its 

financial and organisational capacity: (i) At the beginning, the importers imported a modest volume (a few 

dozen vehicles annually), then operators arrived on the scene dealing with several thousand vehicles 

annually, requiring substantial financial and logistical means (…); (ii) At the same time, the growing 

vehicle storage requirements led to the establishment of storage spaces (reserve stock zone) required to 

allow for the progressive distribution and transactions for Benin and for other target markets in the 

neighbouring countries, particularly Nigeria, the biggest market; (iii) the port, suffering from lack of space, 

had to set aside more than twenty hectares for this activity, which resulted in congestion and constituted a 

brake on its development; (iv) from 1996 onwards, the port attempted to resolve this space constraint and 

found a space alongside the PAC (200 m strip granted by the State18), which ensured a partial opening up. 
 

But this problem could only be solved satisfactorily after the completion of the project linking Cotonou to 

Porto Novo by road. The creation of this new route indeed played a preponderant role in the  decision to 

relocate towards this trunk road rather than the Godomey – Abomey-Calavi trunk road. Thus the three 

reserve stock lots (subject to the authority of Customs) were established: 
 

- Lot Sékandji (MP8)  :   40 ha 

- Lot “SEPPA”   :  80 ha 

- Lot Mivo (MP12)   :  30 ha 

- Lot Djeffa (MP14)  :  30 ha 

- Lot Ekpé (near the toll/weighing station):   30 ha 

                     
18  More doc-position on a map 
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The consequences of this relocation saw the development/elevation of some twenty hectares, which have 

from then on benefited from the construction of concreted dividing strips  to be used as container storage 

and handling space. The PAC processing capacity for this type of goods has, moreover, strongly felt the 

effects of this, as the APR statistics show (to be exploited). 

 

The improvement of the clearing of good from the port 
 

Here too and quite obviously, the development of the Cotonou-Porto Novo trunk road brought about an 

appreciable amount of time saved for the goods traffic entering or exiting the port. Indeed, the port is only 

about 2.5 km  away from the road (via the urban road network to the port >> 3
rd

 bridge – built in 2003 – 

then continuation to the SOBEBRA intersection where the project-funded expressway begins) and quite 

soon, the lorries are on a sector which is a continuation of our trunk road. This greatly benefits the good 

transport chain towards (or coming from) Nigeria and, to a lesser extent, towards the Sahelian countries. 

 

A third element is worth mentioning for the impact of the trunk road on port activities:  the establishment 

on the trunk road of a major importer of the pot (CAJAF COMON) operating in refrigeration activities, 

amongst others. 

 

The effect of this major road which should be mentioned in this regard is the decision to establish a second 

port, in deep water at SEME, where a strip of one thousand hectares has already been anticipated and set 

aside. 

 

Better accessibility: urban development 

 

Poverty alleviation 
 

The project obviously did not directly target this objective but being a basic infrastructure project, it is 

supposed to contribute to it.  The project’s economic profitability is undoubtedly a relevant indicator 

providing information on its effects in increasing the wealth of the nation, with such an increase involving 

/ affecting different economic agents. Poverty alleviation is expressed by the share of such an increase 

which affects the poorest strata of the population; the project has contributed to this at different stages and 

in different ways:  

 

(i) Firstly at implementation level: the construction costs for the road works were CFAF 39 

billion, and the share of labour for this type of project may be estimated at 15%; 

 

(ii) Then during operations: the project requires maintenance work and current maintenance 

expenditure (excluded from Works Programme and Budget) since the commissioning of 

the road (of which just under half in manual mode) is estimated at CFAF 50 million;  

 

(iii) Moreover, the operating of the toll gate and the cleaning of the road annually uses labour, 

of which a fair proportion is unskilled and such expenditure may therefore be considered 

to contribute to poverty alleviation: for the operations of the toll/weighing station, the 

concessionaire used 115 employees for a total wage bill of around CFAF 245 million, of 

which a small proportion was distributed to unskilled employees (less than 10%); 

however, the outsourced road cleaning work and its outbuildings amount annually to 

CFAF 24 million, which corresponds to about fifty workers devoted to these tasks (called 

sand-clearing). 
 

Another component contributing to poverty alleviation is the indirect job created because of the road 

renovation. The proliferation of small trades, particularly small shops, along the side of the road, falls 

under this falls under this category. 
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4. CALCULATING THE ECONOMIC PROFITABILITY OF THE PROJECT 
 

This calculation was made at the evaluation and the PCR using the HDM model. With the unavailability of 

the HDM passages used (as was the case for the initial economic studies), it was not considered relevant to 

build new passages because, with the set of data required for the HDM model being complex, later 

comparisons with the PCR outcomes and those of the evaluation would have been risky. 

We therefore proceeded as follows: 

 

- Point of departure was the flow tables extracted from the model during the PCR passage 

(tables available); 

 

- Undertake corrections/adjustments to certain elements in order  to take into account new 

available data collected during the fieldwork when the PPER was drawn up. 

 

 

These adjustments consisted of the following: 

 

- Drawing up a new traffic profile: Given the availability, for this post-evaluation, of very 

precise (and reliable) information from the toll gate (for two-wheeled traffic) as well as 

counting from the Public Works Ministry road data bank (for all vehicles, including two-

wheeled, on the Cotonou – Sémé as well as Sémé – Porto Novo – Djregbé sections), the 

traffic and its structure were modified on the project’s schedule of repayments; 

 

- Adjusting the benefits in respect of VOC on the basis of the benefits in the PCR, adjusted 

for the new traffic (through regression between the traffic and VOC variables, strongly 

correlated); 

 

 

- The direct calculation of the user surpluses (time saved for the occupants of vehicles, 

including two-wheeled) based on the traffic, its structure and the differentiated occupancy  

rates per type of vehicle as well as the time saved as observed and collected during the 

user Focus Group meetings (cf. Annexe 7); 

 

 

- The adjustment (on the basis of the new traffic) of the benefits brought by the reduction of 

accidents, confirmed by the FG surveys. 

 

 

The calculations allowed the economic rate of profitability to be set at 21%. This rate, always a 

comfortable one for a heavy infrastructure project, is however lower compared with those calculated at 

evaluation and in the PCR (58% and 28% respectively).  This decrease can be explained by: 

 

- A traffic profile, although sharply increasing, which was lower at the two previous 

evaluations; 

 

- Taking into consideration, for the PCR, the exogenous benefits for the toll user fees, 

although they were in fact transfers between economic agents. 

 

It remains a fact, of course, that the considerable benefits which are difficult to quantify (exogenous 

benefits for HDM) which were not taken into consideration in the evaluation are likely to reinforce the 

profitability of the project. These benefits have been characterised in other sections of the report. 
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Table: Economic Profitability of the Project

(in CFAF 1000s)

Total flows  

(benefits-

costs)

Investment Funct Special
Gain/VOC 

Mot

Accidents

Time gains 

(CFAF 

1000s) Mot

Time 

gains 

(CFAF 

1000s) 2-

W

Gain/V

OC 2-

W

1998 4,152 -47 0 -127 -72 167 0 -4,231

1999 18,614 -47 -3 131 -278 182 0 -18,629

2000 8,944 -47 -6 292 -266 199 0 -8,772

2001 4,584 -215 -9 0 -267 217 0 -4,858

2002 482 -217 -12 5,958 526 2,108 239 309 8,429

2003 0 -219 -15 6,176 604 2,168 314 346 9,374

2004 930 -312 -15 6,266 688 2,240 428 388 8,753

2005 264 -318 -15 4,748 692 1,891 585 397 7,716

2006 0 -325 -15 6,241 899 2,333 800 507 10,440

2007 0 -331 -15 6,001 1,026 2,340 1,022 590 10,632

2008 0 -338 -15 5,852 1,196 2,335 1,343 702 11,075

2009 0 -345 -580 6,195 1,367 2,448 1,397 738 11,221

2010 0 -352 -591 6,685 1,576 2,630 1,453 781 12,183

2011 0 -359 -603 7,230 1,820 2,832 1,512 825 13,258

2012 0 -366 -615 7,804 2,103 3,050 1,573 870 14,419

2013 5,000 -373 -628 8,268 2,411 3,242 1,637 912 10,469

2014 0 -381 -640 8,751 2,763 3,447 1,703 956 16,599

2015 0 -388 -653 9,254 3,168 3,665 1,772 1,000 17,818

2016 0 -396 -666 9,779 3,631 3,897 1,843 1,046 19,135

2017 0 -404 -679 10,325 4,164 4,143 1,918 1,094 20,561

2018 0 -412 -693 10,895 4,775 4,405 1,995 1,143 22,108

2019 0 -420 -707 11,488 5,475 4,684 2,076 1,193 23,789

2020 0 -429 -721 12,107 6,264 4,980 2,160 1,245 25,606

2021 0 -437 -735 12,751 7,201 5,295 2,247 1,299 27,620

2022 -4,194 -759 -1,024 13,423 4,106 5,630 2,338 1,355 29,262

IRR 21%

Year

Costs Estimate of gains flows
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5. VIABILITY OF THE OPERATING COMPANY 
 

5.1  Introduction 
 

The financial evaluation of a project is led from the point of view of the property developer and requires 

the determination of net monetary flows (cash-flow) for the institution responsible for the project and an 

assessment of its capacity to implement a sustainable financial scheme, while safeguarding its financial 

viability and the sustainability of its activities. 

 

However, for public infrastructure projects, from the public management point of view, investments are 

determined according to the economic profitability, where the consequences of the investment for the 

whole population are assessed. 

 

Nevertheless, when a project  is likely to cause commercial revenue to be generated, as is the case with the 

Cotonou-Porto Novo toll road, the financial profitability for the manager or the infrastructure operator 

must be examined. Even if commercial income is generated, it is, however, generally far below the cost of 

the project, and in particular the investment amounts granted. 

In financial evaluation, several parameters must be taken into account: 

 

- Pricing: the pricing level, which is an important parameter, remains controlled and 

monitored by the State; 

 

- Sharing of user fees and revenue, or what is commonly called financial arrangement. The 

usual case for this type of heavy investment is that the State assumes responsibility for 

these investments, leaving the operator to take over the other operating responsibilities 

(on-going operational expenses such as personnel, consumables, WSES (works, supplies 

& external services), operational financing costs, paying off part of the non-heavy 

investments …). In such a case, the pricing level is designed to remunerate the operating 

costs conventionally 1defined as such. 

 

Therefore, according to the sharing arrangement decided and the pricing level laid down, the relationship is 

organised between the State, which in our case delegates its competence to the Road Fund, therefore the 

relationship is organised between the Road Fund and the private concessionaire. The salient terms of the 

contract thus makes provision for the following: 

 
- The contract firstly defines the perimeter as well as the facility/work contracted out. We 

recall that: (i) The entire perimeter contracted out is that of the toll/weighing station 

situated between MP 8.2 and 9.2 (i.e. 1 km), a section where the concessionaire’s 

obligations are total, with the exclusion of the maintenance of the road; (ii) this first 

section totally contracted out contains the necessary constructions and facilities for the 

toll/weighing station function (16 tollbooths/weighbridges fully equipped, administrative 

buildings etc.); (iii) the concessionaire assumes responsibility for the public lighting 

system (maintenance and electricity consumption) on the 14 kilometres of 2x2 lane 

expressway (between MP 4.250 and MP 18.300 – namely the Le Bélier - Sémé Podji 

section); (iv) the concessionaire assumes responsibility for sweeping the road and cycle 

paths over the 14 km-section mentioned earlier; 

 

- In return, the concessionaire is bound to: (i) pay the Road Fund CFAF 1 226 750 000 per 
annum (amount to be re-assessed annually to take traffic trends into account), one-twelfth 

of which is payable monthly; (ii) pay the neighbouring municipalities (Sémé) CFAF 30 
million annually (with 2% annual increase) and pay CFAF 40 million half-yearly to the 

Reserve Fund. 
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5.2. Evaluation of the financial situation in the context of the current configuration: 
 

In the framework of the current sharing in terms of the concession contract, it is possible to make the 

estimates appearing in the following table: 

 
Revenue from toll station

Traffic (Veh/yr) 6,394

Product of user fees 1,723

Charges 1,274

 of which :

    - Operating 446

    - upkeep

      . Ongoing 54

      . Periodic 774

Revenue - Charges (Road) 449

Rate of coverage of charges by revenue 135%

(In CFAF 1000s unless indicated 

otherwise)  
Based on a user fee level of CFAF 1.7 billion  

 

In fact, one realises that the current level of user fees enables the State (through the Road Fund) to clear 

CFAF 1,3 billion annually. However, taking all the costs incurred by the road (operating the station + road 

maintenance) means that the additional contribution by the project to the Road Fund (obviously required to 

fund the maintenance) would only be CFAF 0.45 billion/year. This net contribution is currently used by 

the RF to establish “cross-subsidisation” for the rest of the network, the Cotonou-Porto Novo road 

potential being by far superior to the other toll gates. 

 

It may be estimated that this net contribution is low and that this is all the more so since the amortisation of 

heavy investment granted (for the road and the toll gate) has not been take into account. 

 

Taking into account part of these investments, more precisely those corresponding to the toll gate, would 

be highly recommended. Indeed, it is a convincing financial profitability component which is increasingly 

used in the context of public-private financial arrangements. 

 

A brief estimate was made for the latter case by presuming that the State (through the Road Fund) would 

maintain the current (net) level of contribution to the toll gate. This simulation shows that the revenue level 

should be increased by 35%. Such an increase may be attained by combining the two effects: (i) increasing 

the tariff which has remained constant, in current terms, since the establishment of the toll; (ii) making the 

concession profitable by establishing commercial activities and by exploiting the advertising potential, an 

untapped pool of resources for this infrastructure.  
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VISITING THE PROJECT DEVELOPMENTS19 

 

1. INTRODUCTION 
 

Visits to the developments on the Cotonou – Porto Novo link were carried out on 3 December 2009, for 

the toll gate, and 7 and 8 December 2009 for the road developments. They enabled the persons undertaking 

the visits to: 

 

- Observe for themselves the quality of the road developments and their behaviour during 

the past period of operation;  

 

- Observe some of the usual maintenance operations carried out since the road was 

commissioned; 

 

- Observe the road developments in operation, especially during peak hours: lanes, 

intersections, cycle lanes, service roads, dividing strips and pavements, road signs, public 

lighting, drainage works such as gutters, culverts, ditches etc.) and to see the critical 

points as well as the shortcomings; 

 

- Note the extent and places where the small trades or informal trade take place along the 

road and structures (roundabout intersections); 

 

- Observe the medium and large economic activities set up along the trunk road and the 

accessibility of these activities from the road; 

 

- Observe the operation of the toll gate and weighbridge at off-peak and peak hours, and the 

extent to which the facilities stand up to the demand; 

 

- Measure the travelling time; 

 

- Pinpoint the traffic jam and estimate their length. 
 

2. BRIEF DESCRIPTION OF THE PROJECT 
 

The Cotonou – Porto Novo road, about 28 km long, comprises three more or less homogeneous sections: 

 

- From MP 0 to MP 4.250 (Lot A, funded by KFW): the profile across, with a total width of  

26.30 m, presents the following characteristics: 
 

o Lanes for light vehicle and heavy trucks 2 x (1 lane x 3.50 m and 1 lane x 3.30 m) 

o Cycle path    2 x 3.35 m 

o Pavement    1.60 m + 2.90 m 

o Central dividing strip with high borders 1.50 m 
 

- From MP 4.250 to MP 18.350, i.e. 14.1 km  (Lot B, co-financed by the ADB): the profile 

across, with a total width of 24.80 m, presents as a continuous section, the following 

characteristics: 
 

o Carriageway 2 x 2 lanes x 3.60 m 

o Emergency lane (EL): 2 x 2.00 m 

o Cycle path and shoulder:             2 x 2.20 m separated by security barriers  

o Central dividing strip with high side            4.00 m 
 

-  

                     
19 Visits to the project infrastructure carried out by the Consultant on 7 and 8 December 2009 
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- From MP 18.35 to MP 27.711, i.e. 9.361 km (EDF financing): Sémé – Porto Novo link, 

the profile across comprising mainly: 
 

o 2 lanes for 4-wheeled traffic  2 x 3.6 m 

o 2 shoulders   2 x 2.4 m 

o Some other localised outbuildings situated according to the area available. 
 

- The road is linked to the Cotonou and Sémé road network by means of several intersections 

designed as roundabouts.  There are 11 of them: 

 
 Lot A 

 

o SOBEBRA roundabout   MP 0-165 

o OPT intersection    MP 0+813 

o Marché Déga intersection   MP 2+336 

o Abattoir intersection   MP 3+096 

 

 Lot B 
 

o Le Bélier intersection   MP 4+183 

o CIMBENIN intersection   MP 5+550 

o Les Tropiques intersection   MP 7+120 

o Ekpé intersection     MP 9+935 

o Djeffa intersection    MP 11+830 

o Podji intersection    MP 15+000 
 

 Lot C 
o Sémé intersection    MP 18+350 

 

The internal radii are sufficient. They vary from 17.00 m to 28.00 m, with the exception of Sémé, which is 

50.00 m. 
 

In the second section, between Le Bélier and Sémé intersections, the roundabouts swerve to the South in 

relation to the direction of the road, probably to avoid the railway line.  This has given rise to curves in the 

route at the approach to the intersection, resulting in relatively sharp bends which obliges vehicles to slow 

down without sufficient advance. This has led to accidents leaving traces on the safety barriers which have 

not been repaired. 
 

3. STATE OF THE CARRIAGEWAY AND ITS OUTBUILDINGS – 

 MAINTENANCE 
 

Overall, the road is holding up well and shows very little damage. The occasional damage observed 

consists of a few visible potholes, especially at the approach to certain intersections, noticeable because of 

slight cracks. One also notes some rutted surfaces in certain crowns at intersections. Everyday maintenance 

interventions are visible on the road surface; they were carried out progressively since commissioning, as 

seen by the patching noted (cf. photos) in the section between the Le Bélier intersection and that of Sémé. 

Periodic maintenance is also visible involving a section of Lot A in 2009
20 

where one can see an almost 

new road surface in a very good state.  
 

The cleanliness of the road is remarkable, with the exception of certain spots where the women vendors or 

small shops are installed, especially near the intersections. This state of cleanliness may be explained by 

the periodic sweeping of the carriageway by the toll gate concessionaire in accordance with his contract, 

together with the end of the use of sea sand from the Sémé Podji coast. Nevertheless, further effort is 

required so as to maintain a similar state of cleanliness where the small shops have been set up along the 

side of the road. 

                     
20  Confirmed by the maintenance statistics kept by the DGTP and the Regional Directorate of PW. 
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Drainage work also requires immediate attention. Some lateral ditches have been taken over by vegetation 

and are also used as rubbish dumps. The collection structures of certain water outlets are blocked. 
 

The serious shortcoming remains the much damaged state of the safety barriers in several places. These 

barriers, which are built on an important sector (from the Le Bélier intersection at MP 4+250 until the 

Sémé intersection at MP 18+350, i.e. 14.100 km) are designed to separate the cycle lanes from the Eland 

thus from the four-wheeled traffic lanes so as to protect cyclists from possible loss of control by heavy 

vehicles.   It so happens that certain trucks drive into the barriers when their brakes fail and transform  

them, with their supporting poles, into dangerous obstacles for the cycle path users. Action to repair or 

replace the barriers and poles take long, probably because of the high cost of such operations.  

 

The maintenance of public lighting is also neglected. A visit at night allowed us to observe that most of the 

lamps are out of order, which makes it difficult for the intense traffic, which carries on for several hours 

after dark. At our request for clarification on the reasons for this fault, the concessionaire of the 

toll/weighing station, responsible for the management and maintenance of the road lighting, washed his 

hands of any responsibility and blamed the fault on the electricity supplier, the SBEE. A joint visit 

undertaken with the concessionaire allowed us to see the points where the cables and the power supply 

leads were cut, these points seemingly situated outside his area of intervention (i.e. area of the concession) 

which the concessionaire defines from the electrical equipment box containing the meter and circuit-

breakers. Now certain of the cuts were observed even before the transformer station!  
 

4. FUNCTIONING OF THE DEVELOPMENTS   
 

Lanes for four-wheeled traffic: Well sized to contain the current traffic and that foreseen eventually, the 

traffic on these lanes is generally fluid. The only bottleneck observed is situated at the level of the 

intersection of the abattoir, as it is known, in the area near to MP 3 (Lot A) going towards Cotonou and 

between 8 and 10 in the morning. This intersection, which has a traffic light, has relatively heavy traffic 

from adjacent lanes serving the eastern suburbs of Cotonou. The 2,00 m wide emergency lane (EL) 

designed in the second section (between the Le Bélier and Sémé intersections, 14.1 km long) is very useful 

as it allows broken-down vehicles to stop, thus reducing disturbances to the traffic. 
 

Cycle paths: Their width of 2.20 m is insufficient given the important flows of two-wheeled vehicles using 

the route, especially the motorcycle taxis or zémidjans.  Moreover, the safety barriers separating them from 

the EL21 on the one side/hand, and the lanes reserved for normal traffic (light and heavy vehicles) on the 

other side, are placed in such a way that the supporting poles are set on the side of the cycle paths, which 

constitutes a dangerous obstacle for cyclists. Indeed, one observes in several places, in the very area of 

these paths, barriers and poles which are deformed and damaged after accidents or friction with heavy 

vehicles out of control, which is dangerous for users of two-wheeled vehicles.  The latters are inclined or 

even obliged to abandon these paths and squeeze into, or rather invade (given their great number)
22

 the 

lanes meant for motorised traffic. Another shortcoming needs to be pointed in regards to these cycle lanes: 

their immediate proximity to the lateral drainage ditches and the lac, along a long stretch, of a device along 

the lines of a spur post to protect users in case of skidding. 
 

5. USER BEHAVIOUR 
 

Whether they are direct road users or indirect beneficiaries, rules are noticeably ignored and lack of 

organisation apparent.  In particular, the following: 
  

- The installation, along the side of the road, of displays of small shops, man and women 

selling fuel, fruit and other …  Of course this is a sign of economic dynamism but it does 

constitute a permanent risk of accidents. Indeed, these shops often encroach on the cycle 

paths even onto the EL and given rise to anarchical and untimely stops of the drivers of  

-  

                     
21 

 EL: Emergency lane 
22 

 Cf. traffic statistics annexed 
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- vehicles to do their shopping. Furthermore, the fuel leaks during supplies by numerous 

informal vendors harm the bituminous surface; 
 

- As observed above, the vast majority of motorcyclists abandon the cycle paths and use the 

other lanes which are not for their use, which sometimes renders the traffic disorderly, 

difficult, even dangerous; 
 

- Traffic priorities are not respected at the roundabouts and, in spite of the erection of “Give 

way” warning road signs, there were hardly any advance warning signs. 
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PHOTOGRAPHIC DOCUMENTATION 
 
 

 
 

SOBEBRA intersection, project starting point 

 

 

 

 
 

View of the Lot A carriageway between SOBEBRA and 

LE BELIER intersections (4.183 km) in one traffic 

direction: 1 lane of 3.50 m + 1 lane of 3.30 m + 1 lane of 

3.35 m (lane)  

 

 
 

LE BELIER intersection, start of Lot B (12.7 km) 

 

 
 

LE BELIER. Start of the separation for the cycle path 

 
View of Lot B carriageway: the central dividing strip is 

 
View of Lot A carriageway: the central dividing strip is 



 

4.00 m wide 

 

1.50 m wide 

 

 
 

View of Lot B construction: 2x2 lanes of 3.60 m + 2 

emergency lanes of 2.00 m + 2 cycle paths of 2.20 m 

separated by safety barriers. 

Note the number of cycles not using the cycle lane. 

 

 
 

Cycle path on right side: no spur-post on the drainage 

ditch side. 

 

Emergency lane: allows vehicles to stop occasionally. 

 

 
 

Lot B.  Damaged safety barrier 

 

 

 
 

Damaged safety barrier posing a danger to cycles using 

the cycle path 

 
Road signs at the approach to a pedestrian crossing 

 
Road sign at the approach to a roundabout 

  



 

 
 

Coconut husks thrown by women vendors into the lateral 

drainage ditch. Quite advanced vegetation is also visible. 

 

 
 

A water outlet blocked by material from the road swept 

there by the operator 

 

 

 
 

Shop set up next to the cycle path, near an intersection.  

 

 

 

 
 

To avoid the railway line, Lot B intersections are out of 

alignment in relation to the direction of the road. At the 

approach to the intersection, a bend was necessary. The 

lack of advance warning causes accidents, as illustrated 

by the damaged safety barriers at the bend. 

 

 
 

Patching near an intersection showing that maintenance 

has taken place  

 

 
 

The road is often damaged at the roundabout crowns.  

Note the partial road repair carried out. 

  



 

 
 

 
 

A traffic jam in the direction of Cotonou at about 9 a.m. at the Abattoir intersection or MP3. This is a daily occurrence 

between 8 and 10 a.m. The queue is often half a kilometre long and sometimes exceeds a kilometre. This is the only 

point where traffic jam has been reported. 

 

 
 

View of the road at night. Not that the lights are not 

working. The operator of the toll/weighing station, who 

also manages the lighting, puts the blame on the SBEE, 

since power does not reach the electrical equipment box 

of the lighting network. 

 

 
 

An example here of how the cables do not reach the 

transformer. They have been cut in an act of vandalism. 

 

 

 
 

Medium- and large-scale centres of economic activity are 

opening up along the road in Sémé municipality,  

 

 
 

but the parallel road or service road has remained 

practically undeveloped, whereas it could decongest the 

main road for travel within the municipality. 

 



 

 

 
 

General view of the Ekpé toll/weigh station  

 

 

 

 
 

View from the control point 

 

 
 

Entry of a light vehicle into the toll station. A gauge is 

installed at the entrance to limit the size or load of so-

called light vehicles.  

 

 
 

Truck being weighed at a station reserved for heavy 

vehicles 

 

 
 

Sémé intersection: Many small traders have set up shop 

along the road in the EL (emergency lane) 

 

 

 
 

A section of the Sémé-Porto Novo intersection: the 

profile across generally comprises a carriageway of 2 

lanes x 3.6 m and two shoulders of 2.4 m each, which 

serve as lanes for two-wheeled vehicles. 
 

   



 

 
 

On certain sections, the shoulder on the eastern side has 

been removed and a separate cycle path added. Note  that 

sand has filled the water furrows. This section does not 

form part of the area of jurisdiction of the toll station 

operator. 

 
 

Traffic slows down when crossing agglomerations. 

Several speed breakers have been installed. 
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