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Project Implementation Unit
Public Private Partnership
Request for Proposals
Technical Assistance
Upper Airspace Control Center
Very High Frequency
VHF Omnidirectional Radio Range
World Geodetic Reference System 1984
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PROJECT SUMMARY
Project Overview
In order to cope with the growing volume of air traffic worldwide and improve air traffic
navigation safety, the International Civil Aviation Organization (ICAO) has mandated the
progressive replacement of existing ground-based air navigation aids by a more costeffective satellite-based air navigation technology known as Communication Navigation
Surveillance/Air Traffic Management (CNS/ATM). With this new system, Air Traffic Services
from a single control center can cover large areas, thereby facilitating rationalization of
investments in infrastructure and equipment. Under these conditions, a cooperative regional
framework for the establishment of a unified upper airspace and subsequent deployment of
a regional CNS/ATM is considered an advantageous approach for the COMESA member
countries. In order for the COMESA member states and the private sector to finance the
regional CNS/ATM infrastructure there is need to put in place the necessary legal, regulatory
and institutional framework under which the system will be financed and operated. The
expected total cost for this phase is UA 6.05 million. The proposed Technical Assistance
Grant from the Bank Group amounts to UA 5.75 million. The project expected outcomes are:
(i) An enabling legal and regulatory framework for a unified upper airspace in the COMESA
Region; (ii) An adequate institutional framework for providing and regulating regional Air
Traffic Services; and (iii) The conclusion of the PPP arrangements to finance, build and
operate the regional CNS/ATM infrastructure.

Needs Assessment
The transition from the existing ground-based navigation system to a satellite-based system
is a global collaborative effort mandated and coordinated by ICAO. A regional approach for
unified airspace management is favored because it provides significant safety benefits as
navigation services will be provided in a seamless airspace. Unified airspace management
eliminates duplication of facilities, and results in substantial capital investment savings and
enhanced safety. By amalgamating the fragmented airspace into a single sky the
management of the region’s airspace would become financially attractive to private sector
sponsors for the provision of Air Traffic Services on a regional scale.

Bank’s Added Value
The establishment of a unified airspace and regional airspace management infrastructure
system in the COMESA region is a unique regional integration undertaking supported by
COMESA and NEPAD. In line with its policy on promoting regional integration and consistent
with the Strategic and Operational Framework for Regional Operations, the Bank has a
unique opportunity to play a constructive role in forging a regional consensus for cooperative
action to promote the COMESA Unified Airspace which will lead to the development of
regional CNS/ATM infrastructure.

Knowledge Management
Investments in cross-border infrastructure are more than often hampered by lack of
appropriate legal, institutional, and regulatory frameworks. The present technical Assistance
grant to COMESA was designed to assist in tackling this problem. The project is expected to
generate a wealth of knowledge on successful approaches and processes in designing
cross-border legal, institutional, and regulatory arrangements for collective action in
developing regional infrastructure projects.
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MULTINATIONAL: COMESA AIRSPACE INTEGRATION PROJECT
RESULTS-BASED FRAMEWORK
HIERARCHY OF OBJECTIVES

EXPECTED RESULTS

PERFORMANCE
INDICATORS

REACH

INDICATIVE TARGETS

Sector Goal
1.1 Provide safe, efficient air
navigation services in a unified
airspace to support trade,
tourism and regional socioeconomic integration in
COMESA.

Impacts

Beneficiaries

Impacts Indicators

1.1 Reduction of Air Transport
costs and increased tourism
and trade.
1.2 Improved aviation safety

Populations
of COMESA
Region.
Member
States

1.1 Volume of trade, air fret;
Tourists arrival;
Reported number of air
accidents and incidents

Project Objective

Outcomes

Beneficiaries

Outcomes Indicators

Outcomes Targets

2.1 Establish a cooperative Legal and
institutional Regional Framework
for a unified airspace in the
COMESA region.
2.2 Prepare detailed analysis of
strategic options for the provision
of upper airspace navigation
services using CNS/ATM.
2.3 Promote private sector
participation in financing and
operating regional air transport
infrastructure and services

2.1 Multilateral Agreement amongst
COMESA member states for
Unified Airspace is signed
2.2 Airspace Control Company and
Regulatory Agency are
established.
2.3 Financial Close and Concession
Agreement for building and
operation of regional CNS/ATM
and Unified Upper Space Control
Center.

Air Travelers,
Air Freight
Shippers,
Business
community,
Airlines,
Airport
Agencies,
Ministries in
charge of Air
Transport

2.1 COMESA Unified Airspace
Agreement signed by
several member countries
2.2 COMESA Airspace
Regulatory Agency
established and
operational
2.3 Financing for COMESA
CNS/ATM mobilized
(signed loan/grant
agreements, or BOT
financial closing).

2.1 Unified Airspace
Agreement signed by
member countries by
10/12.

Activities/Inputs

Outputs

Beneficiaries

Output Indicators

Output Targets

3.1

3.1 Draft Legal Framework for a
Multilateral Cooperative
Agreement for Unified Airspace
Management in COMESA
Region.
3.2 Draft Institutional Framework for
implementing, managing and
regulating the Unified COMESA
Airspace.
3.3 Technical Reports,
Specifications and Cost
Estimates for CNS/ATM. Cost
Benefit Analysis for alternative
options.
3.4 Advisory Services for Private
Sector Participation (PPP/BOT)

Air Travelers,
Air Freight
Shippers,
Business
community,
Airlines,
Airport
Agencies,
Ministries in
charge of Air
Transport

3.1 Draft Multilateral
Agreement and
institutional framework for
Unified Airspace
Management adopted.
3.2 Technical Reports,
Specifications and Cost
Estimates for CNS/ATM.
validated by stakeholders.
3.3 RFQ, RFP for BOT
concession completed.
3.4 RFQ, RFP, Evaluations
and signed contracts for all
consultancy services.
3.5 Audit Reports

3.1 Draft Legal and
Institutional Agreement
adopted by 09/12.
3.2 Technical Reports for
CNS/ATM validated by
stakeholders by 06/13.
3.3 PPP Advisory Services
completed by 07/14
3.4 Procurement Activities
concluded by 10/11
3.5 Audit Reports
submitted yearly

3.2

3.3
3.4

3.5

Consultancy for Legal and
Institutional Framework (UA 0.52
M).
Consultancy
for
Economic
Feasibility & Technical Design of
CNS/ATM Facilities (UA 1.03 M).
Transaction Advisory Services
for PSP (UA 1.37 M)
Institutional Support for initial set
up and operation of COMESA
Airspace Control Agency (UA
1.72 M).
COMESA CNS/ATM Project
Implementation Unit (UA 1.41
M).
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2.2 COMESA Airspace
Regulatory Agency
operational by 04/12.
2.3 Financial Close and/or
Concession Agreement
signed by 09/14.

ASSUPTIONS/RISKS

2.1 Member Countries
remained committed to
regional cooperation
within COMESA.
2.2 Member Countries
support actively unified
airspace and transition
to CNS/ATM and
pursue implementation
vigorously.

3.1 Strong Political support
and commitment of
COMESA member
states to the project.
3.2 Effective coordination
of the implementation
of the project by the
COMESA Secretariat.

PROJECT IMPLEMENTATION TIMEFRAME
2010

ID

Task Name

Start

Finish

Q2

1

Establish PIU

9/1/2010

3/29/2011

150d

9/1/2010

11/23/2010

60d

2

RFP for PIU Staff & Consultants

3

Appointment of PIU Staff

11/24/2010

3/29/2011

90d

4

Establish Legal Framework

6/22/2011

12/3/2013

640d

5

RFP Appointment of Consultants

6/22/2011

9/13/2011

60d

6

Appointment of Consultants

9/14/2011

1/17/2012

90d

7

Preparation of Legal Framework

1/18/2012

6/5/2012

100d

8

Approval & Signing of Legal Framework

6/6/2012

10/9/2012

90d

9

Incorporate in National Legislation

10/10/2012

12/3/2013

300d

6/22/2011

1/15/2013

410d

10

Establish Regulatory Framework

11

RFP Appointment of Consultants

6/22/2011

10/25/2011

90d

12

Establish Safety Regulatory Framework

10/26/2011

12/18/2012

300d

13

Establish Economic & Performance Regulatory Framework

11/23/2011

1/15/2013

300d

14

Establish Civil-Military Interface Framework

5/23/2012

9/25/2012

90d

6/22/2011

4/9/2013

470d

15

Technical Design or CNS/ATM

16

RFP Appointment of Consultants

6/22/2011

10/25/2011

90d

17

Master Plan

10/26/2011

7/31/2012

200d

18

Detail Design, Specifications and Estimates

2/3/2012

6/20/2013

360d

19

Development of Operational Procedures

2/3/2012

7/19/2012

120d

20

Training

7/20/2012

1/3/2013

120d

11/1/2011

12/24/2012

300d

3/5/2012

90d

21

Establish Regulatory Institutions

2011

2012

2013

2014

Duration

22

RFP for Regulatory Agency Staff

11/1/2011

23

Organizational Structure & Staffing

11/1/2011

4/16/2012

120d

24

Business & Strategic Planning

4/17/2012

12/24/2012

180d

25

Creation of COMESA ATM Company

2/11/2013

9/19/2014

420d

26

RFP Appointment of Consultants

2/11/2013

6/14/2013

90d

27

RFQ and Appointment of Strategic Partner

6/17/2013

12/13/2013

130d

28

Signing of Shareholders Agreement

12/16/2013

5/2/2014

100d

29

Signing of Concession Contract

5/5/2014

7/25/2014

60d

30

Financial Close for PPP Project

5/5/2014

9/19/2014

100d

v

Q3

Q4

Q1

Q2

Q3

Q4

Q1

Q2

Q3

Q4

Q1

Q2

Q3

Q4

Q1

Q2

Q3

Q4

REPORT AND RECOMMENDATION OF THE MANAGEMENT OF THE ADB GROUP
TO THE BOARD OF DIRECTORS ON A PROPOSED GRANT TO COMESA FOR THE
COMESA AIRSPACE INTEGRATION PROJECT
Management submits the following Report and Recommendation on a proposed
grant for UA 5.75 million to finance the Technical Assistance for the COMESA
Airspace Integration Project.

I.
1.1.

STRATEGIC THRUST & RATIONALE

Project linkages with COMESA strategy and objectives

Background
The Bank and COMESA signed a cooperation agreement in 1999 to jointly support
projects, programs, and activities promoting socio-economic development and
regional integration in the COMESA sub-region. The main areas of cooperation in
the Agreement are i) trade and industry, ii) investment promotion, monetary
harmonization and development of finance, iii) infrastructure and services, iv) food
security, land and agriculture, v) human resource development, vi) natural resources
and environment, and vii) other areas as may be agreed upon between the two
parties. Within this cooperation framework, the Bank has supported several projects
and studies including the Fisheries and Irrigation Development Studies, the
Institutional Support for Private Investment Promotion, the Agricultural Marketing
Promotion and Regional integration, and the Public Procurement Reforms project.
The COMESA Airspace Integration Project is the first intervention of the Bank in
support of a regional transport infrastructure initiative sponsored by COMESA.

Project linkage with COMESA strategy
The COMESA Airspace Integration Project is in line with COMESA’s Medium Term
Strategic Plan 2007-2010 (MTSP) as well as the Bank Group’s Regional Integration
Strategy and Medium Term Strategy. Infrastructure development to support trade
and investments is one of the five pillars of the MTSP adopted by COMESA Heads
of States in 2006. Within the Infrastructure pillar, the MTSP underscored the
importance of developing transport and communication infrastructure and services to
link its member countries. The project is also aligned with the Bank Group Medium
term Strategy 2008-2012 and its sectoral focus on infrastructure and particular
emphasis on regional integration. The project outcomes will contribute to the
objective of the MTSP to improve air transport safety and liberalize cross-border air
transport services in the region to support trade, tourism, and investments.

Keys Development Issues
Air Traffic Services (ATS) in COMESA member countries are still dependant on
ground-based communication and surveillance systems such as very high frequency
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omni-directional radio (VOR), instrument landing systems (ILS), non-directional
beacons, and surveillance radars. Although these systems have been used
worldwide for more than 50 years, they are increasingly unable to cope with the
growing volume of air traffic and are being progressively replaced by a more costeffective satellite-based air navigation technology known as Communication
Navigation Surveillance/Air Traffic Management (CNS/ATM). The transition to
CNS/ATM is a global initiative mandated and coordinated by the International Civil
Aviation Organization (ICAO). The implementation of this new system represents
considerable investments in infrastructure, equipment, and training for countries.
Under the new system, Air Traffic Services from a single control center can cover
large areas, thereby facilitating rationalization of investments in infrastructure and
equipment. Therefore investments in CNS/ATM systems to cover large airspaces
may generate substantial revenues through user charges and could be commercially
attractive to private sector sponsors. However, COMESA countries are
geographically small resulting in a fragmented airspace which is commercially
unviable and requiring duplication of facilities and cumbersome traffic control
procedures. Under these conditions, a cooperative regional framework for the
establishment of a unified upper airspace and deployment of a regional CNS/ATM is
considered an advantageous approach for the COMESA member countries.
A regional approach to meeting ICAO’s requirements to migrate to satellite-based
CNS/ATM can yield substantial savings over the long term. However an appropriate
legal, regulatory, and institutional framework must be in place before engaging in
implementation and attracting financing from the private sector and multilateral
finance institutions. In addition, before engaging in implementation, there is need to
evaluate the technical, financial, economic and operational options available to
inform decision making. The present TA was designed to assist COMESA and its
member countries to address comprehensively these constraints. Figure 1 below
shows the COMESA Airspace Integration project development concept. The ADF
technical assistance grant is aimed at the “Enabling Environment Phase” which will
serve as the foundation for the subsequent financing, construction and operation
phases.
Figure 1 – COMESA Airspace Integration Project Development Concept
Enabling Environment Phase

Regulatory
Framework

Legal Agreement for
Unified Upper airspace
Harmonized Regulations
Institutional Arrangements

States Equity

Harmonized Civil Aviation
codes, Licensing, Pricing,
Performance, etc

Banks Loans

Institutional
Framework

Establishment of
UACC
UARA

Decision
Support

CNS/ATM Master Plan
Plans, Specifications, cost
Economic, Financial
Analysis

Strategic
Partner Equity

Upper
Airspace
Traffic
Control
Company

EPC
Contractor

CNS/ATM
Infrastructure

Operations Phase
Upper
Airspace
Traffic
Control
Company

Upper
Airspace
Regulatory
Agency

UACC: Upper Air Space Traffic Control Company
UARA: Upper Air Space Regulatory Agency
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Development Objectives
The Sector Goal of the project is to provide safe, efficient air navigation services in a
unified airspace to support trade, tourism and regional socio-economic integration in
COMESA.
The objectives of the Technical Assistance (TA) are: (i) To determine suitable legal
and institutional requirements to establish a cooperative Regional Framework for a
unified airspace in the COMESA region; (ii) To Prepare detailed analysis of strategic
technical, financial, and operational options for the provision of upper airspace
navigation services using CNS/ATM and make recommendation for implementation
modalities; (iii) To build the partnerships needed for implementing the project and
promote private sector participation in financing and operating regional air transport
infrastructure and services.

1.2.

Rationale for Bank’s involvement

The establishment of a unified airspace and regional airspace management
infrastructure system in the COMESA region is a unique regional integration
undertaking. Such undertaking however requires costly and time consuming
upstream activities, processes and studies to establish the appropriate legal,
regulatory, and institutional frameworks and build the necessary partnerships to
make the project a reality. The COMESA member states have shown the
commitment to remove the fragmentation of their airspace in order to rationalize its
use for the benefits of all. The Project is a regional priority supported by COMESA,
EAC and several of their member states. The project is also a priority under the
NEPAD short-term action plan.
In line with the its policy on promoting regional integration and consistent with the
Strategic and Operational Framework for Regional Operations, the Bank has a
unique opportunity to play a constructive role in forging a regional consensus for
cooperative action to promote the COMESA Unified Airspace which will lead to the
development of regional CNS/ATM infrastructure.

1.3.

Donors coordination

Currently 14 Donors support the COMESA Secretariat in various areas including
Governance, trade facilitation, regional integration, peace and security, natural
resources management and the environment, with most of the support geared
towards capacity building. The largest donors are the EU, USAID and the ADB.
The lack of an integrated multi-donor assistance framework remains one of the key
weaknesses of the current donor support to COMESA. The interventions are
characterized by their piece meal approach and are sometimes donor-driven. These
weaknesses and the need to build synergies among partners to avoid duplication of
effort were acknowledged by both donors and the Secretariat. The recent formation
of a network of donors supporting the RECs in the region is one of the initiatives to
improve coordination of COMESA programmes supported by various partners. For
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the Bank Group, the establishment of the Zambia Country Office will further
strengthen collaboration with COMESA. For this project in particular the Bank team
ensured that it will not duplicate activities already covered under the USTDA-funded
technical assistance for the assessment of technical and professional capabilities in
air traffic management in eight COMESA member states.

II.
2.1.

PROJECT DESCRIPTION

Project components

A. Legal and Institutional Framework: Consultancy services to support the
COMESA countries concerned in determining the suitable legal, institutional and
operational framework; To secure agreement by the countries concerned to
consolidate their upper airspaces into a unified single space; To build the
partnerships needed for implementing the regional CNS/ATM.
B. Technical and Financial Feasibility: Consultancy services for: Assessment
and evaluation of the existing air traffic management systems, and/or the existing
initiatives for implementation of CNS/ATM; Assessment of the situation and
development trends of the aviation industry at sub-regional level, continental and
global level; Assessment of the technical, operational, and management factors that
may affect implementation of the CNS/ATM projects; Assessment of the feasibility
of UACC projects in the sub-regions concerned, within the aviation industry
environment; Proposals for a regional CNS/ATM operational management
structure, including a regional UACC; Proposals on an airspace re-structuring plan;
Proposals on a revenue collection and sharing system including a crosssubsidization scheme between UACC revenues and Lower Space control
requirements at national level; Assessment of the possibility of further consolidating
the sub-regional airspaces for implementing fewer or one UACC; Proposals of an
investment program taking into account the existing infrastructure; Preparation of a
regional CNS/ATM infrastructure master plan; Preparation of detail engineering
design plans, specifications and cost estimates.
C. Transaction Advisory Services: Consultancy services for the identification and
structuring of a possible Public – Private Partnerships for the financing and
implementation of CNS/ATM including prequalification, tendering, contract
negotiations and overall legal, technical, and financial advice to the contracting
authority up to financial close.
D. Establishment of Regulatory Framework & Agency: The institutional capacity
is intended to finance the formulation and harmonization of policies and regulations
(e.g. safety, economic, environmental, performance regulations) and build the initial
capacity to start up the multilateral regulatory agency for the unified airspace.
E. Project Management, M&E, and Audit: This component will support the setting
up of the project implementation unit and will cover the recruitment of individual
consultants to staff the PIU for project management, procurement, monitoring and
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evaluation. It also includes a provision for miscellaneous equipments, administration
costs, and auditing of the technical assistance grant.

2.2.

Technical solution retained and other alternatives explored

A regional approach for the provision of air navigation services is the favored
approach because it is highly cost-effective for the provider states as well as users
for implementing costly facilities and services which offer capacity that exceeds the
requirements of individual states. There will be significant safety benefits as
navigation services will be provided in a seamless airspace. Transfer of traffic control
from one service provider to another each possibly operating under different
standards would be no longer necessary. Unified airspace management eliminates
duplication of facilities, and results in substantial capital investment savings and
enhanced safety. By amalgamating the fragmented airspace into a single sky the
management of the region’s airspace would become financially attractive to private
sector sponsors to invest in fully compatible leading-edge air navigation
infrastructure.
An alternative to a regional approach would be for each country to individually try to
meet the requirements to transition to the new CNS/ATM. Such an approach,
besides being commercially unviable and financially unsustainable, will impose
limitations on airspace capacity planning and have adverse impacts on aircrafts
operating costs as well as safety.

2.3.

Project type

The project is a stand-alone ADF Technical Assistance Grant to COMESA. Based on
the draft Regional Public Good (RPG) criteria recently submitted to Opscom, it was
determined that the initiative to be supported – The establishment of a unified
airspace – is a Regional Public Good (RPG) because it is non-rival and nonexcludable. The establishment of a unified airspace will not by itself directly generate
any revenue by itself. It is however a pre-condition for the downstream development,
financing, and deployment of CNS/ATM infrastructure by public or private sector
sponsors to provide air traffic services on a regional scale. Because of these
attributes, but also because the initiative is directly sponsored by COMESA, a
regional Economic Community, it was determined that the most appropriate
financing instrument would be an ADF Technical Assistance Grant to cover the
totality of the financing requirements.

2.4.

Project cost and financing arrangements

Project Cost
The project cost estimate (net of taxes) is UA 6.05 million (USD 9.42 million) of
which the foreign exchange cost is UA 4.26 million (USD 6.63 million) or 70% of the
total, and the local cost is UA 1.79 million (USD 2.78 million) or 30% of the total. The
project cost estimates are based on feasibility studies from similar project being
undertaken by the SADC as well as on international norms and average unit prices
for the recruitment of high quality consulting firms and individual consultants for
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similar services. The project cost estimates by component and by category of
expenditure are summarized in Tables 2.1 and 2.2 below.
Table 2.1 - Project Cost Estimate by Component (Net of Taxes)
USD (Million)
Foreign Local
Total
Exchange
Cost

Component

Unit of Account (Million)
Foreign Local
Total
Exchange
Cost

A. Legal & Institutional Framework
B. Technical & Financial Feasibility
C. Detail Design/Transaction Advisory
D. Regulatory Framework
E. Project Management & Audit
Total Base Cost
Contingency

0.38
1.28
1.70
1.50
1.35
6.20
0.43

0.38
0.23
0.30
1.00
0.70
2.60
0.18

0.75
1.50
2.00
2.50
2.05
8.80
0.62

0.24
0.82
1.09
0.96
0.87
3.98
0.28

0.24
0.14
0.19
0.64
0.45
1.67
0.12

0.48
0.96
1.28
1.61
1.32
5.65
0.40

Total

6.63

2.78

9.42

4.26

1.79

6.05

Table 2.2 - Project Cost Estimate by Category (Net of Taxes)
USD (Million)
Foreign Local
Total
Exchange
Cost

Component

Unit of Account (Million)
Foreign Local
Total
Exchange
Cost

1. Goods
2. Consulting Services
3. Operating Costs
Total Base Cost
Contingency

0.25
4.15
1.80
6.20
0.43

0.00
1.45
1.15
2.60
0.18

0.25
5.60
2.95
8.80
0.62

0.16
2.67
1.16
3.98
0.28

0.00
0.93
0.74
1.67
0.12

0.16
3.60
1.89
5.65
0.40

Total

6.63

2.78

9.42

4.26

1.79

6.05

Sources of Financing and Expenditure Schedule
The proposed project will be jointly financed by an ADF grant (technical assistance),
and the COMESA Secretariat. The ADF grant will finance 95% of the total cost of the
project with COMESA covering the remaining 5%. The ADF grant will finance the
total cost for components A, B, C, and D and 80% of component D (project
management cost). The contribution from the COMESA Secretariat will cover 20% of
component D (project management). The financing plan by source of finance is
shown in Table 2.3 below.
Table 2.3 - Sources of Financing (in UA million)
Source
ADF Grant

Foreign
Exchange
4.26

1.49

5.75

Percent of
Total
95%

Local Cost

Total Costs

COMESA

0.00

0.30

0.30

5%

Total

4.26

1.79

6.05

100%

The expenditure schedule by component is shown in Table 2.4 below.
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Table 2.4 - Expenditure Schedule by Component (UA Million)
Component

2011

2012

A. Legal & Institutional Framework

0.26

0.26
0.41

B. Technical & Financial Feasibility

2013

2014

Total

0.52
0.62

1.03

C. Detail Design/Transaction Advisory

0.69

0.69

1.37

D. Regulatory Framework

0.86

0.86

1.72

E. Project Management & Audit

0.35

0.35

0.35

0.35

1.41

Total

0.61

1.02

2.52

1.90

6.05

2.5.

Project’s target area and Beneficiaries

The project’s target area is the entire COMESA region with its 19 member states.
While it is unlikely that all the member states will participate in the initiative from the
beginning, there are already a critical number of states covering the prevailing air
routes that have shown their commitment to cooperate for the establishment of a
uniform upper airspace and ATM. The legal and institutional arrangements will
incorporate a measure of flexibility to allow for the expansion of services to states
which do not participate in the initial agreement but may reconsider their participation
at a later stage.
The members of the civil aviation community in COMESA including Civil Aviation
Authorities, Air Traffic Service Providers, airport operators, and airline companies are
the key stakeholders who will be directly affected as a result of CNS/ATM
implementation. But the benefits are not limited to the aviation community only; they
will accrue to the community in general and air transport passengers and shippers in
particular through lower prices and improved safety. Lower prices and improved
safety will induce greater demand not only in activities closely related to air travel like
tourism but also in manufacturing and agriculture.

2.6.

Participatory process for project design and implementation

During project identification, preparation and appraisal, the Bank project team has
consulted extensively with COMESA, National Civil Aviation Authorities of several
member countries, and airline companies. Bank staff has also participated to several
meetings of the COMESA CNS/ATM working group. Further consultations were also
conducted with donor agencies active in the sector including the World Bank, the
European Union, JICA, and USAID. International Civil Aviation organizations
particularly ICAO, ASECNA, and EUROCONTROL were also consulted.
The implementation of the project will also rely on the strong participation of the
COMESA member countries through the project Steering Committee with ICAO’s
regional office in Nairobi playing an advisory role. Further details on the participatory
approach during implementation are provided under the Section on Project
Implementation Arrangements.
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2.7.

Bank Group experience, lessons reflected in project design

The project design took into account the lessons learned from previous interventions
of the Bank in multinational operations, and project involving regional entities. In past
intervention of the Bank involving regional entities, poor implementation capacity has
been the source of protracted delays in project execution. For multinational projects,
poor or inappropriate regional coordination with ill-defined responsibilities and lack of
resources has been one of the weaknesses that were identified. Past experience of
the Bank also suggest that collaboration to reach consensus among RMCs to foster
regional programs poses tough challenges if the project fails to attract or leverage
strong political support and sponsorship. The proposed project design reflected
these lessons by providing a dedicated and appropriately staffed project
implementation unit and designing a strong regional project coordination steering
committee with appropriate budgetary provisions. The implementation arrangements
were also designed to leverage the political leadership role entrusted to Rwanda by
the COMESA head of states to spearhead the CNS/ATM initiative.

2.8.

Key performance indicators

The achievement of the project objectives would produce the following outcomes: (i)
An enabling legal and regulatory framework for a unified upper airspace in the
COMESA Region; (ii) An adequate institutional framework for providing and
regulating regional ATS; and (iii) The conclusion of the PPP arrangements to
finance, build, and operate the regional CNS/ATM infrastructure.
The key performance indicators to measure project outcomes are:
(i) A signed Multilateral Agreement amongst COMESA member states for a Unified
Airspace; (ii) Harmonized safety, economic and performance regulations are
adopted by member countries; (iii) A Regional Air Traffic Services Agency and Single
Airspace Regulatory Agency are established; and (iv) A signed BOT Concession
Agreement with private sponsors or alternatively signed loan agreements between
member states and IFIs to build the regional CNS/ATM infrastructure and operate
Unified Upper Space Control Center.

III. PROJECT FEASIBILITY
3.1.

Economic and financial performance

The expected outcome of the present project is a cooperative framework in the form
of legislations, regulations, and regional institutions that are required for the
establishment of a unified upper airspace for traffic navigation purposes in the
COMESA region. These intermediate steps to establish an enabling environment will
not directly generate any revenue but will have an indirect positive influence on the
downstream development, financing, and deployment of CNS/ATM infrastructure by
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public or private sector sponsors. Consequently the operation could not be subjected
to the traditional Benefit-Cost-Analysis.
The economic and financial analysis of the COMESA CNS/ATM system will be
prepared under this technical assistance to inform the necessary investment
decisions. Notwithstanding, experience from other regions strongly suggest that a
regional approach to meeting the ICAO requirement to transition to satellite-based
CNS/ATM will lead to significant benefits from the point of view of both air traffic
service providers and governments which are interested in the broader economic
and social impacts of CNS/ATM systems. The increase in automation of air traffic
management, withdrawal of ground-based air navigation aids, and the rationalization
of equipment to fewer centralized locations will result in reduction in unit costs
through investment savings and labor productivity improvements. The downstream
project benefits include reduced cost of air transport and improved aviation safety
leading to increased air travel and economic growth. The project will have significant
induced development effects by stimulating employment generation in the Tourism
and Hospitality industry which is the number one foreign exchange earner in several
countries in the COMESA region.

3.2.

Environmental and Social impacts

Aviation is a direct contributor to greenhouse gas (GHG) emissions. While it is a
relatively small contributor (3%) when compared to all other sources, its projected
future growth raises important environmental concerns regarding its impact on
climate change. The Kyoto Protocol states that the responsibility of limiting or
reducing emissions from international aviation shall fall to the United Nations
Framework Convention on Climate Change (UNFCCC) parties working through
ICAO. The ICAO Committee on Aviation Environmental Protection (CAEP) considers
the global implementation of CNS/ATM as one of the key pillars to limit or reduce the
impact of aviation greenhouse gas emissions on climate change. The environmental
benefits of CNS/ATM will be realized through improved airport capacity, optimized
route networks and airspace management, collaborative flight planning and rerouting, and wind-optimized direct routes which collectively will offer reduced fuel
consumption and lower levels of pollutants. The results of an initial study show that
there will be a 5% reduction in CO2 emissions due to the introduction of planned
CNS/ATM systems within Europe and the United States.
By supporting the development of a regional CNS/ATM system, this Technical
Assistance will contribute to mitigating the impact of aviation on climate change. In
particular, a provision will be made under the ESIA study to collect baseline data in
the COMESA region to allow for downstream evaluation of environmental benefits as
well as contribute to expanded modeling capabilities and the planned global
assessments.
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IV. IMPLEMENTATION
4.1.

Implementation arrangements

Project Implementation - A dedicated project implementation unit, the COMESA
CNS/ATM PIU, will be set up to provide day-to-day executive management of the
project. The Unit will consist of a small team lead by a Project Manager/Air
Navigation Technical Expert, a Legal and Regulatory Expert, and an Administrative
Assistant. It may be strengthen by consulting firms or advisers with competencies in
legal, technical, institutional, and procurement matters who may be either individual
consultants or experts seconded by COMESA member countries on temporary or
short time basis. The terms and conditions of secondment will be determined by
mutual agreements between COMESA and the concerned member countries. The
PIU will be responsible for overall monitoring of the project and will report to
COMESA Infrastructure Directorate. Implementation oversight will be provided by the
COMESA CNS/ATM Working Group which will be the project Steering Committee.
The Project Steering Committee will be chaired by Rwanda which was mandated by
the COMESA Council of Ministers to spearhead the integration of COMESA
airspace. The implementation arrangements details are provided in Annex B1.

Procurement
All procurement of goods and acquisition of consulting services financed by the Bank
will be in accordance with the Bank's Rules & Procedures for Procurement of Goods
and Works or as appropriate Rules & Procedures for the Use of Consultants, using the
relevant Bank Standard Bidding Documents. The different procurement and
consultants’ selection methods, the requirements for prequalification, post-qualification,
and prior review, the estimated costs of procurement packages, and the procurement
plans were agreed upon with COMESA Secretariat. The procurement arrangement
details are provided in Annex B3.

Disbursement Arrangements
The grant will be disbursed for categories of expenditure including Goods, consulting
services, and non-consulting services. The Direct Payment Disbursement Method
will be used for disbursement applications related to the acquisition of goods and
consulting services provided by consulting firms. The disbursement related to the
acquisition of consulting services through individual consultants, and non-consulting
services (e.g. salaries, and operating costs for the PIU and the proposed regulatory
agency) will be through a special account (revolving fund). All disbursements will
follow the procedures and standard supporting documents outlined in the Bank’s
Disbursement Hand Book. The COMESA Secretariat will open Special Account in a
financial institution and under conditions acceptable to the Bank for the purpose of
depositing the proceeds of the portion of the grant earmarked for disbursement
through special account. Separate operating accounts for the PIU and the proposed
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Regional Regulatory Agency will be opened in due course. The opening of the
project accounts will be made a condition for the effectiveness of the grant. The
disbursement arrangements details are provided in Annex B2.

4.2.

Monitoring

Timeframe

Milestone

Monitoring process /
feedback loop

Q1 - 2011

Project Launching, PIU Established

Supervision and Progress Report

Q2 - 2012

Draft Legal Agreement Completed

Supervision and Progress Report

Q3 - 2012

CNS/ATM Master Plan Completed

Midterm Review & Progress Report

Q4 - 2013

RFQ, RFP for PPP Completed

Supervision and Progress Report

Q1 - 2013

Regulatory Framework Completed

Supervision and Progress Report

Q4 – 2013

UACC & Regulatory Agency Established

Supervision and Progress Report

Q3 – 2014

Concession/Financial Close Completed

Supervision and Progress Report

Q4 – 2014

Project Completion

Project Completion Report

4.3.

Governance

The COMESA Secretariat has sound internal fiduciary safeguards. The Secretariat
maintains its accounting records through a computerized system, called Sun
System. The accounts for donor-funded projects implemented by the Secretariat are
maintained using the same system. COMESA has a comprehensive and welldocumented Financial Manual which outlines Financial Management Rules and
Procedures, internal control procedures as well as financial reporting arrangements
for procurement, maintenance of assets, and internal audit.
The Assistant Secretary General for Programs will assume the overall responsibility
for the project funds, while COMESA Director of Finance will be responsible for the
project accounts. The Directorate will open and maintain separate accounts for the
project, and maintain all the necessary documentation and records supporting
project related disbursement and financial transactions. The project accounts and all
procurement activities will be audited annually by an independent external auditor to
ensure compliance with the Bank’s fiduciary safeguards. The financial reporting
under on-going projects supported by EU and ADF was reviewed and found
acceptable with timely submission of the required annual audit reports.

4.4.

Sustainability

The sustainability of the cooperative legal and institutional framework will largely
depend on the degree of cooperation amongst COMESA member countries for a
collaborative decision-making process for the establishment of the regional
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CNS/ATM infrastructure. The operation of the future CNS/ATM system on a
commercial basis with strong participation and involvement of private sector
stakeholders will contribute to the financial viability of the operation. Earlier prefeasibility studies conducted for the COMESA region as well as more recent studies
conducted for SADC show that the implementation of a single upper airspace in
addition to its own viability and sustainability also allow for the viability and
sustainability of the lower airspace for all participating states. The operational
sustainability of the regulatory agency will be assured through levies on air traffic
services.

4.5.

Risk management

A multilateral agreement for a unified airspace will require a consensus amongst the
member countries. This process has proven to be very demanding and time
consuming in the past and could if not properly managed derail the project. Vested
interests in the currently fragmented airspace could also resist any change towards a
unified airspace. These two potential risks are mitigated by the strong political will
and commitment for the integration of their airspace shown by several COMESA
member states and by the need to meet the requirements by ICAO for all countries
to transition gradually to satellite-based CNS/ATM.
The proliferation of similar initiatives by other RECs in Eastern and Southern Africa,
particularly SADC and EAC may represent a risk for the COMESA initiative. This risk
is mitigated by the fact that there are currently more than 25 flight information
regions (FIR) in the three RECs; their consolidation into two or three FIRs would still
be an enormous progress with considerable investment savings and safety benefits.
The risk is further mitigated by the fact that some of COMESA member countries that
are neither EAC nor SADC members have large airspace covering most of the
prevailing air routes. Finally all three RECs have agreed under the TRIPARTITE
arrangement to collaborate in this area for the benefit of their member countries.
The establishment of a PIU with no prior track record for procurement and project
management may induce some fiduciary risks. These risks will be mitigated through
a rigorous selection process of PIU staff with demonstrated and established
credentials in procurement/financial management and by close staff supervision from
both the Bank field office and headquarter.

4.6.

Knowledge building

Investments in cross-border infrastructure are more than often hampered by lack of
appropriate legal, institutional, and regulatory frameworks. The present technical
Assistance grant to COMESA was designed to assist in tackling this problem. The
project is expected to generate a wealth of knowledge on successful approaches
and processes in designing cross-border legal, institutional, and regulatory
arrangements for collective action in developing regional infrastructure projects.
Besides the customary project completion report and post evaluation report, it is
proposed that a more comprehensive knowledge building report be prepared by a
consultant as part of the monitoring evaluation and audit package of the project.
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V.
5.1.

LEGAL INSTRUMENTS AND AUTHORITY

Legal instrument

The financial assistance of the ADF is through a Technical Assistance Grant to
COMESA Secretariat.

5.2.

Conditions associated with Bank’s intervention

Entry into Force of the Protocol of Grant Agreement
The entry into Force of the Protocol of Grant Agreement shall be subject to the
fulfillment by the recipient of the provisions of Section 4.01 of the General conditions
Applicable to Protocol of Agreements.

Conditions Precedent to First Disbursement of the Grant
The obligation of the Fund to make the first disbursement of the Grant shall be
conditional upon the entry into force of the Protocol of Grant Agreement and the
fulfillment by COMESA Secretariat of the following conditions:
i)

The COMESA Secretariat shall have appointed a Project Coordinator whose
qualifications and experience are acceptable to the Fund;

ii)

The COMESA Secretariat shall have appointed the CNS/ATM Working Group to
serve as the project steering committee;

iii)

The COMESA Secretariat shall have opened a Special Account denominated is
United States Dollars in a bank acceptable to the fund into which the proceeds
of the grant to cover certain eligible expenditures will be deposited as required;

Other Conditions of the Grant
i)

The COMESA Secretariat shall have opened separate project operating
accounts in banks acceptable to the Fund for the PIU by 31 July 2011 and the
proposed Air Traffic Regulatory Agency no later than three months after the
signing of the agreement establishing the agency by the member states;

ii)

The annual operating budget of the PIU and proposed Regulatory Agency shall
be submitted to the Fund for review and no-objection no later than 31 March
each year during the execution of the project.

5.3.

Compliance with Bank Policies

()
()

This project complies with all applicable Bank policies.
The project does not require any exception from Bank policies.
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VI. RECOMMENDATION
Management recommends that the Board of Directors approve the proposed grant of
UA 5.75 million to the Secretariat of the Common Market for Eastern and Southern
Africa (COMESA) for the purposes and subject to the conditions stipulated in this
report.
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Appendix I - COMESA Selected Comparative Socio-Economic indicators
Indicator

Africa

Developing Developed
Countries
Countries

Year

COMESA

Area ('000 Km²)

2007

11,927.88 30,322.57

80,975.97

54,658.39

Total Population (millions)

2009

455.12

1,008.35

5,628.53

1,068.73

Urban Population (% of Total)

2006

0.00

0.00

44.76

77.66

Population Density (per Km²)

2009

GNI per Capita (US $)

2008

888.25

1,427.92

Labor Force Participation - Total (%)

2009

186.28

396.20

0.00

0.00

Labor Force Participation - Female (%)

2009

41.97

41.24

39.80

43.32

Gender -Related Development Index Value

2005

0.45

0.49

Human Develop. Index (Rank among 182 countries)

2007

Popul. Living Below $ 1 a Day (% of Population)

1995

Charts

Basic Indicators

66.60

23.10

2,780.29

39,688.06

0.91
25.00

Demographic Indicators
Population Growth Rate - Total (%)

2009

2.42

2.29

1.37

0.71

Population Growth Rate - Urban (%)
Population < 15 years (%)

2009

29.23

17.67

Population >= 65 years (%)

2006

3.28

3.42

5.99

15.30

Dependency Ratio (%)

2006

85.68

82.30

52.80

Sex Ratio (per 100 female)

2009

934.93

948.33

Female Population 15-49 years (% of total population)

2006

0.00

0.00

53.30

47.20

Life Expectancy at Birth - Total (years)

2009

56.46

55.67

65.68

79.81

Life Expectancy at Birth - Female (years)

2009

55.05

54.43

68.87

82.68

Crude Birth Rate (per 1,000)

2009

36.14

35.41

21.48

12.03

Crude Death Rate (per 1,000)

2009

11.54

12.20

8.21

8.30

Infant Mortality Rate (per 1,000)

2009

75.88

79.36

53.09

5.75

Child Mortality Rate (per 1,000)

2009

122.59

129.81

51.38

6.30

Total Fertility Rate (per woman)

2009

4.66

4.51

2.67

1.77

Maternal Mortality Rate (per 100,000)

2005

590.21

691.15

440.00

10.00

Women Using Contraception (%)

2006

61.00

75.00

Health & Nutrition Indicators
Physicians (per 100,000 people)

2004

52.12

42.95

77.00

287.00

Nurses (per 100,000 people)*

2004

106.81

116.59

98.00

782.00

Births attended by Trained Health Personnel (%)

1989

33.95

39.00

99.32

Access to Safe Water (% of Population)

2006

63.60

63.92

83.99

99.58

Access to Health Services (% of Population)

2000

67.06

65.32

80.00

100.00

Access to Sanitation (% of Population)

2006

37.36

38.44

54.60

99.85

Percent. of Adults (aged 15-49) Living with HIV/AIDS

2005

3.99

4.56

161.86

14.14

Incidence of Tuberculosis (per 100,000)

2007

298.17

313.75

Child Immunization Against Tuberculosis (%)

2007

89.02

83.08

89.00

99.00

Child Immunization Against Measles (%)

2007

82.19

83.08

76.00

92.62

Underweight Children (% of children under 5 years)

2003

37.10

31.08

27.00

0.10

Daily Calorie Supply per Capita

2005

2,199.16

2,413.39

2,675.20

3,284.70

Public Expenditure on Health (as % of GDP)

2006

4.00

6.87

Education Indicators
Gross Enrolment Ratio (%)
Primary School - Total

2008

102.25

96.86

106.00

101.50

Primary School - Female

2008

98.01

92.22

104.58

101.21

Secondary School - Total

2007

33.27

38.14

62.32

100.28

Secondary School - Female

2007

28.64

33.38

60.71

100.00

Primary School Female Teaching Staff (% of Total)

2008

Adult Illiteracy Rate - Total (%)

2007

Adult Illiteracy Rate - Male (%)

2007

Adult Illiteracy Rate - Female (%)

2007

Percentage of GDP Spent on Education

1991

19.03
14.69

13.39
24.45
5.42

Environmental Indicators
Land Use (Arable Land as % of Total Land Area)

2007

6.58

7.46

9.86

11.60

Annual Rate of Deforestation (%)

2000

0.62

0.60

0.40

-0.20

1.90

12.30

Annual Rate of Reforestation (%)
Per Capita CO2 Emissions (metric tons)

2008

Sources : ADB Statistics Department Databases; World Bank: World Development Indicators
UNAIDS; UNSD; WHO, UNICEF, WRI, UNDP; Country Reports.
Note :

n.a. : Not Applicable ; … : Data Not Available.

15

Last update: August 2010

Appendix II - Table of ADB’s portfolio in COMESA Secretariat
List of active projects by Sector as of 30 May 2010:
Sector: [Agriculture & Natural Resources Management]
Name
Agricultural Marketing
Promotion and Regional
Integration Project
TOTAL APPROVALS

Type1

Rating

Amount (UA)

Date approved

G

S

3,740,000

1/07/04

3,740,000

1

- L: Loan, G: Grant, S: Satisfactory

Sector: [Governance]

1

Name

Type1

Rating

Amount (UA)

Date approved

Public Procurement Reform
Project:

G

S

5,660,000

21/07/06

TOTAL APPROVALS
- L: Loan, G: Grant, S: Satisfactory

5,660,000
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Appendix III - Map of Project Area – COMESA REGION
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COMESA AIRSPACE INTEGRATION PROJECT
ANNEX A – Sector Technical Brief

ORGANIZATIONAL AND INTERNATIONAL COOPERATIVE ASPECTS OF
AIRSPACE INTEGRATION AND DEPLOYMENT OF CNS/ATM1
INTRODUCTION
Two important characteristics of major CNS/ATM components are the capacity to serve a large
number of States, even regions of the world, and the major investments involved in their
implementation. This has organizational implications because States will need to cooperate in order
to benefit from the efficiency CNS/ATM systems offer. The structure of the international cooperative
effort required will differ depending on the implementation option chosen for a specific systems
component and the States involved. At the national level, implementation of CNS/ATM systems will
be facilitated where financially autonomous bodies have been established to operate air navigation
services. Such bodies may also operate airports or be in the form of an autonomous civil aviation
authority. Whether at the national or international level, financing of CNS/ATM systems components
as well as other air navigation services infrastructure will be enhanced where such autonomous
bodies are responsible for infrastructure provision and operation.
ORGANIZATIONAL FORMS AT THE NATIONAL LEVEL
There are three basic or core forms of organization for providing air navigation services at the
national level. These are as follows:
1. A government department that is subject to government accounting and treasury rules; its
staff are employed under civil service pay and conditions;
2. The autonomous public sector organization that is separate from an executive arm of
government; however, the government has total ownership of the organization; and
3. The private sector organization that is owned by private interests either totally or with the
government holding a minority share.
The decisions made by individual States as to the organizational form at the national level, under
which their air navigation services would operate, will depend on the situation in the State concerned,
the organization of airspace and whether the provision of services is delegated to other States or
delegated under some other organizational form. These decisions will often be strongly influenced by
government policy; however, each State would need to take due account of the following factors:
1. The overall framework of government and system of administration followed by the State;
2. The legal and administrative arrangements to ensure that the State’s responsibilities to
uphold the relevant articles of the Chicago Convention are maintained;
3. Forecast industry activity;
4. The sources and cost of funds required to meet related infrastructure investment needs;
5. The requirement of the aviation industry, both international and domestic, to promote
increased efficiency of operations by the safe and efficient provision of air navigation
services; and
6. The importance of civil aviation to the State’s economic and social objectives and the extent
to which civil aviation has been developed to meet those needs.
Whatever organizational form is selected, in accordance with Article 28 of the Chicago Convention,
the State is ultimately responsible for the provision and operation of air navigation services. With
autonomous entities providing and operating air navigation services, it is recommended (ICAO’s
Policies on Charges in Doc 9082/7) that States establish an independent mechanism for the
economic regulation of the services. A State should, where necessary, stipulate as a condition for its
1

Adapted from Global Air Navigation Plan – ICAO 2007
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approval of a new autonomous body or entity, that the entity observe all relevant obligations of the
State specified in the Convention on International Civil Aviation and its Annexes as well as other
ICAO policies and practices, such as those contained in ICAO’s Policies on Charges. These include
recommendations for States to encourage their air navigation services providers to develop and
apply performance parameters in order to improve the quality of services provided and the
application of principles of best commercial practice in order to promote transparency, efficiency and
cost-effectiveness.
SPECIFIC OPERATIONAL AND TECHNICAL ORGANIZATIONAL ASPECTS
General
Implementation of CNS/ATM systems will require considerable investment in the area of ATM (e.g.
automation and support systems) as well as in communications and navigation infrastructure. The
latter involves space segment elements as well as associated ground-based elements (e.g. satellites
or satellite transponders, ground earth stations, etc.). The magnitude of the investments involved and
the capacity that will be provided are often of such an order that it will not be possible, feasible or
practical for a State to implement such systems for its sole use.
When CNS/ATM systems are implemented on a global scale, the need for States to provide and
operate conventional communications, navigation and surveillance systems will be significantly
reduced. Regional air navigation plans (ANPs) should provide a schedule for the phase-out of
facilities made redundant by the provision of CNS/ATM systems services. From an organizational
point of view, this will mean that some staff now required to operate conventional systems would
become redundant, although some could be redirected towards work associated with the provision of
the new CNS/ATM-related services. The extent of the redundancy would also be influenced by the
technical solution and implementation option chosen, as described in the paragraphs below.
Because of the centralization inherent in satellite operations, redundancies would occur in most
States in staff and facilities previously devoted to serving the conventional systems, if the economies
of CNS/ATM systems application are to be fully realized.
Communication satellite services implementation and option selection
The satellite-based system serving the needs of CNS/ATM systems communications will require an
extensive network of ground-based facilities, including ground earth stations (GES) and associated
communications links to air traffic facilities. As there are different means of system access, States will
have different implementation options. Depending on requirements and circumstances, a State or a
group of States may choose various options. Relevant to the selection of an implementation option
and the resulting organizational structure are such economic factors as achievable economies of
scale, scope for competition and requirements for economic regulation. It should be stressed,
however, that the specific framework a State or group of States selects cannot be established, nor
can the appropriate legal instrument covering its establishment be written, until the States concerned
have themselves determined which approach best meets their requirements.
While some States may operate some elements of the ground-based facilities themselves (e.g.
GES), access to satellite services will be primarily through service providers that will provide satellite
access either directly or by acting as coordinators for satellite operators. From an organizational point
of view, however, a State has a number of implementation options to choose from, or it can choose a
combination of options. These cover a wide range within which a State can:
1. Contract with certified service providers;
2. Commission existing multilateral State organizations such as Agence pour la Sécurité de la
Navigation Aérienne en Afrique et à Madagascar (ASECNA), Corporación Centroamericana
de Servicios de Navegación Aérea (COCESNA) and European Organization for the Safety of
Air Navigation (EUROCONTROL) to act on its behalf in dealing with service providers;
3. Join other States to form a group of States or to form a new international organization which
would negotiate for service; and/or d) use a mechanism within ICAO (e.g. Joint Financing
Agreement) to act on behalf of States in dealing with service providers.
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Autonomous civil aviation organizations may prefer to establish direct technical and commercial
relationships with satellite service providers where this is possible and feasible.
Further to the above, the selection of the implementation option a State applies is likely to be strongly
influenced by at least two factors, namely, the cost-effectiveness of the alternatives, and the extent to
which the State concerned will continue to maintain the control that it may exercise over the provision
of services to civil aviation. The latter also includes the extent to which existing facilities and
personnel continue to be utilized in the provision of CNS/ATM systems services, as opposed to being
made redundant by the implementation option(s) selected.
Global Navigation Satellite System (GNSS)
The GNSS will initially be composed of satellite systems that provide standard positioning service
and system augmentations, which may have wide area or local area coverage. System augmentation
is required for meeting certain performance requirements. Positioning signals are being offered free
of charge by the two provider States concerned at least up to the year 2010 by the Russian
Federation (the GLONASS system), and for the foreseeable future with six years advance notice of
any change to that policy by the United States (GPS). Both these systems are originally military
systems, which are being made available for civilian use. Unless these systems are replaced by
(civilian) systems requiring financial commitments from the civil establishment worldwide, the
provision, as opposed to the use, of the standard positioning service does not appear to be
dependent on organizational issues needing to be addressed by States other than the provider
States. The GALILEO core satellite constellation, being developed by the European Union Member
States, is intended to be a civilian controlled and operated system designed to fulfill the requirements
of a variety of users including civil aviation. Similar to GPS and GLONASS, GALILEO Open Service
will provide a positioning service to aviation free of direct user charges.
System augmentation gives rise to somewhat different considerations. For example, a satellite-based
augmentation system (SBAS) could be provided by the same State(s) or entity that operates a core
satellite constellation providing global standard positioning service. However, a group of States or a
regional organization might also undertake to operate the augmentation satellite service required,
either by themselves or by contracting with a commercial or government organization to do so on
their behalf. Thus, the same type of options as outlined for communication satellite services above
apply. In each instance, costs would be incurred that would presumably need to be recovered. From
an organizational point of view, such augmentation would in fact be a multinational facility or service
to which the guidance material on the provision and operation of multinational facilities and services,
which will be addressed later, could apply, as long as the augmentation is primarily to serve civil
aviation. On the other hand, if civil aviation is only going to be a minority user of the augmentation
services provided, and the entity will provide augmentation services worldwide, a joint concerted
approach through, for example, ICAO, a regional air navigation services provider association, or an
international aviation user association, for dealing with the service provider, may be the most
appropriate.
Augmentation with local coverage would most likely not require international involvement provided
that the facility meets the specifications and standards required for it to be listed as an international
civil aviation facility. The facility itself could be provided by the national or local government or under
contract by a commercial entity.
Air traffic management (ATM)
With regard to organizational aspects, implementation of CNS/ATM systems has special relevance to
ATM. This is because the advanced communications, navigation and surveillance technology offers
the possibility to expand the capacity of individual air traffic facilities in many parts of the world and
particularly those handling traffic over the high seas. As a result, it will be possible and technically
and economically feasible to provide ATM over expanded areas into what could be termed ATM
regions, and correspondingly reduce the number of air traffic facilities. However, it should be
assumed that the decision made by individual States whether or not to proceed in this manner would
not only be taken on technical or economic grounds, but would also depend on other issues in the
State concerned that would often be strongly influenced by government policy.
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It should be added that even without an air traffic facility, a State may still need to incur costs
associated with providing CNS/ATM systems services as well as other air navigation services for
overflying traffic and during the enroute phase of flight for traffic landing on or departing from its
territory (e.g. participation in GNSS augmentation schemes, aeronautical fixed service (AFS) links
with one or more ACCs, and MET costs). Under such circumstances, such costs together with the
costs of closing an air traffic facility would continue to be recoverable by the State(s) concerned. This
would call for cooperation or agreement between that State and the entity operating the facility
serving the ATM region covering the State concerned. The entity could be an international or regional
body, a joint operation by a few States, or another State. The agreement or scheme should call for all
costs attributable to the provision of air navigation services to air traffic during the en-route phase of
flight that would be borne by the State which has closed its facility, to be included in the cost base,
and recovered through the charges levied, through the facility serving the expanded ATM region.
CNS/ATM systems costs attributable to services provided during the approach and/or departure
phase of flight would, like the costs of other air navigation services attributable to this phase of
operations, be recoverable through approach and aerodrome control charges.
INTERNATIONAL COOPERATION
General
International cooperative ventures in the provision of air navigation services have normally proven to
be highly cost-effective for the provider States as well as the users, and in some instances have
constituted the only means for implementing costly facilities and services which offer capacity that
exceeds the requirements of individual States. By cooperating in such facility or service provision the
States concerned have been able to provide more efficient services and at lower cost than if they had
to finance the facilities concerned themselves. The ICAO’s Policies on Charges (Doc 9082/7)
encourages international cooperation in the provision and operation of air navigation services where
this is beneficial for the providers and users concerned.
According to Assembly Resolution A35-14, Appendix X, States are expected to give consideration to
cooperative efforts for introducing more efficient airspace management, in particular the upper
airspace, taking into account the need for cost-effective introduction and operation of CNS/ATM
systems. In this context Contracting States should consider, as necessary, establishing jointly a
single Air Traffic Services Authority to be responsible for the provision of air traffic services within
ATS airspace extending over the territories of two or more States or over the high seas. Also,
operating agencies are referred to in ICAO Assembly Resolutions A22-19 “Assistance and advice in
the implementation of Regional Plans” and A16-10 “Economic, financial and joint support aspects of
implementation.”
The international cooperation may take different forms. In its simplest form there is a coordination
and harmonization process initiated as a sub-regional activity between a limited number of States.
There are significant synergies to be created and savings to be made by coordinating the planning,
implementation and operation of air navigation facilities and services across borders with neighboring
States. Examples of such sub-regional activities are Roberts FIR Organization in Africa and Piarco
FIR in Eastern Caribbean. An example of a regional activity is the initiative to cooperation in search
and rescue (SAR) services in Africa. A more formal machinery for cooperation may be established as
a Multinational Facility/Service, an International Operating Agency, a Joint Charges Collection
Agency, or an ICAO Joint Financing Arrangement. With reference to Assembly Resolution A35-14, a
political cooperation, known as the Single European Sky, has emerged within the framework of the
European Union Treaty.
The multinational facility or service in the context of CNS/ATM systems implementation
A multinational air navigation facility or service has been defined as a facility or service included in an
ICAO regional air navigation plan, for the purpose of serving international air navigation in airspace
extending beyond the airspace serviced by a single State, in accordance with that regional air
navigation plan. CNS/ATM systems or individual elements of these systems are probably the most
significant multinational facilities or services the aviation community will have access to in the
immediate future. This applies to both the service potential of the systems and the costs involved.
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Where a CNS/ATM systems element is to be provided as a multinational facility or service, the
participating States would need to formalize the terms under which that element or multinational
facility/service is to be provided in an agreement. A primary aim of the agreement would be to ensure
that the costs involved are shared amongst the participating States in a fair and equitable manner. It
should be added that any State sharing in the costs of operating a multinational air navigation facility
or service can include the relevant costs involved in the cost base for charges, such as air navigation
services charges, that it levies.
Implications for States and ICAO technical planning bodies
Because of the financial and managerial implications involved, the approach by technical planning
bodies to the possible implementation of multinational facilities and services may be expected to
differ from that applied to facilities or services to be implemented by a single State. Regarding the
latter, technical planning bodies essentially focus on the technical aspects of the facilities and
services the State concerned must implement to meet its obligations under the respective regional air
navigation plan to serve international civil air traffic within the airspace for which it alone is
responsible. Provided these facilities or services meet international Standards, aspects relating to
their financing and management remain an internal matter for that State.
A different approach, however, is required in the case of multinational facilities and services, because
the primary reason for their establishment is to enable two or more States to carry out, more
efficiently, the services each has accepted responsibility for under the regional plan and in a more
cost-effective manner than each of them could achieve on its own. Consequently, it is to be expected
that the States concerned will wish to evaluate, at least in broad terms, the financial aspects of such
facilities before agreeing to their incorporation in the regional plan and before committing themselves
to utilizing them.
For this reason, basic financial implications will need to be considered by the technical planning
groups at a stage in their deliberations when it is believed that the best or only solution to a problem
involves recommending the establishment of a multinational facility or service. To avoid basic
financial implications until after these groups have finalized their recommendations could lead to
delays if one or more of the States expected to participate in the operation of the multinational facility
concerned raises objections, for example, to the financial share it would be expected to pay. Such
delays in implementing technical solutions could compromise safety or efficiency in the area
concerned while new solutions acceptable to all the States involved are sought.
Equity aspects
Equity in the sharing of the costs of a multinational facility or service and in the recovery of the costs
through user-charges is important. A multinational facility operated by one State, but providing
services used by two or more States, at costs considerably over and above those that would be
incurred to solely meet the requirements of the State operating that facility, may give rise to inequity
in two areas if some form of cost sharing is not arranged. First, for the State providing and operating
the facility, there is inequity from having to defray capital and running costs in excess of those that
the State would otherwise incur to meet its own requirements. Second, where that State would seek
to recover its costs through user charges, users within the airspace for which this State is responsible
would be asked to pay for costs of services not properly attributable to them. These users would
thereby, in effect, be required to subsidize services provided for other traffic by another State. This
would be contrary to ICAO policy.
Basic provisions
The basic provisions that would normally have to be covered in an agreement concerning the
establishment and provision of a multinational facility/service are outlined and described in detail in
the general guidelines on the Establishment and Provision of a Multinational ICAO EUR Air
Navigation Facility/Service, which ICAO has already developed. The ICAO Council decided that such
guidelines be developed and included in all other ICAO regional air navigation plans. The guidelines
developed by ICAO do not constitute a draft model agreement nor draft model clauses since
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circumstances related to the planning, implementation and operation of individual multinational
facilities/services may vary considerably.
A global approach to cost recovery of regional monitoring agencies
A practical application of the multinational facility/service concept is the approach developed by ICAO
for cost recovery of the required regional monitoring agency (RMA) infrastructure for reduced vertical
separation minima (RVSM). In directives to ICAO’s regional offices and the regional planning and
implementation groups (PIRGs) it is recommended that RMAs be implemented as “multinational
(ICAO) air navigation facilities/services” as and when appropriate, using the following steps:
1. Define, at a PIRG meeting, the RVSM monitoring function as a Multinational (ICAO) Air
Navigation Facility/Service in accordance with the existing guidelines on the establishment
and provision of multinational ICAO air navigation facilities/services, included in the regional
air navigation plan concerned;
2. Agree to a cost-sharing arrangement based on, for example, distance flown or number of
flights within the airspace for which each of the respective States has assumed
responsibility, it being understood that distance flown may offer more precision while
allocation based on the number of flights is simpler to administer;
3. Find and assign a State or an existing organization or agency to establish and operate the
RMA (the PIRG’s responsibility);
4. Develop and establish an administrative agreement to regulate the establishment and
operation of the RMA, including the cost-sharing arrangement and procedures for collection
of contributions from the participating States (the PIRG, assisted by the ICAO regional
office);
5. Sign the administrative agreement (DGCAs or some other authorized person in the
participating States);
6. Establish and operate the RMA as a Multinational (ICAO) Air Navigation Facility/Service in
accordance with the administrative agreement (the assigned operator); and
7. Recover the contributions to the financing of the RMA through additions to the cost bases for
route charges and transfer the amounts to the RMA operator (each State).
International operating agencies
An international operating agency is a separate entity assigned the task of providing air navigation
services, principally route facilities and services, within a defined area on behalf of two or more
sovereign States. The services provided by such an agency are usually in the categories of air traffic
services, aeronautical telecommunications, search and rescue (essentially rescue coordinating
centres) and aeronautical information services, but can extend to meteorological services for air
navigation as well. These agencies are also responsible for the operation of charges collection
systems for the services provided. Examples of such agencies are ASECNA (which operates airports
as well as air navigation services), COCESNA and EUROCONTROL.
Joint charges collection agencies
Another effective but less encompassing means for States to benefit from international cooperation in
the provision of air navigation services is to participate in the operation of a charges collection
agency. This is because States individually operating route facilities and charging for the services
rendered will be involved in considerable accounting work and may also encounter collection
difficulties where there is a substantial volume of overflying traffic. In such circumstances, a group of
adjoining States might benefit significantly from the formation of a joint charges collection agency.
This agency would collect route air navigation services charges on behalf of all of the participating
States, including those that are overflown. Since the majority of aircraft are likely to land in the
territory of at least one of the participating States, this would enable most of the route charges to be
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collected without difficulty. The agency would then transfer, to each participating State, the charges
revenue collected on its behalf. Added to each charge levied for each participating State would be a
small fee or percentage to cover the State’s share of the agency’s costs. A joint charges collection
agency should also benefit the users because the collection costs attributable to each participating
State should be lower than that State would otherwise incur itself and need to recover from the users.
Considering that route charges are an essential source of revenue, it is important that the States
themselves, individually or collectively, remain fully in control of the charges collection function.
Another factor to be considered is the additional prospect of further economies resulting from the
employment of better trained staff and improved procedures.
The ICAO Council recommends that States or their delegated service providers consider
participating in joint charges collection agencies whenever this is advantageous. (
Joint financing arrangements
Joint financing arrangements may lend themselves well to the implementation of a number of
CNS/ATM systems elements in situations where it is for example very costly for a State to act alone
or where an existing regional organization (ASECNA, COCESNA, EUROCONTROL, etc.) does not
act on its behalf. Agreements for the joint financing of air navigation facilities and services are
administered by ICAO on behalf of the contracting governments concerned. The involvement by
ICAO in these agreements is provided for under Chapter XV of the Chicago Convention where the
basic principles for a joint support are laid down.
Under a joint financing arrangement, actual provision and operation of the CNS/ATM systems
elements concerned could be carried out by one State on behalf of other participating States or
contracted to a commercial operator or service provider. Alternatively, a group of States could jointly
operate and provide the facilities and services concerned. In the first two instances, ICAO’s role in
joint financing would be similar to that under the Danish and Icelandic Joint Financing Agreements.
Where a group of States would operate the facility jointly, ICAO’s role could, however, be expanded,
particularly during the implementation phase, to include, inter alia, organizing the recruitment of staff,
involvement in planning for construction as may be required, and various associated activities.
Regardless of who actually provides and operates the facilities or services concerned, in all
instances, the participating States under each scheme would exercise full control through a
governing joint support-type committee to whom the ICAO joint financing secretariat would report.
Under the Danish and Icelandic joint financing agreements, the air navigation services are provided
by Denmark and Iceland and used by more than eighty States. The arrangements are established in
the form of multilateral agreements, which regulate the operation, administration, financing and
related support aspects of the air navigation services to be provided under the joint-support scheme.
The administration of the agreements is provided by a special section of the ICAO Secretariat which
reports to the ICAO Council and its Joint Support Committee. It has its own budget separate from the
general ICAO budget. This type of arrangement provides the required neutrality, continuity and
aviation-related know-how, while offering the necessary flexibility required for the operation of such
international public utilities.
A related example of a joint financing arrangement is the Satellite Distribution System (SADIS) Cost
Allocation and Recovery (SCAR) scheme developed by ICAO, which also, upon request of the
governments concerned, provides administrative services for the SADIS Cost Recovery
Administrative Group. The Group audits the costs of the SADIS service and assesses the annual
contribution to be made by each State participating in the scheme. The SADIS service involves the
distribution of certain aeronautical meteorological data. The United Kingdom operates the SADIS
which is presently financed by the States receiving the service. The SADIS service is received by
more than 90 States in Europe, Africa, the Middle East and Western Asia.
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Project Implementation Unit

A dedicated project implementation unit, the COMESA CNS/ATM PIU, will be set up to
provide day-to-day executive management of the project. The Unit will consist of a small
team lead by a Project Manager/Air Navigation Technical Expert, a Legal and Regulatory
Expert, and an Administrative Assistant. It may be strengthen by consulting firms or
advisers with competencies in legal, technical, institutional, and procurement matters who
may be either individual consultants or experts seconded by COMESA member countries
on temporary or short time basis. The terms and conditions of secondment will be
determined by mutual agreements between COMESA and the concerned member
countries. The PIU will be responsible for overall monitoring of the project and will report to
COMESA Infrastructure Directorate.
Coordination – The PIU will report administratively to COMESA Secretariat which is
responsible for overall coordination. The Secretariat will appoint a full time senior staff
member to act as Project Coordinator. Rwanda will similarly appoint a senior full time staff
member as Project Assistant Coordinator to provide the liaison between PIU and the
Project Coordinator and COMESA Infrastructure Directorate.
Oversight – Implementation oversight will be provided by the COMESA CNS/ATM
Working Group which will be the project Steering Committee chaired by Rwanda. Rwanda
was mandated by the COMESA Council of Ministers to spearhead the integration of
COMESA airspace and the deployment of the CNS/ATM project. The Steering Committee
will meet regularly to approve the work program of the PIU, approve the interim outputs of
the project and provide general guidance to the PIU.
Hosting of the Project Implementation Unit - The COMESA CNS/ATM PIU will be housed
at the Rwandan Information Technology Authority (RITA) in Kigali in order to leverage the
leadership role given to Rwanda by the COMESA council of Ministers and maximize
implementation effectiveness. The hosting arrangements will be agreed upon mutually by
COMESA and the Rwandan Authorities. All the costs related to the setting up and
operation of the PIU will be borne by the project.
Responsibilities of Executing Agency
Pre-award activities – (i) Prepare project implementation plan; (ii) Prepare TORs &
bidding documents; (iii) invite bids according to ADB procedures; (iv) Conduct evaluation
of bids; (v) undertake contract negotiations, and select consultants and contractors
according to ADB procedures; (vi) Follow up on all actions agreed with the Bank, related
to project implementation.
Project Management Activities – (i) Supervise project implementation; (ii) Supervise and
monitor consultants, and contractors; (iii) Ensure timely payments to consultants and
contractors; (iv) Prepare and submit progress reports; (v) Ensure timely execution and
submission of audit reports; (vi) Maintain all project records.
Implementation Supervision by the Bank

The executing Agency shall regularly provide the Bank with quarterly progress reports for
the project in the established format covering all aspects of the concerned components. In
addition, monitoring of the project implementation will be done through the Bank’s
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supervision mission program, in accordance with the Bank Group’s Operations manual. A
provisional supervision program is shown in Table B1-1 below.
Table B1-1 Provisional Supervision Program
Date

Activity

Skill-Mix

Staff Input
(Staff Week)

October 2010

Launching
Mission

Task Manager/ ZMFO/RWFO/
Disbursement Officer/
Procurement Officer

5

March 2011

Supervision

Task Manager/ ZMFO/RWFO/

4

November 2011

Supervision

May 2012

Supervision

October 2012

Mid -Term
Review

May 2013

Supervision

October 2013

Supervision

May 2014

Supervision

October 2014

PCR

Task Manager/ KEFO/ETFO
Aviation Spec/
Task Manager/ KEFO/ETFO
Infra Spec
Division Manager/ Task
Manager/ ZMFO/RWFO/
Aviation Spec/ Proc Spec
Task Manager/ ZMFO/RWFO/
Aviation Spec
Task Manager/ KEFO/ETFO
Infra Spec
Task Manager/ KEFO/ETFO
Aviation Spec/
OITC/ZMFO/RWFO
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4
4
5
4
4
4
5

Agencies/Ban
k
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
COMESA/PIU
AfDB
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Financial Management
The Assistant Secretary General for Programs will assume the overall responsibility for the project
funds, while COMESA Director of Finance will be responsible for the project accounts. The
Directorate will open and maintain separate accounts for the project, and maintain all the
necessary documentation and records supporting project related disbursement and financial
transactions. The project accounts and all procurement activities will be audited annually by an
independent external auditor to ensure compliance with the Bank’s fiduciary safeguards. The
financial reporting under on-going projects supported by EU and ADF was reviewed and found
acceptable with timely submission of the required annual audit reports.

Disbursement Arrangements
Disbursement Conditions - The first disbursement on each loan will not be made until the loan enters
into force and the Borrower has fulfilled all the conditions precedent to first disbursement as
stipulated in the loan agreement. Prior to submitting the first request for disbursement, the borrower
shall communicate to the Bank the person (persons) authorized to sign the withdrawal applications
together with the authenticated specimen signature(s).
Disbursement Method - The Disbursement methods applicable to the various components of the
project are summarized below and are explained in detail in the Bank Disbursement Handbook.
Table B2-1 – Disbursement Arrangements
Amount
UA Million

Disbursement
Method

1.1. Legal and Institutional Framework

0.52

1.2. Technical and Financial Feasibility

1.03

1.3. Design/Transaction Advisory

1.37

1.4. Regulatory Framework

0.86

1.5. Project Management

0.60

1.6. Project Audit

0.10

Direct Payment
Direct Payment
Direct Payment
Direct Payment
Special Account
Direct Payment

Project Components
1. Consulting Services

2. Goods
2.1 ICT and Equipment PIU

0.10

2.2 ICT and Equipment - Reg. Agency

0.15

Special Account
Special Account

3. Logistics
3.1 Operating Cost PIU

0.45

3.2 Operating Cost Regulatory Agency

0.56

Special Account
Special Account

A change to a method other than that agreed upon in this table will require the prior approval of the
Bank.
Minimum Amount For Withdrawal Application - Unless otherwise agreed, the minimum
amount for any disbursement under the direct payment is UA 20,000 (see page 2 paragraph
1.2.4 of the Disbursement Handbook).
Correspondent Bank - Where the beneficiary is not located in the country of the currency of
payment, the application should indicate the correspondent in that country of the beneficiary's
bank. The correspondent's name, full address, telex number and swift code, if any, should be
shown.
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Beneficiary's Bank - The full name and address of a beneficiary, his/her account number and
name and full address of his/her bank, should be accurately indicated in the application. The
telex and swift code, if any, should be stated.
Currency of Payment - An application should not be in more than one currency of payment.
For example, if the borrower requires payments in US dollars and Euros, then separate
applications should be submitted for the two currencies. No application carrying more than
one currency of payment will be processed.
Channeling Disbursement Applications - All applications must be addressed to the Director of
Financial Control Department, African Development Bank, Temporary Relocation Agency
(TRA), 13 Avenue du Ghana, B.P.323, 1002 Tunis Belvedere, Tunisia.
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The procurement arrangements are summarized in Table B3.1 below. All procurement of
goods and acquisition of consulting services financed by the Bank will be in accordance with
the Bank's Rules of Procedure for Procurement of Goods and Works, or as appropriate
Rules of Procedure for the Use of Consultants, using the relevant Bank Standard Bidding
Documents.
Table B3-1 - Summary of Procurement Arrangements
Project Categories

Cost (UA Million)
Bank
Total
Funded

Selection
Procedure

PreQualification
(Y/N)

Bank
PriorReview

1. Consulting Services
1.1. Legal and Institutional Framework

0.52

0.52

QCBS

N

Y

1.2. Technical and Financial Feasibility

1.03

1.03

QCBS

N

Y

1.37

QCBS

N

Y

N

Y

1.3. Design/Transaction Advisory

1.37

1.4. Regulatory Framework

0.86

0.86

QCBS

1.5. Project Management

0.60

0.60

QBS

N

Y

1.6. Project Audit

0.10

0.10

LCS

N

Y

2.1 ICT and Equipment PIU

0.10

0.10

Shopping

N

Y

2.2 ICT and Equipment - Reg. Agency

0.15

0.15

Shopping

N

Y

SS

N

Y

N

Y

N

Y

2. Goods

3. Logistics
3.1 Operating Cost PIU

0.60

0.45

3.2 Operating Cost Regulatory Agency

0.71

0.56

6.05

5.75

Total

Force
Account
Force
Account

Consulting Services by Consulting Firms – Consulting firms will be hired to provide the
following services: (i) Legal and Institutional Framework (UA 0.52 million); (ii) Technical
and Financial feasibility (UA 1.03 million); (iii) Transaction Advisory Services (UA 1.37
million); (iv) Preparation of Harmonized Regulations (UA 0.86 million); and (v) Audit
services (UA 0.10 million). These Consulting services will be acquired on the basis of
short-lists of qualified consulting firms. The selection procedure will be based on Quality
and Cost-Based Selection. The audit services will be procured through a short-list of
auditing firms. The selection procedure will be based on establishing the Least Cost
Selection (LCS).
Project Management Staff and individual consultants – Long term Individual consultants
will be hired to staff the PIU for project implementation, contract supervision and overall
technical advice. Short term individual consultants will be hired for the preparation of
terms of reference and RFP, opening and evaluation of bids, training, and any other
necessary assistance decided upon by COMESA and the Bank. The procurement
individual consultants (UA 0.60 million) will be in accordance with the Bank's Rules of
Procedure for the Use of Consultants, (Use of Individual consultants by Borrowers).
Procurement of Goods – The procurement of ICT systems, furniture and other
miscellaneous equipment for the PIU (UA 0.10 million) and the proposed Regional Air
Traffic Regulatory Agency (UA 0.15 million) will be through Shopping.
Operational costs including (i) costs incurred by the PIU (UA 0.60 million) on account of
project implementation, management and supervision including communication costs,
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travel expenses, office supplies; (ii) costs incurred by the proposed Regional Air Traffic
Regulatory Agency (UA 0.71 million) during the two-year start-up period for utilities
(electricity, water, and telecommunication), rental of premises, office supplies, and
insurance costs will be procured through force account in accordance with annual budgets
approved by COMESA and the Bank.
Review Procedures - The following documents are subject to review and approval by the
Bank: (i) Specific Procurement Notices and Invitation for Expression of Interest; (ii) Short
lists of consulting firms and individual consultants; (iii) Tender Documents and Requests
for Proposals for consultants; (iv) Tender Evaluation Reports and Reports on Evaluation of
Consultants' Proposals; (v) Draft Contracts, if the Form of Contract document in the
Standard Bidding Document has been amended.
National Procedures and Regulations - The procurement rules and regulations of
COMESA Secretariat have been reviewed and determined to be acceptable.
Executing Agencies – A dedicated project implementation unit, the COMESA CNS/ATM
PIU, will be set up to provide day-to-day executive management of the project. The Unit
will consist of a small team lead by a Project Manager/Air Navigation Technical Expert, a
Legal and Regulatory Expert, and an Administrative Assistant. The PIU will be responsible
for overall execution of the project and will report to COMESA Infrastructure Directorate.
General Procurement Notice - The GPN will be published in the United Nations
Development Business after the approval of the project by the Board of Directors of the
Bank.
Procurement Plan - As part of the preparation of the project the Beneficiary of the Grant
(COMESA) shall prepare and submit to the Bank for its approval, a Procurement Plan
setting forth: (a) the particular contracts for the goods, and services required to carry out
the project during the initial period of at least 18 months; (b) the proposed methods for
procurement of such contracts that are permitted under the Financing Agreement, and (c)
the related Bank review procedures. The Beneficiary shall update the Procurement Plan
annually or as needed throughout the duration of the project.
Table B3-2 – Typical Procurement Schedule for Consultancy
Activity

Action/Agency

Target Date

General Procurement Notice (APA)

ADB/COMESA

31 July 2010

Invitation for Expression of Interest
Closing for EOI
Evaluation of EOI, Short List & RFP
Documents
to list
ADB
No-objectionSent
Short
& RFP Docs
Issue of RFP Documents
Opening of Proposals
Evaluation of Proposals Report
No-Objection of the Bank
Negotiation and Award of Contract
Consultancy Period

ADB/COMESA
COMESA
COMESA
ADB
COMESA
COMESA
COMESA
ADB
COMESA

31 August 2010
15 October 2010
15 November 2010
15 December 2010
20 December 2010
10 February 2011
10 March 2011
30 March 2011
15 April 2011
Varies
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COMESA AIRSPACE INTEGRATION PROJECT
ANNEX B4 - Audit Arrangements

1.

Objective

In accordance with Bank policy, Borrowers and Grant Beneficiaries are requested to
commission external auditing of Bank –funded projects and submit annual audit
reports no later than six months after the end of each fiscal year. The objective of
the audit of the Project’s financial statements is to enable the auditors to express a
professional opinion on the financial position of the Project and on the statement of
receipts and expenditures covering the whole period of the Project implementation
activities. The audit should also enable the auditors to give an opinion on the
statement of the revolving fund bank account (special account if any) as well as
compliance with the provisions of the loan agreement and the Bank rules and
procedures in respect to project management.
2.

Scope

The audit shall be carried out in accordance with International Standards of Auditing
(ISA) or International Organisation of Supreme Audit Institutions (INTOSAI) audit
standards and will include such tests and controls, as the auditors consider
necessary under the circumstances. COMESA through the PIU shall prepare
detailed terms of reference (TOR) for the audit to be agreed upon with the Bank.
3.

Selection of External Auditors

The audit services will be subcontracted to firms of auditors to be procured through
short-lists. The selection procedure will be based on establishing the comparability
of technical proposals and selection of the lowest financial offer. The external audits
will be financed from the proceeds of the grant.
4.

Audit Opinion

Besides a primary opinion on the financial statements, the audit report on the project
financial statements should include a separate paragraph each commenting on the
items described in the TOR, especially, compliance with the loan covenants, Bank’s
rules and policies; the disbursement and procurement guidelines; and the control
environment in which the project is being managed.
5.

Management Letter

The scope of the engagement as set out in the TOR should require the auditor to
provide a Management Letter with reference to the executing agency. This is a
report on the internal controls and operating procedures of the entity, covering all
aspects included during the normal course of the audit. Because an auditor is
unlikely to cover all activities of a client during an annual audit, the Management
Letter may address only those specific matters that came to the attention of the
auditor during the review.

31

