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1. Customer Data  

COUNTRY : Cape Verde  

PROJECT TITLE : Praia Airport Expansion and Modernisation Project (PEMAP)  

PROJECT AREA: Santiago Island 

BORROWER : Republic of Cape Verde 

EXECUTING AGENCIES :  Ministry of Infrastructure and Marine Economy (MIEM) / General 

Directorate of Infrastructure (DGI); B.P. 115, PRAIA, (Cape Verde), Fax 

(238) 261 56 98; Telephone: (238) 260 83 37/261 26 46.  

2. Financing Plan  

Source 

Net amount (in EUR 

million) Instrument 

ADB LOAN  28.70 (Project) loan 

GOVERNMENT  
4.094 

Investment budget (National 

counterpart) 

TOTAL COST 32.794  

 

3. Key Financial Information on the ADB Loan 

Loan currency EUR 

Type of interest Floating 

Interest rate margin 60 pb+ the Bank’s contribution margin 

Service commission  Not applicable 

Commitment fee  Not applicable 

Loan payment Half-yearly 

Maturity 20 years 

Grace period  60 months 

EIRR 

 (baseline scenario) 

FNPV    

15%;  

CVE 1582 million 

FIRR (baseline scenario) 

FNPV  

4%   

CVE 1299 million 
 

4. Duration – Main phases (projected)  

Activities (month, year) 

Approval of the concept note January 2013 

Project approval May 2013 

Signature of Agreement (not later than) August 2013 

Project completion  December 2016 

Last disbursement of ADB loan December 2016 
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EXECUTIVE SUMMARY 

Project Overview  
 

1. The project to expand and modernise the Praia Airport, whose initial construction was co-

financed by ADB, has been designed based on a feasibility study completed in February 2013 and 

funded by the Bank and the Government. This project will address the air transport demand, 

especially those needs relating to economic activity and tourism. To address the projected  traffic 

increase and ensure efficient management of passenger flows at peak periods, the following 

improvements are envisaged under the proposed project: (i) expansion of the passenger terminal; (ii) 

expansion of the aircraft parking area and various networks; and (iii) renovation of the freight 

terminal. The project will be executed from May 2013 to December 2016, at an estimated total cost of 

EUR 32.794 million, net of taxes and customs duties (NTCD) 
 

2. The project area covers the entire Santiago Island, which has an estimated 271,000 inhabitants, 

representing 56% of Cape Verde's population. This project is expected to contribute to the 

development of Cape Verde’s air transport infrastructure.  It will also generate additional economic 

activity and boost tourism to create jobs and fuel GDP increase.  
 

Needs assessment 

 

3. Cape Verde’s transport sector has developed rapidly as a direct consequence of the country’s 

economic growth over the last ten years. The volume of traffic has spiralled, especially for air 

transport which is a crucial sub-sector, given the country’s geographical fragmentation and the key 

role that air travel plays in tourism, a sector that has surged at an annual average growth rate of 10% 

over the last ten years. Passenger traffic at Praia Airport has grown steadily over the last twelve years, 

from 223,000 passengers in 1999 to 531,000 in 2011, representing an average annual growth rate of 

7.5%, which is 1.2 points higher than the average traffic recorded in all the country’s airports. The 

project has been designed upon finalisation of detailed studies in February 2013.  These studies 

highlight the operational constraints resulting from the limited capacity of current facilities and their 

repercussions in terms of protracted processing of passenger and freight traffic, and deterioration of 

the quality of services provided at the airport, and conclude that there is need for the investments 

envisaged. 

 

Value-added for the Bank 

 

4. The Bank has considerable air transport sector experience, garnered from projects executed in 

various regional member countries, including Cape Verde, where it financed the construction of the 

Praia Airport completed in 2006. Hence, the financing of the current project is merely a continuation 

of Bank intervention in Cape Verde. This operation will thus build on the Bank’s previous 

achievements and reinforce its experience and comparative advantage in the air transport sub-sector.  

 

Knowledge Management 
 

5. Through the previous operation, the General Directorate for Infrastructure has acquired greater 

knowledge of the Bank’s procurement procedures for works, goods and services. The knowledge 

gained will be consolidated under this project with the assistance of SNFO, through specific sessions 

that the Bank will organize for the executing agency. The project’s monitoring/evaluation mechanism 

will also help to consolidate the knowledge that will be used in designing future projects. Such 

knowledge will be disseminated through the Bank’s website, meetings and other forums for sharing 

information with the sector’s various stakeholders. 
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RESULTS-BASED LOGICAL FRAMEWORK 

COUNTRY AND PROJECT NAME:   Cape Verde Praia Airport Expansion and Modernisation Project 
PROJECT OBJECTIVE: Develop Cape Verde’s air transport infrastructure 

                  RESULTS CHAIN 
PERFORMANCE INDICATORS MEANS OF 

VERIFICATION 
RISKS/ MITIGATIVE MEASURES 

Indicator (including ISCs) Baseline Situation Target  

IM
P

A
C

T
 

  

Cape Verde’s air transport developed and 

tourism’s contribution to GDP increased 

1. Growth rate of international, intra-

regional and domestic air traffic 

 

2. Share of tourism in GDP 

 

1. The country’s total air traffic is 

1.85 million passengers in 2011; 

 

2. Tourism’s share of the GDP is 

26% in 2011 

 

1.  The country’s total air traffic is 

6.4 million passengers in 2030; 

 

2. Tourism’s share of the GDP is 30 

% in 2030 

 

Source: Ministry of 

Transport and the 

Maritime Economy   

(MIEM),  ASA, 

Ministry of Trade  
Methods: National 

economic and transport 

statistics prepared 

Risks  
Decline in tourism development due to the international 

financial situation and economic conditions in tourist-

generating countries. 

 

Mitigative  Measures  
Continuation of investment efforts and structural reforms in 

the tourism sector in order to boost the country’s 

competitiveness/attractiveness. 

E
F

E
C

T
S
 

Airport’s intake capacity increased and its 

functionality improved  
 

Creation of sustainable jobs guaranteed for the 

youth 

1. Volume of annual passenger traffic; 

2. Growth rate of annual aircraft 

movements; 

3. Annual freight volume; 

4. Number of flights processed 

simultaneously at the air terminal; 

5. Level of service at the Praia Airport;  

6. Job creation rate. 
 

1. Annual passenger traffic is 

531,000 in 2011;  
2. 13,095 aircraft movements in 

2011; 

3. 1729 tonnes of air freight in 2011; 

4. One flight processed at a time in 

2011; 

5. 400 passengers processed per 

hour in 2011; 

6. 500 direct and 1,250 indirect jobs 

in 2011. 

 

1. 1 million passengers in 2020; 

 

2.   17,194 movements in 2020; 

 

3. 2,822 tonnes of freight traffic in 

2020; 

4. 4 flights processed simultaneously 

in 2020; 

 

5. 700 passengers processed per hour 

by 2020; 
 

6. Creation of 1000 direct and 2500 

indirect jobs, including 30% for 

women, by 2020. 

Source: MIEM; ASA 
Methods: National 

statistics, socio-

economic surveys 

conducted 
 

Risks  
 

 

(i) No maintenance of infrastructure 

 

Mitigative  Measures  
 

 

(i) Sound operational performance of the ASA that will make 

it possible to generate the revenue needed to pursue a 

rigorous infrastructure maintenance policy.  

O
U

T
C

O
M

E
S
 

 

1. Passenger terminal expanded and equipped;  

2. Freight terminal renovated and equipped; 

3. Aircraft parking area expanded and various 

tracks and networks constructed;  

5. Monitoring/evaluation of project impact 

conducted; 

6. Community-awareness conducted on 

environmental protection and STDs, including 

HIV/AIDS;  

7. Financial audits conducted. 

1. Surface area of the air terminal; 

2. Number of aircraft parking bays; 

3. Number of temporary jobs created; 

4. Number of persons sensitized; 

5. Space reserved for handicraft shops; 

6. Number of audit reports and 

monitoring/evaluation reports. 

 

 

 

 

1. Air terminal surface area in 2012 

is 6960 m2; 

 

2. 6 aircraft parking bays in 2012;  
3.  No temporary jobs in 2012; 

4. No persons sensitized in 2012; 

5. No space reserved for handicraft 

shops in 2012; 

6. No audit reports and 

monitoring/evaluation reports in 

2012. 

1.  Air terminal surface area 

increases to 10,700 in 2015; 

2. 9 aircraft parking bays in 2015; 

3. 160 temporary jobs/month 

created, including 10% for 

women; 

4. Approximately 2000 persons 

sensitized;  
5. 1 space reserved for handicraft 

shops in 2015; 

6. (i) 4 project account audit 

reports produced; and (ii) 3 

project impact 

monitoring/evaluation reports 

produced. 

   

Source: MIEM, ASA 
Methods: Reports of 

central and 

decentralised services 
 

Risks 

(i) Delays in the mobilisation of counterpart funds; 

(ii) Procurement bottlenecks/delays;  
(iii) Delays resulting from poor coordination of works 

execution and procurement of various equipment items 

to be installed. 

Mitigative  Measures 

(i) Proof of inclusion in the State budget of the annual 

amount for national counterpart funds made  as a loan 

condition 

(ii) Consolidation of the Executing Agency with a 

procurements expert 

(iii) Appointment of a qualified project coordinator; 

preparation of a detailed procurement plan to be 

updated annually during the project execution period; 

enhanced supervision and mid-term review to guide 

project execution. 

K
E

Y
 

A
C

T
IV

IT
IE

S
 

COMPONENTS RESOURCES 
1. Expansion of the air terminal and equipment  

2. Rehabilitation of the freight terminal and equipment  

3. Expansion of aircraft parking bays, and various tracks and networks  

4. Support to project management and monitoring     

Component 1: EUR 21.667 million 
Component 2: EUR 1.697 million 
Component 3: EUR 8.956 million 
Component 4: EUR 0.474 million 
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Project Implementation Schedule 

 

 



 

 

MANAGEMENT REPORT AND RECOMMENDATION TO THE BOARD OF DIRECTORS 

CONCERNING THE AWARD OF A LOAN TO THE REPUBLIC OF CAPE VERDE TO 

FINANCE THE PRAIA AIRPORT EXPANSION AND MODERNISATION PROJECT 

 

Management is submitting this report and its recommendations on the award of a loan proposal of 

EUR 28.7 million to the Republic of Cape Verde, to contribute to the financing of the Praia Airport 

Expansion and Modernisation Project (PEMAP). 
 

I. STRATEGIC THRUSTS AND RATIONALE 
 

1.1 Context 
 

1.1.1 With a high GDP growth rate, moderate inflation, good governance, a GDP per capita that is 

three times higher than the average for sub-Saharan African countries and the third highest human 

development index after the Seychelles and Mauritius, Cape Verde stands as a model in Africa.  In 

2007, Cape Verde left the group of least developed countries and is currently one of the few African 

countries likely to achieve the Millennium Development Goals (MDGs). These good results 

notwithstanding, the country experiences persistent poverty, affecting almost a quarter of its 

population, a fact which underscores the importance of consolidating efforts to achieve development 

and poverty reduction goals. Cape Verde also faces several fundamental obstacles to its development 

and especially infrastructural problems (particularly in civil aviation, since this is an island country) 

which increasingly undermine long-term economic growth, as well as a relatively high unemployment 

rate, especially among the youth. The country’s economic context is detailed in Annex A1.  
 

1.2 Project Linkages with Cape Verde’s Strategy and Objectives 
 

1.2.1 The Bank’s strategy in Cape Verde covers the 2009-2013 period1 and focuses on two pillars, 

namely: (i) consolidate economic and financial governance gains; and (ii) contribute to infrastructure 

development. The CSP seeks to support the implementation of the Economic Transformation Strategy 

(STE) and the Growth and Poverty Reduction Strategy Paper for 2012-2016 (GPRSP III). The main 

option presented in this paper is that of consolidating the development pillars set out in GPRSP II and 

integrating them as growth clusters expected to drive Cape Verde's economic transformation. These 

clusters include the “air transport cluster” aimed at transforming Cape Verde into an air traffic hub for 

passenger and freight transport and at improving and promoting related services such as airport 

handling, catering and aircraft maintenance. Infrastructure development and modernization also 

feature prominently in the Government programme for the 8
th

 Legislature (2012-2016). 

 

1.2.2 The financing of the project, provided for in the CSP, is based on Pillar 1 and seeks to 

contribute to infrastructure development and modernization. This financing is also provided for under 

the priority investment component of Cape Verde’s 2008-2020 Strategic Transport Plan. The 

Government's objective in this regard is to boost transport infrastructure development and endow the 

country with a transport system that meets international standards of efficiency and quality in order to: 

(i) reduce the constraints and high cost of insularity; (ii) boost competitiveness; and (iii) position Cape 

Verde as an international transport hub. The Government’s vision in the transport sector is to 

guarantee the country internal and external accessibility, so as to promote the development of an 

economy geared towards providing international services such as tourism, while ensuring social and 

territorial cohesion within a sustainable development framework. The transport mobility system 

expected to be in place by 2020 seeks to promote: (i) national cohesion and the integration of Cape 

                                                           
1  The validity period of CSP 2009 -2012 was extended to end-2013. 
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Verde into the international economy; (ii) equal access to all basic social services such as health and 

education, and to wellbeing; and (iii) environmentally-friendly activities and sustainable development.  

 

1.2.3 It should further be noted that Cape Verde implemented the Yamoussoukro Decision 

(liberalization of air transport, creation of an autonomous entity to manage civil aviation) and is one of 

the few Sub-Saharan African countries whose airport is classified under Category 1 by the US Federal 

Aviation Authority (FAA). Category 1 is reserved for countries whose air transport infrastructure 

quality and the technical expertise of their national staff meet ICAO standards and which comply with 

the IASA Programme of the US Federal Aviation Authority (FAA). Cape Verde has a Civil Aviation 

Authority (AAC) which ensures that ICAO recommendations are applied. The mission of the AAC is 

also to promote aviation safety and build the capacity of aviation institutions and it has established 

training centers in support of that mission.  
 

1.3 Rationale for Bank Involvement 

 

1.3.1 In Cape Verde, flying is the most common means of travel for national, regional and 

international trips. Besides, air and maritime transport are crucial sectors for the transformation of 

Cape Verde into a unified and functional country. Over the last 10 years, the Government has made 

major investments in these 2 sub-sectors estimated at approximately USD 400 million. Hence, the 

country has no less than seven airports: four international airports (Sal, Praia, Boa Vista and São 

Vicente) and three national airports (Fogo, São Nicolau and Maio). Praia Airport is the second largest 

airport in the country. Since it was modernised in 2005, it handles international flights to and from 

Africa, Europe, North America and Latin America as well as connections to other islands of the 

archipelago. Praia Airport is crucial in providing internal and external access to the country. The 

passenger, aircraft movement and freight trends attest to the airport’s significance to 

international/regional air traffic flows and to the country’s economy. 

 

1.3.2 The Bank’s interest in supporting such a project stems first of all from the project’s alignment 

on various existing strategic frameworks (LTS, CSP, etc.). Above all, it is justified by the fact that the 

project will address air transport needs, especially those affecting economic activity and tourism. 

Indeed, the air transport sector has benefitted significantly from the country’s substantial economic 

growth, especially in the key sector of tourism which generates 26% of GDP. Praia’s air traffic has 

increased rapidly over the last 12 years. Passenger traffic rose from 223,000 in 1999 to 531,000 in 

2011 (28% of the country’s total traffic), representing an average annual growth rate of 7.5%, which is 

1.2 points higher than the total traffic  in all the country’s airports. The quality of services at Praia 

airport, in terms of flight safety/security and the commercial operation of the infrastructure, is affected 

by increased traffic and rising passenger expectations. Hence the urgent need to expand aircraft 

movement areas, passenger and freight terminals and enhance the safety equipment.  
 

1.3.3 The modernization and improvement of Praia Airport capacity in accordance with the Praia 

Airport development master plan, is a priority for the air transport sub-sector. The project is expected 

to efficiently address increased air traffic, promote tourism, boost economic potential and facilitate 

domestic connections by promoting flights between the capital and the other islands of the archipelago. 

The financing of this project is a continuation of the Bank’s intervention in Cape Verde since the ADB 

financed the construction of Praia Airport inaugurated in 2006. Hence, through this project, the Bank 

is building on its previous gains in comparative advantage in the area of infrastructure. Owing to its 

experience in formulating and implementing similar projects on the continent, the Bank has substantial 

capacity to support Cape Verde in the execution of this project. 
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1.4 Donor Coordination 
 

Sector Share 
 as % of GDP as % of exports as % of labour 
Years 2010 2010 2010 

Cape Verde’s transport and communication sector 16,2 NA NA 

Participants – Annual Public Spending of Cape Verde’s Transport Sector  
 (averages in CVE ) 

        

                                     Donors 

ADB WB MCC Portugal Others 
Years  Total Gov’t      

 

2003-2007 

 

in CVE 17592 772970 548828489 837482942 1 043820 418 1391148575 5468763640 8302728907 

as % 100% 3% 5% 6% 8% 31% 47% 

2008-2011 
in CVE 46889399518 4378369915 65938470 0 0 29653640638 12791450495 

as % 100% 9.3% 0.1% 0 0 63.2% 27.3% 

Aid coordination level in Cape Verde 
Existence of thematic working groups 

Existence of a global sector program 

ADB’s role in the coordination of assistance 

Yes 
No 
Member 

 

1.4.1 In Cape Verde, there is a mechanism for coordinating the operations of technical and financial 

partners, namely the Budget Support Group (Grupo de Apoio Orçamental - GAO) made up of the 

Bank, the World Bank, the European Union, Portugal, Spain and Luxemburg and which coordinates 

both general budget support and sector-based operations, including those in the areas of infrastructure 

and transport. The strengthening of the Bank’s office in Dakar (SNFO) facilitated the Bank’s regular 

participation in the supervision of GAO and stepped up contacts with the authorities and partners.  
 

1.4.2 Apart from the Bank, the main donors present in Cape Verde are bilateral cooperation 

agencies (Portugal, Luxemburg, Spain, France, Japan and China), the European Union, the Millennium 

Challenge Account (MCA) and development aid finance institutions such as the World Bank, ABEDA 

and the European Investment Bank (EIB). Nearly all of these donors are involved in financing 

investments (roads, drinking water supply and sanitation, agricultural infrastructure, etc.) and 

providing technical assistance/institutional capacity-building to the Cape Verdean government. In 

2012, the Millennium Challenge Corporation approved new financing of USD 66 million to support 

the water, sanitation and territorial development sector. The World Bank’s active portfolio disbursed 

the sum of USD 65.5 million for all its projects in 2012. The European Union’s multiyear indicative 

plan for Cape Verde under the 10th EDF provides for a "programme budget" of EUR 54 million. This 

budget is earmarked for macroeconomic support, sector policies and projects. Various bilateral 

cooperation agencies have indicative multi-year programmes with inter-sector operations amounting to 

EUR 56 million in the case of Portugal (for 2012-2015) and EUR 60 million in the case of Luxemburg 

(for 2011-2015). 

 

II. PROJECT DESCRIPTION 
 

2.1 Project Components 
 

2.1.1 The sector objective of the project is to develop Cape Verde’s air transport infrastructure and 

increase the share of tourism in GDP. Specifically, the project seeks to expand and improve the intake 

capacity of the air terminal and the aircraft parking area, to reach a target of 1 million passengers per 

year by 2020 and 2.2 million by 2035. 
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2.1.2 To address the projected traffic increase and improve the management of passenger flows 

during peak periods, the following components, summarized in Table 2.1 below, have been scheduled 

under the current project: 
Table 2.1 

Summary of Project Components 

Components 

Estimated costs 

(NTCD) (in EUR 

million) 

Component Description 

Expansion of the 

passenger terminal    
21.667 

A.1. Expansion Works on the Passenger Terminal + Facilities  

A.2. : (i) Works control and supervision; (ii) Community awareness-

raising in the project area on environmental protection and the control of 

sexually transmitted infections (STIs), including HIV/AIDS, as well as 

social assistance 

Renovation of the 

freight terminal 
1.697 

B.1. Rehabilitation work on the Freight Terminal + Facilities  

B.2. Works control and supervision  

Expansion of the 

aircraft parking area 

various networks 

8.956 

C.1. Expansion works on aircraft parking areas 

C.2. Various networks 

C.3. Works control and supervision 

Project management 

and monitoring 
0.474 

D.1. Support to the Project Management Unit 

D.2. Project Audit 

D.3. Monitoring/evaluation of project impact 

 

2.2 Technical Solutions Adopted and the Alternatives Explored 
 

2.2.1 The variant adopted excludes operations on any other buildings or administrative premises. 

Judicious rehabilitation of the existing building will help to reduce the surface area to be expanded, 

thus cutting costs to a minimum. The expansion will decongest the current space by moving certain 

functions to a new block to be constructed. The new block will include a public lobby and a check-in 

area for both domestic and international flights. To avoid difficult works on very hard soil, the new 

check-in area will be situated at the location of the current parking area, more than 4.5 m above the 

current air terminal. General circulation within the entire air terminal will be improved by making a 

clear distinction between the “arrivals” and “departures” sections and separating “domestic departures” 

from “international departures”. 
 

2.2.2 The alternative technical solutions considered and the reasons for their rejection are summed 

up in Table 2.2 below. 
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Table 2.2 

Technical Solutions Considered and Rejected 

 

2.3 Type of Project 

 

The Praia Airport Expansion and Modernisation Project (PEMAP) is an investment project that entails 

infrastructure construction and the procurement of airport equipment. The financing instrument 

proposed is a “project loan” on ADB resources to be awarded to the Government because there is 

currently no sector budget support mechanism in Cape Verde for transport infrastructure projects. 

 

2.4 Project Cost and Financing Mechanisms   

 

Cost Estimate 

 

2.4.1 The project cost, net of taxes and customs duties (NTCD), is estimated at EUR 32.794 

million, comprising approximately EUR 25.713 million in foreign exchange and EUR 7.081 million in 

local currency.  The unit cost of works was determined taking into account: (i) the results of the Final 

design studies completed in 2013; (ii) the unit costs from the bids received in 2011 for similar works 

executed in the country; (iii) the programming of works procurement scheduled for 2013/2014; and 

(iii) the execution of works planned for the 2014-2016 period. The provision for physical 

contingencies is maintained at 10% of the baseline cost. The provision for financial contingencies is 

5% of the baseline cost and of physical contingencies. The cost estimate for Phase 1 of the project is 

detailed in Annex B1. These costs are summed up in Table 2.3 below.  
 

Alternative 

solution 
Brief Description Reason for Rejection 

Solution No. 1: 

Expansion of the existing 

passenger terminal to 

provide a second level and 

thus double the current 

surface area. 

On account of flaws noticed during diagnosis of the existing 

structure (widespread humidity, infiltration problems, and 

excessive deflection of the slabs) and the absence of as-built 

drawings of previous works, the current terminal does not 

guarantee conditions of stability for vertical expansion. 

Solution No. 2: 

Northward extension of 

the current passenger 

terminal. 

This solution was discarded because it would involve the 

demolition and relocation of the TACV aircraft repair and 

maintenance hangar, which would be very costly. 

Solution No. 3: 

Southward extension of 

the current passenger 

terminal. 

Solution discarded because it would require the demolition of the 

new VIP terminal. Relocating this highly-finished building would 

be very costly. 

Solution No. 4: 

Extension of the passenger 

terminal towards the area 

currently occupied by the 

ASA technical block, the 

control tower and TACV 

offices. 

This solution was discarded because of the replacement cost of 

this infrastructure, especially the control tower, as well as the 

operational difficulties that could be generated as a result. 
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Table 2.3 

Summary of Cost Estimates by Project Component 

Components 
In CVE million In EUR million 

F.E L.C. Total F.E L.C. Total 

A. Expansion of the passenger 

terminal  
1 637.168 431.345 2 068.513 14.848 3.912 18.759 

B. Rehabilitation of the freight 

terminal  
129.634 32.409 162.043 1.176 0.294 1.47 

C. Expansion of the aircraft 

parking area and various networks 
683.988 170.997 854.985 6.203 1.551 7.754 

D. Project management and 

monitoring 
3.970 41.239 45.209 0.036 0.374 0.41 

Baseline Cost 2 454.760 675.990 3 130.750 22.262 6.131 28.393 

Physical Contingencies 245.476 67.599 313.075 2.226 0.613 2.839 

Financial contingencies 135.012 37.179 172.191 1.224 0.337 1.562 

Total 2 835.248 780.768 3 616.016 25.713 7.081 32.794 

 

2.4.2 Project cost by expenditure category is detailed in Annex B1.  It is summed up in Table 2.4 

below. 
Table 2.4 

Summary of Project Costs by Expenditure Category 

Expenditure Categories 
In CVE million In EUR million 

F.E L.C. Total F.E L.C. Total 

A. Works + Equipment 2 334.086 583.522 2 917.608 21.168 5.292 26.46 

B. Goods 0.000 4.025 4.025 0.000 0.037 0.037 

C. Consultancy services 120.674 74.274 194.948 1.094 0.674 1.768 

D. Miscellaneous 0.000 14.169 14.169 0.000 0.129 0.129 

Baseline Cost 2 454.760 675.990 3 130.750 22.262 6.131 28.393 

Physical Contingencies 245.476 67.599 313.075 2.226 0.613 2.839 

Financial contingencies 135.012 37.179 172.191 1.224 0.337 1.562 

Total 2 835.248 780.768 3 616.016 25.713 7.081 32.794 

 

Financing Arrangements  

 

2.4.3 The project is financed with ADF and Government resources. The ADB loan of EUR 28.7 

million represents 87.52% of the net project cost (NTCD). This loan is earmarked for the partial 

financing of: (i) the cost of project works and equipment; (ii) the cost of works control and supervision 

services, community awareness-raising, monitoring/evaluation of project impact and all project 

account audit costs. Financing sources by expenditure category and the expenditure schedule for 

various components are detailed in Annex B2. 
 

2.4.4 The Government’s contribution, which is 12.48% of the net project cost (NTCD), will be used 

to defray all the operating expenses of the Project Implementation Unit (PIU) and part of the cost of 

works and services, excluding the project accounts audit which is fully financed by the Bank. Pursuant 
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to the Policy on Expenditure Eligible to Bank Group Financing, the Bank Operations Committee 

validated the amount of counterpart funds for the current project based on the explanatory note found 

in Annex A3. Proof of inclusion of the annual national counterpart fund amount in the State budget is 

one of the loan conditions (Condition Ci).  Project financing sources are presented in Table 2.5 below. 
 

Table 2.5 

Financing Sources of Project Components (amounts in EUR million) 

Financing source Amount % 

ADB 28.7 87.52% 

Government 4.094 12.48% 

Overall total 32.794 100% 

 

Expenditure Schedule 

 

2.4.5 The expenditure schedule: (i) by financing source is presented in Table 2.6 (below); and (ii) 

that by project component is presented in Annex B2. 
 

Table 2.6 

Expenditure Schedule by Financing Source (EUR million) 

Financing Sources 2014 2015 2016 TOTAL 

ADB 14.35 11.48 2.87 28.7 

Government 2.047 1.638 0.409 4.094 

Total 16.397 13.118 3.279 32.794 

% 50% 40% 10% 100% 

 

2.5 Project Area and Beneficiaries  
 

2.5.1 The project impact area (PAI) is determined based on the project components as well as the 

constraints, challenges and environmental and social sensitivities of the project area.  The PAI can be 

broken down into two areas, namely: (i) an area of direct impact, which is the area having a direct 

influence on the physical and biological environment and that covers the villages of Sao Tomé and 

Achada Grande and the city of Praia with 131,000 habitants, representing  48% of the population on 

Santiago Island and 28% of the country’s total population; (ii) an area of indirect impact which covers 

the entire Santiago Island and includes the various borrow pits and quarries as well as all areas of 

ecological or economic interest that could be indirectly affected by the project. Santiago is the biggest 

island of the archipelago (1,000 km
2
 or one-quarter of the country’s total surface area) and also the 

most populated, with 271,000 inhabitants or 56% of the total population. Hence, it plays an important 

role as the main economic and administrative centre of the country. Furthermore, the socio-economic 

benefits from the international airport expansion project will extend to the entire national territory of 

Cape Verde, specifically the increase in air passengers is likely to generate more economic activity 

(development of tourism, creation and consolidation of economic activities which generate jobs and 

raise the GDP). 
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2.6 Participatory Approach in Project Identification, Design and Implementation 
 

2.6.1 A participatory approach was adopted at all stages of the project. The various stakeholders 

were consulted during the conduct of detailed technical studies and during the project preparation 

mission. Participatory meetings were organised during all project preparation phases with project area 

communities. Right from phase 1 and during the preparation and appraisal missions, these public 

information and consultation plenary sessions brought together the administrative and political 

authorities, the heads of decentralized services and the local branches of international NGOs, 

traditional authorities, opinion leaders, the business community and the disadvantaged segments of the 

population. These meetings provided a clearer idea of the level of poverty among the project's 

beneficiary communities, highlighted their expectations and made it possible to agree on the measures 

and actions needed to address the most urgent social problems of the local communities.  Following 

these consultations, it was agreed that the following actions be implemented under the project for the 

benefit of local communities: (i) awareness-raising on STDs, including HIV-AIDS, through 

information, education and communication campaigns; and (ii) recruitment of local labour, in priority, 

for manual work. The participatory approach will also be adopted throughout the execution phase, 

especially during works site coordination meetings and in establishing the baseline situation for impact 

monitoring in order to ensure ownership of the project by beneficiaries. 
 

Consideration of Bank Group Experience and Lessons Learnt from Project Design 
 

2.7.1 The Bank’s intervention in Cape Verde dates back to 1977. In all, it has executed 43 

operations for a cumulative total approved amount of UA 202.69 million, with 6 operations in the 

transport sector (including the project to construct the Praia Airport, whose expansion is the focus of 

the project being proposed). Currently, the Bank’s active portfolio in Cape Verde comprises 3 

operations: two infrastructure sector projects (energy) and one water and sanitation sector study, for 

net commitments totalling approximately UA 14.45 million. The infrastructure sector (energy) 

continues to dominate the portfolio (two operations, 37.3% of commitments), followed by the multi-

sector with one operation. Hence, the distribution of operations has been more closely aligned on the 

two priority thrusts of the CSP. The portfolio review of June 2012 deemed the overall performance of 

the Bank’s active operations to be satisfactory, with a general average of 2.6 out of 3 for 2012. This 

average represents a substantial improvement over the 2009 score of 2.2. Future dialogue and efforts 

will focus on maintaining the current good performance of the portfolio, including during the 

ascendant phase expected in the coming  years, on account of the relatively large volume of new ADB 

financing. The main lessons learnt from implementation of the Bank’s current strategy are summarized 

in Annex A3. 
 

2.7.2 In general, the transport sector operations financed by the Bank have been completed and 

relatively well executed. However, the airport construction project completed in 2006 after 92 months 

of works was far behind schedule The main causes of the delay, as outlined in the project completion 

report, are the following: (i) the studies conducted in 1985 were not updated prior to the 

commencement of works in 1998; this substantial time overrun accounted for the technical problems 

encountered and the late completion of the project; (ii) certain major works were not executed because 

10% of the loan balance was cancelled by the Bank; (iii) failure to train project staff on the Bank’s 

procurement and disbursement rules and procedures accounted for the slowdown in project execution. 

The main lessons learnt from this project have been factored into the design of this new one, namely: 

(i) conduct complete and detailed studies prior to project execution; (ii) shorten the time lapse between 

the conduct of studies and the project execution; (iii) train project staff on the Bank’s procurement and 

disbursement rules and procedures; and (iv) avoid changing project managers frequently.  
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2.8 Key Performance Indicators 
 

2.8.1 The main indicators are those found in the logical framework matrix with deadlines. They 

relate to: (i) international, intra-regional and domestic air traffic trends; (ii) share of tourism in GDP; 

(iii) the airport’s annual traffic trends (passenger, freight and aircraft movements); (iv) improved 

functionality of the airport based on the number of flights processed simultaneously at the air terminal 

and the number of passengers processed per hour; and (v) rate of creation of direct and indirect jobs 

for the youth.  
 

2.8.2 Apart from these result indicators, implementation performance indicators will be established 

and monitored, especially: (i) deadlines for fulfilment of conditions precedent to first disbursement of 

the loan; (ii) deadlines for the award of contracts; (iii) project execution deadlines; and (iv) changes in 

the disbursement rate in accordance with the expenditure schedule. 
 

2.8.3 The lack of a functional monitoring/evaluation system right from project commencement 

often accounts for the difficulties encountered in assessing the level of attainment of the development 

targets set out in the results matrix. Hence, a monitoring/evaluation mechanism is envisaged for this 

project, to: (i) compile and manage information on the status of various project components; (ii) 

establish the baseline situation to be used in monitoring project impact; and (iii) assess project impact 

upon completion by applying the same methodology used in establishing the baseline situation.  

 

3 PROJECT FEASIBILITY 

 
3.1 Economic and Financial Performance 

 

Economic Analysis 

 

3.1.1 Economic appraisal of the project is based on a socio-economic assessment that measures 

project impact in terms of its monetary costs and benefits for the community. The economic 

performance indicator retained is the economic rate of return (EIRR) which, under this project, is 

calculated based on the method of cost-benefit between the project and no-project situations and over a 

period of twenty years starting from the year of commissioning; that is, from 2015 to 2035. The cost 

elements included under investment, maintenance and operating expenditure as well as the benefits 

generated by the project are the following: (i) investment costs for the new extension and maintenance 

costs. They include works control and surveillance costs. The direct and indirect benefits of the project 

are: (i) additional airport revenue; (ii) jobs created during the works period; (iii) value-added generated 

by tourism; and (iv) time gains made in the check-in area. A discount rate of 10% and a residual value 

of 32% were adopted for the economic analysis. 
 

3.1.2 Traffic forecasts have been based on the Government’s tourism development strategy as well 

as the country’s main social and demographic trends. The forecast method retained is the econometric 

method and the main variables retained for the analysis are: the per capita income of tourist-generating 

countries, cost of transport and the other tourist-related costs. Three traffic scenarios were prepared: 

the high, median and low scenarios, and the economic analysis has been conducted based on the 

median scenario. This scenario provides for passenger traffic at Praia Airport that will reach 

approximately 1 million passengers in 2021 and 2.2 million in 2035. 
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3.1.3 Based on the current level of duties, the project’s EIRR would be 11.4% in the baseline 

scenario which, according to the sensitivity analysis, turns out to be lower than the 10% discount rate 

required to justify the economic profitability of this type of investment in Cape Verde. However, it 

should be noted that the air passenger duty applied in Cape Verde is well below the average applied 

within the region. Furthermore, this duty has not increased since 2007.  Hence, it has been agreed that 

a 35% adjustment be made to this duty, corresponding to an average increase of less than 7% per year 

over the last five years and that the air passenger duty be raised to EUR 20.2
2
 for international flights 

(compared to the current EUR 15) and EUR 5.8 for domestic flights (compared to the current EUR 

4.3) when the extension is commissioned in 2015, in order to justify this investment and enable the 

airport to generate sufficient revenue to sustain its operation. Adjusting this duty would be all the more 

justified because it will accompany the commissioning of the airport thereby ensuring better service 

quality. When the increased air passenger duty is factored into the equation, the EIRR rises to 15% 

(instead of 11.4% when it is not adjusted), thus confirming the economic viability of the project and 

highlighting its positive impact on the regional and national economy. Implementation of this 

adjustment is one of the loan conditions (Condition Cii). Table 3.1 below sums up the economic 

analysis detailed in Annex B7. 
 

Table 3.1 

Summary of Economic Analysis 

Economic rate of return (EIRR) of the project (%) 

 
15% 

Net present value (NPV) in CVE million 1582 

Discount rate 10% 

 

Analysis of the Project’s Financial Performance 

 

3.1.4 The financial internal rate of return (FIRR) is the baseline indicator retained to assess the 

project’s financial performance. In addition to the costs factored into the economic analysis, financial 

analysis costs include expenditure on staff working at the airport. As concerns benefits, only the 

additional airport revenue and the residual value of the assessed infrastructure are taken into account. 

Considering the investment cost and income generated by the project, and assuming a real discount 

rate of 2.1% which is the weighted cost of capital under the project, the net present value stands at 

CVE 1,326 million.  The resulting FIRR is 4% and can be considered as adequate for public 

infrastructure projects of this magnitude. Given that the economic rate of return indicated above is 

15%, the project can be considered to be economically and financially viable. 
 

Table 3.2 

Summary of Financial Analysis 

Financial Rate of Return (FIRR) 4% 

Net present value (FNPV) in CVE million  1299 

Discount rate  2.1 % 

 

Financial Analysis of the ASA 

 

3.1.5 ASA (Aeroportos e Segurança Aérea) is a commercial State-owned limited company. 

Incorporated in 2001, it has a legal personality as well as financial and patrimonial autonomy. Its 

capital is CVE 5.2 billion or the equivalent of EUR 47 million (EUR 1 = CVE 110) and its main 

mission is to manage the Cape Verdean airspace on the FIR (Flight Information Region) of Sal, as well 

as the airports open to public air traffic, which are 7 in number, including 4 international airports. Its 

                                                           
2  Calculated at an exchange rate of EUR 1 = CVE 110.265 
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revenue comprises overflight charges paid by each aircraft that flies through the national airspace and 

various airport levies broken down into aeronautical charges (landing, passengers, aircraft parking, 

marking, safety tax) and non-aeronautical charges (occupancy of air terminal and commercial spaces). 

A retrospective financial analysis of ASA indicates that in 2009, the company recorded a deficit of 

CVE 25 million due to a drop in airport activities caused by the world economic crisis. Since then, the 

company has bounced back to the growth path. Its excellent operational performance, as observed in 

2011, showed a 10% increase in turnover which reached CVE 5.15 billion in 2011.  Net profits more 

than doubled in 2011, from CVE 318 million in 2010 to CVE 844 million in 2011. The company’s 

staff strength in 2011 was 511 employees, including the managerial staff.  
 

3.1.6 The company is regularly audited by renowned international firms. In the last 2011 audit 

report, the auditors state that the financial statements prepared by the company accurately present all 

aspects of ASA’s financial situation as at 31 December 2011. The company also undergoes an audit of 

technical and operational aspects conducted by the International Civil Aviation Organisation (ICAO). 

This organisation's most recent report has declared Cape Verde’s airport network and air navigation 

sector satisfactory on the whole. A detailed financial analysis of ASA is presented in Annex B7. 

 

3.2 Environmental and Social Impact 

 

Environment  
 

3.2.1 In-depth environmental studies have been conducted on the proposed project. Based on the 

results of these studies, validated by the competent authorities, the project has been classified under 

environmental category 2. The works will be executed strictly within the confines of the airport. The 

main adverse impacts will be noise and air pollution, production of excess waste, increased water and 

energy consumption and worksite-related risks. Risks related to the handling of dangerous products are 

considered minimal since the quantities to be handled remain limited.  In accordance with the Bank’s 

procedures, an environmental and social impact assessment study (ESIA) has been conducted, and an 

environmental and social management plan (ESMP) was prepared in 2012. The executive summary of 

the ESMP will be published on the Bank’s website 30 days prior to submission of the project to the 

Bank's Board of Directors. The detailed environmental and social assessment is found in Annex B6. 

 

Positive impact 

 

3.2.2 Installation of the site will generate a new impetus with the creation of new markets for 

services and labour. The project will also boost Praia's economic potential especially in construction 

and auxiliary activities in an area where the unemployment rate is 22%. Construction works are 

considered to be drivers of industrial activity. Under this project, there will be a substantial boost in 

activity, the purchase of equipment and construction material as well as the recruitment of local sub-

contractors. Ultimately, expansion of the airport will boost tourism in Praia and the rest of the country 

and encourage the development of income-generating activities. Increased tourism will help to boost 

auxiliary activities such as transport and handicrafts. 

 

Negative Impact 

 

3.2.3 Works related to the moving of material and construction engines, as well as construction 

works are likely to generate dust and gas emissions. The sources of onsite soil pollution during the 

construction phase are generally the storage or transportation of dangerous liquid or solid products 

such as heavy materials, hydrocarbons and oils used for construction works and equipment 

maintenance operations. 



 

12 

 

 

3.2.4 Furthermore, certain worksite operations may cause accidents mainly stemming from non-

compliance with safety and storage rules for dangerous products. Airport operations will generate 

liquid and solid effluents that need to be managed sustainably. Noise from aircraft activities may be a 

major nuisance and, in several cases, a factor that constrains development around the airport.  

 

Climate Change  

 

3.2.5 Modernization and expansion of the airport will have no major impact in terms of climate 

change. The sources of air pollution under the project are air traffic (aircraft movements), land traffic 

moving to the airport and internal traffic involving shuttles and service vehicles. By 2020, with less 

than 1 million passengers, the airport will generate 150,000 tonnes of CO2. By 2035, it will receive 

more than 2 million passengers and generate 350,000 tonnes of CO2. On the whole, air traffic 

contributes less than 2% of GHG emissions. Furthermore, landscaping and ornamental horticulture 

will help in the reconstitution and improvement of the biodiversity which is crucial to the local and 

global environment and the mitigation of cumulative greenhouse gas emissions.  

 

Gender  

 

3.2.6 Gender equality principles are strongly rooted in Cape Verdean society, making a positive 

contribution to the promotion of economic growth and poverty reduction. In this regard, there are no 

political, legal and socio-cultural constraints preventing men and women from fully enjoying the same 

benefits in Cape Verde. Major progress has been made in gender issues over the last 15 years. Indeed, 

Cape Verde’s gender-related human development index (GRHDI) rose from 0.705 in 2008 to 0.723 in 

2010, which reflects a convergence of basic skills between men and women. Women make up 51.6% 

of the total population, represent 46% of the labour force and head 46% of households.  
 

3.2.7 Praia airport has 88 employees, of which 28 or one-third are women. Women are fully 

represented at all levels of the organizational and decision-making structure of the Ministry of 

Infrastructure and Maritime Economy (ASA and DGI).  Within the project area, women are engaged in 

the marketing of agricultural and fish-farming produce in the Praia city market (located 4 to 6 km from 

the villages of Achada Grande and Sao Tomé respectively). The Praia Airport Expansion and 

Modernisation Project will help to further improve the living conditions of female senior staff as well 

as workers and of the youth, by creating new employment opportunities during the execution phase 

and indirectly, through the increase of air traffic and the attendant rise in tourist flows. In Cape Verde, 

60% of the jobs created in the tourism sector are held by women.  

 

3.2.8 The design of the project took into account the gender dimension in terms of the specific 

needs of men and women in airport infrastructure. Under its social support programme, the project 

provides for assistance to associations active within the airport area which have many women within 

their membership. The association in Achada Grande even has a female president. The project also 

provides for training in the management of association activities and small projects (including 

handicrafts). Furthermore, the project provides for space to be reserved for shops exhibiting handicraft 

products manufactured by women. During its implementation, the project will also provide an 

opportunity to conduct awareness-raising on STDs including HIV-AIDS, through information, 

education and communication campaigns. 
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Social 

 

3.2.9 The Praia Airport Expansion and Modernisation Project will promote job creation in the areas 

of trade and tourism. This is expected to contribute to GDP growth by promoting activities such as 

transport, various services, handicrafts, accommodation, restaurant business and other petty trades.  

 

3.2.10 The jobs generated by the airport facility can be broken down into two categories: direct and 

indirect jobs. Their level greatly depends on the level of airport activity. Hence, expansion of the 

airport will generate direct jobs from airport services (ground services, traffic control, freight, airlines, 

catering, commercial activities within the airport) and indirect jobs from activities that are heavily 

dependent on airline services (tourism, agriculture and export activities). It is estimated that by 2020, 

the number of additional direct and indirect jobs will be 500 and 1250 respectively, including 30% for 

women. 

 

Resettlement of Displaced Communities  

 

3.2.11 The project does not entail involuntary resettlement of communities. The works will be 

conducted within the confines of the airport. Atmospheric modelling has confirmed that increased air 

traffic will not generate any noise pollution for neighbouring villages that will require their 

resettlement. 
 

4 PROJECT IMPLEMENTATION  AND MONITORING-EVALUATION  

 OF THE PROJECT 

 
4.1 Project implementation Arrangements 

 

Executing Agency  

 

4.1.1 The technical management of the project will be conducted by the General Directorate for 

Infrastructure (DGI) within the Ministry of Infrastructure and Maritime Economy (MIEM), 

specifically through the Project Implementation Unit (PIU) which has already been set up by 

Ordinance No. 63/2012 and tasked with steering and controlling the overall implementation of the 

project. The PIU will report directly to the DGI. It will be responsible for supervising project 

implementation. To accomplish its mission, it will be assigned the under-mentioned staff whose CVs 

will previously have been approved by the Bank. The staff will be composed of the following: (i) a 

civil engineer, project coordinator; (ii) a civil engineer, airport works expert; (iii) an environmentalist; 

(iv) a procurement officer; and (vi) an accountant. This personnel will be seconded from the DGI and 

ASA. The General Directorate for Infrastructure (DGI), within which the Project Implementation Unit 

(PIU) is to be set up, will be responsible for the procurement of goods, works and consultancy 

services. The resources, capacity, expertise and experience of the DGI were analysed and deemed to 

be adequate, on average, for procurement of the services required for the project. With a view to 

building its capacity in this domain, the PIU will be strengthened through the recruitment of a 

procurement expert for the duration of the project. One of the loan conditions requires the appointment 

of the members of the Project Implementation Unit within the DGI, with qualifications and experience 

that have been deemed acceptable by the Bank (Condition Bi).  The specific project implementation 

arrangements are presented in Annex B2. 
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Institutional Arrangements  

 

4.1.2 Consultancy firms will be recruited for control and supervision of the passenger terminal 

expansion works, rehabilitation of the freight terminal, expansion of the aircraft parking area, 

awareness-raising for project area communities on environmental protection and the control of STDs 

including HIV/AIDS, and monitoring/evaluation of the project's socio-economic impact. These 

consultants will prepare: (i) quarterly reports on works progress; and (ii) reports on awareness-raising 

campaigns and monitoring/evaluation reports on the project’s socio-economic impact. 
 

4.1.3 The Bank’s regional office in Senegal (SNFO) will be involved in monitoring the execution 

of this project.  It will advise on technical aspects, procurement procedures and financial management. 

This assistance will be provided in consultation with the Bank’s office in Tunis. 

 

Procurements 

 

4.1.4 The Procurement financed with Bank resources will be carried out in accordance with 

national competitive bidding procedures (goods and works). Procurement will be according to the 

Bank’s rules and procedures (May 2008 edition, revised in July 2012) and using the Bank’s standard 

documents for international competitive bidding (goods and works) as well as shortlist consultations 

(services).  A summary of procurement arrangements is provided in Appendix V while the details are 

presented in Annex B5.  

 

Disbursement  

 

4.1.5 The direct payment method has been adopted for withdrawal of funds from the Bank. All 

documentary evidence of expenditure will be kept at the PIU and should be easily accessible for 

review, verification or audit by Bank supervision missions and the internal and external auditors of the 

project. The disbursement letter will outline additional instructions and detailed procedures to be 

followed for withdrawal of funds. The Bank reserves the right to take precautionary measures in 

accordance with the general conditions including suspension of the disbursement of funds, where its 

fiduciary requirements are not met. 

 

Financial Management 

 

4.1.6 An accounting system will be instituted. It will comprise the following modules as a 

minimum: budgetary accounting, general accounting and cost accounting. The PIU will keep the books 

and accounts of the project in accordance with the principles of double-entry commitment accounting, 

taking into account the specificities of development projects. The PIU will procure accounting 

software to use for its bookkeeping. This software will be configured with the assistance of an 

approved accounting consultant or firm which will (i) define the accounting plan and set out the 

applicable accounting principles and methods; (ii) supervise the procurement of integrated accounting 

software by the project, configure it and train the staff to use it; and (iii) set up the accounting 

arrangements and assist the staff in producing the first financial statements. 
 

4.1.7 Financial execution will follow the procedures MIEM procedures in force. These procedures 

will include budgeting procedures, expenditure execution procedures and direct payment request 

procedures.  Budget execution statements will be generated from the computerized accounting system 

which the project will acquire. The PIU will be responsible for implementing all other controls needed 

to ensure: (1) the use of project funds solely for the intended purposes, with a focus on economy and 

profitability; (2) the preparation of precise, reliable and timely information for periodic financial 
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reports; and (3) the safeguarding of project assets. To facilitate the diligent mobilisation of counterpart 

funds, the Government has decided to ensure the budgeting of national counterpart funds.  Proof of 

inclusion in the State budget, by the borrower, of the annual amount for national counterpart funds, in 

accordance with the annual expenditure schedule, is one of the loan conditions (Condition C.1).  

Disbursement, financial management and audit arrangements are outlined in Annex B3. 
 

4.1.8 The annual financial statements prepared by the PIU, as well as the internal control system, 

will be audited by an audit firm using criteria deemed satisfactory by the Bank. The audit reports for 

the accounts and internal control will be transmitted by the PIU to the Bank within six months 

following the end of the fiscal year.  

 

Implementation and Supervision Schedule  

 

4.1.9 The implementation schedule for project components is summed up at the beginning of this 

report. It especially takes into account the relevant experience of the executing agency in managing 

works execution deadlines and the Bank’s experience in processing the dossiers  from similar previous 

projects. According to the projected schedule, project activities will commence as soon as the loan is 

approved in the second quarter of 2013 and end in June 2016 for all components. The closing date for 

the grant is 31 December 2016. On the Bank’s side, the activities to be executed upon approval of the 

loan will be closely monitored following the schedule outlined in Table 4.1 below. 
 

4.2 Monitoring/Evaluation 
 

4.2.1 Monitoring-evaluation will comprise monitoring of the project execution and of its socio-

economic impact. The monitoring of project execution will be the responsibility of the PIU which will 

produce periodic (quarterly, annual) status reports on the physical and financial execution of the 

project. Supervision missions (internal and external) will be conducted to monitor project execution. 

As concerns the monitoring of socio-economic impact, a consultant will be recruited to conduct two 

studies: (i) establish the baseline situation for the main impact indicators adopted, prior to the 

commencement of works; and (ii) conduct an impact assessment at the end of the project. As concerns 

establishment of the baseline situation and impact assessment, the consultant will prepare a coherent 

methodology that will be validated by the project team. 
 

Table 4.1 

Monitoring/Evaluation Schedule 

Period Stages Monitoring Activities/Feedback Loop 

Q2 to Q3 2013 Approval and effectiveness 

Loan approval  

General procurement notice  

Signature of loan agreement  

ADB launching mission  

Effectiveness of the loan agreement  

Satisfaction of conditions precedent to first disbursement 

(Bank/GCV) 
 

Q3 2013 to Q3 2014 Procurement procedures 

Recruitment of works company(ies)  

Recruitment for works control and supervision 

Recruitment of an account audit firm  

Recruitment of a consultant for project monitoring/evaluation 

Recruitment of an awareness-raising consultant 
 

 Q1 2014 to Q3 2015    
Physical and financial  execution of 

the project  
Monitoring/supervision of works execution (Bank/DGI) 

Q4 2015 to Q1 2016 
Project completion  

  
 

Joint drafting of project completion report (Bank/DGI) 
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4.3 Governance 
 

4.3.1 According to the 2010 Freedom House report, Cape Verde is the African country that attaches 

most importance to public freedoms, stability and political rights. The status of the rule of law and the 

fundamental principle of separation of powers between the executive, legislative and judiciary in Cape 

Verde is comparable to those in developed countries, confirming that Cape Verde is one of the models 

of democracy and good governance in Africa. The casa do cidadão ("citizen’s house") is one of the 

characteristics of the country’s political openness. With branches all over the country and a web site, 

casa do cidadão provides broad access to information on public administration, relating to its 

functioning (budgetary data especially), its management (recruitment policy) and specific formalities 

(on how to start a business or obtain a driver's license, for instance). 
 

4.3.2 Cape Verde’s public governance is exemplary. Large-scale reforms have scaled back 

corruption and improved the quality of corporate transactions. This explains the excellent score 

obtained by Cape Verde on international governance indicators: it is ranked 2
nd

 out of 48 Sub-Saharan 

African countries under the Mo Ibrahim Index of African Governance and 39th out of 182 countries 

under the 2012 Corruption Perceptions Index calculated by Transparency International (two points up 

from 2011), which is the second best performance in this sub-region of Africa. Furthermore, in its 

country policy and institutional assessment for 2011, the Bank awarded a score of 4.5 to Cape Verde 

for its governance, considering it to be the most efficient country out of the 41 countries eligible for 

ADF resources.  

 

4.4 Sustainability  
 

4.4.1 Project sustainability depends mainly on the quality of the construction and maintenance 

works executed on the buildings and on technical equipment. An infrastructure and equipment repair 

and maintenance programme is prepared annually by ASA through its Department of Engineering and 

Airport Maintenance. This programme is implemented through service contracts supervised by ASA 

staff. For 2009, annual repair and maintenance costs at Praia Airport were CVE 14,059,549. This 

amount rose to CVE 16,532,226 million in 2012, representing an average increase of 4.8% per year. 

An analysis of the operating results of Praia Airport reveals that the revenue generated, if collected, is 

sufficient to cover all maintenance costs generated by new investments under the project.  

 

4.5 Risk Management 
 

4.5.1 The major risks identified at this stage of the project analysis are: (A) Risks related to the 

achievement of the project purpose: (i) slowdown in the development of tourism activities due to the 

international financial situation and economic conditions in tourist-generating countries;  (B) Risks 

related to the achievement of project’s envisaged impact: lack of maintenance of infrastructure; and 

(C) Risks related to project execution: (i) delays in the mobilisation of counterpart funds; (ii) 

procurement bottlenecks/delays; and (iii) delays resulting from poor coordination of works execution 

and procurement of various equipment items. 
 

4.5.2 The major risks identified will be mitigated as follows: Type A risks will be mitigated by 

carrying on with investment efforts and structural reforms in the tourism sector, in order to boost the 

country’s competitiveness/attractiveness. Type B risks will be mitigated through the good operational 

performance of ASA, which lead to generation of the resources needed to pursue a rigorous 

infrastructure maintenance policy. Type C risks will be mitigated by: (i) retaining the annual amount 

for national counterpart funds in the State budget, as a loan condition; (ii) strengthening the Executing 

Agency through the recruitment of a procurement expert; and (iii) measures to avoid major slippage in 

the execution of activities, including : the appointment of a qualified project coordinator to monitor all 
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activities; preparation of a detailed procurement plan to be updated annually during the project 

execution period; enhanced supervision and mid-term review to keep the project execution on track . 

 

4.6 Knowledge Development   

 

4.6.1 Knowledge development falls under institutional capacity-building for the department 

responsible for infrastructure. On the strength of its past intervention, the General Directorate for 

Infrastructure has acquired greater knowledge of the Bank’s procedures for the procurement of works, 

goods and services. This knowledge will be consolidated under this project with the assistance of 

SNFO, through specific sessions organized for the executing agency. The project’s 

monitoring/evaluation mechanism will also make it possible to consolidate knowledge that will be 

used for the design of future projects.  
 

5 LEGAL FRAMEWORK 
 

5.1 Financing Instrument 

 

The instrument adopted for the financing of this project is a project loan granted to the Government of 

Cape Verde in its capacity as Borrower.  

 

5.2 Conditions relating to the Bank’s Intervention  
 

A. Conditions Precedent to Grant Effectiveness 

The loan agreement shall become effective subject to the Borrower’s fulfilment of the conditions 

provided in Section 1.2.0.1 of the General Conditions for Loan Agreements and Guarantee 

Agreements. 

 

B. Conditions Precedent to First Disbursement 

In addition to the entry into effect of this Loan Agreement, the first disbursement of the loan resources 

shall be subject to fulfilment by the Borrower of the following condition to the satisfaction of the 

Bank: 

  

(i) Provide proof of the appointment of members of the Project Implementation Unit within 

the DGI: (i) a civil engineer who will be the project coordinator; (ii) a civil engineer 

who is an airport works expert; (iii) an environmentalist; (iv) procurement officer; and 

(vi) an accountant, whose qualifications and experience will have been previously 

deemed acceptable by the Bank (Paragraph 4.1.1). 

 

C. Other Conditions 

Furthermore, the Borrower should, to the satisfaction of the Bank: 

 

(i) Provide proof, not later than 30 April of each year, of the inclusion of the annual 

amount of the national counterpart funds into the budget act of the fiscal year 

concerned (paragraph 2.4.3); 

 

(ii) Provide to the Bank, not later than June 2015, a copy of the resolution passed by the 

Board of Directors of the Civil Aviation Authority concerning the adjustment of air 

passenger duty rates (paragraph 3.1.3). 
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Commitments  

 

The Borrower undertakes to:  
 

(i) Execute the project and ensure its proper execution by its contractors, in accordance 

with: (a) the Bank’s rules and procedures; (b) national law; and (c) the 

recommendations, provisions and procedures contained in the Environmental and 

Social Management Plan (ESMP) of the Project; and 

 

(ii) Provide half-yearly reports on ESMP implementation, including, where applicable, any 

shortcomings and corrective actions initiated or envisaged. 

 

5.3 Conformity with Bank Policies 

 

The project is in conformity with the policy governing expenditure eligible for Bank financing. It is 

also in conformity with Cape Verde’s CSP. 

 

 

6 CONCLUSIONS AND RECOMMENDATIONS 
 

6.1 Conclusions 

 

6.1.1 The Praia Airport Expansion and Modernisation Project centers on infrastructure that was 

built and inaugurated in 2005 with Bank and ABEDA financing. This new project will make it 

possible to consolidate the financing already granted. The project will generate additional economic 

activity and contribute to the development of tourism that will create jobs and increase the GDP. 

 

6.2 Recommendations 

 

6.2.1 In light of the foregoing, it is recommended that an ADB loan, not exceeding EUR 28.7 

million, be awarded to the Republic of Cape Verde for implementation of the project as designed and 

described in this report. The loan shall be subject to the conditions set forth in the Loan Agreement.  
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APPENDIX I: CAPE VERDE: COMPARATIVE SOCIO-ECONOMIC INDICATORS 

Année Cap-Vert Afrique

Pays en 

Dévelop- 

pement

Pays          

Déve-                   

loppés

Indicateurs de Base  
Superficie ('000 Km²) 2011 4 30,323 80,976 54,658
Population totale (millions) 2011 0.5 1,044.3 5,733.7 1,240.4
Population urbaine (% of Total) 2011 61.8 40.4 45.5 75.4
Densité de la population (au Km²) 2011 124.2 36.1 59.9 36.5
Rev enu national brut (RNB) par Habitant ($ EU) 2010 3 270 1 549 3 304 38 657
Participation de la Population Activ e - Total (%) 2011 263.8 74.7 65.0 60.4
Participation de la Population Activ e - Femmes (%) 2011 38.9 42.5 49.2 50.2
Valeur de l'Indice sex ospécifique de dév elop. humain 2007 0.701 0.502 0.694 0.911
Indice de dév eloppement humain (rang sur 187 pay s) 2011 133 ... ... ...
Population v iv ant en dessous de 1,25 $ par  Jour (%) 2007-09 … 40.0 22.4 ...

Indicateurs Démographiques

Taux  d'accroissement de la population totale (%) 2011 0.9 2.3 1.3 0.4
Taux  d'accroissement de la population urbaine (%) 2011 2.1 3.4 2.3 0.7
Population âgée de moins de 15 ans  (%) 2011 31.0 40.4 28.7 16.5
Population âée de 65 ans et plus (%) 2011 5.8 3.4 5.9 16.2
Taux  de dépendance (%) 2011 58.1 78.1 53.0 48.6
Rapport de Masculinité (hommes pour 100 femmes) 2011 98.3 99.5 103.4 94.6
Population féminine de 15 à 49 ans (%) 2011 26.9 24.4 26.2 23.6
Espérance de v ie à la naissance - ensemble (ans) 2011 74.2 57.7 77.7 67.0
Espérance de v ie à la naissance - femmes (ans) 2011 77.7 58.9 68.9 81.1
Taux  brut de natalité (pour 1000) 2011 20.3 34.5 21.1 11.4
Taux  brut de mortalité (pour 1000) 2011 5.4 11.1 7.8 10.1
Taux  de mortalité infantile (pour 1000) 2011 18.7 76.0 44.7 5.4
Taux  de mortalité des moins de 5 ans (pour 1000) 2011 22.0 119.5 67.8 7.8
Indice sy nthétique de fécondité (par femme) 2011 2.3 4.4 2.6 1.7
Taux  de mortalité maternelle (pour 100000) 2010 79.0 530.7 230.0 13.7
Femmes utilisant des méthodes contraceptiv es (%) 2007-09 61.3 28.6 61.2 72.4

Indicateurs de Santé et de Nutrition

Nombre de médecins (pour 100000 habitants) 2008 57.2 57.8 112.0 276.2
Nombre d'infirmières (pour 100000 habitants) 2008 131.7 134.7 186.8 708.2
Naissances assistées par un personnel de santé qualifié (%)2007-09 77.5 53.7 65.3 ...
Accès à l'eau salubre (% de la population) 2010 88.0 65.7 86.3 99.5
Accès aux  serv ices de santé (% de la population) 2007-09 … 65.2 80.0 100.0
Accès aux  serv ices sanitaires (% de la population) 2010 61.0 39.8 56.1 99.9
Pourcent. d'adultes de 15-49 ans v iv ant av ec le VIH/SIDA 2009 0.0 4.3 0.9 0.3
Incidence de la tuberculose (pour 100000) 2010 147.0 241.9 150.0 14.0
Enfants v accinés contre la tuberculose (%) 2010 99.0 85.5 95.4 ...
Enfants v accinés contre la rougeole (%) 2010 96.0 78.5 84.3 93.4
Insuffisance pondérale des moins de 5 ans (%) 2007-09 … 30.9 17.9 ...
Apport journalier en calorie par habitant 2007 2 572 2 462 2 675 3 285
Dépenses publiques de santé  (en % du PIB) 2009 2.9 2.4 2.9 7.4

Indicateurs d'Education

Taux  brut de scolarisation au (%)

      Primaire   -   Total 2010 109.6 101.4 107.8 101.4
      Primaire   -   Filles 2010 105.3 97.6 105.6 101.3
      Secondaire  -   Total 2010 87.5 47.5 64.0 100.2
      Secondaire  -   Filles 2010 95.4 44.3 62.6 99.8
Personnel enseignant féminin au primaire (% du total) 2010 67.5 44.3 60.7 81.7
Alphabétisme des adultes - Total (%) 2010 84.3 67.0 80.3 98.4
Alphabétisme des adultes - Hommes (%) 2010 89.3 75.8 86.0 98.7
Alphabétisme des adultes - Femmes (%) 2010 79.4 58.3 74.9 98.1
Dépenses d'éducation en % du PIB 2010 5.6 4.6 4.1 5.1

Indicateurs d'Environnement

Terres arables (en % de la superficie totale) 2009 14.9 7.6 10.7 10.8
Taux  annuel de déforestation (%) 2007-09 -9.3 0.6 0.4 -0.2
Forêts (en % de la superficie totale) 2010 21.1 23.0 28.7 40.4
Emissions du CO2 par habitant (tonnes métriques) 2009 0.7 1.1 2.9 12.5

Source :  Base des données du Département des Statistiques de la BAD; dernière mise à jour: June 2012

Banque Mondiale WDI; ONUSIDA; UNSD; OMS, UNICEF, WRI, PNUD, Rapports nationaux.

Notes:  n.a.     Non  Applicable ;  … : Données non disponibles. 
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Appendix II 

The Bank’s Portfolio in Cape Verde 
 

 
 

 

Sector/Operation Source Approval date 
Closing 

date 

Approved 

amount 

(UA 

million) 

Disburse

d amount 

(UA 

million) 

Disb. 

rate                

(%) 

Age 

(year

s) 

 

Status 

        
    

 

INFRASTRUCTURE / ENERGY        
    

 

- Boosting of electricity power production, 

transmission and distribution on Santiago 

 

ADF-X 

loan 

 

19/12/2007 30/12/2013 4.82 3.92 81.3 5.3 

 

 

NON PP/NON 

PPP 

 

- Development of electrical power 

transmission and distribution on six islands 

ADF-XII 

loan 
03/11/2011 31/12/2017 8.42 0 0 1.4 

 

NON PP/NON 

PPP 

Sub-total        13.24 3.92 29.6 3.3  

WATER AND SANITATION        
    

 

Harnessing of water resources  AWF grant 05/01/2012 31/12/2014 1.21 0 0 1.2 

 

NON PP/NON 

PPP 

Sub-total        1.21 0 0 
 

 

        
    

 

TOTAL        14.45 3.92 27.1 2.6  
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Appendix III 

Major Related Projects Financed by the Bank and Other Development Partners in Cape Verde 
 

DONORS PROJECTS 
AMOUNT FOR THE 

OPERATION 

Portugal Manta Velha/Cruzinha Road  1.153.383.112,00 

Portugal Porto Novo/Ponte de Sul/Campo Redondo Road 1.036.520.096,00 

Portugal Variante/São Domingos/Pedra Badejo/Calheta Road 1.984.618.315,00 

ABEDA/OFID/SDF Fogo Island Ring Road 3.789.719.458,00 

Portugal Ribeira Brava/Preguiça Road 589.367.469,00 

Portugal Furna/Nova Sintra Road 748.613.157,00 

IDA Santiago Island Rural Roads 133.023.664,00 

Portugal Praia Port (Santiago) 7.938.879.097,00 

Portugal Sal Rei Port (Boa Vista) 7.001.416.686,00 

Portugal Vale dos  Cavaleiros Port (Fogo) 3.620.515.020,00 

Portugal Northern Access to São Vicente Port 1.577.870.207,00 
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APPENDIX IV 

Location of the Nelson Mandela Airport of Praia 
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APPENDIX V 

Summary of Procurement Arrangements 

 
Amounts expressed in UA million (February 2013 rates) 

Expenditure categories 

under the project  

UA million 

Use of PNPM 
Use of Bank rules and 

procedures 

Contracts not 

financed by 

the Bank  

TOTAL 
 

WORKS  
   

Expansion and 

modernization works on 

the Nelson Mandela 

Airport of Praia 

 

26.588 (23.340) 3.248 26.588 (23.340) 

GOODS     

Procurement of office 

furniture 

 
 0.005 0.005 

Procurement of IT 

equipment 

 
 0.005 0.005 

Procurement of 

accounting software 

0.025 (0.025) 
  0.025 (0.025) 

SERVICES  
   

Works control and 

supervision 

 
1.196 (1.196) 0.133 1.329 (1.196) 

Audit  0.045 (0.045)  0.045 (0.045) 

Awareness-raising on 

the environment and 

HIV 

 

0.181 (0.181) 0.020 0.201 (0.181) 

Monitoring/Evaluation  0.181 (0.181) 0.020 0.201 (0.181) 

Operating Cost   
 

0.129 0.129 

TOTAL 0.025 (0.025) 28.191(24.943) 3.560 28.529 (24.969) 

 




