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SUMMARY

(1) Mauritius (see Map IBRD 16945) is situated in the Indian Ocean
about 2,400 km from the African mainland. In addition to the main island,
Mauritius, there are a few smaller islands scattered in the Indian Ocean
the most important of which is Rodrigues. The mazin island has about 2,000
km2, just over half of which is arable land; the rest is made up of rocks
and mountainous slopes, too steep for cultivation. With the exceptioa of a
few rocky areas, mostly along the sea coast, the terrain does not pose
much difficulty for iand transport.

(11) The road network consists of 1,787 km of classified roads. All
roads are bituminized except for 176 km of rural roads, which have a gravel
surface. The roadz are classified into four categories: motorways, main
roads, urban roads, aand rural roads. Most of Mauritius' roads, with the
exception of motorways, originated as agricultural tracks which were pro~
gressively improved but without proper studies for their layout or desigu.
Due to the progressive improvements dome, the road pavements are heteroge—
neous and structurally weak, and are in need of strengthening. There is
also a lack of adequate drainage along most roads. Ministry of Works (MOW)
is in charge of road construction and maintenance of main roads and its
present organization and staffing 1s adequate.

(111) Port Louis, the country's only deep-water port, has four berths,
two of which are for coatainer traffic. The port has also separate termi-
nals for sugar export and for import of fuel. Under a Bank—-financed pro—
ject the port was expanded and modernized and its. capacity has been signi-
ficantly iucreased and is expected to be adequate to meet the country's
needs in the foreseeable future. The Mauritius Maritime Authority (MMA)
operates the port with administrative and fimancial authority under Prime
Minister's Office. Cargo handling in the port 1s dome by a newly estab-
lished company — Cargo Handling Corporation (CHC) under the auspices of
the Mauritius Marine Asthority (MMA). The management of the port is satis-
factory.

(iv) In view of Mauritius’' long distance to the African mainland and
the rest of the world, air tramsport has particular importance for interna~
tional communication. Mauritius is served by ten airlines providing 26
scheduled flights per week to and from Africa, Asia, Australia and Europe.
In addition to the intermational airport at Plaisance, capable of accommo-
dating Boeing 747 aircraft, there is a small airport on Rodrigues island
served by Air Mauritius a few times per week. The Civil Aviation Depart-
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ment (CAD) is responsible for air transport coperations in the country. The
Govermment—controlled national airline Air Mauricius (AM) 1is financially
and administratively autonomous; it has been well-managed and steadlly

grwing.

(v) The cost recovery in the transport sector has been generally
satisfactory. MMA and AM operate with rising profit, while CAD makes an
operational profit in running the airport. On the other hand, in road
transport the Government-cwned bus compamy, NIC, 1s struggling between
small profits or losses, while the privately-owmed companies have been
facing increasing financial difficulties, which were more pronounced in
1983 and 1984. This stems partly from internal weaknesses of the carriers
on the one hand and the inadequate role of the National Transport Authority
in regulating the industry and insufficient support of the Government
through tariff, credit and fiscal policies on the other.

(vi) The Ministry of Economic Planning and Development (MEPD) over-
views the development in the transport sector through its section for
infrastructure. However, responsibility for the msnagement of the sector
is divided among various ministries/departments. MOW is responsible for
development and maintenance of motorways and main roads, while the upkeep
of rural and urban roads is the responsibility of local authorities; NTA is
in charge of the road transport industry; MMA handles port operations while
CAD 1is respousible for planning, regulation and operaction of air trang-
port. At present there is no integrated ecomomic plan for the country and
aone for the transport sector.

(vii) There are no essential problems with the basic traansport infra-
structure, which is generally adequate to serve the needs of the main ig-
land of Mauyritius. Some improvements/modernization of the infrastructure
is, however, warranted. Three principal 1issues for which there are no
quick solutions emerge in the sector: (i) public passenger transport; (L{i)
air access policy; and (iii1) cargo handling in the port. Problems in the
public transport have been mounting for many years. There are three types
of carriers in Mauritius which are generally sharing the market close to
one third each: individual operators, four privately owned bus companies,
and the Goverument—countrolled company NIC. Thbe situation for the four re-
maining privately owned companies has been deteriorating. Main problems
facing the passenger transport are two-fold — inadequate transport service
and deterlorating positions of privately owned companies; specifically,
they could be summarized as follows: aging busing fleet, lack of fleet
standardization, low tariffs, major increase in various duties and taxes on
bus imports, failure of individual carriers to stick to official schedules;
inadequate management and low operational efficiency in some of the compa-
nies; inadequate criteria for issuance of route licenses to carriers and
difficuities in obtaining loans or bank guarantees from commercial banks
for purchase of new buses.

(viii) Determination of an appropriate alr access policy for Mauritius
is directly related to its tourism development. The problem of Mauritius
accessibility to foreign tourists became more pronocunced in 1983/84 after
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three airline companies with scheduled flights to Mauritius pulled out.
The Government's air access policy so far has been restrictive for internmal
security reasons and also ian order to protect the only domestic airline
(Air Mauritius). Consequently, no initistive has been shown so far to
develop charter flights and to make a more attractive access policy for
airlines with scheduled flights to Mauritius. Inefficient use of available
hotel capacity, particularly in the off-season perfod (April till November)
and upcoming additional capacity under construction call for urgent review
of Government alr access policy. In regard to cargo handling in the port,
there has been inefficiency in coperations coupled with surplus labor.

(ix) The transport sector strategy has not yet been clearly estab~
lished. However, following Government's priorities listed in the Public
Sector Investment Program, Indications are that its general approach is to
assign priority to completion of ongoing projects and to rehabilitation/im-
provement of existing 1infrastructure. Such an approach appears reason-
able. TIn the latest PISP (1984/85-1986/87) the share of trangport invest—
ments 1s 16.7 percent with total investments in the three-year period of MR
727.0 million (about US$49 million equivalent). The earmarked investments
would amount to 48 percent for roads, 37 percent for civil aviation and 15
percent for the port. The share of the transport investments is about ave-
rage for the countries of the region.

(x) The Govermment's strategy in regard to the two major issues in
the sector —— public passenger transport and air access policy — remains
to be fully defined. Conceruing the passenger transport, the recently com—
pleted Public Transport Study fell short in addressing all relevant issues;
further work is therefore required. In civil aviation, the Government is
undoubtedly committed to development of international tourism on the one
hand and to the support of the development of its airline (AM). However,
continuation of the present (restrictive) ailr access policy vis-a-vis
foreign carriers may lead to drawbacks in tourism development in the first
place and in turn to a slow down in aggregate foreign exchange earnings.

(x1) Principal policy measures needed in the sector could be summa-
rized as follows:

Improvement of passenger transport. This needs to be approached from two

aspects: (i) reorganization of public transport service through a new rout-
ing and licensing system which will provide more rational and reliable ser-
vice based on economic criteria; and (1i) reassessment of the policy toward
privately~owned bus companies with regard to facilitating their positiom.

Alr Access Policy: Gradual liberalization of air access policy is needed.
In a cautious approach and on a trial basis one or two charter companies
could be engaged on routes which are not presently served by scheduled
flights, preferably to open up new markets. The study on Air Travel Mar-
keting Strategies (included in the Bank's Technical Assistance Project)
should start as soon as possible.
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Cargo handling in the port. Present disincentives in the system of remune-
ration for CHC staff need to be replaced with a bonus system which should
provide adequate incentive for the increase of workers' output; further—
more, work discipline could also be improved by establishing a code of con-
duct for workers which, once accepted by the unions, should be enforced.
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I. ECONOMIC BACKGROUND AND THE ROLE OF TRANSPORT

1.01 Mauritius (see Map IBRD 16945) is situated in the Indian Ocean
about 2,400 km from the African mainland. In addition to the main island,
Mauritius, there are a few smaller islands scattered in the Indian Ocean
the most important of which is Rodrigues. The main island has about 2,000
km?, just over half of which is arable land; the rest is made up of rocks
and mountainous slopes, too steep for cultivation. With the exception of a
few rocky areas, mostly along the seacoast, the terrain does not pose much
difficulty for land transport. The country 1is, however, subject to
cyclones between December and March which sometimes cause severe damage to
the infrastructure and the whole economy.

1.02 The population of about one million on the main island (1983),
with the highest density in Africa-of about 500 inhabitants per kmZ2, grew
at about 1.6% per annum over the period 1977-83. 1In addition, about 35,000
people live on the other small islands. Due to the high density and close
proximity of urban areas to one another, it is difficult to make a distinc-
tion on the main island between urban and rursl areas. This is also re—
flected in the road traffic patterns on the island. . Being away from main-
land, external communications play a vital role in Mauritius' economic
development, i.e. both air and ocean transport. On the other hand, road
traansport is the dominant transport mode on Mauritius, while inter-island
communication is generally light and irregular.

1.03 Mauritius basically has a monmostructural economy with about 90
percent of arable land under sugar cane crop; sugar accouants for about 60
percent of export earnings. The economy 1is therefore extremely sensitive
to fluctuations in both sugar production and 1its world market price. Gross
national product (GNP) per capita was about USS$1,150 in 1983, placing
Mauritius in the moderzte income group of developing countries. An unpre—
cedented increase in sugar prices in the early seventies helped Mauritius'
GNP grow at a high rate of 8.3 percent per year in the period 1970-78.
However, in the late seventies the country's economic situation started zo
deteriorate markedly following the decline in sugar prices, increase in
petroleum prices and two successive bad sugar crops (1980/81 and 1981/82).
This was further aggravated by an expansionary fiscal policy which con-
tinued after the sugar-boom period. As a result, in the period 1978-83 GNP
grew only at 0.7 percent per year.
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1l.04 In 1979 Mauritius embarked on a stabilization program working
closely with the IMF and the World Bank which led to a reduction of the
overall fiscal deficit, significant reduction of the domestic inflation
rate (about 6 percent in 1983) and an iuncrease in export growth. Conse-
quently, in the period 1982-84 GNP in constant prices increased at 1.8 per-
cent per annum. AS the economy showed signs of recovery in 1984 and fol-
lowing the favorable impact of domestic economic policies to stabilize the
economy and encourage its diversification and export-led industrialization
and tourism, there are indications that in the periad 1985-90 the economy
will returm to an increased growth of GNP to about 5 percent per annum.
Transport as a service sector is expected to play an instrumental role in
this recovery; in particular, in the field of air access policy, the civil
aviation sector could play a major role in the development of tourism and
thus of the economy as a whole.

1.05 In the absence of a national transport study, the Bank Group's
knowledge of the transport sector in Mauritius is fragmentary. A TSM was
prepared in 1979 and issued in Grey Cover in 1980 (Report No. 2962-MAS).
More recent information 1s based on our experience in the road subsector
due to the Highways Project (Ln. 2737-MAS) and in the port subsector, for
which a PCR for the Bank-financed port project (Lns. 976 and 1330-T) was
completed in 1984. Information on road transport recently became available
after a Public Transport Study was completed in December 1984.
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II. TRANSPORT INFRASTRUCTURE

2.01 The transport system of the main island of Mauritius 1s simple;
it comprises about 1,800 km of roads, of which 90 percent are bituminized,
one deep~-water port at Port Louis, and an international airport at Plal-
sance. There are no railways, pipelines, coastal shipping or inland water-
ways. As the port and the airport are for external communications only,
road transport is the only means of internal communication. Roads, how-
ever, with a few exceptions, have low geometric design standards, but the
accessibility is very good. Transport communication with the other sparse-
ly populated islands is irregular except for the island of Rodrigues, to
which Air Mauritius provides service with small aircraft.

A. The Transport System

(a) Road Subsector

(1) Road Network and Administration

2.02 The road network consists of 1,787 km of roads which are classi-
fied into four categories: wmotorways, main roads, urban roads, and rural
roads (Annex I, Table 1). Motorways and main roads combined coastitute
about 43 percent of the network, while the balance is made up of urban and
rural roads. All roads are bituminized except for 176 km of rural roads,
which have a gravel surface.

2.03 The motorways comprise the Port Louis-Phoenix link (15 km) and
the Port Louis—-Pamplemousse 1link (11 km), which serve to relieve traffic
congestion in and around Port Louis. The main roads constitute principal
links of the country's road network and connect district headquarters and
main population centers with one another and with Port Louis, the capital.
The urban roads are defined as those roads other than motorways and main
roads lying within the boundaries of proclaimed municipalities, and the
rural roads as being roads other than motorways and main roads lying out-
gide municipal areas. The latter form the tertiary network serving local
populatiou centers and agricultural areas. The diagonal road link between
Port Louis in the North and Mahebourg in the South forms the principal
route connecting the towns of Beau-Bassin, Rose-Hill, Quatre Bormnes, Vacoas
Phoenix, and Curepipe to the Plaisance Airport. The density of the road
network (0.9 km per km 2) is the highest in the Eastern and Southern Afri~-
can Region; accessibility is good and almost every village on the island is
served by an all-weather road.

2.04 The organization of the roads sectioms of the Ministry of Works
(MOW) is sound. The Technical Division (TD) under MOW is in charge of road
maintenance in five regions (Chart I); the works are carried out under the
supervision of an Inspector of Works who, in turn, is responsible to a
Chief/Senior Inspector, under the overall control of the Principal Engineer
{Roads) in MOW. Routine maintenance is done by force account with the
help of road gangs, each covering an average of 5-10 km of road, while road
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resurfacing is carried out by special gangs (one for nine districts each)
using equipment-intensive methods.

(1i1) Vehicle Fleet and Traffic

2.05 The motor vehicle fleet in 1984 totalled about 57,500 vehicles of
which 2,700 were owned by the Government. The relative size of the fleet
18 one of the largest in Africa — 17 inhabitants per vehicle. Over the
period 1978-84, the fleet was, however, stagnating and the average annual
growth of the fleet was only about 2 percent. This was mainly due to the
prevailing economic situation in the country on one hand, and the already
big fleet size relative to the country’'s needs on the other. The highest
growth recorded was for vans and pick-~ups (4.9 percent). Couwmposition of
the fleet gshows that it is dominuted by light vehicles (85 percent), while
trucks make up 7.8 percent and buses 2.5 percent; the balance is made up of
other (special) vehicles (Annex I, Table 2).

2.06 Systematic traffic counts have been carried out on the main road
network since 1976/77. Due to limited budget the traffic counts annually
cover about one-third of the road network. The traffic volumes oun the
main roads are high — generally exceeding 1,000 vehicle per day (vpd);
some road sections, particularly in urban locations, carry several thousand
vpd causing occasional traffic congestions. Freight transport demand of
agricultural sector is presented in Annex II.

2.07 The Traffic Management Unit (TMU) vnder MOW, is in charge of the
counts, which are carried out mostly by automatic counters. TMU reports to
the Permanent Secretary of MOW and is well-staffed: its staff of 25 people
includes 2 civil engineers, 1 traffic engineer, 1 economist and 1 statisti-
cian; in addition to the traffic counts, TMU is also responsible for traf-
fic signs and advises MOW on vehicle weight regulations and bus stop loca-
tions.

2.08 The road traffic accident rate has been on the decline since 1979
(Acmex I, Table 5), but is still relatively high taking into account the
gize of the population. Vehicle technical inspection — fitness certifi-
cate — 1s issued by National Transport Authority and is obtained on the
basis of an ingpection in the vehicle examination center. For new commer-
cial vehicles the certificate is issued for one year in the first instance
and for three months to one year thereafter, depending on the state of the
vehicle. For new private cars, there 138 one vehicle inspection in the
first year, nome for the following six years and annually thereafter. Road
traffic regulations are enforced by police traffic units.

2.09 Under the Road Traffic Ordinance (1962), the Government 1is
empowered to prescribe maximum laden weight and maximum axle-load of vehi-
cles. According to the current regulations, no vehicle with a gross vehi-
cle weight in excess of 22 tons is allowed to ply on public roads, except
with the special permission of the Commissioner of Police and the Permanent
Secretary of the MOW. However, no limit has been fixed for the axle-load.
The Government is now preparing new legislation which 1s expected to retain
the maximum gross vehicle weight limit of 24 tons and to make regulations
fixing the maximum axle-load of vehicles; the maximum load for a single
axle is proposed to be 10 tons which is appropriate. New regulations for
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vehicle weight, axle-load and dimension were expected to be issued by the
Government in ]1985.

(ii1i) Fuel Consumption and Price

2.10 The consumption of gasoline has been declining since 1980 due to
difficulties in the economy and shortage of foreign exchange which called
for import restrictions. In the period 1980-84, the average annual in-
crease in gasoline consumption (super) was about 1.52 (Annex I, Table J).
The consumption of diesel fuel decreased in the same period by an annual
rate of 0.4%. 1In 1984 the Government with FAC agsistance undertook a pro-
ject to explore possible energy savings in freight tramsport. An analysis
has bdeen carried out to assess the use of alcohol (from bilomass) for
trucks; the results were expected by mid 1985.

2.11 The fuel pricing policy of the Government 1s reasonable; there
are no subsidies. The retail price of gasoline (super) is US$0.55 per
liter or USS2.08 per US gallon and of diesel fuel USS0.32 per liter or
US$1.21 per US gallon (Annex I, Tahle 4). The import duties on fuel, about
36 percent of the retail price for gasoline and 10 percent of retail price
for diesel fuel, are the major source of Govermnment revenues from road
users (Annex I, Table 6). About 50 percent of fuel imports is done by the
State Trading Corporation, while the other half is made up by four private
foreign owned companies (Shell, Caltex, Esso, Total).

{iv) Road Transport Industry

Background
2.12 In the mid-seventies there were about 1,100 buses operated by ten

privately owned companies. At that time deterioration of bus services was
recorded and attributed mainly to: (i) rapid increase in public transport
use and the inability of the companies to respond to increased demand; (11i)
inadequate policies of bus companies — absence of timely replacement of
buses, poor accounting, etc.; (1ii) rising operating costs due to fuel
price and wage increases not adequately reflected 1ia tariffs; and (iv)
shortage of trained bus operators and maintenance personnel. Furthermore,
related road transport infrastructure had not been developing to meet the
rise in passeng:r demand caused by economic and social development.

2.13 In order to improve the situation in the industry and increase
the capacity, the Government decided in December 1978 to allow private in-
dividuals to enter and operate transpor: services. Subsequent development
has showm that this "open door” policy did not produce a positive effect in
the industry and it was abolished four years later (para. 2.15). In 1979 a
parastatal company was created, while five out of ten private companies
went out of business mainly due to poor technical and financial manage-
ment. Instead of having public transport improved, the late seventies and
early eighties showed deepening problems in the industry. 1In the period
1972-83 the number of passengers ca ried continued to rise, reaching index
215 (1972=100), while indicators for vehicle trips and vehicle miles had
erratic movements, indicating deficiencies in the industry; e.g. in abso-
lute terms, vehicle trips in 1983 were at the level of 1974, with peaks in
1976 and 1981, while in regard to vehicle miles the peak was reached in
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1975, and 1983 was at the level of 1974. To address the problem of passen-
ger transport, the Government set up a Commission of Inquiry in August
1982. The principal task of the Commission was to look into restructuring
of the industry with a view to increasing its efficiency. The Commission's
final report is not available.

Present Situation

2.14 Passenger transport is now regulated, while freight tramsport is
generally deregulated. The former is handled by five major transporters
with a total fleet of about 725 buses and by about 260 individual oumers
with about 380 buses. The busing fleet is aging and about S50 percent of
buses are seven years old or more. The National Tramsport Authority (NTA)
regulates tariffs in passenger transport. The latest tariff came into ef-
fect in August 1984; (Annex I, Table 15); the increased rate was iatended
to cover all the costs and to enable the carriers to operate on a commer—
cial basis. The latest tariff iIncrease (8 percent on average) does not
satisfy the major private carriers (para. 4.95).

2.15 Due to a "laisser faire™ policy exercised in the past by NTA,
there is a surplus of buses today. As of 1982, however, NTA has started to
limit entry ianto the passenger transport industry and to approve remewal of
the existing fleet only. Consequently, no fleet expansion is now allowed.
Nevertheless, particularly during off-peak periods, the supply exceeds
passengers’' demand and due to surplus capacity of the bus fleet, there is
fierce competition among the carriers ard going out of business is not
unusual. Out of nine major privately owned carriers in the early 1970s,
only four survived in 19854, due to several pertinent factors summarized in
para 2.12. The bus companies coampete on major routes which are more
lucrative by offering better service. On the routes where individual
operators are licensed (companies are not assigned to the same routes)
there is fierce competition, leading to disruption of assigned schedules
and to undercutting of official tariffs. At the present, depending on the
route and existing demand, [-40 individual operators could be assigned to
the same route. Needless to say, in view of the limfted control exercised
by NTA, the service is not satisfactory.

2.16 One of the five major carriers in passenger transport is the
National Transport Corporation (NTC), the only parastatal company, created
in 1980. NTC has a fleet of about 330 buses, five years old on an average,
covering about 30 percent of the passenger transport on the main island.
About 75% of its fleet is always in use and the load factor is about 65Z.
So far, 1its operations have been generally satisfactory, although its
financial position started to deteriorate after operating with a small pro-
fit, and in FY85 a loss of MR 4 million is expected. NTC reports to a
Board of Directors composed of various ministries and local authorities.

2.17 Public passenger transport in Maurfitius has, however, not been
satisfactory for years. The Government was aware of numerous problems im—
peding efficlient operations in the industry (listed in para. 4.04) and
agreed to undertake a Public Transport Study under the Urban Rehabilitation
and Development Project (Ln. 1926-MAS). The study was financed by the
Sardl Fund. The Bank had an opportunity to comment upon the terms of re-
ference (Amnex VII) but the comments were not adequately reflected in the
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final version of the TOR. The study started with delays and was completed
in December 1984. The Loan Agreement of the Highways Project {(Ln. 2337~
MAS) requires the Government to exchange views with the Bank on the study's
findings prior to taking any follow-up action. Main problems related to
passenger transport are addressed in more detail in Chapter IV.

2.18 Freight transport is fully carried out by private operatorse.
There are about ten ®major companies and hundreds of 1individual carriers
with about 4,000 trucks in public use. The capacity is slightly higher
than the demand, which has been stagnating for years (Amnex II). There are
no restrictions for eantry into the industry and no official tariffs. The
transport rates are uegotiable; the rate for the main client — the sugar
industry — are regulated by coutract; actual rates applied range between
MR 0.8-1.2 per tom km, depending on haul, load, vehicle size and commodity
type. Renewal of trucks is one of the major problems of the truckers since
the average age of the trucks is about nine years; taxes and duties com—
bined are high, reaching to about 150 percent of c.i.f. truck value, and
for spare parts and tires they are up to 200 percent of c.i.f. value. The
level of taxation on Import of buses is even higher and is presented in
para. 7.02(g). While the passenger carriers are organized into three
unions, freight traansporters have no union.

2.19 NTA (Chart II), an independent authority, regulates the industry
(tariff for passenger transport, licensing, vehicle techanical inspection).
It reports to the Board appointed by the Minister of Works. Import of new
buses has to be cleared with NTA, which also assigns routes to passenger
transport carriers; the control, however, is lax mainly because NTA does
not have sufficient staff for systematic control of routes, fares and
timetables. NTA has only about 12 road inspectors, 15 vehicle examiners,
20 collectors and ocher support staff; MOW provides an engineer on a part-
time basis, but NTA lacks an economist for evaluation of transport costs,
tariffs and appropriate size of the public transport fleet. For example,
the latest tariff revision in 1984 was prepared by a committee — appointed
by MOW — whose principal! members were expatriate advisers of the Govern—
ment. Furthermore, NTA lacks a microcomputer where the necessary updated
information will be stored and easily accessible. Therefore, it could be
concluded that the current — unsatisfactory — state of the industry is
also due to the inadequate role NTA has played as the regulator of the in-
dustry.

2.20 The Government, with the Bank's assistance (Bank project — Sugar
Action Program in FY86), intends to reorganize the sugar industry, which is
expected to lead to a reduction in the number of sugar mills (at present
there are 21). In February i985 the Mauritius Sugar Authority prepared an
Action Plan for the Sugar Industry 1985-90. 1In 1985 it is expected that
only two smaller mills (handling less than 4Z of all sugar cane transport)
may close, i.e. Solitude in the northwest and Reufaccnear Vacoa. At this
stage, however, no substantive information is available which would permit
an analysis of possible future chauges in sugar cane and bagasse transport
pattern on the islands. This will require attention in the future as well
as possible feeder road coanstruction due to rhe expected centralization of
the sugar industrye.
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2.21 Concerning future industrial development and its possible impli-
cations on road transport, the preparation of industrial projects included
in the PSIP, i.e. construction of seven regiocal industrial estates and
Vacoas—Phoenix industrial estate, is still at an early stage and the volume
of transport demand and its structure to be induced by the projects is not
yvet known. However, since the estates will be engaged in the textile and
garment industry and investments earmarked for the projects are relatively
small, it is plausible to assume that the size of the projects will not in-
duce major tramsport volumes. As Mauritius' road network is very dense and
90 bituminized, it is unlikely that the projects will create particular
transport problems for the country.

(v) Engineering and Construction

2.22 MOW is respounsible for planming, design, construction and mainte-
nance of motorways and main roads. Rural roads are administered by the
Ministry of Local Government and three district counclls, while five muni-
cipal couucils are in charge of urban roads. MOW is adequately staffed.
In the implementation of the Bank—financed Highways Project the Government
agreed to create a Planning Unit (PU) in MOW to improve planning of road
investments, project preparation and monitoring of execution of works. The
unit was established in late 1983 and became fully staffed about a year
later. PU is now carrying out, with assistance from FAC, a road network
inventory which is scheduled to be compnleted in 1985.

2.23 The TD of the MOW carries out minor road and bridge design using
its own staff, while all economic feasibility and detailed engineering stu—
dies are done by foreign consultants. As is the case with studies for the
roads included in the Bank financed Highway Project, foreign consultants
sometimes form joint ventures with local firms. For new roads, staundards
based mainly on those developed by the UK Depzartment of the Environment or
the French Ministry of Equipment have been followed with certain modifica—
tions to suit local conditions (Ammex I, Table 8). The Development Works
Corporation (DWC), a parastatal organization established in 1970 under the
Ministry of Employment undertakes a variety of civil engineering works both
in urban and rural areas. The Technical Assistance Project approved in
1983 and related to the SAL includes, inter alia, assistance for restruc—
turing the DWC which i3 expected to be given financial autonomy in 1985.
While there is a large number of private firms in the country who can
handle building contracts, there are only a few firms capable of
undertaking large road works. However, there is no scope for a larger
number of firms to develop, as the construction industry is faced with the
problem of erratic demand for works.

(b) Ports Subsector

(1) Port Facilities

2.24 Port Louis, the country's ounly deep~water port, has four berths,
two of which are mainly for for countalner traffiec. It also has separate
terminals for sugar export and for import of fuel, fertilizer and cement.
Under a Bank-financed port project (para. 7.01) the port was modernized and
irs capacity was significantly increased ; it is expected that the capacity
will be adequate to meet the country's needs Iin the foreseeable future.
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Waiting time for ships has been completely eliminated and the port general-
ly has become more efficient. Currently the construction of a food grain
facility at the port is being cousidered to be financed with African Deve-
lopment Bank and BADEA assistance; its timing and ‘economic viability, how—
ever, have not been established as yet. A master plan study for future
land use in the port area (until the year 2000) is financed by FAC; the
draft report was completed in April 1985 and a copy will be sent to the
Bank for comments.

2.25 Traffic in the port has been lower than anticipated; the volume
is heavily influenced by sugar production and its export, which on average
18 about 600,000 tons per annum, compared to total port traffic of 1.7 mil-
l1ion tons in 1983/84. 1In the period 1978/79-1984/85 ctraffic in the port
declined an average of 2.1 percent per year (Amex I, Table 9) due to the
economic difficulties in the country and resalting reductions in extermal
trade. Consequently, the rate of occupancy in the port 1is not satisfactory
and the perceantage of vacant berths in 1984 is 39-53%, slightly higher than
in 1983 (Amnex I, Tables 10 a, b). Container traffic, however, has been
gradually increasing, reaching about 236,000 tons in 1984/85, or 13 percent
of the total port traffic. Cargo handling in the port is carried out by a
newly established company —— Carge Handling Corporation. The management of
the port is generally satisfactory; all its staff except some pilots are
local.

(11) Mauritius Marine Authority

2.26 The MMA operates with administrative and fimancial autonomy under
the Prime Minister's Office (PMO). Following MMA's establishment in 1976,
the effective start-up was slower than anticipated. However, following the
Bank—financed port project, a technical assistance program financed by UNDP
and subsequent filling of managerial positions, MMA is now functioning ef-
ficiently and has trained staff in senior positions. MMA is financially
sound; the port has beer operating with profit and by FY85 accumulated net
profit reached about MR 80 million. Attention was given to training; in
October 1984 MMA formally established a Training Center to train super-
visors in cargo handling and administrarive staff; the Center is not yet
operational.

(11i) Cargo Handling Corporation Ltd.

2.27 The Cargo Handling Corporation Ltd. (CHC) was created as a para—
statal in October 1983 when it took over all cargo handling activities in
the port from one shore handling and three stevedoring companies — all
private companies. Consaquently, CHC now has a monopoly in cargo handling
and the new company has taken over most of the staff and assets of the old
private companies. The initial capital of CHC is MR 1.0 milliorn and is
shared by the Government (60 percent) and by MMA (40 percent). CHC reports
to MMA and then to the PM office. The company 1is now trying to resolve
longstanding problems in cargo handling in the port — low productivity and
high cost and size of the labor force. CHC employs about 1,500 and is
over-staffed. This fssue is discussed in more detail in Chapter 1V.

2.28 CHC is responsible for handling genéral cargo, containers, ferti-
lizers and fish. Petroleum products, fertilizers and cement are pumped
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through pipelines and are not handled by CHC; this similarly applies to su-
gar, which is exported in bulk by Mauritius Sugar Board Transport Company.
CHC owns the following equipment: 3 tugs, 7 workboats, 40 lighters, 11
forklifts, and 4 uniloaders. Shore handling equipment is entirely owned by
MMA. In financial terms, the results are mixed; namely, in two years (Fis
84 and 85) total accumulated operational profit reached MR 1.15 million;
however, due to additional payments wmade to retiring staff, paid leave,
etc. in 1984/85, an overall loss of MR 9 million is expected. The handling
charges appear high, mostly due to the inefficiency of operations, and they
are passed on to the port users. The cargo~handling on the second largest
island of Rodrigues is carried out by a private company (PAPOL).

2.29 Average port charges for contaimer and general cargo ships (Aannex
I, Table 16) are generally in line with charges of similar ports in the re-
gion. However, cargo handling charges by CHC (Annex VI) are generally
higher in comparison to charges in other ports of the region. Over 90Z of
irs costs are labor-based; in addition to surplus labor, rates for handling
rice and flour, set by the Government, are not cost-based. In order to
cross—-subsidize these rates (which are about 1/6-1/8 of their estimated
cost) other cargo handling rates were increased. Furthermore, container
and bulk cargo rates need to be stipulated since the existing set of
charges (Annex VI) of October 1982 is unduly complex.

(iv) Shipping

2.30 There are four conferences serving Port Louis: Cimacoren,
Entente de Frets, Red Tariff, and Far East/EBast Africa; in additioun to the
several shipping companies in the conferences there are 18 other shipping
lines serving Mauritius. There are also two small shipping companies owmed
by Mauritius: Colonial Steamship Company and Societe Mauritienne de Naviga-
tion. Each owns oune ship and in 1983/84 the two vessels combined trans-
ported 64,000 tons, or less than & percent of the total traffic in Port
Louis; 20,000 tons was attributed to inter-island transport, with Rodri-
gues. The Government 1s concerned about improving inter-island shipping
which is impeded by long distances and also by limited demand oa the small
islands. The Government has been engaged in setting up a shipping liae in
the form of a joint shipping venture for bulk cargo trade with Europe; a
fleet of three bulk carriers 1is being considered with the Government share
in the venture. Also, the Govermment is considering creating a shipping
corporation for inter-island transport of general cargo.

" (e) Air Transport

2.31 In view of Mauritius' long distances to the African mainland and
the rest of the world, air transport has particular importance for interna-
tional communication. Mauritius is served by ten airlines (Air Mauritius,
Air France, Air India, Air Malawi, British Airways, Tanzania Airways, South
African Airways, Zambia Airways, Lufthansa and Air Madagascar) providing 26
scheduled flights per week to and from Africa, Asia, Australia and Europe.
In addition to the international airport at Plaisance, capable of accommo-
dating wide—-body aircraft, there is a small airport on Rodrigues island
served by Air Mauritius a few times per week.
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2.32 Passenger traffic at the Plaisance airport has been growing
steadily at an annual rate of about 2.2 percent, reaching about 387,000
passengers and 7,920 tons of freight in 1984/85 (Annex I, Table 12). The

atrport in Rodrigues handles omnly 7,200 passenger and 21 tous of freight.
Wich the growth of tourism, the traffic at Plaisance airport is expected to

grow further, which in turn requires improvement and modernization of air-
port facilities (Annex III). However, the number of companies serving

Mauritius has been declining (there were 12 in 1982) and the Govermment
plans for tourism may not be supported by its present alr access policy.

That is one of the sectoral issues discussed in Chapter IV.

(1) Civil Aviation Department

2.33 The Civil Aviation Department (CAD) was established in 1946 and
is responsible for air transport operations in the country. It actually
has a dual function — regulatory (air safety, air worthiness, flight ope-
rations, landing rights and airport related taxes) and operational (ope-
rating of the Plaisance and Plaine Corail airports). CAD has no expatri-
ates and employs about 600 people. According to its assessed staffing
needs, CAD has a shortage of staff in certain positions such as two
engineers — an air worthiness surveyor and a flight safety officer.
Revenues from landing charges, airport tax at the international airpore,
and other revenues go to the general budget of the Ministry of Finance.
Overall financial performance of CAD is satisfactory; in three fiscal years
(1981-83) CAD made a total operating profit (not including capital costs)
of MR 16.3 milliom.

2.34 CAD needs reorganization, particularly in order to separate its
regulatory and operational fuuctions, as it is the case in most countries.
This would mean that an independent organization needs to be created to be
in charge of the airport and run in on a commercial basis. CAD would, how—
ever, concentrate on regulatory matters in civil aviation. CAD, like MMA,
reports to the Principal Assistant Secretary for external communication,
who in turn reports to the Permanent Secretary in the Prime Minister's Of-
fice (PMO). The existing institutional arrangement for overviewing the
sector is, however, inadequate and needs improvement. It should also be
mentioned that neither MMA nor CAD express major difficulties with the pre-
sent organizational set-up, possibly due to a lesser degree of control.
This matter is reviewed further in Chapter III.

2.35 In addition to CAD there 1is an Airport Project Unit which was
established in 1975. The unit 1is in charge of preparing and monitoring all
airport projects in the country. At present, its main activity is a two-
phase modernization/expansion program of the Plaisance international air-
port. The unit reports directly to the Permanent Secretary in the PMO.

(11) Air Mauritius

2.36 Air Mauritius (AM) is financially and administratively automomous
but is a2 Govermment-coatrolled airline which has been well-managed and is
steadily growing. AM has mixed ownership with the Government share of 51
percent, the balance being made up by British Airways, Air France, Air
India and Rogers and Co. AM operates six aircraft to ten countries: omne
B-747, two B-707 (to Rome, Zurich, London, Nairobi, Bombay); B-737 (to
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Nairobi, Johannesburg, Reunion and Moroni); and Twin Otter and HS 748 (to
Rodrigues). The B-747SP, B-737 and HS 748 are leased, while the other air-
craft are owned by AM. Due to improved efficliency of operations — in-
creased load factor (which reached 69 percent in 1983/84), opening of new
profitable routes and cutting down on operating costs, a cumulative profit
of about MR 153 million was achieved in the three-year period FY82-84. For
1984/85 the expected profit is MR 40 million. The number of passengers
carried by AM increased in FY84 to 125,000. Local staffing is being im—
proved; in 1984 there were still 16 expatriates, mainly pilots and flight
engineers. AM operations expanded with a newly leased B-747SP from South
African Alirlines (November 1984), when routes to Nairobi, Paris, London,
Rome and Zurich were opened; in June 1985 AM opened a new route to Singa-~
pore (with B-707). AM has also been paying due attention to training and
hags been syst:cmatically sending its staff to the U.K. and France.

2.37 With {ts able and ambitious management, careful marketing analy-
sis and sound financial position, AM intends to further expand its opera-
tions in Western Europe, the Far East and to possibly open a line to Aus~
tralia. However, it seems that AM has been facing protectionism from some
countries, which impedes irs development plan. With coming stricter noise
regulations in EEC countries from 1986, AM owned B-707 aircraft would not
be acceptable to those countries and the decision to lease long-distance
aircraft (B-747SP) for two years seems to be prudent, although the B-747SP
has drawbacks of its own (e.g. higher fuel cousumption). If the trend of
profitable operatioas continues, it 1s expected that AM will gradually in-
crease its fleet with modern new aircraft. AM has purchased a small air-
craft (45 seats) for routes to Rodrigues, Agalega and Reunion. As the
routes are of limited demand, acquisition of a fuel efficfent afrcrafr (ATR
42) appears reasonable. It should also be noted that at present AM fleet
is under-utilized and the company is exploring expansion to new markets.
However, the development of AM operations will also depend on future air
access policies of the Govermment, and naturally, AM is very concerned that
no significant change vis-a-vis air access to Mauritius takes place (para.
4.12), since in 1983/84 AM carried about 36 percent of all landing and
departing passengers at Plaisance airport and its share is on the rise.

rd

(d) Cost Recovery in the Sector

2.38 Cost recovery in the transport sector has been generally satis-
factory. MMA and AM operate with rising profit; CAD makes an operational
profit in running the airport, while the CHC makes a small operating profit
in handling cargo 1im the port, which is offset by sizeable payment to
staff. On the other hand, in road transport the Govermment-owned bus com—
pany, NIC, is generally breaking even. The privately-owmed sagment of the
transport industry, both for passengers and freight, has been facing in-
creasing financial difficulties, which were more promounced in 1983 and
1984. This stems partly from internal weaknesses of the carriers on the
one hand and inadequate support of the Government through tariff, creditc
and fiscal policies on the other (para. 4.05). As a consequence, they have
been encountering either small losses or zre breaking even.
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B. Main Problems

2.39 There are no major problems with the basic transport infrastruc-
ture, which 1is generally adequate to serve the needs of the main island of
Mauritius. However, some improvements/modernization of the infrastructure
i{s warranted. Also, transport communications with remote and sparsely-
populated islands (other than Rodrigues) need improvement. Due to the very
low level of population (less than 20,000 inhabitants combined) and conse-
quently limited demand, the economic criteria for providing new infrastruc-
ture facilities may not be the only zonsideration.

(1) Roads
2.40 Most of Mauritius' roads, with the exception of motorways, origi-

nated as agricultural tracks which were progressively improved but without
proper studies for their layout or design. Due to the progressive improve-
ments done, the road pavements are heterogeneous and structurally weak, and
are in need of strengthening. There is also a lack of adequate drainage
along most roads. Many roads are confined between agricultural (sugarcane)
fields, with not enough room to provide adequate shoulders and side-
drains. The road reserve, about 1.5 m on either side of the pavement,
meant for depositing materials, etc for road maintenance is often en-
croached by farmers with their plantings. Under the Road Ordinance (1966),
Government has the authority to prescribe improvement lines for road widen-
ing; however, due to the strong lobby of the sugarcane industry in the
country, land acquisition is expensive, difficult and time consuming.

2.41 In 1984/85 an inventory of the road network was carried out,
covering about 750 km of main roads. Based on results obtained by the
study, a five-year program {1987/88-1991/92) has been prepared, calling for
upgrading of about 150 km of the main road network (pavement strengthening,
improvement of drainage, horizontal and vertical alignment, etc.). MOW in-
tends to upgrade the roads to the design standards accepted for the roads
identified in the Bank-financed Highways Project (Annex I, Table 8). As
the Government is short of rescurces to finance the road improvement pro-
gram (total revenues from road users in 1983/84 reached US$9.3 milliom),
external aid agencies are likely to be called in for assistance. The road
improvement program deserves the full attention of potential donors

(para. 6008)-

2.42 Although the organization of road maintenance is adequate, the
quality and quantity of road maintenance has been less than satisfactory.
Because of the lack of adequate funds, the TD had been unable to purchase
necessary road maintenance equipment, materials such as bitumen, fuel,
spare parts, etc. A number of paved roads had not been resealed for some
ten years or more. The more heavily trafficked roads show serious
deterioration in the form of surface deformation, potholes and cracks. The
situation was partially alleviated by the resurfacing work done on certain
roads under the Cyclone Reconstruction Program financed by the AfDF in
1980.

2.43 Due to the structurally weak pavements and inadequate drainage,
widespread damage was caused to roads. Under the Highways Project financed
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by the Bank (para. 7.03), improvements of a selected part of the network
are being carried out. MOW through its recently established Planning Unit
commissioned a study (financed by FAC) on the appropriate type of bitumen
to be used on the road network; the study was planned to be completed in
1985. 1In addition, a road inventory is being carried out (financed by FAC)
which 1s expected to be completed in the second half of 1985, while a study
on road maintenance needs and appropriate methods suitable to Mauritius'
conditions will be completed by the end of 1985 (financed by FAC).

2.44 Past allocations for road maintenance were below requirements.
Actual funds allocated for road maintenance are presented in Annex I, Table
7. Based on data provided by MOW, the estimated requirement of recurrent
funds (without cost cf administration) for routine and periodic road main-
tenance administered by the TD was MR 15.0 million in 1983 prices; that is
a covenant of the Loan Agreement (Ln. 2337-MAS). In FY85 the minimum
amount adjusted for inflation should be about MR 18.0 million. As of FY84,
however, the funding of road maintenance has been improving (Annex I, Table
7) and meets the above requirement; in FY84 actual expenditures (excluding
administration) were MR 28.6 mllion and in FY85 about MR 31 million. It
should be noted, however, that the method of presentation of actual expen-
ditures in road maintenance in MOW needs improvement; namely, it has been
difficult to distinguish the expenditures on maintenance from those on road
improvement and construction on the one hand and expenditures for labor and
administration on the other. Streamlining of road maintenance funding is
therefore necessary. In case the funding starts to decrease in the future,
creation of a Road Fund with revenues earmarked exlusively for road mainte-
nance could be considered. That would also guarantee the necessary minimum
funding and liquidity. For example, the existing road tax, whose revenue
appears adequate to cover recurrent road maintenance expenditures, could be
considered by the Government for that purpose (Annex I, Table 6).

(11) The Port

2.45 With the Bank's assistance the port at Port Louls was developed
as a modern port, adequately equipped and managed. However, the utiliza-
tion of existing capacity is low and the traffic volumes are below those
originally anticipated under the port project. The port facilities for
general cargo were estimated to be used in average at about 55 percent
(Annex I, Tables 10 a and b) of available capacity in 1984; the utilization
rate 1s lower than in 1983 and it would go down further if a theoretical
port capacity with three shifts (round-the-clock operations) were to be ap—
plied. This development is mostly due to Government measures to reduce im—
ports. The proportion of containerized traffic has, however, developed
faster than- anticipated and MMA has already taken necessary action to han-
dle the growing traffic — a rubber-tired tramnstainer, tractors and trai-
lers have been procured, while the land to the rear of Berth 4 has addition
space to be developped as a modern container terminal. As the fishing port
was completed in May 1985 (financed by grant aid from the Japanese Govern-
ment) including a fishing quay 160 meters long and open sheds, demand for
new capital investments in the port now became limited. In view of longer
vessels' arrival in the future, necessary dredging of the port entrance
area and acquisition of a tug is becoming necessary. These projects are
addressed in Chapter VI.
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2.46 The Bank-financed project, together with the recently constructed
bulk sugar loading terminal, Ro-Ro vessels, {ncrease of container traffic
and {ncreased mechanization have resulted In a substantial excess of porc
labor. The only lighterage operation still carried out 1is discharge of
bagged rice, which would also be abolished Lif the proposed new cereal com-—
plex in the port is coanstructed. A surplus of labor and low productivity
in cargo handling is reviewed in Chapter IV.

(1ii) Alrport Facllities

2.47 Alrport facilities ac Plaisauce international airport need
improvement and extension. To respond to the growing volumes of passengers
at the airport and expected growth of tourist traffic, the investments at
the existing airport became necessary after the Government decided not to
go along with new airport construction in the north/east. After the runway
was resurfaced and new lighting was put in place in 1983/84, the following
major works were included (with the assistance of Aeroport de Paris) in a
two-phage program: a new control tower 27 m high, a3 new terminal building
(3,500 m;), new navigation aids, meteorological equipment, a new parking
area (for 700 cars and 20 buses) with an access road and aircraft parking
area for three wide~bodied aircraft. The program phases (1982/83-1984/85
and 1985/86-1987/88) are being financed by aid (grants and loans) from
France, the U.K. and the People's Republic of China.

2.48 Difficulties in communication with remote islands calls for find-
ing a least-cost solution. Airport facilities on Rodrigues island were im-
proved in 1984, while on the smaller island of Agalega, a low cost airstrip
is being constructed. The works are financed by a loan from Caisse
Centrale (France). The coastruction of the airstrip on St. Brandon island
is temporarily delayed. More information is presented in Annex III.
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ITI. PAST BANK INVOLVEMENT IN THE SECTOR

3.01 The Bank has so far financed two operations in the sector: the
extension and modernization of the port of Port Louls and a highway pro-
ject. The port project started with a loan of US$10 million in 1974 (ILa.
967-MAS). The loan financed the coastruction of two new berths, two tansit
sheds, a workshop, an administration building, port entrance dredging, prc—
curement of cargo handling equipment, and technical assistance. The pro-
ject was later reassessed to reflect price increases caused by initial de-
lays in implementation and a subsequent agreement to construct a third
berth. In 1976 a Third Window loan of US$3.6 million (1339-T-MAS) w=s ap—
proved for the revised project. The port project was cofinanced by U.K.
bilateral aid (US$3.0 million equivalent) and by UNDP (US$514,000) provid-
ing for the technical assistance to the port authority.

3.02 The project was successfully completed by the end of 1983, but
with a delay of about four years. Its main objectives were.met, although
the port capacities are presently underutilized as a consequence of the
fall in economic activities and reduction in export/import trade. The
technical assistance included in the project was effective and the manage—
ment of port operations has improved.

3.03 The second operation in the sector is the Highways Project, ap—
proved in 1983 (Ln. 2337-MAS) with a loan a US§15.2 million. The loan is
financing strengthening/improvement of 75 km of main roads, improvement of
MOW's maia workshop, coastruction of a vehicle inspection center, procure-
ment of road patching equipment, portable weighing bridges, and consult-
ants' services. The maln objectives of the project are to protect past in-—
vestment and improve the design standard of selected main roads (reference
Annex I, Table 8) and to strengthen MOW's capacity for road maintenance.
The project had an initial delay, since it took over 15 months for the loan
to Dbecome effective, mostly due to a loan effectiveness conditionality
that access to road reserve and other land required for the project is en-
sured. For the major pruject component — road strengthening/improvement
— the Govermmeat aw: cded the contract to the lowest evaluated bidder in
September 1985 following ICB procedures. Due to the late start, the
project is now expected to be completed in 1987, one year behind schedul=.
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IV. PRINCIPAL SECTORAL ISSUES

4.01 The transport sector, as presented earlier in the TSM, has
several problems with various degrees of complexity. Many of them could be
dealt with in the short term. However, three principal 1issues for which
there are no quick solutions emerge in the sector: (i) public passenger
transport; (1i) air access policy; and (ii1i) cargo handling in the port.
The issues are presented below in summarized fashion, while the proposed
action is presented in Chapter VII.

(1) Public Passenger Transport

4,02 Problems in the public transport industry have been mounting for
many years. There are three types of carriers in Mauritius which are gene-
rally sharing the market close to 1/3 each: (a) 260 individual operators,
who own about 380 buses; (b) four privately owned bus companies (UBS, RHT,
TBS, MBT) with 390 buses; and (c) the Government-controlled company NTC
with 335 buses. In regard to individual carriers, NTA does not have a grip
on their operations; basic indicators per carrier, such as number of pas-
sengers carried, passenger/km, annual profit/losses, are not known. How-
ever, for the five companies, sufficient information 1Is available which
permit to identify the problems.

4.03 Privately owned companies have been complaining Ffor years about
their financial difficulties and inadequate support by NTA and the Govern-—
ment in general. In the period 1979-82, five out of nine companies went
out of business. To fill the gap, the Governmment decided in 1980 to create
NTC; its initial fleet was made up of buses of bankrupt companies and its
operations generally made up for the loss of capacity of the private com—
panies. It appears, however, that the creation of the parastatal company
and later issuance of the Bus Industry Acquisition Act (1983) which allowed
the Government the possibility of acquiring private buses, created a cer—
tain uneasiness in the privately oumed segment of the industry. It should
be noted, however, that the Act has not been implemented so far. In short,
the situatfon for the four remaining privately owned companies has been
deteriorating, while NTC, with certain Govermment support (such as loan
guarantees for purchase of buses), 1s slowly expaanding its operations. It
gshould %e unoted that NIC operztes under control of its Board and the
Government.

4.04 Passenger transport has been faced with several problems result-
ing in inadequate transport service and deteriorating positions of private-
ly owned companies; the indicators of the present situation could be sum—
marized as follows:

- an aging busing fleet (average age, 7 years);

- a lack of fleet standardization (19 different makes);

- unreliable service due to frequent breakdowns leading to a low
bus utilization rate, often less than 70 percent (only two out
of five companies have good repair facilities);

- low tariffs (there was no adjustment in tariffs between Decem—
ber 1981 and August 1984):



- a major increase 1in customs duties and various taxes on bhus
imports, which now combined may go up to about 400 percent of
cel.f. bus price (up to 300 percent for buses imported from EEC
and Commonwealth countries) and for spare parts reaching even
200 percent of c.i.f. price;

- inadequate management and low operational efficiuncy in some of
the companies;

= gtructural and staffing weaknesses of NTA to cope with public
transport problems;

-~ inadequate criteria for issuance of route licenses to carriers
(not based on a in-depth analysis of the market, demand, and
state of the road network);

~ difficulties in obtaining loans or bank guarantees from commer-
cial banks (except for NTC) for purchase of new buses;

- poor financial performance of privately owned companies in FY83
and FY84 (two encountered losses, while the other three broke
even) also led to cash-~flow problems;

- an abgence of a fleet replacement program (except in NTC) part-
ly due to uncertainty (as to whether they will be natiounalized)
prevalling among private companies;

- inadequate arrangements between NTA and carriers for the trans-—
port services (once a route is assigned to a carrier, there has
been lack of necessary control over type of bus to be put iato
service and the frequency of the services on specific route);
and

-~ absence of a union which would vunite private carriers and
repregsent their interest vig—-g-vis the Government.

4.05 The most discussed and reviewed subject from those listed above
was the bus tariff system. Under pressure from the hus companies, the
Minister of Works appointed a Transport Tariff Committee to analyze the
problem and come up with appropriate recommendations. The report of the
Committee on bus fares was 1ssued in July 1984 in which the Committee re—
commended new fares with an estimated average increase of 8 percent over
December 1981 fares. The recommendation was accepted by the Government and
a new tariff system became effective in August 1984, Excerpts from the
Committee Report concerning operations of the bus companies are presented
in Annex IV. The bus companies were, however, dissatisfied with the in-
crease, claiming that an appropriate Increase should be between 15-25 per-
cent. With the exception of general references to price ilncreases of spe—
cific items affecting their operations, the companies have failed so far to
produce a "counter report” which would provide detailed calculations and
substantiate thelr position. Although the validity of their criticism is
questionable, it is certain that the overall environment in which the pri-
vately owned companies operate need wide-ranging changes, from technical
matters (route rationalization) to Government policy ( taxation, loan
guarantees). Otherwise, in the absence of fleet renewal and if prevailing
conditiongs 1listed in para. 4.04 continue, the companies will gradually
phase out their operations.

4.06 There are also iadications that the Governmenz is giving conside-
ration to comsolidating about 260 individual carriers into cooperatives.
If this materializes in a proper way, i.e. with the necessary assistance in
accounting and management, that may put more order and efficiency into ope-
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rations of the carriers. The four privateiy owned bus companias have been
concerned in the past with the possibility of nationalization and until
recently their fleet renewal has not been encouraged by the Government; a
few months ago, however, the Government intervened at State Commercial Bank
in favor of a private company (UBS) in order to enable acquisition of 44
buses intended for replacement. This Govermment action should not remain
exceptional. Recommendations for possible improvements in public transport
are presented in Chapter VII.

4.07 In order to address the above problems, a study of public trans-
port 1/ was initiated by the Government, the Saudi Fund and the Bank
with two main objectives: (a) to improve the efficiency and standard of
bus services, and (b) to improve the public transport infrastructure
(depots, workshops). The study was expected to present a detalled
implementation program including a feasible route rationalization plan
which could be monitored by NTA. TOR were not precise (Annex VII) or
detailed which was, to some extent, relevant to the outcome of the study.
The study was carried out by individual consultants with assistance from
TMU and NTA staff in the period September 1983-December 1984. The focus of
the study was the development of a route rationalization plan which would
improve the efficiency and standard to bus services.

4.08 Although the study has its limitations (para. 4.12), it has
presented valuable data collected through an extensive, island-wide inves-
tigation, which resulted in a thorough evaluation of present service levels
as well as transport supply and demand on the existing routes. In order to
achieve an appropriate match between supply and demand, the study has pre-
pared a route rationalization plan, which also takes into consideration
profitability factor from the operators' view. Optimum regsource allocation
in the conditions prevailing in Mauritius has to take into account a
desired level of operation, transport costs on a route and achievable crew
and bus efficiency. Therefore, an analysis of each route was carried out
to determine how the route performance could be improved.

4.09 The route rationalization plan presented in the Study does not
represent a radical departure from the present bus network. The proposed
plan consists of reschaduling of buses and amendment to route layout — by
developing “core™ routes, route extension, diversion and express services.
This analysis resulted in cutting the present 198 bus routes to the recom—
mended 111 bus routes. The Study also found that the total requirement of
buses to be licensed is 1,020 as against the present 1,100 bhuses, f.e. a
nminor change as compared to the prevailing view of a bus (supply) over-
capacity. Specific allocation, i.e., route transfers Erom ome operator to
another were not considered in the report, leaving it to the NTA to de-~
clde. Having in mind NTA's shortcoming, specific proposals in this respect
would have been quite helpful. The study claimed that the proposed reduc-
tion to 1,020 buses would be able to provide 36.72 million vehicle miles
annually zs against 36.62 million vehicle miles gerved by the existing bus

ij The study's formal title 1is “Islandwide Study of Public Transport
1984~,
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fleet in 1983. ‘Mm cthe supply side, the total seat miles provided by the
operators is estimated at about 5 million seat miles per day. Furthermore,
it was found that 0.41 million person trips are performed each day with
average length of trip of 6 miles, giving a total demand of 2.5 =milliom
passenger miles per day. As the ratio of passenger/miles to seat/miles,
the average load factor 1is assessed at 50%. Counsequently, the route
rationalization plan would not cause any reductioan in the total bus opera-
tions in the country, but more efficient use of a slightly reduced fleet.

§.10 In order to implement the route rationalization plan, the Study
indicated that there was a need to amend present coanditions attached to
Road Service License. Namely, at present the operators do not have the
flexibility to alter route service to suit passenger demand. The Study ar-
gues for the operator to be given this flexibi “tty, which should in turn
improve productivity of two basic inputs — vehicles and staff — and com—
sequently the benefits will be passed to the users. The Study recommends
that this flexibility be extended to bus companies only, since extension of
the flexibility to individual bus owners would supposedly lead to possible
abuse. This was referred to abuses of the present regulations by individu-
al carriers in regard to tariffs and timetables.

4.11 Public passenger transport needs to be closely monitored in
regard to route performance, levels of service provided and revenue/costs
development. Coansequently, the road iaspectors of the NTA should be
strengthened and geared to undertaking these tasks. Manual processing of
the monitoring system is slow and the Study recommends the introduction of
a microcomputer system to store, retrieve and present results with the
speed and precision to analyze the data. Furthermore, taking into account
that about 125 out of a total 1,100 buses are over 14 years old and that
the average increase in passenger transport demand is about 5% per year,
the study also came out with a2 general proposal for fleet replacement and
expansion. However, since the study did not go in depth into the matter,
NTA will have to liaise with all bus operators in order to establish a
balance between the total fleet requirement for the country on cthe one
hand, and the fleet replacement needs of each bus operator on the other.

4,12 Principal recommendations of the Study are too geuneral and are
not action—oriented; they could be summarized as follows:

= bus routes should be redesignated and regrouped into 111 “core”
routes;

- a total of 1,020 buses (instead of about 1,100 at present) are
.required to operate along these routes;

— bus operators should work out a productivity oriented fleet re—
placement cycle, leading to average annual bus acquisition of
100-120 new buses;

NTA should closely monitor all bus purchases for public service
in the country;

bus companies should reorganize their depots and workshops;
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- NTA should prepare a phased program of construction of improve-
ment of bus shelters;

- there is a need for better organizing the operations of indivi-
dual bus owners — by creating cooperative societies (a form of
an association of the carriers for self-help in bus maintenance
for example would be appropriate but the study did not elabo—-
rate on thisg);

— NTA should mounitor the quality of the service of operators more
effectively, including the acquisition of a microcomputer.

4.13 Overall, in spite of voluminous and valuable data gathered and
subsequent analysis carried out, the study came short of expected specific
recommendations and program of action. There is a aumber of shortcomings,
the main ones being listed below:

— due to the limitation of computer program capability, the
island-wide study of passenger supply and demand was actually
split iato three regions, thus making it impossible to consider
the merits of Iinter-regional bus routes based on demand; i.e.
the possibility of routes continuing from one region to another
was excluded in the program, which definitely affects the ulti-~
mate number of routes; consequently, the island could not be
analyzed as a single integrated route network, and the proposed
system of “core routes” has questionable viability;

- a five plus five year investment program for acquisition of
buses and improvement of related infrastructure (workshops, de—~
pots, terminals, etc.) to be “justfied fn economic/financial
terms™ was not presented;

= pecessary reorganization in the institutional set up of the in-
dustry, specifically strengthening of NTA was not addressed;

= important policy matters were not reviewed, such as the adequa-
cy of taxation of road users and possible facilities to ease
the position of the private segment of the industry, and

- some recommendations are too gemeral and of little practical
use, for example: NTA may draw up a phased program of counstruc-
tion of bus shelters; there is a need to organize individual
carriers into cooperatives (without explaining how it should be
doue); major route restructuring is not considered’ necessary at
the present, etc.

Consequently, it could be concluded that since the study did not accomplish
what was to be expected from the TOR (investment program, integrated net-
work route rationmalization, etc.), additional work will be required in or-
der to complete the analysis and reach the necessary recommendations.
Since the data and analysis of the present situation is done, it is now
necessary to carry out a system analysis of bus routes in an integrated
network; this should result in a more realistic route rationalization
plan. Also, the consultants should prepare for NTA a proposal for specific
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route allocation of the carrierse. Furthermore, a detailed and justified
investment program for bugses and road transport infrastructure is neces-
sary, together with appropriate proposals for policy matters listed above.
It is now up to the Government to decide which action it intends to take.

4.14 The Government has refrained so far from making any major deci-
sion in regard to public transport. Govermment comments oa findings and
recommendstions of the Public Transport Study are not yet available. Be-
fore embarking on any action, careful analysis of possible options is now
required. It would have been a great help for the Government had NTA been
better organized and staffed to provide necessary assistance (para. 7.02)
in providing the Govenrment with a future course of action.

(11) Air Access Policy

4.15 Determination of an appropriate air access policy for Mauritius
is directly related to its tourlsm development. Tourism plays an important
role in Mauritius®' economy and contributes 10 percent of foreign exchange
earnicgs and provides employment for 10 percent of the labor force in the
country. In 1977 the Government began its own systematic promotion of
tourism and the peak of tourist arrival was reached in 1979 (128,400).
Thereafter, a decline in the arrivals and receipts froa tourism was re—
corded mostly due to erosion of Mauritius' competitive position vis-a-vis
other tourist destination. In analyzing country origin of tourist arrival
(1983) it could be observed that almost two—thirds come from the island of
Reunion, the Republic of South Africa and France (Ammex I, Table 13). A
more diversified distribution might have been more favorable for Mauri-
tius. The relative loss of competitive position was basically caused by an
increase of various component of fare price (air fares, hotel accommoda-
tions and other ground costs); however, the largest impact was made by air
fare increases which amounted to about 40 percent in the period 1979-83.

4.16 Limited direct air access to Mauritius has been emphasized as the
wmost important single factor behind the rising costs of air fares. Contra-
ry to Mauritian experience, countries which have relatively free air access
had encountered a relatively high increase in tourist arrival in the same
period {Cyprus, Thailand, Sri Lanka). Furthermore, the limited air access
threateans the economic viability of new investments imn tourism. The hotel
occupancy rates were the lowest in 1982, when the mean rate was oanly 46
percent for beds and 57 percent for rooms; in 1983 they rose slightly. On
the other hand, the Government iIs pursuing a policy of increasing hotel ac-
commodation capacity and in a three-year period (1983-86) the number of
hotel rooms is to reach 2,900, an increase of 26 percent (Anmmex I, Table
13).

4017 Mauritius accessibility to foreign tourists was affected in
1983/84 after three airline companies with scheduled flights to Mauritius
pulled out (Alitalia, Kenya Airways and Royal Swazi Airline). The
Govermment’s air access policy so far has been restrictive to protect the
only domestic airline (Air Mauritiug) and to some extent for internal
security reasons. Consequently, little initiative has been showm so far to
develop charter flights so to make a more attractive access policy for
airlines with scheduled flights. Inefficient use of available hotel
capacity, particularly in the off-season period (April to November) and up-
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coming additional capacity under construction calls for urgent review of
Govermment air access policy.

4.18 It seems, however, that the Government's strategy was to
encourage AM to introduce new services, rather than to seek engagement of
new foreign airlines and/or charter carriers. AM has been expanding its
operations (para. 2.36) and in 1983/84 carried 36 percent of all passenger
traffic to Plaisance airport. Even with new lines to Zurich, Singapore and
Paris and a newly leased B-747, AM's unused capacity is rather limited to
support Goverument's program in tourism development, particularly during
seasonal peak periods.

4.19 In 1982 ONDP financed a study on air access — “Analysis of the
Economic Tmpact of Alternative Air Access Policies on Tourism in Mauri-
tius.” Recognizing certain objective factors such as Mauritius® long dis-
tance from the tourist markets (Europe, North America, Japan), rising cost
of tramnsport, etc., the study criticized Government policy on "almost total
reliance on scheduled airlines to provide air transport.”™ 1In essence, the
study recommended a less restrictive air access policy with use of char-
ters; under different scenarios the study concludes that increases in in-
come from tourism could be as high as about 15 percent per annum If the
flexible policy, as the consultants recommended it, would be applied. 1In
regard to charters the study advocates the principle of selectivity and
linkage to several major markets only; a possible development of Mauritian-
owned and run charter companies was not excluded. Notwithstanding some er-
ronious data in the study and occasional unsubstantiated statemeats made,
certain principal recommendations appear conceptually reasonable, such as
regarding liberalization of air access policy and introduction of charter
flights on a limited scale. Also regarding AM, one can agree with the
study’s statement that "...a viable national airline is a very considerable
asset to any developing nation, and particularly to an island nation. On
this count also, it would appear unwise to adopt any policy that might come
to unduly threaten the viable existence of Air Mauritius.” It should be
mentioned, however, that AM reacted to the study with criticism of its
findings and recommendatiouns. Understandably, AM expressed strong reserva-
tion for charter operations which might encroach on traffic being carried
by AM; it seems that AM is of the opinion that if charters are to operate
in the future, Mauritius may have more to lose than to gain if scheduled
airlines reduce their frequency and/or capacity to Mauritius. This would
be correct only if the scheduled airlines were affected, but that may not
be the case.

4.20 The Bank has already tried to assist the Government in seeking
appropriate solution for air access policy matters through SAL II and the
Technical Assistance Project (1983). A Study of Air Travel Marketing Stra-
tegies included 1in the Technical Assistance Project (Annex V) should be
carried out. However, it could be concluded that the subject of air access
policy in Mauritius® context has not yet been sufficiently explored to per-
mit policy decisions with long lasting effects. Nonetheless, In view of
pending problems facing tourism — decline of foreign exchange earnings and
growing hotel capacity — Government action, at least a limited ome, is now
warranted (Chapter VII). It appears that the Government has recently
become more open to exploring charter rights on a trial basis.
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(111) Cargo Handling in the Port

4.21 Inefficiency in cargo handling in the port of Port Louis has been
a long—-standing problem which was inherited by CHC in 1983. Some minor im—
provements in output per gang/hour have been recorded recently (Amnex I,
Table 11 b); nonetheless, fundamental problems prevail: the existence of
surplus labor, low effective working hours, and built-in disincentives in
the system of remuneration. CHC employs about 1,500 people, of which there
is an excess of employees by about one-third, assuming single-shift opera-
tion; double shifts may be difficult to justify with the present low traf-
fic in the port. Of about 1.8 million tons of annual traffic in the port,
CHC handles only about 350,000 tons (geueral and containerized cargo).
Fuel and bulk cargo is handled by other companies.

4.22 CHC expects that 1its container operations will expand in the
future. Namely, CHC counts that shipping conference lines operating in
East African Region may prefer to pay more for services in Port Louis in
exchange for cutting the time of locading/unloading including waiting time
in some neighboring ports. CHC thus expects that at least 5,000 containers
of 30 m3 will use Port Louis as transit port (e.g. for Seychelles, Comoros,
Somalia). The freight would then be transformed into break bulk and loaded
on smaller ships. However, in order ¢o make these expectations more rea-—
listic, the output in cargo handling needs substantial iamprovement. The
comparative figures shown in Annex I, Table 17 indicate that CHC has the
worst output indicators when compared with similar ports in the region.

4.23 One of the principal issues is minimum monthly wage generated for
all employees irrespective of whether they work or not; furthermore, CHC
has to face three well-organized labor unions (for manual laborers, cleri-
cal staff and supervisors). The cost of handling the cargo is increased by
the very low productivity of the port workers. The workers were grouped
for the day's work in the old lighterage port area and then transported by
boat to the new port constructed under the Bank-financed project. After
they arrived at their workplace, they had a break for a meal and thus the
work hardly starts before 10:00 in the morning; as a consequence, ouly
about five out of eight hours work 1s effectively done per day (Annmex I,
Table 11). Thereafter, an eight-hour day is followed by three hours of
overtime, when they make 200 percent of their regular wage; during that
period labor productivity is good, but the ship owmer must pay for the
three hours overtime even if only one is needed, since the gangs are paid
per day.

4.24 The new company CHC 1is now faced with the very difficult and
delicate task of trying to increase productivity and reduce both costs and
size of the labor force. As indicated earlier, over 90% of all operating
costs are labor-related. Some measures have already been introduced such
as compulsory retirement and retirement on medical grounds, while the
grouping of workers is now taking place in the new port area resulting in
time savings. Also, CHC has the difficult task of convincing the Govern-
ment that all charges in cargo handling, including those for flour and
rice, should be cost based. In addition, various forms of incentive
schemes are being considered that would prove acceptable to the unions.
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4.25 In view of the urgency to rationalize cargo handling operations
and to establish an action program CHC has decided to engage an ILO Port
Training Expert who came to Mauritius in February 1984 for a one-year as-
signment to set up a Port Training Center. The expert was to prepare a
study on how the employees of CHC could improve thelr performance. The
study was completed in March 1985; however, CHC concluded that it was of
little use. Thereafter, it was decided that MMA and CHC would prepare an
in—-house analysis by September 1985 which would address the following
topics: (a) introduction of a double-shift system; (b) review of the remu-
neration system; (c) introduction of an appropriate merit system; and (d)
insroduction of a new pension scheme for port workers.

4,26 In counclusion, no quick solutions are envisaged which would
rapidly remedy the shortcomings Iin cargo handling. The problems could be
gradually solved by attrition, provided CHC refrains from hiring unew
staff, and with the introduction of an incentive system for workers which
would reward increased output per gang/hour. The managers of CHC are fami-
l{ar with this option and the internal study, now underway, is to elaborate
on it.
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V. TRANSPORT PLANNING AND MANAGEMENT

(1) Instictutional Framework

5.01 The Ministry of Economic Planning and Development (MEPD) through
its section for infrastructure makes an overview of the development in the
transport sector. However, responsibility for the management of the sector
is divided as explained earlier among various ministries/departments. MOW
is responsible for development and maintenance of motorways and main roads,
while the rural and urban roads are the responsibility of Ministry of Local
Government and of local authorities; NTA is in charge of the road tranmsport
industry; MMA handles port operations; CAD is responsible for planning, re-
gulation and operation of air transport, while the APU is in charge of all

airport projects.

5.02 At present there is no 1integrated economic planniag for the
country and unone for the transport sector. The MEPD i1is in charge of
planning capital investments in the country, including those for the
transport sector and finalizes proposals for the sector initrially made by
the MOW (for roads and the road transport industry), MMA (for ports and
maritime transport) amd APU (for airport projects). Management and
planning in the port and civil aviation subsector appear adequate, while
that in MOW has been improving following the creation of the Planning Unit
in 1983. .
5.03 In regard to staffing of the Govermment ministries, agencies and
departments involved in the sector, the situation is different than in most
countries of the region. Namely, there is a sufficient supply of local en-—
gineers, economists, accountants, statisticians, etc. On the other hand,
there 1s a shortage of certain specialized skills e.g. flight safety offi-
cers and alr worthiness surveyors (in CAD), or experienced senior econo-
mists specialized in road transport (for NTA). Nevertheless, through or-
ganized training abroad the deficiency is gradually being eliminated; MMA,
AM and CAD have been making appropriate educational and training arrange-—
ments abroad for their staff. However, some positions, mostly in AM, are
still filled with expatriates.

5.04 In regard to human resource development, a subject which goes
well beyond the field to be covered by the TSM, there is no comprehensive
and systematic approach in setting supply and demand of skilled labor in
the country; this affects transport as well as other sectors. Records of
new graduates by type of skill is available only for those who have com-
pleted their education in Mauritius. For those who graduated abroad (an
estimated 807 of the total number of graduates) and return to Mauritius, no
official data 1is available. This needs to be put under control by the
Ministry of Education. No effort has been made to forecast demand for
skilled labor by type and quantity. In discussing the subject with offi-
cials of the Ministry of Employment and MEPD, the need to address this
problem comprehensively was clearly recognized. Conceraning the transport
sector, forecasting the needs for professional staff should be introduced.
This should be closely coordinated with the Advisory Board at the universi-
ty, which decides on the number of students to be enlisted in different

schools at the uaiversity.
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(11) Main Problems

5.05 Transport sector coordination and planning needs improvement.
That is particularly relevant to civil aviation and the port subsector.
The present institutional framework with a Principal Assistant Secretary
for external communications overviewing civil aviation, maritime transport,
overseas communication service and meteorological service needs improve-
ment. The Principal Assistant Secretary with two assistant secretaries and
a small administrative sctaff report to the Permanent Secretary of the Prime
Minister; the PM has ultimate direct control over external communica-
tions,which could be explained by the critical importance and sensitivity
of external communication for an island country like Mauritius.

S.06 The Principal Assistant Secretary, who directly oversees civil
aviation and marfitime transport, lack the necessary professional staff and
expertise to exercise the necessary systematic planning, coordination and
supervision of the agencies and departments engaged in the two transport
modes. Specifically, in the pending sectoral issue of air access policy so
relevant to the country’'s future economic development, it would be very
difficult for the Principal Assistant Secretary's office to prepare for the
Government a comprehensive program of action.

5.07 Due to the size of the country and the limited future development
needs of the transport sector, it seems that creation of a new Ministry of
Transport would not be warranted. Taking into account the country's speci-
fic characteristic it would be justifiable to reorganize the Principal As~-
gistant Secretary's office into a Department for External Communications,
to be headed by the Principal Secretary (or his equivalent). Although the
Government has a reservation for creation of the Department for the reason
of being “not compatible with legal framework,™ the advantages of such a
Department should be reconsidered. 1If created, the Department should be
strengthened in staffing; its transport section should acquire three
experienced professionals: one each for c¢ivil aviation and port and
maritime transport and a senior economist/planuner; APU would also be
included in the Department. As the issue of determining appropriate air
access policy deserves Government's urgent attention and thorough assess-—
ment, a position of a suitable senior advisor for civil aviation may be
difficult to £fill at present. It is therefore suggested that the required
expert (18-24 months) be financed under rhe ongoing Technical Assistance
Project, approved by the Bank in November 1983. The funds for such assist-
ance are available under the project.

5.08 Certain changes also need to be considered in the institutional
arrangement for managing civil aviation and the international airport at
Plaisance. As indicated earlier in the TSM, CAD is presently in charge of
both regulatory and operational fumctions. As it is the case in most of
the countries ian the region, it would be necessary to separate regulatory
responsibility of CAD from operations. Thus, it would be more appropriate
to create a Civil Aviation Authority (similar to MMA) which would retain
regulatory function in the domain of civil aviation; it should also acquire
responsibility for deciding on landing rights and charges (now the PMO's
responsibility). The international airport, together with small onre on
Rodrigues, should thus be taken over by a parastatal (Government-
controlled) company which would have necessary freedom in administrative
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and financial matters in operating the airports on commercial basis. Both
CAD and the airport company would be under the authority of the new Depart-
ment for Externmal Communications. The Government, however, does not con-
sider the reorganization warranted mainly due to the small size of country.

5.09 NTA, the authority in charge of road transport regulations
(tariffs, licensing, vehicle inspection vehicle import clearance, etc.) has
too many responsibilities (Chapter II), but limited means of exercising its
authority. TIustitutionally, NTA is to be an independent body which is to
report to a board whose members are appointed by the Minister of Works; it
is therefore needless to say that MOW has influence over NTA. The problem,
however, lies in NTA's lack of stronger role im the road transport indus-
try. NTA is also short of a few critical staff whose absence has been
reflecting on its performance. Namely, the fundamental issue of the need
to improve passenger transport on the island is partly the responsibility
of NTA which did not have adequate control over public carriers or their
routings; due to staff and management constraiats NTA was also slow in dec-
ision making (e.g. tariffs for passenger transport). Its staff of about
120 is geared more tc technical and administrative matters (collecting
revenues for licensing vehicles, route permits, vehicle registration) than
to some essential analytical tasks of assessing road transport costs, sup-
ply and demand with necessary projection. NTA has no economist, while an
engineer and a planner are seconded occasionally from MOW. In order to
enable NTA to undertake other functions proposed above, an analytical divi-
sion/department should be created which would analyze the problems of
public transport in a systematic fashion and provide necessary follow-up of
the recently completed Public Transport Study and its recommendations.
Undoubtedly, this would lead to the creation of a few new positions and the
necessity for a budget increase; however, without its strengthening, the
role of NTA in road transport will remain inadequate.
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VI. GOVERNMENT® S5 STRATEGY FOR THE SECTOR

6.01 The transport sector strategy after the change in Government in
July 1983 has not yet been clearly established. However, following Govern-—
ment's priorities listed in the Public Sector Investment Program, iandica-
tions are that {ts general approach is to assign priority to completion of
ongoing projects and to rehabilitation/improvement of existing infrastruc-
ture. Such aan approach appears reasonable. Total actual investments in
the sector for the period 1981/82-1983/84 were MR 228.0 million (about
USS21 millfon equivalent). In the latest PSIP (1984/85-1986/87) the share
of ctransport investments 1is 16.7 percent with total investments in the
three-year period of MR 727.0 million (about USS4? million equivalent).
The amounts are being adjusted from time to time and these figures should
be taken as indicative ones. The investaents in the transport sector are
48 percent for roads, 37 percent for civil aviation and 15 percent for the
port (Amnex I, Table 18). The share of the transport investments 1s about
average for the countries of the regiom.

(1) Traansport Projects in PSIP

6.02 The program for the sector generally makes sense, with emphasis
on the improvement of the Plaisance internacional airport and the
strengtheaing and improvement of main roads. In some cases, however,
project economic viability (calculation of ERR) has not been established
and economic justification for the investments- is quesZionable (proposed
construction of a new grain facility {n the port)., Since che port was
recently modernized and extended and cthe fishing port just completed, no
major investments in the port are envisaged in the near future. There are
two remaining projects: (a) port improvement (USS2 million) financed by
MMA and ODA (U.K.) which includes construction of a recruitment center and
acquisition of small equipment, and (b) new port project (about USS5.5
million) which will be financed 45% by MMA and the balance by an external
source; the project basically contains acquisi{tion of a powerful rug of
2,500 HP, cargo handling equipment and dredging of the port entrance area
to permit turning circle to ships over 200 meters loage.

6.03 In regard to the road infrastructure, the following projects are
being implemented or are being prepared: (i) strengthening and improvement
of selected main roads (75 km) financed by the World Bank, (ii) construc-
tion of a bridge on the Grand River financed by the African Development
Bank, (1ii1) construction of a motorway through Port Louis (1.6 km) to be
financed by the African Development Bank, and Phoenix-Nouvelle France Road
to be financed by EDF and FAC (17 km). The ERRs for these projects are
40%Z, 19%, 22% and 127 respectively. The first three projects to be com-
pleted by 1988 are sound and will improve the traffic flows, particularly
in urban areas. However, the construction of Phoenix-Nouvelle France Road
(USS10 million) does not have the same priority, particularly at a time
when limits on public expenditures are imposed. Nevertheless, the Govern-
ment intends zo pursue the project in order to take advantage of the grant
money made available for this project. In addicion, about USS3.5 million
was earmarked for aquisicion of buses for parastatal NTC in the three-year
PSIP period.
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6.04 Regarding the iaternational airport, the Governmeat was original-
ly considering building a new airport in the northeast. However, in 1982
it finally adopted the alternative solution supported by the Bank — to im-
prove the existing international airport in Plaisance. The two-phase im-
provement/moderaization program is planned to be completed by 1988. Navi-
gation aids are being installed, while the control tower 1s nearly com-
pleted. Coastruction of a new terminal building, parking space and an ac—
cess road will start shortly. The works and equipment are being financed
by the U.K. (25 millioa pounds), People's Republic of China (13.5 million
pounds), FAC (MRs 75 million equivaleat) and EDF (1.5 million of ECU).

(i1) The Sector Development and Resource Gap

6.05 The development of the transport sector in recent years has beea
influenced significantly by the deterioration of the economic situation and
financial austerity program in the country. This has led the Govermment to
pursue a pragmatic approach in investing in projects of importance for the
country's economy, particularly those supporting hard currency earning (the
port extension and modernization project and modernization and exteunsion of
the international airport). More recently, attention has also been given
to improving communications with other islandse.

6.06 The preseat Govermment stabilization program (January 1985-
June 1986 calls, iater alia, for restraints on credit expansion. The rol-
ling three-year PSIP is mainly coaocentrated in basic iInfrastructure pro-
jects with emphasis on induvstry, energy, agriculture and tourism; more
productive activities are left to private investors. Transport projects
are particularly sensitive to the above Goverament measures siace they are
capital intensive and have high foreign exchange component; out of about
US$49 million equivaleat eavisaged for the sector, abour 72% or US$35.3
million is estimated foreign exchange cost. On the other hand, the sector
directly generates only limited amount of foreign exchange to the economy
(from stevedoring operations in the port and operations of AM and civil
aviation taxes on foreign carriers); sector ‘requirements for foreign
exchange, however, for fuel, spare parts, tyres, equipmeat aand vehicles
imports exceed the sectoral direct earnings of the foreign exchange. Due
to scarcity of foreign exchange and restrictioas imposed on capital
expenditures, iavestments in the transport sector have been adjusted in
such a way that project implementation period has been extended from
originally two years to three (the new port pro_]ect) or to four years
(Phoenix ~ N. France Road Coastruction).

6.07 It should be noted that there is a possibility to reduce the
gectoral demand for foreign exchange particularly in road transport — red-
uction in fuel consumption, vehicle maintenance and repair costs, etc. by
upgrading the road aetwork (para. 6.08). These savings to the economy
should be carefully assessed for each project and therefore it is highly
recommended that the Govermment establishes a program of priorities includ-
ing an action plan for the implementation of a Road Improvement Program.

6.08 With regard to capital needs of the sector, it could be coacluded
that major projects and investments have been completed or are underway,
with the exception of the road iafrastructure where there 1is still a
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sizeable need for further improvement of the main road network, which is
not in satisfactory condition (para. 2.40) to respond to growing heavy
traffic volumes and demand of the economy. In case no systematic road
strengthening/improvement program is carried out, it would lead not only to
increased traunsport costs, but to further deterioration and the need for
full but costly reconstruction of the network. Therefore, it would be
preferable for external aid agencies (FAC, EDF and others) to continue and
expand upon the initial step made by the Bank-financed Highways Project
(para. 3.03).

(1i1) Government Strategy in the Sector

6.09 The Government's strategy vis—a-vis thc two major issues in the
sector —— passenger transgport and alr access policy — remains to be seen.
In regard to passenger transport, the recently completed Public Transport
Study has laid out some recommendations. So far, the Government's strategy
for the privately owned segment of the transport industry has not been en-
couraging. It is expected, however, that on the basis of the Study's re-
commendations and future necessary analysis, the Government will reassess
the situation in the industry and that it will encourage an enviromment in
which different types of carriers will operate without discrimination.

6.10 Concerning the civil aviation, the Goverument is undoubtedly com—
mitted to development of international tourism on the one hand and the sup-
port of the development of its airline (AM). Such a policy should not be
questioned as long as AM is performing well and the overall benefits to the
economy and the country alike are offsetting possible losses from restric-
tive air access policy. Nevertheless, continuation of the present (re-
strictive) air access policy vis—a—-vis foreign carriers may lead to draw—-
backs in tourism in the first place and in turn to a slowdown in aggregate
foreign exchange earning. It should be noted that the Government has been
aware of the problem and a study of air access financed by UNDP was
prepared in 1982 (para. 4.19). Furthermore, under the BRank-financed Tech-
nical Assistance Project (1983) a study on Air Travel Marketing Strategy is
to be carried out. The Govermment has refrained so far from making any
decision on the subject.

6.11 In the decision-making process in the sector, particularly in
selecting priority projects, the Government did not always rely on economic
considerations, i.e. project economic analysis. This is expected to be
rectified in the future, since the Government has become growingly aware
that in the situation of very limited resources, including foreign ex-
change, any investment decision without establishing prior economic viabi-
1ity would have adverse effect on the country's economy.
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VII. POLICY MEASURES NEEDED IN THE SECTOR

7.01 The TSM has presented that the transport system of Mauritius is
simple and that the infrastructure is generally well developed. However,
several problems have been identified, a few of which require Government
action. Some of them need to be urgenctly addressed (like passenger trans—
port), while others have lower priority (reorganization of CAD). Concern-
ing the air access policy, the Government decisions are expected to be
based on the results of a study (para. 6.02 c).

7.02 The recommendations summarized below should be viewed as sugges-
tions to the Government for the appropriate course of action, rather than a
prescribed list of remedies:

a) Improvement of pagssenger transport. This has to be approached from two
aspects: (1) reorganization of public transport service through 2 new rout-
ing and licensing system (existing 198 routes need to be rationalized but
not necessarily into 111 “core routes”™) which will provide more rational
and reliable service based on economic criteria; this implieg establishment
of a better organized monitoring/controlling mechanism by NTA; however, to
make full benefit of the Public Transport Study, additional work is re-
quired; (ii) in order to retain a competitive market in public tramsport,
it would be necessary to reassess the policy toward privately—-owned bus
companies; specifically, appropriate measures should be made availlable to
facilitate their position — tariffs should be reviewed on an annual basis,
availability of loans or loan guarantees by State Commercial Bank for their
fleet renewal should be encouraged (that would increase confidence of the
carriers); import duties and taxes which are found to be excessive and over
the average level of taxation in the country should be reduced for purchase
of commercial vehicles and related spare parts (see g); fleet standardiza-
tion to three/four makes through import licences given by NTA is also re-
commended; in addition,concerning the operations of NTC, more freedom in
decision making, particularly in daily operational matters, would be bene-
ficial.

b) Strengthening of the National Transport Authority. In order to exercise
better control over the services of public carriers, NTA would need more
road inspectors and seven-days—a-week operation; on the other hand, NTA
should expand its fuanctions to systematically cover major topics such as
development of supply and demand, transport costs, etc.; to this end the
NTA would need to establish an analytical department/division which would
need to acquire new permanent staff, in particular a senior transport eco—
nomist; this wcould enable NTA to have a more meaningful contribution to the
Government in the follow-up on the findings and recommendations of the Pub-
1ic Transport Study.

c) Air Access Policy. Gradual 1liberalization of air access policy is
needed. In a cautious approach and on a trial basis one or two charter
companies could be engaged on routes which are not presently served by
scheduled flights, preferably to open up new markets. The study on Air
Travei Marketing Strategies (financed under the Bank's Technical Assistance
Project) should start as soon as possible; TOR for the ssudy is in
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Annex V; it would also be worthwhile to pursue merging AM offices abroad
with MGTO representatives which would enable more intensive and better
coordinated effort for advertising Mauritius tourism abroad.

d) Cargo handling in the port. Present disincentives (absence of reward
for better performance) in the system of remuneration for CHC staff need to
be replaced with a bonus system which should provide adequate incentive for
the increase of workers' output; furthermore, work discipline could also be
improved by establishing a code of conduct for workers which, once accepted
by the unions, should be enforced. Furthermore, CHC should be allowed to
revise rates for rice and flour in order to set them on a cost basis and
avold further cross—-subsidization.

e) Creation of a Department for External Communications. It is suggested

that a Department be created to replace the existing Principal Assistant
Secretary Office (in Prime Minister's Office); this would ensure more effi-
cient planning of investments and better oversight of port, maritime traans-
port and civil aviation; for that reason it would also be preferable to ip~
tegrate the Airport Project Unit into the new Department, which would also
retain overseas communications and meteorological services already existing
in the Principal Assistant Secretary's Office; to carry out its modified
responsibilities for the transport sector, it is estimated that the new
Department would need three senior and experienced professionals — in port
and maritime transport, civil aviation and an economist planner; the Tech-
nical Assistance Project has funds avallable which could finance one of the
experts for 18-24 months until a long-term solution is found.

f) Reorganizing of the Civil Aviation Department. CAD is presently in
charge of regulatory functions and of running the international alirport at
Plaisance; it would be more appropriate to separate the functions and cre-~
ates a Civil Aviation Authority which would be responsible basically for:
alr safety, air worthiness, flight operations, traffic and landing rights,
maintenance of airport navigation,communication and me'.::worological facili-
ties, etc.; the intermational airport, however, should be run on a commer-
cial basis by a parastatal company with administrative and financifal auto-
nomy under the Department of External Communications, which is proposed to
be established.

g) Revision of Some Road User Charges. Present custom duties and other
taxes on Iimports of vehicles and spare parts and ti-:g are excessive,
reaching up to about 400Z (combined) of C.I.F. price (Amnex I, Table 14).
That creates particular hardship to public carriers to repair and renew
their fleet; this in turn has a negative effect on the reliability and
quality of road transport. Consequently, it ig recommended that, at least
for commercial vehicles and spare parts, the custom duties (50-250%), sur-~
charge on duty (33.12), stamp duty (13.22Z) and sales tax (5Z), be revised
~ lowered to a level which will not be an impediment to tte modernization
and improvement of road traasport.




Annex I
Table 1
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Road Network in 1985
Share of
Leagth Bitumen Roads
Motorways 26 ka 1.5% 1002
Main Roads 837 km 46.82 1002
Urban Roads 578 km 32.3% 1002
Rural Roads 346 km 19.42 492
Total 1,787 km 100.0%2

Source: Ministry of Works, Fort Louis, Mauritius, May 1985.
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Annex I
Table 2
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Motor Vehicle Fleet 1/
Motor~ Passenger Taxi Other i/
Year 2/ cycles Cars Cars Vans Buses Trucks Vehicles Total
1978 8,437 21,757 3,609 7,233 1,393 4,195 2,333 48, 957
1979 8,550 22,400 3,479 7,747 1,468 4,250 2,400 50, 294
1980 8,304 22,280 3,305 8,153 1,490 4,200 2,279 50,011
1981 8,087 22,029 3,156 8,546 1,469 4,216 2,271 49,769
1982 8,249 22,467 3,026 8,857 1,442 4,269 2,423 50,733
1983 8,523 23,070 2,956 9,233 1,418 4,315 2,486 51,999
1984 8, 642 25,807 2,735 9,607 1,364 4,277 2,350 54,782
Share in the Fleet
1984 (X) 15.8 47.1 5.0 17.5 2.5 7.8 4.3 100.0
Average Annual
Growth Rate
) 0.4 2.9 -4.7 4.9 -0.3 0.4 0.1 1.9

1/ Privately-owned vehicles of which about 37X were commercial vehicles in 1984;

in addition, there are about 2,700 govermment—owned vehicles.
2/ End of year.
3/ Include tractors, ambulances, fire service vehicles, etc.

Source:

Ministry of Economic Planning and Development,
Port Louis, May 1985.
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MADRITIUS
TRANSPORT SECTOR MEMORANDUM

Fuel Consumption
(in '000 gallons)

Super Regular
1980 10, 836 926
1981 9,826 808
1982 9,198 686
1983 9,639 - 402
1984 11,535 n.a.
Average Annual Growth
1980-84 (in Z) 1.5

Source: Central Statistical Office, MEPD
Port Louis, May 1985

Annex I
Table 3

Diesel Fuel

14,596
15, 440
14,442
13,982
14,322
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MAURITIUS

Fuel Prices (1985)

CIF (Port Louis)
Port Fees
Landed Cost

Custom Duty
Bandling and
other charges
Profit Margin
Wholesale Price

Retailers' Margin

EEEE Price

P Price/Litre
EESSILitre)

Source: Ministry of Finance
Port Louis, May 1985

(MBs per gallonmn)

Super

15.54
2.16
17.70

13.50
4.00
0. 60

35.80

1.20
37.00

8.14
(0.55)

Annex I
Table 4

Diesgel

14.36
2.01
16.37

2.00
2.13
0. 60
21.10

0.90
22.00

4.84
(0.32)
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Road traffic accidents

Number
Number per 100,000
of population

Motor vehicle accident

Number of motor vehicles
involved

Number per 100,000

of population

Number per 1,000 registered
motor vehicles

Total Casualties

Nature of casualty

Killed
Seriously injured
Slightly injured

Casualties by class of road users

Pedestrians

Pedal cyclists
Pagsengers

Drivers or riders of

Annex I
Table 5
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Road Traffic Accidents and Casualties
1979 1980 1981 1982 1983 1984
7,828 5,753 5,281 4,749 4,593 4,717
859 621 562 500 480 483
12,622 8,965 8,241 7,354 6,618 6,932
1,385 968 877 774 691 709
188 130 119 104 91 9
4,266 2,068 3,149 2,460 2,727 2,475
137 124 108 99 101 87
260 127 269 147 181 326
3,869 1,817 2,772 2,214 2,445 2,062
1,602 592 1,066 1,016 1,037 904
545 340 384 243 254 290
1,021 586 839 658 778 590
1,098 550 860 543 658 691

motor vehicles

Source: Bi—-annual Digest of Statistics, December, 1984
Central Statistical Office, Port Louis
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2.

3.

S.
6.

7.

Import Duties 1/
on Gasoline

Import Duties 2/
on Diesel Fuel
and Lubricating 0il

Import Duties 3/
on Motor Vehicles

Import Duties on
Bodies, Spare Parts
and Tires

Road Tax &/

Licenses

Vehicle Examination

and Registration Fees

Annex I
Table 6
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Estimated Revenues from Road Users
(in MRs '000)

1978/79 1979/80 1980/81 1981/82 1982/83 1983/84
91,200 113,000 118,670 130,273 127,571 155,586
13,810 27,300 32,920 29,069 28,352 28,045
47,300 49,300 53,900 38,114 37,066 45,169
24,630 23,495 24,790 15,118 20,951 31,555
24,235 21,388 23,921 24,816 24,502 25,695

5,316 5,150 4,938 1,537 1,238 1,409
3,010 2,933 2,963 2,482 2,697 2,848
209,501 242,566 262,102 241,409 242,377 290,307

Total

1/ Import duty is 362 of retail price.
2/ Import duty is 102 of retail price.
3/ Import duties range between 30-70% ad valorem; in addition, there are fiscal duties

which can go from 50-200Z, depending on the vehicle type.

4/ The road tax is paid annually for every motor vehicle (except Govermmeat-owned) and
ranges between Rs 485 (for cars) to 2,915 (for heavy trucks).

Source:

Ministry of Finance, Port Louis, May 1985
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Annex I
Table 7

MAURITIUS

TRANSPORT SECTOR MEMORANDUM

. Expenditures for Road Maintenance FY 1982-85
(MRs million)

1981/82 1982/83 1983/84 1984/85 1/ 1985/86 2/

Materials (Fuel, lubricant,
bitumen, pipe,

concrete, etc.) 7.49 5.9 7.31 7.96 15.00
Administration/Labor Neds Nede 25. 43 27.91 28. 50
Re r of E
and Vehicles (Spare parts,

tires, etc.) 0.45 0.46 0.52 0.55 0.56
Total 33.26 36. 42 44.06

L/ Preliminary data
2/ Budgeted amounts

Source: Ministry of Works, Port Louis, Mauritius
May 1985
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Annex I
Table 8
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Design Standards of Main Roads 1/
Port Louis— Port Louis- Plain Quartier
Mahebourg The Mount Des Papayes Militaire-
Road Road Road Bel Air Road
Design speed 80 km/hr 80 km/hr 60 km/hr 60 km/hr
Carriagevay width 7.0 m 2/ 7.0 m 6.0 m 6.0 m
Shoulder width (minimum) 0.7 m 0.7 m 0.7 m 0.7 m
Minimum horizontal
curve radius 240 m 20 n 120 m 120 m
Maximum gradient 6% 6% 62 62
Minimum vertical
curve radius
(a) Concave 3,000 m 3,000 m 1,300 m 1,300 m
(b) Convex 2,200 m 2,200 m 1,500 m 1,500 m
Road Crossfall (minimum)
(a) Carriageway 2.5 - 2.5% 2.52 2,52
(b) Shoulders 4% 42 42 (% 4

1/ Boads iocluded in the Bank-financed Bighway Project; the design
3tandards are based on those developed by French Ministry of Equipment.
2/ 10.5 m in first about 4 km from Port Louis.
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Hy

MATIRL TS

TRANSPORT SECTOR MEMIRANDUM

Traffic in Port Louls
{in metric tons)

1978/79 1979/80 1980/81 1981 /82 1982/83 1983/84 1984/85

1. Imports
- begged cargo 13,016 156,205 129,50 _ 103,30 109,819 121,8@3 100,96
- bulk cargo 69,159 662,498 602,78 ° 579,630 568,053 540,85 589,045
- gmeral cargo 179,390 156,05 12,87 2,723 &,599 8,85 9%,
= containeri zed
cargo 67,627 12,67 151,%9 139,25 14,49 1%,83  159,3R
- other 2,009 2,06 19,73 35,050 32,297 29,942 15,301
Total 1,092,260 1,127,468 1,012,559 9B0,@0 94,437 931,258 960, 732
2. Exports
- begged cargo 588,443 613,85 18,583 0 0 0 0
- bulk cargo 248,331 257,611  S€0,012 714,158 749,314 728,598 657,681

- geeral cargo 7,022 2,538 2,554 2,360 2,88 3,430 12,086
- containeri zed

cargo 27,950 45,325 47,526 52,892 57,943 62, 907 76,341
- other 26,342 34,503 2,152 13,170 29,958 26,710 49,207

Total 898,088 953,802 669,27 2,50 840,08 81,145 795, 315
Geand Total 1,990,348 2,081,270 1,682,421 1,732,600 1,774,530 1,752,403 1,756,047

Al Growch Rate 1978/79-1984/85: -2, 1%

1/ Preliminary data

Source: Maritiuvs Marine Authority
Port Iouls, May 1985



- 43 -

Annex I
Table 10a

MAURTTIUS

TRANSPORT SECTOR MEMORANDUM

Occupancy in the Port in 1983 l/

—Occupied
A B L
Total Not Not
Berth Vacant A+B+C Working Workin Workable
(%) =) ) ) )
No. 1 46 54 22 _ 29 3
2 35 65 30 33 2
3 35 65 35 27 3
4 46 S4 26 23 5
Quay C 7 93 74 15 4
Quay D 30 70 _ 36 - 28 6
Quay D/A 30 70 61 7 2
B.S.T. Not Available

1/ Based on one shift operation

Remarks:

(1) Quay C is used by inter—island and fishing vessels.

(2) Quay D is also used for bulk molasses, black oil, edible oil and L.P.
gas vessels.

(3) Quay No. 1 is also used for bulk fertilizer, white oifl, tallow and
liquid ammonia vessels.

(4) Part of Quay No. 2 is also used for bulk cement vessels.

(5) Quay D/A is used mainly by small fishing vessels.

(6) B.S«T. berth is used only by vessels loading sugar.

Source: Mauritius Marine Authority, Port Louis, Mauritius
August 1984



Annex 1
Table 10b

MAURITIUS

TRANSPORT SECTOR MEMORANDUM

Occupancy in the Port in 1984 i/

Occupied
A B <
Total Not Not
Berth Vacant A+B+C Working Working Workable

%) %) ) *) [¢9)

No. 1 53 47 15 28 4
2 39 61 28 30 3

3 42 58 31 23 4

4 45 55 25 22 8

Quay C 5 95 75 16 4
Quay D 28 72 36 26 10
Quay D/A : 91 9 8 1 0
B.S.T. 85 — — \S -—

1/ Based on one shift operation

Remarks:

(1) Quay C is used by inter-island and fishing vessels.

(2) Quay D is also used for bulk molasses, black oil, edible o0il and L.P.
gas vessels.

(3) Quay No. 1 is also used for bulk fertilizer, white oil, tallow and
liquid ammonia vessels.

(4) Part of Quay No. 2 i3 also used for bulk cement vessels.

(5) Quay D/A is used mainly by small fishing vessels.

(6) B.S.T. berth is used only by vessels loading sugar.

Source: Mauritius Marine Authority, Port Louis, Mauritius
May 1985
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Annex I
Table lla

MAURITIUS

TRANSPORT SECTOR MEMORANDUM

Handling of General Cargo

(Statistical Data — October 1983 to February 1984)

l. Actual Manpower

Deck Hatch Sewers Carpenters T/Clerks Watchmen

92 214 46 3 39 13

2. Days Harbor Worked

5 Months Monthly
Weekdays 116 23.2
Might 113 22.6
Sundays 17 3.4
Public Bolidays 7 1.4
TOTAL 140 28.0

3. Number of Gangs Operating

Hours 5 Months Monthly Daily

Weekdays 7-15 1,272 254.4 10.7

Nights 15-18 899 179.8 7.9

Sundays 7-11 100 20 5.5

Public Holidays 7-11 27 5.4 3.8
Total 1,399 279.8 -

Source: Cargo Handling Corporation, Port lLouis, Mauritius, August, 1984
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MAURITIUS

TRANSPORT SECTOR MEMORANDUM

Handling of General Cargo

(Statistical Data — December 1984 to March 1985)

l. Actual Manpower

Annex I

Table llb

Deck Hatch Sewers Carpenters T/Clerks Watchmen
89 212 45 8 39 14
2. Days Harbor Worked
4 Months Monthly
Weekdays 94 23.5
Mght 90 22.5
Sundays 16 4.0
Public Holidays 5_ 1.2
TOTAL 115 28.7
3. Number of Gangs Operating
Hours 5 Months Monthly Daily
Weekdays 7-15 1,064 266 11.3
Nights 15-18 759 189.7 8.4
Sundays 7-11 101 25.2 6.3
Public Holidays 7-11 20 5.0 4.1
Total 1,085 296.2 -

Source: JCngo—i(andling Corporation, Port lLouis, Mauritius, May 1985
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MAURITIUS

TRANSPORT SECTOR MEMORANDUM

Alr Traffic

1979/80 1980/81 1981/82 1982/83

Annex 1

Table 12

Annual

1983/84 1/ 1984/85 Growth

a) Traffic at Plaisance Airport

Aircraft Movements 7,692 7,583 7,263 8,548

Passenger Traffic

(arrivals and 349,783 333,893 339,910 346,340
departures)

Air Freight (in tons)
(loaded and uuloaded) 8,033 6,814 7,160 5,782

b) Traffic at Plaine Corail Airport

Aircraft Movements 791 794 668 486
Passenger Traffic

(arrivals and 6,815 7,244 6,317 7,203
departures)

Air Freight (in toms) 9.0 16.0 14.5 20.9

Source: Department of Civil Aviation, Plaisance, May 1985.

1/ Preliminary data

2/ Until March 31, 1985

7,144
378,593

6,926

452

7,694

18.4

7,237
386,950

7,924

356 2/
6,041 2/

12.2 2/

Rate

-1.52
2.22

-0.1%



Annex 1
Table 13

MAUDRITIUS

TRANSPORT SECTOR MEMORANDUM

Tourism and Air Access

(1) Actual and Projected Tourists Arrivals
(in *000)

1979 1980 1981 1982 1983 1984 1985 1986

128.4 115.1 121.6 il8.4 123.8 136.2 149.8 164.8

(11) Country Origin of Tourists Arrived in 1983

(in %)
Reunion Island 24,4
Republic of South Africa 22.0
France 17.8
Madagascar 6.5
FR of Germany 5.6
U.K. 4.7
Italy 4.5
Other countries 14.5

100.0

(1i1) Hotel Occupancy Rate

(in Z)
1981 1982 1983
Min. Mean  Max. Min. Mean Max. Min. Mean Max.
Roonms 45.9 64.0 75.8 36.7 56.7 69.1 44.9 62.3 82.3
Beds 35.7 53.2 63.7 28,4 46.1 58.0 35.0 51.4 66.3

(iv) Room 2nd Bed Capacity

1983 1984*> 1985* 1986+
Rooms 2,300 2,550 2,750 2,90
Beds 4, 900 5,300 5, 700 6,000

*Projected

Source: Mauritius Govermment Tourist Office
Port Louis, May 1985
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Annex I
Table 14
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
Taxes and Duties on Vehicles and Parts
Item Prefe- _];/ Non— Surcharge on Stamp Duty i/ Sales Tax i/
rengttﬁl PtEfJerenf.'ial the rate of
F 4 % duty payable

Buses

1300cc 125 175 33.12 13.22 Sz
1300cc-1800cc 150 200 33.1% 13.2% 5%
over 1800cc 200 25¢ 33.12 13.2% 5%
Minibus 50 80 33.1%2 13.22 S%
{payload not

less than 750 kg)

Trucks/Lorries 50 80 33.12 13.22 52

Cars

1300ce 125 175 33.1% 13.2% 5%

1300cce=-1800cc 150 200 33.1%2 13.2% 5%
over 1800cc 200 250 33.1% 13.2% 5%
Spare parts &/ 75 105 33.1% 13.2% 5%
Tires 75 105 33.1% 13.2% LY 4

1

/ For EEC countries oaly
'2/ Levied oun C.I.F. price
3/ On C.I.F. price customs duty and stamp duty combined.
/

%/ There are exceptions (bearings, nuts and bolts, etc.): 30-50%.

Source: Ministry of Finance, Customs Department, Port Louis, May 1985
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ANNEX I

Tab 1
MAURITIUS
TRANSPORT SECTOR MEMORANDUM
248 Govzrnment Notices 1984.
SECOND:- SCHEDULE
(regulation 3)
THIRD SCHEDULE .
‘THE FARES SET OUT IN COLUMNS 2, 3 AND 4 OF TRIS SCHEDULE
ARE IN CENTS OF A RUPEE
Jowrney in :
Namber of Stages Adulrs® Fares Children's Fares Snsdent’s Feves .
First Column Second Colunn Third Column Fourth Calumn
- 1 1 0 $0-
2 100 50 100
3 150 100 100
N 4 150 100 120
5t 6 200 100 150
7w 8 250 150 200
i 9t10 . . 300 150 200
.. Hwi2 300 150 250
13t 14 350 200 250
1Sto20 ) 400 200 300
2 w0 2S 450 250 350
more than 25 500 350 350

BY AUTHORITY: L CARL ACHILLE. COVERNMENT PRINTER. AUCIST iwee.  4284/8/84—3292
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Annex 1
Table 16
MAURITIUS
Transport Sector Memorandum
Average Ship Chatges-l—/of Selected Ports
(in MRs)
Ports Porte-conteneurs Conventionnels
Navires
Port Louis 37 000 38 000
Réunion 52 000 ) 57 000
Tamatave 27 00C 26 000
Tulear - 2 000
Majunga - 7 060
Nosy Be 2 o000 2 000
Diego Suare - 9 000
Mahé 40 000 40 000
Djibouti 8 000 8 000

1/ For ships between 10,000 and 15,000 dwt

Source:

Port Master Plan Study, BCEOM 1985
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Annex I
Table 17
MAURITIUS
Transport Sector Memorandum
Comparison of Port Handling Charges
and Cargo Handling
(in MRs)
Port Louis Réunion Seychelles Djibouti ‘Tamatave

.Droits de ports : )
sur mwmarchandise . : .
. conteneurs “plein 400 vide 150 | selon produit selon produit
. general cargo de 11 2 27/t 36/t
. Vrac 12,20/t 11/t
. import - 24 A48/t 450 2900/t
. export ! - moy. 16/t 180 3 450/t3,5/t 3,5/t
- transbordement , - 0 90 2 270/c7/¢ 7/c
2. Tarifs de '
mangtention
. conteneurs plein 1414 vide 250 |pléin 2208 vide 352 1146/TEU;
- sacs 87/c 320/t 58/c
-general cargo 141/t 480/t 350 3 166/t 70/t
- import 105/t
. export 70/c
- transbordement 158/t :
3. Rendements .
- Conteneurs 5 TEU/R 15 TEU/h/eq. 6 TEU/h 11 TEU/h i
- Sacherie 10,4 t/h 22 t/n 30 t/h 19,6 ¢t/h !
. divers - 15,3 t/h 30 ¢t/h 13 t/n 3 t/h 20 t/h

Source: Port Master

Plan Study, BCEOM, 1985
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Annex I
Table 18

MAURITIUS

TRANSPORT SECTOR MEMORANDUM

Investments in the Transport Sector

a) Actual Investments in the Transport Sector 1981/82-1983/84 1/
(in MRs million)

Share of
Foreign
1981 /82 1982/83 1983/84 Total Share Financing
Roads 63.0 33.0 7.0 103.0 45.2% 752
Port 21.0 14.0 33.0 68.0 29.8% 852
Total 2/ 84.0 54.0 90.0  228.0 100.0%
(Uss million)i/ (7.64) (4.91) (8.18) (20.73)

b) Expected Investments for the Transport Sector 1984/85 — 1986-87 1/

(in Rs *000)
Share of
Foreign
1984 /85 1985/86 1986/87 Total Share Financing
Roads 77.0 155.0 120.0 352.0 48z 702
Port 49,0 51.0 6.0 106.0 15% 892
Civil Aviation 53.0 93.0 123.0 269.0 37 70Z
Total _"_/ 179.0 299.0 249.0 727.0 100%

(US$ million) (12.01) (20.00) (16.71) (48.79)

y PSIP in current prices and rounded figures; part of the Public Sector
Inovestment Program for the whole economy; figures being revised by
Govermment.

2/ For the three-year period the total investments in the economy were about Mrs
3,027, of which foreign financing was about MRs 1,352 million or 45Z, and
local financing was about MBs 1,675 million or 55%.

3/ Exchange rate: US$1.00 = MRs 11.0.

_{l_/ For the three-year period the total investments in the economy are planned at
about Rs 4,347 million, of which about 52% is envisaged to be financed by
external sources and abour 48% by the Govermment.

Source: Ministry of Economic Planning and Development, Méy 1985,
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HAURITIUS

TRAMSPORT SECTOR MEMORAHDUM
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MAURITIUS
TRANSPORT SECTOR MEMORANDUM

3
Development of Clvil Aviation Facilities

12. The Government has signed 2 Convention with the Caisse Centrale de

Cooperation Economique, France, whereby a loan of 53m FF was provided for
meeting the cost of the following works, installations and services:

{a) Consultancy Services by Aeroport de Paris for
(1) Analysis of tender documents and supervision of the contract
works for .
() Plaisance Airport Runway Resurfacing

(i) Construction of a Drain

(iii) Airport Lighting Systems and

(iv) Navigational Aids

Detailed study. design and_preparation of tender documents.
@ tendnr analysis and?upervuon of works for a New Control

Pnparanon of a Master Plan for the phased developm:nt of

Airport in 3 five-year plans to cater for air traffic
fomsttotheynrzooo.

The Consultants would work in close collaboration with the Airport
iromUmtoftheaneWmMsOt’ﬁceandtheDememowad
viation.

(b)Civieummgworbconsisﬁngofdemohshngandmpmmg
12 tlnckn&ort:phal Yoot gthcmhlelmgg
mge cm tic concrete on the who
and wiith (2600 metres by 45 metres), and the construction of a
drain parallel to the runway on the south east end. The drain would
be 800 metres long, 2 to 5 metres wide, and 1 metre decp.

(¢) The supply, installation, testing, and commissioning of the fol-
lowing cquipment:
(1) Precision Approach (Category 1) Airpoct Lighting System
for Runway 13.
Al Li System f 31.
mSimple ppmachA:rp:l:lt ghting or Ruaway
basaandbghnngposureqmredforthescmllauou.

(d)nesnpply.ln.stallauon.mandcomomngofthefol-
lowing navigational aids:
IDOpplu'VO ME (Very High Frequeacy Omni Directio-
o nal Radi Ra:i’e[DDlsta(:ce Mugnnr;q Equipraent) at Grand
(2) 1 Doppler VOR/DME at Plaisance Airport.
(3) 1 Marker Beacon at Bigara Transmitting Station.
{4) 1 NDB at Nouvelle France

) Maeorologlaleqmpmenttobems--

{5) 1 Ceilometer { talled at Plaisance Airport for cloud
(G)ITmnsmissomewri base and runway visual range mea-
surement.

fe) The construction of 2 new Control Tower 23 metres high. total
floor area 450 square metres, and the supply, instailation, testng,
and commissiontng of the Control Tower Equipment.

1/ Excerpts from Report of DCA for 1982/83

Port Louis, Mauritius, June 1984

o ————— e - s - .. D T L EEP S

'O

Airport Facilities and Future I_Egrovementsl'

.

ANNEX IIl

Page 1 of 5



- 57 “am
Page 2

R

T e L AR

ANNEX III

of S

S— . mrmee . ceessmn ®—— - e

4

13. On 24th January 1983, the Governments of Mauritius and of the
People’s Republic of China agreed that the loan of £13.5 million, granted by
the latter Government under the Technical and Economic Agreement signed in
August 1972 for the new airport project, should be used for the development of
Plaisance Airport, namely for the construction of a Terminal Building and Car

4. To implement the Aeroport de Paris’s Plan gradually in all its
ahpm(indqdmgtheuamimofpmposah&omﬁnandal isations,

organisati
and organisation of contract documents, the supervision of

preparation
Wworks, and training of staff), a request has been made under the Indian Technical
Asﬁstanee?rogﬂmpemmeGovmmemofmdiaforexmfmlnmauo-
nal Airports Authority of India to remforce the Airport Project Unit so that the
development of Plaisance Airport could be done in the most economical way,
including the monitoring and progress-reporting of the project.

15. Finally, the British Government has also indicated that it would be
willing to loan funds to implement the Master Plan.




PART IV

PLAISANCE AIRPOXT

Redevelopment . -
. 1. With the decision to go ahead with the development of Plaisance
mentioned in Part | paragraph 12, discussions were held with Acroport

de Paris and with tenderers. Project implementation began in 1983.

exposed 1o be Compiciss by November 1985 ¢ racks are oy ropaired and
o ovem . are repai

the runway resurfaced with 12 cm- of asphait. After discussion with airlines,
schedules have been altered so that arrivals of medium and heavy aircraft take
place after 1400 hours local. Schedules of aircraft using less than 1300 metres
of runway have been maintained.

3. Plans for the Control Tower were submitted by Aeroport de Paris and
sent to tender. The Tower would be on 7 Jevels, and its total height would be

26.82 metres. The attached technical block would be of 156 square metres in the

frst instance. |

4 Theeonm for the new Airfield Lighting was awarded in Juae 19£3;
::;hmschednledtomninNovemberl%}andbempkmdmmnm

approved 5 Aped 1923, The pian propesad a compiet 1ebutlding of all Depart
in 3 o a com, s1ebuilding o! t-
mtalﬁdhﬁsam&omﬂwcaggohangar.W@iChwouldbeexmddhp:‘!so
included provision for extending the Air Mauritius hangar and for extending
the runway in 2 phases;

(a) Runway I3 by 310 metres by 1987.

(b) Runway 31 by 300 metres by 1992,
6. A consultants from the People’s Republic of China arrived in
June 19%":2“ prepare and submit proposals for the building of a Terminal
Building and car park along the lines suggested in the Master Plaa.

7. Discussions were also held with the UK on financing as many as possible

of the remaining proposals on the Master Plan.

Passenger Facilities
8. There was no change to the facilities provided to passengers. with the
terminal building being ableto handleone B 747 load of passengers comfortably.

Freight Hangar
9. No change was carried out iz the freight handling services of Plaisance
Airport. The capacity of the freight hangar remained at 5,220 cubic metres.

Runwzay and Apron _
10. The length of the runway remained at 2,590 metres and repair works
were started under the redevelopment plan. Pavement Classification Number

of the existing surface was §0.
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11. On the apron. parking was available simultaneously for four aircraft of
the B 747 sizc and three of the B 707 size. Hydrant refuelling was available at
all parking bays; the fuel storage capacity was 210,000 gallons.

Navigation and Landing Alds
12. The following navigation aids were available: -
Medium Frequency Non-Directional Beacon (NDB)
Medium Frequency Locator Beacon
Very High Frequency Fan Marker Beacon
Very High Frequency Omni Range (VOR)/Distance Measuring
Equipment (DME)
ILS for Runway 13 with associated DME and NDB

* Electrical Power
13. Electrical power for airfield lighting and other services was provided by
the Central Electricity Board. The following standby sets were available:
One 60 KVA Dorman
One 30 KVA Dorman
One 175 KVA Rolls Royce
One trailer-mounted 250 KVA Petbow
Three trailer-mounted emergeacy lighting sets
Two 825 KVA English Electric (Bigara Station)
One 15 KVA GM Power Plant (Bigara Station)
One 875 KVA Paxman Dicsel (Tombeau Bay)
One 60 KVA No-Break Austinlite Design (Tombean Bay)
Ope 15 KVA GM Power Plant (Flic-en-Flac)

Air Trafic Services ' )
14. Air Traffic control was available round the clock. Ways of reducing the
hlcle“d o trolapproachmApp gan?nd:p:u:n uafﬁcbe;inangﬂc-eu-Flat:
cubicle set up to con i i
beacon. Couxgmuniations tests were carried omgfrom the cubicle and the
results were being assessed.

15. An air traffic controlier was posted to the Flight Information Ceatre to
supervise the Communicators during hours of peak arrcraft movements.

16. Also, it was decided to send the Communications Centre Staff on
training courses dealing with aeronautical radio communications as no staff
:hcmb:rinthissecﬁonhashadanyfomnlmningatanlCAOapproved

00

17. A Search and Rescue Exercise was held in September 1982 to test the
SAR agreement signed between the Governments of France and Mauritius in
December 1981. A dinghy, without a locator beacon, was launched on the
Mauritius — Rodrigues route and the exercise consisted in looking for it 14
hours later. A C 160 Transall of the French Air Force eventually located the
dinghy after about 8 hours’ flying. Also participated in the exercise: one DHC 6
E\Vit_l Otter from Air Mauritius, one vessel each from the Mauritian and Freach

avies.

o - ————— -
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PART V

PLAINE CORAIL AIRPORT

Runway
1. The paved runway at Plaine Corail Airport remained at 1,000 metres.

Works continued on levelling and grading its strips.

-Facilities

2. The space available for incoming and outgoing passcngers was unchan-
pd:hm.worhsmwdonaéosqmm;t‘émioninApﬁl 1983.

Traffic .
3. The number of passengers handled increased by 147/ to 7,203; freight
increased by 457 to 20.9 metric tons, and mail by 10.3% to 7.6 metric tons.
Details of traffic, computed from Plaine Corail, are 2 Annex P,

g Radio and Navigation Alds

4. The following radio and navigation aids were available:
Two Very High Frequency channels for communications with aircraft.
High Frequency Single Side Band channels for communications with
Plaisance Airport.

Medium Frequency NDB

S. Proposals were made for installing an internal communications network
onlhquwhntnudvehkhsint::amtheakporh

Alr Traffic Services _
6. To improve the air traffic services, an assistant air traffic controller
was posted to Plaine Corail airport in March 1983.

Security .

7. Works continued on the installation of a perimeter chain link fence

around the airport.
Rescoe and Fire Fighting

8. In addition to the rescue and fire fighting truck purchased from India
and received on 30 April 1982, 2 similar truck and a full range of protective
equipment was offered as a grant by the Australian Government in January
1983. Part of the equipment has been received. Plans have been made for the
construction of a new garage for the trucks and equipment at the airport.

9. A member of the Rescue and Fire Fighting staff from Plaisance Airport
was posted to Plaine Corail in March 1983.

Outer Isiands
10. A team comsist'ag of Departmental, Air Mauritius, and French
Government representatives visited the islands of St Brandon and Agalega in
April 1983. Tentative pians were drawn up for the construction of a 1100-metre
on North Isiand in Agalega and of 2 740-metre strip on Puits a Eau island

* in St Brandon. Both projects would be financed by 2 loan from the Caisse

Centrale de Coopération Economique.
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Review of Traffic Operations by Major Bus Operators

Buses |Average | Bus Total Average ]Average
Year |held |Buses Utilisa-| vehicle daily miles/
Ope- |ended Operated | tion miles service jbus
rator |June daily operated miles operated/
(No.)| (No.) (%) (thousand) day
1982 276 173 &3 6,277 17,197 100
N.T.C.|1983 | 287 187 65 8,122 22,250 119
1984% | 335 225 67 - 10,930 29,945 132
1982 242 148 .61 6,370 17,452 118
Uu.B.S.| 1983 241 144 60 6,396 17,523 122
1984* | 241 141 59 ‘8,140 i 16,822 119
1982 32 59 72 1,902 5,211 88
R.H.T.[1983 | 82 59 72 1,863 5,104 87
1984» | 82 S3 65 1,787 ' 4,896 92
1982 49 37 76 1,938 5,310 144
T.8.S.) 1983 48 39 81 1,999 5,477 140
' 1984~ 51 a1 80 2,121 5,811 142
I li982 | 20 16 80 689 1,888 118
H 1
M.B.T.:1983 20 16 80 712 1,951 122
1 1984+ 20 16 80 764 2,038 127
: p
#1984 figures are all estimates
1/ Source: Report of the Committee om Tariff of Bus Fares,

Port Louis, Mauritius, July 1984
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ANNEX IV
Overhead Costs as a percentage of Operating Costs Page 2 of 3
Total | Adminis- Adminis- | °
. Opera- tration tration
Year ting excluding including| -
Operator ended costs interest - % interest % °
June Rs Rs Rs
Million | million million
N.T.C. 1982 44.37 3.60 8.11 i - 5.35 12.06
1983 56.52 4.43 7.8¢ ;| 6.74 11.92
1
1984 77.47 6.49 8.38 ' 10.42 13.45
u.8.s. 1982 51.14 2.95 5.77 §.48 8.76
1983 54.53 2.25 4.13 4.1% 7.54
1984 50.24 3.40 6.77 5.75 11.45
R.MH.T. 1982 12.74 0.96 7.54 1.37 10.75
1983 13.57 0.89 6.56 1.36 10.02
1984 14.61 0.93 6.37 1.32 92.03
T.B.S. 1982 11.26 0.59 5.26 0.91 8.08
1283 12.73 . 0.7 5.58 0.94 7.38
1984 13.55 1.05 7.75 1.26 3.30
M.B.T. 1982 3.77 0.20 5.3 0.22 5.84
1983 4,37 0.22 5.03 .24 5.49
2 1984 4.58 0.23 5.02 0.24 5.264
Avernge 1982 123.28 8.30 6.73 12333 10.00 -
Al 1983 141.72 8.50 6.00 13.39 9.45
Cp-=.cstors 1984 160.45 12.10 7.54 18.99 11.84 -

C e = ce e o
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ANNEX IV
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Summary of Expenditure by Bus Operators

Total expenditure for the year ended Percentage
3ath. June change in
Operator 1983 1984 o
RS m ! c.v.m. Hs m Cc.v.m.
N.T.C. 63.26 778 87.89 |. 801 3.0
u.8.S. 58.64 920 55.99 | 912 (-)o.9
R.H.T 14.93 ° 801 15.93 892 11.4
T.B.S. 13.67 684 14.81 698 2.4
M.B.T. 4.61 645 4.82 648 0.5
Summary aof Revenues-from Bus Gperation
Gross revenue for the year ended Percentage ;
30th June change in
Operator 1983 - 1984 c.v.m.
m c.vem. RS m C.v.m. (%)
N.T.C. 65.59 806 88.60 808 -
U.B.S. 51.81 813 53.10 865 6.4
R.H.T. 15.19 815 15.68 882 8.2
T.B.S. 13.74 687 14.74 895 1.2
M.B.T. 4.68 657 4.90 658 -
Profit(+)/or Loss(-) for the
financial year ended. June
Operator (Rs million)
1983 1984
Maitonal Transport Corperation | +2.33 +0.71
Urited Bus Service -6.83 -2.89
_ Rose Hill Transport +0.26 -0.25
| Triolgt Bus Service +0.07 -0.07
| Mauritisn Bus Transport +0.07 +0.08
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STUDY OF AIR TRAVEL MARKETING STRATEGIES
TERMS OF RFPFERENCE

The study vwill propose appropriate markating stratagies for
tourist flights to Mauritius from nev and traditionsl markets, aad
tecousand s sarket intelligence gathering sud mositoring system to provide
the essential information to the Goverament on the pocentisl for
developing tourism marksts. In formulating these proposals, “he
consultant will take account of the prospects for air services to be
oparated by Alr Mguritius as well as foreign csrriers, and vill consider
the potential for both scheduled and non-scheduled operztions.

Zackground

The Covernmenr has selected touriss as one of the kay sectors to
assist in restoring equilidrium in the balzncs of paymants, and
sdopted s broadly based sction plan to stimulate growth in the
" the recovery of Mauritius' competitive markat position.

has
sector arnd

A ¥ay slemesnt in the recovery plan in g continuing progrzs to
improve and diversify air service comnacticus. This prograuma hss already
begun with 2 mzjor marketing caapaign in the U.K., and agresements to
introduce extrs flights to South Africa and Roms bdefore the 1983-84 high
seascn. Governmeant-to=-Govermment sind airline-to-sirline discussions hava
also deen initisted vith seversl countries to explore the possibilities of
. sn esrly iatroduction of new services, including joint venturas snod
traffic rights poocling bdetween Alr Msuritius and foreign airlines and
dadicatad tourists flights, as wall as conventional bilsteral route
sharing.

The study would sssist in deterniniag s longer term strztegy for
the expansion of air sarvicas o Mauriting, and in establishing the
inforastion gatharing and markst monitoring sysCems cscessary to keep the
strategy sbreast of changing conditions in the internzticnal air travel
uarkats.

The Study

The consultant will rsviewv the axisting coverage of air services
and, taking into sccount currant inizfativas to expsed this covarage and
other conditions in intsrnationsl asrkats, shall Tecommsnd 2 program of
air service developasnt after identifying the most promising new
sadims=tars tourist aarkets, cousistent with Mauritius' chosen tourism
developaant stratagy favering high-spending visitors. In the light of
expectad markat conditions over the sext five years, the consultant shall

—

y Included in IBRD Technical Assistance Project, November 1983,
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assass vhether air servicaes to existing and nev markets are moTe '
appropriately organized as Tegular scheduled flighes, cataring to small .

oups or individusl tourists, or as special (charter) flights cstering to

rge groups. The strategy for air service development so recoumsnded
shall also taks account of major tour vholesaler/rTetsiler practices in the -
specific matkets considered snd the general ragulatory framework affecting )
the type of air services to be developed. The consultant should slso
1dencify potsntial longer-tera future markets sod set up a dsta collection
systes to monitor the tinming for potential expansion into these markets.

In making the review, the study will include, but not be linmited

to, the following potential markets:

New Countries and

Regions ) ) Specialired Markets
Australia Affinity groups
Japan Conwventions
Middle East Incentive tours
Scaudinavia Business stop—overs

.Esstern Europe
Zast Africa countries

The study will also evaluate a range of marketing techniques, such as
off-geason pricing and joint regioual promotions, Judged suitadle for esch
particular market.

Duration snd Beparts -

The study will take gbout six months, with an Inception Repor:
subuitted ona month after the work commences, 8 draft f£inal report three
months thereafter. The Inception Report shall make s preliminary survey
of a1l potential markets for Mauritius’ tourism, identify the most
pronising sress for further vork and propose s work plaz for undertaking
the rasguired analysis. Approval of the work plan shsll be deemed to have
been given three wesks after its submission unless indicsted to the
contrary. The Government comsents on the draft final Tepor:t will de
provided to the consultanz within ose month of its receipt. The Final
Report shall be submitted one monch after receipt of the Governmeant's
comnents. In making the study, the comsultant shall asiatain close
consultation wvith the MGTO and other relevant Mauricisa officilals and .
tourisa industry representatives, with Alr Msuritius and vith the -

consultants undertaking the Orgsnization Study of Touriss Promotion
Services.

Selection to undertake this study will depend on dexoustrated
ezperience in tourism and air service marketing. Estimated starting daze::
June 1984; complecion December 1984.
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CARGO HANDLING CORPORATION LTD
SHORE & LIGHTERAGE DEPARTMENTS

ANNEX VI
Page 1 of 2

RATES FOR LOADING/UNLOADING GENERAL CARGO AS FROM 7 OCTOBER 1984

Full Containers of 30m® (T.E.U.)

Full Containers of 30m*> S.T.C. Government
flour or mail and empty flour containers
of 30m’

Empty Containers of 30m’ (Others)

Bagged cargo (excluding cement & fertilizers)
All other cargo (including cement & fertilizers)
Government Rice

Government Flour

Crates Fowls

Cattle

Other live animals and Government cattle

Horse box (full)

Horse box (empty}

Rs
1,414.00 per box

250.00 per box
707.00 "
87.00 per ton/m’
141.00 "
8.17 "
6.55 *
20.00 per box
50.00 per head
11.00 "
400.00 per box
200.00 "

NOTE: Containers other than 30m’ will be charged pro-rata

Ov;ertilal!ataperﬂmift from Vessel to Quays and/or from Lighters to Quays -

Week days & Saturdays

Pallets Brealc Bulk Containers

. Rs
Rate for first gang 2,850.-
Rate per additional gang 1,535.-

Rs
1,875.-

1,050.-

Overtime Rates per Shift from Vessel to Quays and/or from lighters to quays -

Sundays & Public Holidays

Pallets Break Bulk Containers
Rs Rs
Rate for first gang 3,150.- 2,150.-
Rate per additional gang 1,530.- 840.-

Uvertinﬂatwperﬂwrfm-vmltoﬂuaysmd/a:ﬁ:-ﬁqtusm&maﬂm

6.00 p.m. on Week Days and 4.00 p.m. on Saturdays

Pallets Break Bulk Containers
Rs Rs
Rate for first gang 535.- 3s0. -
Rate per additional gang 290.- 195.-

.-./2...
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11

12

Overtime Rates per Hour from Vessel to Quays and /or from Lighters to Quays -
after 11.00 a.m. on Sundays & Public Holidays

Palleta Break Bulk Containers
Rs Rs Rs
Rate for first gang 590.- 750.- 405.-
Rate for additional gang 285.- 385.- 160.~

Overtime Rate per Shift when Cargo is discharged in Lighters or loaded from
Lighters on board Vessels (all days)

All Cargo
Rs
Rate for first gang 1,567.-
Rate per additional gang 710.-

Survey Expenses During Ordinary Overtime Shifts when Cargo is discharged in
Lighters or londed from Lighters on board Vessels

Rate per gang Rs 710.-

Overtime Rates for working between 1.00 p.n. and 4 p.m. on Saturdsys and
during Mesl Hours when Carqo is discharged in Lighters or loaded on board
Vessels from Lighters

All Cargo
: . Rs
Rate for first gang 345.~ per hour
Rate per additjonal gang 230.- "

Survey Expenses between 1.00 p.a. and 4.00 p.m. on Saturdays and during Meal
Hours when Cargo is discharged in Lighters or loaded on board Vessels from
Lighters

Rate per gang Rs 230.~ per hour

Overtime Rate for landing Rice at Granary on Week days & Saturdays
Rate per gang Rs 1,250.-

Overtime Rate for landing Rice at Gransry on Sundays & Public Holidays
Rate per gang ' Rs 1,375.-

Rate for Disinfection of Lighters
Rate per lighter Rs 150.-

[ 3
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TRANSPORT SECTOR MEMORANDUM
GOVERNMENT OF MAURITIUS

URBAN REHABILITATION AND DEVELQPMENT PROJECT
ISLANDW
TERMS OF REFERENCE

INTRODUCTION

Buses form the principal mode of public transport in

Mauritius. In 1982, the bus fleet comprising 1081 single decker
vehicles carried 150 million passengers on 170 routes. There are
currently four major bus companies and the National Transport
Corporation which is publicly owned. The companies and the National
Transport Corporation together operate approximately 63 per cent of
the bus fleet. The remainder are operated by approximately 250
individual operators or small businesses. Bus services and fares
are controlled snd regulated by the National Trensport Authority
which was set up in 1978 under the aegis of Ministry of Works.

OBJECTIVES

The principal objectives of the proposed study are twofold -

(a) to improve the efficiency and standard of bus
services;

{b) to improve the public transport infrastructure
(depots, workshops, termini, interchanges and
stops).

The Islandwide Study of Public Transport is being financed by
the Saudi Fund for Development as part of the National Physical
Plan Implementation studies being carried out under the World
Bank's Urban Rehabilitation and Development Project.
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SCOPE _OF WORK

The Government requires that study proposals be presented
in the form of a detailed implementation programme covering 8 five
year period and an outline programme for five years more. Ihe
efficiency improvements should include & realistic route rationalization
plan capable of implementation and monitoring by the National Transport

Authority. The physical improvements should be ju jed_in c/
financial terms and be accompanied by outline plans, drawings and cost

egstimates.

Route Rationalization

The consultant’s work programme should make full provision
for carrying out a route rationalization study inveolving:

(a) data collection and analysis - quantifying travel
demands and levels of service offered on existing
routes;

(b) forecasting and quantifying future travel demands
and bus fleet requirements;

(c) developing a route rationalization programme, taking
full account of operational constraints;

(d) detailing frequencies, schedules and fares for each
route in the recommended rationalization programme.

The attention of the Government should be drawn to any matters

‘concerned with the route rationalization programme which could have an

impact on its successful and speedy implementation.

Infrastructure Improvements

The infrastructure improvement programme would involve the
following prinzipal tasks.

(a) Inventory of existing facilities - all facilities
(depots, workshops, termini, shelters, signs etc.)
provided by the present private operators or the
National Transport Corporation should be included
and an evaluation made of their value, expected
life and usefulness;

(b) forecasting of future infrastructure needs;
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(c) identifying and developing an infrastructure
improvement programme;

(d) designing, detailing, costing and evsluating
each component of the improvement plan;
; (e) drawing up & phased implementation programme
i taking full account of investment constraints.
! It is intended that the implementation programme will form the basis
: for further funding activity from international or bilateral sources.

~ L]

REPORTS

: The consultant's team will report to a Steering Committee
comprising inter alios representatives and advisers to the Ministry
? of Works, the National Transport Authority and the National Physical

4 Plan Implementation Unit.

A brief report on administrative and technical matters will
be prepared by the consultants each month and circulated at least five
days prior to the Steering Committee meetings.

A study findings will be presented in a Praft Final Report
10 (ten) months after the start of the study in two separate documents:
one concerning route rationalization and the other infrastructure
improvements. Interim reports for each of those areas should be
presented 4 to 6 (four to six) months after the commencement of the
study. The interim report on route rationalization should present
the results of the data collection programme and the assumptions and
results of the forecasting exercise. The interim report on infrastructure
improvements should present the results of the inventory and forecasts
of future needs.

The Government will require 30 (thirty) copies of the
Interim Reports, 30 (thirty) copies of the Draft Final Report and
S50 (fifty) copies of the Final Report.

Traffic Management Unit,
Ministry of Works,
28th July 1983.
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