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I. EXECUTIVE SUMMARY 

CONTEXT 

i. Despite a history of slow growth, Argentina has experienced a robust 
economic expansion in the past 6 years. Between 1950 and 2000, per capita GDP in 
Argentina grew by 1.1 percent annually, which places the country among the slowest 
growing economies in Latin America. Growth has also been very volatile (especially in 
the 1980s), which tends to lead to lower average growth in the long run.1 Against this 
background, the years since the 2001/02 economic crisis have brought exceptionally high 
levels of growth and stability: output grew by an average 8.5 percent between 2003 and 
2008.    

ii. Even in a highly decentralized country like Argentina, policies affecting 
growth are to a large extent determined at the federal level. Overall macroeconomic 
policy is largely under the authority of the federal government, as are policies related to 
external trade, the financial sector and the legal system. In addition, for those provinces 
that are – like the Province of Buenos Aires – highly integrated into world markets, 
regional and global developments also play an important role in the performance of the 
provincial economy.  

iii. Nevertheless, provincial governments are fundamental in public service 
delivery, which has an impact on the microeconomic foundations of growth. While 
the scope and quality of public services may not be sufficient to ensure sustained growth, 
they can make a big difference for the overall business climate and the dynamism of the 
provincial economy, as well as for the social welfare of the province’s inhabitants.  

iv. A key objective of the Buenos Aires Province’s government is to achieve high 
growth with equity. Economic growth in the Province has outpaced national growth in 
the past 6 years, and its highly diversified economy provides a strong basis for renewed 
growth as the country recovers from the global economic crisis. At the same time, thanks 
to its strong integration into world markets, the Province is increasingly competing with 
regions in neighboring countries, making it even more important to improve its 
competitiveness. In parallel, the Government is taking measures to tackle the Province’s 
vast social challenges. 

v. As an input into the provincial development plan, the provincial authorities 
have requested in depth analysis of three selected policy areas, focusing on public 
policies that are under provincial control: (i) fiscal space and sustainability, which is 
key to ensure adequate funding for public service delivery and public investment; (ii) 
education, because human capital accumulation is crucial for both poverty reduction and 
economic growth; and (iii) transport and logistics, as the emergence of bottlenecks in this 
area represent important obstacles to the growth of the productive sectors.  

1 World Bank (2005). 
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STYLIZED FACTS ABOUT THE PROVINCE’S ECONOMY 

vi. The Province of Buenos Aires accounts for 35 percent of the country’s 
economy. Over the past decades, Buenos Aires has been transformed from a 
predominantly agriculture and industry-based economy to one that has a strong services 
sector. Manufacturing accounts for one-third of provincial economic activity and is 
highly diversified, representing almost 50 percent of Argentina’s total production. 37 
percent of the nation’s exports originate in the province, primarily manufactures of 
industrial origin. 

vii. The Province is characterized by strong contrasts. It is (and has been for a 
long time) the biggest, politically most important and economically most powerful 
province in the country. It has a large share of the country’s infrastructure, the largest 
consumer market and the biggest production centers. On the other hand, it is home to a 
large share of the country’s poor and is characterized by severe social problems. 
Internally, it is characterized by significant contrasts between the urban area around the 
City of Buenos Aires (the conurbano bonaerense), which is home to much of the 
province’s industry but also to most of its poor; and the interior of the province, which 
overall tends to be more agricultural and less densely populated. 

viii. The province continues to have many strengths that put it in a strong 
position for continued growth. These include a highly developed transport network, 
including roads, railways and airports; its strategic position as a logistics hub, with 
several of the country’s largest ports located in the province; a large labor force and the 
country’s biggest consumer market; and agglomeration economies around its main 
production centers, and especially around the City of Buenos Aires.  These factors have 
helped the province diversify its economy over time, by attracting investment in a wide 
range of sectors, both from domestic and international sources.  

ix. Its growth performance has been strong in recent years. Provincial growth has 
historically been close to that of the national economy. Between 1993 and 2008, the 
province grew on average 3.7 percent annually, compared to 3.5 percent in the case of the 
national economy. The service sector in particular has been dynamic, offering 
opportunities to smaller companies. However, investment seems to have slowed down in 
recent years, possibly as a result of the provincial investment climate, which – according 
to the latest Investment Climate Survey – compares unfavorably to the rest of the 
country. 

KEY AREAS OF PUBLIC POLICY FOR GROWTH  

Fiscal sustainability 

x. The successive waves of expenditure decentralization since the 1970s have 
had an important effect on the Province’s fiscal accounts. Over the past 3 decades, 
responsibility for a range of public services was transferred to the provincial level, 
including primary and secondary education. On the other hand, no significant additional 
taxing authorities were given to the provinces. In the case of the Province of Buenos 
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Aires, given its sheer size, the additional transfers have not been adequate to cover the 
increasing expenditure responsibilities. This situation has led to what amounts to a 
structural fiscal deficit in the Province: since 1993, the provincial accounts have been in 
surplus in only 5 years (Figure i.i).   

Figure i.i: Fiscal outcomes, Province of Buenos Aires (General Administration, % of GRP) 

R P   P  

Source: Staff calculations based on data from Contaduria General de la Provincia. 
 

xi. The mismatch between revenue assignments and expenditure responsibilities 
remains a fundamental problem for provincial fiscal management. The Province of 
Buenos Aires spends less per capita than any other province, even though it has vast 
social problems and investment needs. This suggests that the key problem is the 
Province’s limited authority to mobilize revenue, coupled with a low share in federal 
transfers: while 38 percent of national taxes are generated in the Province of Buenos 
Aires, it receives less than 20 percent of total tax sharing transfers. In fact, on a per capita 
basis it receives less in federal transfers than any other province.2

xii. Despite chronic fiscal deficits, the province has relatively low and decreasing 
debt ratios. As the fiscal deficit deepened during the recession of the late 1990s, debt 
levels increased precipitously, reaching 350 percent of net current revenues (NCR) in 
2002. The debt restructuring, in which the federal government assumed most of the 
province’s debt with the private sector and the provincial bank, significantly reduced the 
province’s debt burden. Since then, most of the province’s debt has been with the federal 
government at favorable terms and tends to get rolled over on an annual basis, replacing 
more expensive maturing debt. Total debt reached just over 100 percent of NCR in at the 
end of 2008, while debt service accounted for 12 percent, which is below the ceiling of 
the Federal Fiscal Responsibility Law.3

2 With the exception of the City of Buenos Aires, which has a status similar to the 23 Argentine provinces. 
3 In 2009, the province’s debt stock represented 86 percent of NCR. 
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xiii. In the face of mounting fiscal pressures, the Province has undertaken a 
number of fiscal reforms, primarily focused on improvements in tax administration 
and policy to boost revenue. The province generates 55 percent of its revenue from 
provincial sources, compared to an average of 16 percent for all other provinces except 
for the City of Buenos Aires. Recent tax administration reforms include the establishment 
of the provincial tax collection agency (ARBA), an expansion of various tax withholding 
mechanisms, and a more intensive cooperation with the banking system to detect tax 
evasion and audits in targeted areas. In addition, a number of tax policy changes 
(primarily targeting the turnover tax) have also been implemented. As a result, tax 
collections have performed well since the 2001/02 crisis, making up for the Province’s 
falling share in federal transfers.  

xiv. However, the Province could further increase tax collections from existing 
taxes, especially the property tax. The property tax is considered one of the taxes best 
suited to pay for sub-national service delivery, as it fulfills a number of basic criteria: (i) 
the tax base is immobile; and (ii) it cannot be exported to other jurisdictions. The 
Province has substantially improved the administration of the tax in recent years, but an 
update of the fiscal values would be needed to achieve a noticeable boost in revenue 
collections. It is estimated that the market value of land in the Province of Buenos Aires 
could be as high as Ar$4,500 per ha, whereas the fiscal value is on average Ar$890 per 
ha. As a result, the effective tax rate on real estate is currently as low as 0.3 percent.4 In 
2009, the government already increased the rate levied on vacant lots and on high-value 
properties, but further improvements would be needed to realize the full potential of the 
property tax. 

xv. On the expenditure side, the Province has made important efforts to 
emphasize spending in the social sectors, especially education. The share of education 
spending in total spending has increased from 28 percent in 1991 to 38 percent in 2008. 
Thanks to this prioritization, the Province has been able to meet the targets set by the 
Education Financing Law, which foresees an increase in total spending on education to 6 
percent of GDP by 2010.5 Overall, social spending now represents 55 percent of the 
Province’s expenditure. 

xvi. However, the composition of expenditure remains a challenge, especially with 
regards to the increasing wage bill. Increases public sector wages, led by teacher 
salaries, have limited the Province’s fiscal space in recent years, leading to a reduction in 
capital expenditure and other non-personnel spending. Real direct investment has fallen 
from an average of 1.3 percent of GRP in the 1990s to 0.6 percent in 2008. Earmarked 
transfers from the federal government and multilateral investment loans (including 
counterpart funding) account for more than half of all real direct investment and thus 
ensure a minimum of public investment in the Province. 

4 Provincia de Buenos Aires (2008). 
5 The 6 percent target applies to the national level. However, given that provinces are responsible for most 
education services, the main burden of this increase falls on provincial budgets. 
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xvii. A medium-term policy on public sector salary and personnel increases would 
help anchor expectations and provide more predictability for budget preparation 
and execution. Real public sector wages are now at their highest levels since 2001, 
suggesting that the purchasing power of public sector employees has been reestablished. 
Further salary adjustments therefore need to be in line with the general economic context, 
as has been attempted in recent months. For example, a policy to make public sector 
wage increases commensurate with wage increases in the private sector could help re-
establish control over public expenditures.6

xviii. Regarding its debt, the Province will need to find additional financing 
sources. Currently the main sources of financing are the annual PAFs and other ad hoc 
financing instruments. The federal government on average accounts for 80 percent of the 
Province’s annual debt service. Under the announced debt restructuring last May, the 
federal government and provincial government agreed on an extension of the maturity of 
the bulk of provincial debt with the federal government, which will significantly alleviate 
the province’s debt service in the short and medium run. In addition, borrowing from 
international organizations could possibly be increased in order to finance crucial 
infrastructure investments. However, since the Province’s debt levels remain relatively 
high, any additional borrowing from private creditors, especially in foreign currency, 
should be carefully evaluated. 

Education 

xix. The Province of Buenos Aires has the largest education system in the 
country. It employs 246,500 teachers – equivalent to 32 percent of the country’s total – 
and teaches 4.5 million students (36 percent of the total). It is home to 21,000 schools, 
361 universities and 580 non-university tertiary education establishments. 

xx. In the last 15 years, the provincial education system has undergone 
successive structural changes that consumed significant technical, political and 
budgetary resources and had important political and fiscal implications. The most 
significant modifications were in the structure of grades and cycles: (a) in the framework 
of the Federal Education Law (mid-1990s), the province opted to integrate the three 
cycles of basic education into the same school; (b) in 2005 it was decided to separate the 
third cycle (basic secondary school) to give it institutional autonomy and greater linkages 
with the advanced secondary (then called “polymodal”) schools; and (c) the Provincial 
Education Law 11.612 established a new grade scheme, with primary schooling of six 
years and secondary schooling of another six years including both the basic and advanced 
cycles. These changes created important tensions that affected the governability of the 
education system.  

xxi. The Province had nevertheless achieved important milestones: primary and 
secondary school enrollment rates have improved over the past decades and are 
relatively high. Based on the 2006 household survey data, 99.4 percent of primary 

6 The average annual increase (nominal) of private sector wages between November 2002 and November 
2009 was 18.4 percent. 
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school aged children were enrolled, with the rate for secondary enrollment reaching 82 
percent. These rates compare favorably with the average rates for the rest of the country, 
which are 99.1 percent for primary and 80.5 percent for secondary education.  

xxii. However, there are major problems with student retention and grade 
repetition. Abandonment rates are high for both lower and upper secondary education, 
and repetition rates (starting with the first grade) have increased at both levels since 2002. 
As a result, 16 percent of students at the primary level are older than they would normally 
be. In the conurbano, the abandonment rate at the secondary level is particularly high (21 
percent), compared to 18.5 percent in the rest of the province.  

xxiii. There is also room for improvement in terms of academic quality. According 
to the evaluation of student skills carried out by the national Ministry of Education in 
2007, students in the Province of Buenos Aires scored lower both on language and math 
skills than their counterparts in other parts of the country.7

xxiv. Education indicators are significantly worse for the conurbano than in the 
interior of the Province, especially with regards to promotion, repetition and drop-
out rates. The greatest difference is in the promotion rate of the advanced secondary 
level, which is 63.8 percent in the conurbano but 69.2 percent in the interior. Primary 
school repetition rates are almost 11 percent in the conurbano, compared to 8.5 percent in 
the interior. The repetition rate for secondary school is nearly 13 percent in the 
conurbano and 10.3 percent in the interior. Drop-out rates in the advanced cycle of 
secondary school is as high as 21 percent in the conurbano, compared to 18.5 percent in 
the interior. Learning results are slightly better in the rest of the province than in the 
Greater Buenos Aires area (with a bigger difference in language than in mathematics), 
and in the ninth grade (basic secondary) compared to the other grades.  

xxv. The workforce in the Province of Buenos Aires is relatively less educated 
than in other parts of the country. The enrolment rate for tertiary education (27 
percent) is far below the average for the rest of the country (38.2 percent). The same 
deficit can be observed with regards to educational results: compared to the national 
average, a higher share of adults has low levels of education (defined here as incomplete 
secondary education or less) in the province. This applies to all sub-regions, with the 
exception of La Plata. The conurbano shows by far the highest share, at close to 45 
percent, compared to less than 30 percent in the case of the average of the rest of the 
country.  

xxvi. Unemployment – across all types of educational backgrounds – is higher in 
the Province of Buenos Aires than in the rest of the country. Among the adult 
population, the unemployment rate reached 7.6 percent in the Province, compared to 5.5 
percent in the rest of the country. Unemployment is particularly high among those with 
incomplete and complete primary education (8.6 percent) and those with complete 

7 The only exception is the result for 12th grade mathematics, where the Province scored slightly above the 
national average. 
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secondary education (8.5 percent). As elsewhere in the country, those with a complete 
tertiary education have the lowest unemployment rate (3.2 percent) (Table i.i).   

Table i.i: Unemployment by education background (ages 25-65) 

T I  P C  
P I  S C  

S I  H C  
H

Districts of Greater Buenos Aires

Bahía Blanca - Cerri

Gran La Plata

Mar Del Plata - Batán

San Nicolás - Villa Constitución

Total Urban Areas Buenos Aires Prov. 7.6 8.6 8.6 7.8 8.5 8.1 3.2

Federal Capital

Rest of Pampean Region

Total Urban Ares Rest of the Country 5.5 6.3 6.2 6.9 6.5 6.1 2.7

Total Urban Areas 6.5 7.7 7.7 7.4 7.5 6.9 2.9

U  R

Source: CEDLAS (2009), based on micro data from EPH 2006. 
 
xxvii. Four key policy areas are crucial for the success of the provincial education 
system: (i) reducing schooling failure; (ii) making greater use of instruments that collect 
and process data; (iii) decentralizing and computerizing human resource management; 
and (iv) expanding non-primary school coverage.  

xxviii. Reducing school failure requires focusing on the teaching factors behind this 
phenomenon, especially the following areas: (i) teaching techniques, particularly basic 
skills such as initial reading and writing in the first cycle of primary school and 
quantitative skills in the first cycle of secondary school; (ii) formulation of an 
institutional framework that gives priority to learning these basic skills, and supports 
underachieving students; (iii) support to schools for the application of teaching and 
administrative practices that support the development of these skills; (iv) standardized 
evaluations that focus on testing basic skills; (v) establishment of a body of higher-level 
educators to train teachers in new teaching techniques; (vi) introduction of a system that 
identifies at-risk schools to better focus supervision and support. 

xxix. The use of new information systems is key to consolidate the governance of 
the provincial education system. A system that includes indicators ranging from the 
simplest level (such as classroom attendance) to the most complex (such as the results of 
national or provincial evaluations) permits a much closer supervision of education 
processes. This type of system can be helpful in establishing clear and objective targets 
that orient the linkages between different branches of the education administration and 
schools.  

xxx. Finally, human resource management and coverage is also a priority. Human 
resource administration should be decentralized and computerized, and the mechanisms 
for the assignation and operation of the school councils should be strengthened. 
Expanding the coverage of pre-school and secondary school will require an increase in 
resources for infrastructure and teachers for those levels.  
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Transport and logistics 

xxxi. Buenos Aires’ transport infrastructure is of strategic importance not just for 
the province, but for the entire country. The province is a multi-modal transportation 
hub for the entire country, as 38 percent of Argentina’s exports (measured by value)8 are 
transported from across the country to the ports of the Province and the City of Buenos 
Aires. All goods shipped from the container ports in and around the City of Buenos 
Aires, which handle 90 percent of all container cargo in the country, have to pass through 
the province’s roads and railroads. The province has the core of the country’s railroad 
system, complemented by an extensive road network and several airports. In addition to 
exports, the network provides transport from production centers to the country’s largest 
urban consumption centers. The province’s transport infrastructure thus represents an 
important asset, and the continued maintenance and expansion of this infrastructure is a 
critical factor determining the competitive position of the province in the region and the 
world.  

xxxii. There are signs of congestion, which has a potentially negative effect on the 
competitiveness of foreign trade and the efficiency of cargo transportation. Since the 
recovery from the 2001/02 crisis, foreign trade has become very dynamic due in part to 
high internal growth rates and an increase in the price of international commodities. 
Between 2005 and 2008, the value of Argentine exports grew at an average annual rate of 
nearly 20 percent while the value of imports increased at an average rate of 26.6 percent 
(with volumes expanding at an annual average rate of 7.5 percent and 19.3 percent, 
respectively).9 The volume of farming and livestock production has doubled since 2000. 
This growth largely explains the robust increase in road traffic. According to estimates by 
the DNV, average daily traffic in the national road system increased nearly 10 percent 
between 2003 and 2006, in contrast with the moderate 3 percent annual increase 
historically registered. Likewise, the share of trucks in traffic composition has increased, 
reaching 45 percent of traffic on some segments of the road system. While the overall 
condition of the primary road system is acceptable, there are high levels of congestion on 
roads into the City of Buenos Aires and the ports, and the province’s secondary road 
system is in fair to bad condition. Given the relative importance of the province’s 
economy to the country’s overall economy, a deterioration in road transport could lead to 
an increase in transport costs and negatively affect the country’s competitiveness.  

xxxiii. Looking forward, the Province faces significant challenges in its road sector. 
These challenges are accentuated by economic recovery. Multiple factors come together 
to create an outlook of significant challenges in the province’s road sector. First, the road 
network is in a poor state, and is tending to get worse. The possibility of reversing this 
tendency are currently limited due to: (i) the tight fiscal limitations in the province and 
their impact on the DPV budget; (ii) the structure of the sector’s financing, in which only 
funds coming from provincial revenues (whose relative effect is less than that of federal 
funds applied to the road sector in the province) are allocated to investments in road 

8 Measured by volume, the percentage is 27 percent. Source: World Bank (2006). 
9 Indec, 2009. 



ix 
 

maintenance; (iii) growth of traffic, especially cargo traffic, and noncompliance with 
regulations on maximum weight limits; and (iv) rising cost of labor in the sector.  

xxxiv. In the current context of growing need for investments combined with 
budgetary restrictions, an increase in private investment could help maintain 
adequate performance levels in the provincial road sector. The establishment of more 
PPPs in road corridors with a good level of traffic should be analyzed in detail.  Given the 
current budgetary limitations, these instruments would allow the Province to maintain a 
certain level of investment in key corridors, freeing up (at least partially) financial and 
technical resources of the DPV. For example, the initiative to re-concession the 
Interconexión Vial Atlántica could serve as a favorable precedent insofar as it establishes 
clear mechanisms to frame the relations between public and private stakeholders in the 
sector. With respect to the possibility of concessioning other corridors with traffic 
volumes that justify the use of this type of association, Route 6 could be an attractive 
corridor. In fact, the DPV is in the process of analyzing this possibility jointly with teams 
from the OCCOVI. Said ring road is not yet completed because of the above-mentioned 
budgetary restrictions, which opens up ample opportunities for private sector 
participation. Mixed PPPs, in which the state covers part of the concessionaire’s costs 
(thus ensuring a minimum margin), could be a useful instrument in those cases where the 
levels of required investment or los traffic levels in the corridor in question would 
otherwise make it less attractive to the private sector. Similarly, according to the DPV 
there exist other portions of the provincial road network that could be attractive for the 
private sector, including specific sections of the RP41, 51 and 65. 

xxxv. The process of re-concessioning of the Interconexión Vial Atlántica should be 
designed carefully, given the potential liabilities involved in the operation. The 
characteristics of the re-concessioning process – such as has been discussed until now – 
make it seem that the level of liabilities (foreseeable and contingent) associated with the 
process could be important. The contractual relationship with the current concessionaire 
would be terminated early at the request of the Province, which would most probably 
imply compensation payments, which would be difficult to calculate given the 
modifications that have been made to concession contracts in the country. To the extent 
that a new concessionaire has to assume these compensation payments and, in addition, 
carry out the investment works necessary to ensure an adequate level of service in the 
corridor, a scenario could arise in which works will be delayed, or alternatively the 
Province would have to contribute the necessary financial resources. It would be 
necessary to evaluate carefully the risks that such an early cancellation of the contract 
would imply, especially with regards to contingent liabilities. Finally, it would be 
recommendable to use the assistance of experts in structured finance of PPPs for the 
process of the re-concessioning of the Interconexión Vial Atlántica, as well as for future 
processes of this type, given the high level of complexity involved. 

xxxvi. A second tool to deepen private sector participation in the road sector would 
arise through expansion of the CREMA contracts to more sections of the road 
network. This contract modality allows for greater efficiency in the allocation of 
resources in the sector, by making private sector firms responsible for the monitoring and 
maintenance of the road network within pre-established standards. With the aim of 
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maximizing the impact of this type of contract, the depth and reach of the work and the 
timeframe of the contracts should be optimized so that they do not contribute to the 
vicious neglect-deterioration-reconstruction cycle. Currently, given the great needs for 
rehabilitation of the provincial network, CREMA contracts are structured in such a way 
that only a small portion is targeted towards conservation (approximately 20 percent of 
the total.  

xxxvii. Port utilization is likely to reach full capacity soon. Movement of containers in 
the ports of Argentina (the bulk of which is located in the City and the Province of 
Buenos Aires) has increased rapidly since the 2001/02 crisis, now exceeding by a 
considerable amount the pre-crisis level. While the international economic crisis resulted 
in a stagnation of usage rates in the short term, estimates suggest that the current usage is 
reaching the available capacity, and that congestion may come about soon. In addition, 
competition from the port of Montevideo in Uruguay is increasing. The country, the City 
and the Province are thus facing the need to expand capacity of the existing 
infrastructure, and undertake such expansions in an environment of limited public 
resources.  

xxxviii. The prospect of growing demand in the post-crisis context has 
resulted in the initiation of significant projects in the region. First, changes in the 
demand for port services are expected. Shipping companies are operating in a difficult 
context and their response has been to reconfigure routes and reduce services at ports that 
are less efficient or have lower volumes of traffic. While there are plans to expand the 
terminals in the metropolitan region, it appears they will be unable to meet the expected 
level of demand. Likewise, in the case of Puerto Nuevo, the concessions are set to end 
soon, which means that concessionaires are unlikely to make significant investments 
(although they are still adding equipment). Finally, there are plans to expand the capacity 
of Dock Sud by 50 percent, and a new container terminal is being built at La Plata, which 
will bring significant additional capacity to the system (500,000 TEU).  

xxxix. The Province of Buenos Aires has a great opportunity to position its 
terminals, supporting the shipping business and the competitiveness of the economy. 
The province is the geographic area in which the shipping capacity of the Metropolitan 
Area of Buenos Aires will expand. The future depends in great part on the actions that are 
taken with respect to the Puerto Nuevo concessions. The demand projected for 2020 will 
require greater capacity, even considering the permanence of the Puerto Nuevo terminals 
(although all concessions expire in 2018). Expansions now being made in the Port of 
Montevideo aim to cover this gap. If, on the other hand, use of some of the Puerto Nuevo 
terminals is discontinued, demand projected for 2020 will surpass capacity and other 
provincial ports (another terminal in La Plata or in the Paraná de las Palmas area) would 
have to meet this need. Finally, if expansions were made in Puerto Nuevo, there could be 
a situation in which there is excess capacity in the region. 

xl. In order to take advantage of the opportunities presented to it, Buenos Aires 
Province should resolve various issues associated with shipping activities. They 
include: (i) the implementation of value-added logistics activities that create greater 
activity and employment; (ii) financing for dredging of the shipping lanes without 
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compromising the competitiveness of the terminals nor inhibiting investment in the 
sector; and (iii) assistance for the set up the new terminal in Berisso and to support 
expansion of Dock Sud. For the long term, it is vital to achieve better coordination with 
the federal government with regard to strategic shipping plans. There should be a 
consensus on one unified shipping policy. Uruguay provides a good example of the 
benefits of having a unified approach for the sector. Along these lines, it would also be 
important to reduce regulatory differences between both jurisdictions. In the medium 
term, the province’s port agenda depends on what Argentina will do with the terminals at 
Puerto Nuevo. 

xli. With increasing volumes of grains to ship, the province is facing logistical 
challenges, especially in transport by land. A series of challenges can be observed 
throughout the grain supply chain. First, storage capacity increasingly lags behind 
production, although the appearance of silo bags mitigates deficiencies and contributes to 
season-independent shipping. Faced with world demand for differentiated grains, 
expanding storage capacity is a basic prerequisite for properly responding to that demand. 
With regard to transport, a disproportionate quantity of grains is moved by truck (90 
percent of loads). During peak harvest time, supply is markedly limited by the age of the 
truck fleet. While the truck fleet is being renewed, the lack of capacity in loading and 
unloading facilities is raising demand for trucks to critical levels. Lastly, there is little use 
of rail to transport a type of cargo that by nature (high volume, low value added) could be 
efficiently transported this way. The root of all these issues is the high cost of investment 
needed to address these limitations.  

xlii. In order to face these challenges, some actions can be taken at the provincial 
level and others can be taken in cooperation with the federal government. Some of 
the possible courses of action include: (i) the development of a monitoring system for the 
bulk grain products chain. Given the sector’s importance in the province’s economy, a 
baseline analysis and monitoring for proper decision-making are needed; (ii) reduction of 
logistics costs through road infrastructure improvements, improvement of storage 
facilities,  and financing for the rail park; and (iii) activities aimed at reversing negative 
externalities, such as more effective control of the weight and state of freight vehicles and 
the development of a strategy, in coordination with the federal government, to empower 
freight railways.  
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The Province of Buenos Aires: Stylized Facts 
INTRODUCTION 

The Province of Buenos Aires has historically been the most important of all 23 
Argentine provinces. Following Argentina’s independence in 1816 and the development 
of the export-oriented agricultural sector, the province’s control of the nation’s biggest 
ports and waterways turned it into a major political and economic power. Rapid 
population growth, primarily driven by immigration, stimulated consumption, which led 
to the rise of manufacturing industries in and around the main urban centers in the 
province. The construction of the railway, which by 1914 had reached 35,000 km in 
length, gave Buenos Aires an additional advantage: it linked the agricultural interior of 
the country to the ports located in Buenos Aires, La Plata and Bahia Blanca (as well as to 
Rosario in Santa Fe Province).10 

Today, the province continues to be the biggest and most populous province. With a 
surface of 307,000 km2 and a population of 15 million, the Province is larger than several 
Latin American countries. Its government spends 28 percent of total provincial 
expenditure, and 11 percent of total public expenditure in the country. At the same time, 
its per capita public spending is the lowest in the country, and it receives the lowest 
coparticipation transfers per capita after the City of Buenos Aires, despite accounting for 
a large share of the country’s poor and unemployed. 

Given the central role the Province of Buenos Aires plays in Argentina’s economy, 
ensuring its sustained growth and competitiveness is a key national priority. The 
Province accounts for 35 percent of GDP, more than half of the country’s manufacturing 
industry and 37 percent of its exports. Its private sector is the largest in the country, with 
every third Argentine company located in the province. The Province’s schools and 
universities turn out a large share of Argentina’s labor force, and its roads and ports 
transport the bulk of the country’s domestic goods and exports to their respective 
markets. Argentina’s economic success is therefore closely linked to that of the Province 
of Buenos Aires. 

This chapter provides a general background of the province’s economic profile, growth 
record and social conditions. 

THE STRUCTURE OF THE PROVINCE’S ECONOMY 

The province is geographically diverse and comprises two distinct sub-regions with 
very different socio-economic profiles. The metropolitan area around the Autonomous 
City of Buenos Aires (conurbano bonaerense) is the province’s most densely populated 
area and concentrates more than 60 percent of the province’s population and many of its 
social problems. Economically, the region is also the center of the province’s industrial 
and service sectors. The rest of the province includes rural and predominantly agricultural 
areas, small and medium-sized cities economically linked to agricultural activities, and a 

10 The City of Buenos Aires was separated from the province and designated a federal political and 
administrative unit in 1880. Ferrer (2004). 
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small number of larger urban centers along the coast that have developed into industrial 
centers. 

Over the past decades, Buenos Aires has been transformed from a predominantly 
agriculture and industry-based economy to one that has a strong services sector. In 
1960, the primary sector accounted for 19.8 percent of GRP (gross regional product), 
while manufacturing represented 44.2 percent and services 30.6 percent of GRP. Today, 
more than 60 percent of provincial GRP is generated by services (Figure 0.1). 
Manufacturing industries, while having lost in relative importance since the 1960s, 
remain important as well, accounting for roughly one-third of total GRP.  

Figure 0.1: Structure of the provincial economy (2008) 
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Source: Ministry of Production, Province of Buenos Aires. 

The province has successfully diversified its economy. Unlike many other provinces, 
which tend to heavily depend on a small number of sectors, Buenos Aires has been able 
to develop a highly diversified economy, which makes it more resilient to shocks and 
provides a strong foundation for growth. The province’s manufacturing sector accounts 
for close to 50 percent of national industrial production. The main industries represented 
in the province are (i) food and beverages, accounting for 42 percent of the national 
production and 70 percent of beef consumed domestically; (ii) common metals; (iii) 
automotive and automotive parts, with the province accounting for 70 percent of national 
car and truck and 100 percent of tire production; (iv) oil refineries, which process the 
bulk of oil produced domestically; and (v) chemical products and plastics (see Box 0.1 
for more detail).11 The most important service sectors are real estate and business services 
(15 percent of GRP), followed by transport (14 percent) and commerce (13 percent). The 
service sector now accounts for approximately 60 percent of total (formal) employment 
in the Province, compared to 5 percent in the case of agriculture and 28 percent in the 
case of manufacturing industries (Figure 0.2).  

Figure 0.2: Employment by sector (2008) 

11 Ministerio de Asuntos Agrarios y Producción, PBA 
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Source: National Ministry of Labor 

 
Box 0.1: Profile of the province’s main industries 

The province has, over the past decades, moved from relatively low value-added industries (especially basic 
processing of agricultural products) to more dynamic and modern ones. Today, five industries are of particular 
importance: 

Agro-industrial complex: The production of food and beverage products accounts for 20 percent of the 
province’s industrial production, with milk and meat products, as well as vegetable oils, accounting for the 
largest share. Approximately 30 vegetable oil factories are located in the area around the City of Buenos Aires, 
producing both for exports and for the domestic market, and several others near the ports in the south of the 
province, producing primarily for the export market. 

Beverage industry: The production of beer, mineral water and soft drinks is dominated by large, multinational 
firms, producing for the domestic market. The 5 beer plants in the province account for 70 percent of national 
production. Soft drinks are produced by franchises of the biggest international brands, with a number of domestic 
and international companies participating in the bottling and distribution of these drinks. 

Petrochemical complex: The province accounts for 78 percent of national production in this sector. Even 
though the province itself is not a petroleum or gas producer, it is home to the country’s most important network 
of petrochemical processing, ranging from oil refineries to the production of plastics. The complex is located in 
four main areas: Bahia Blanca, Ensenada, Campana – San Nicolas and Avellaneda in the conurbano.

Iron and steel complex: This is one of the most important industries in terms of employment and value-added. 
Products include iron, semi-processed products, final products. The complex is concentrated in the area of San 
Nicolas and Campana in the north of the province, thanks to its access to iron ore imported from Brazil and the 
presence of economies of scale. Production is primarily for the domestic market, although in some niche 
products the province is competitive in international markets as well. 

Auto industry and auto parts: Buenos Aires is an important center of the country’s auto industry, and its five 
automotive terminals account for 40 percent of national production. In addition, there are around 300 companies 
producing auto parts, some of which are part of multinational enterprises. Investment in the sector, especially in 
the 1990s, led to an important increase in the sector’s capacity and technological modernization. 

Source: Secretaría de Industria, Comercio y de la Pequeña y Mediana Empresa, Agencia de Desarrollo de 
Inversiones 

The province is the largest exporter of industrial goods among Argentinean 
provinces. Exports from the province of Buenos Aires increased five-fold between 1993 
and 2008, from US$5.2 billion (6 percent of GRP) in 1993 to US$24 billion (22 percent 
of GRP) in 2008 (Figure 5). Manufactures of industrial origin (MIO) today account for 
half of all the province’s exports (Figure 0.3). Within this category, transport materials, 
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chemical products, common metals and plastics account for the bulk. In several of these 
categories, the province of Buenos Aires contributes the bulk of national exports: it 
exports 84 percent of all plastics, 69 percent of all common metals, and 71 percent of 
chemical products.12 The main destination of the province’s export is Brazil (28 percent), 
followed by the United States (10 percent), Chile (9 percent) and Mexico (5 percent) 
(Figure 0.4). Taken together, total exports to Mercosur account for more than one-third of 
the Province’s exports, and for more than 40 percent in the case of manufactures.  

Figure 0.3: Exports (US$ million FOB) 
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Source: Direccion Provincial de Estadistica. 
 

Figure 0.4: Exports by market (2008, % of total) 
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Source: Direccion Provincial de Estadistica. 

Despite the importance of the services and industrial sectors, the province remains 
one of the largest agricultural producers in the country. With an annual soy 
production of over 12 million tons (2007/08), Buenos Aires ranks second after Cordoba 
and has one of the highest yields in the country. Buenos Aires is also the biggest producer 
of wheat and sunflower, as well as beef, in the country. However, since agriculture now 
only represents 5 percent of the provincial economy, the province has benefited relatively 
less than other Argentine regions from the boom in commodities prices in recent years. 

12 Based on 2005 data. 
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THE PROVINCE’S GROWTH PERFORMANCE 

The Province’s growth performance has been strong in recent years. Provincial 
growth has historically been close to that of the national economy. Between 1993 and 
2008, the province grew on average 3.7 percent annually, compared to 3.5 percent in the 
case of the national economy. During this period, Buenos Aires also outperformed other 
large provinces (Santa Fe and Cordoba), but lagged behind the City of Buenos Aires, 
which grew by 4 percent annually. In recent years, the provincial economy outperformed 
the national economy by a significant margin: between 2002-08, the provincial economy 
grew 9.3 percent annually on average, compared with 8.5 percent at the national level, 
7.2 percent in Santa Fe, 6.3 percent in Cordoba and 10.7 percent in the City of Buenos 
Aires (Figure 0.5).  

Figure 0.5: Economic growth in selected provinces 
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Sources: MECON and provincial statistics agencies. 
 
The service sector has been particularly dynamic. Net entry of firms into the sector 
has been high in recent years (6.4 percent on average), while manufacturing industries 
have experienced a much lower rate. The service sector (especially commerce) also has a 
higher share of micro and small firms than the secondary sector. In 2008, the sector 
accounted for 3.9 percent of total economic growth of 5.9 percent, while manufacturing 
contributed a mere 0.9 percent.   

However, investment has been growing at relatively moderate rates. Public 
investment has been decreasing over time: as a share of GRP, it is now lower than that of 
other large provinces such as Santa Fe, Cordoba and Mendoza (Figure 0.6). 
Comprehensive data on private investment is not available at the provincial level, but 
based on data of announcements of new domestic and foreign investment in the country, 
the Province continues to attract more than twice as much private investment than the 
City of Buenos Aires, the second most popular destination. However, investment in the 
City of Buenos Aires, and in the provinces of Santa Cruz, Cordoba and Chubut increased 
by an annual average of 60 percent or more between 2004 and 2008, while in the 
Province of Buenos Aires the average was 23 percent. As a result, the province’s share in 
total (announced) investment fell to 23 percent, from 30 percent in 2004.  



6

Figure 0.6: Provincial public investment (% of GRP) 
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Source: Staff calculations based on data from National Ministry of Economy and Provincial 
Statistics Institutes. 

 

SOCIAL CONDITIONS13 

Despite its highly diversified economy, the Province lags behind the national average 
in many social indicators. This demonstrates the paradox that characterizes the Province 
of Buenos Aires: while it concentrates a large share of the country’s wealth, it is also 
home to an important proportion of Argentina’s poor and socially disadvantaged. 

Buenos Aires has relatively high rates of poverty incidence, especially in the 
conurbano. Extreme and moderate poverty, as measured by household income, reached 
10.3 percent and 30.4 percent, respectively, in the Province of Buenos Aires in 2006, 
compared to 9.1 percent and 27.6 percent in the rest of the country. Measured by the 
households’ living conditions, poverty was as high as 39.1 percent in the Province, 
compared to 28 percent in the rest of the country. Within the Province, poverty is 
particularly high in the conurbano, which has rates only surpassed by the less developed 
northeastern and northwestern provinces (Table 0.1). One explanation for this is that the 
Province, especially the conurbano, is an important destination for migrants from other 
provinces who are looking for better living conditions and more jobs.  

Table 0.1: Poverty incidence in Buenos Aires and the rest of the country 

13 The analysis in this section is based on CEDLAS (2009) using the Household Survey (Encuesta 
Permanente de Hogares, EPH) for 2006, the latest year for which detailed data is available. 
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Extreme poverty Moderate poverty UBN*
Districts of Greater Buenos Aires 10.6 32.1 41.1
Bahía Blanca - Cerri 7.7 20.8 25.7
Gran La Plata 8.5 21.1 24.4
Mar Del Plata - Batán 8.6 17.8 28.3
San Nicolás - Villa Constitución 8.5 23.5 32.3
Total Urban Areas Buenos Aires Prov. 10.3 30.4 39.1
Federal Capital 2.9 11.7 14.3
Rest of Pampean Region 9.8 26.1 27.4
Cuyo 7.3 27.4 28.8
Northeast 17.4 48.0 42.9
Northwest 13.2 40.8 36.6
Patagonia 4.9 14.2 23.7
Total Urban Ares Rest of the Country 9.1 27.6 28.0
Total Urban Areas 9.7 28.9 33.3

*Unsatisfied basic needs (non-monetary measure of poverty) Source: CEDLAS based on EPH 
2006. 

 
Poverty has been reduced significantly since the peak in 2002. Like in the rest of the 
country, incidence of moderate poverty in the Province of Buenos Aires fell as the 
economy recovered from the 2001/02 crisis. The fluctuations were particularly 
pronounced in the conurbano, where moderate poverty shot up to 65 percent in 2002 and 
since then has fallen by more than half. As of end-2006, poverty levels throughout the 
Province had fallen below the levels observed in the late 1990s. 

Similarly, unemployment and informality rates are also relatively high. As of 2006, 
total unemployment stood at 10.9 percent, compared to 7.9 percent for the rest of the 
Argentine provinces. Like poverty, unemployment is heavily concentrated in the 
conurbano (Figure 0.7), where joblessness rates are the highest in the country. Labor 
informality rates are also among the highest in the country, whether defined as by low 
productivity employment or jobs without social security benefits. While unemployment 
has been reduced quite significantly since the 2002 peak, informality levels have 
remained high and as of 2006 are significantly above the levels observed in the late 
1990s. 
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Figure 0.7: Unemployment rate in the Province of Buenos Aires 

Source: CEDLAS based on 2001 census data. 
 
Access to some basic public services is below the national average, particularly in 
the conurbano. The population living in the poorer municipalities around the City of 
Buenos Aires lacks access to basic public services. Only 41 percent of households is 
connected to the sewer system, while the percentage for the lowest income quintile in the 
conurbano is as low as 16 percent (compared with 82 percent for the lowest quintile in 
the City of Buenos Aires). At 46 percent, the average for the entire province is 
significantly below the national average of 61.4 percent. Access to drinking water is 
available to a much larger part of the province’s population, although coverage among 
conurbano households in the lowest quintile is, at 92 percent, by far the lowest in the 
country. 

Health indicators in particular are low and have recently deteriorated. The 
province’s infant mortality rate rose by 1 point per thousand live births between 2006 and 
2007. For the first time in 10 years, the province’s infant mortality rate is now above the 
national average. For the conurbano, the rate is 14.2 per thousand live births, while the 
provincial average is 13.6 and the national average 13.3. The rate tends to be higher in 
the poorer parts of the province. The deterioration is primarily due to a rise in the 
mortality rate of infants older than 28 days, which suggests that the main problem is not 
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maternal health but rather systemic issues related to the delivery of basic health services 
and the socioeconomic conditions of the mother. 
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Fiscal Sustainability 
INTRODUCTION 

2.1 The province has undertaken important fiscal reforms in recent years, 
primarily on the tax administration and policy and debt management side. These 
reforms contributed to a strong increase in provincial tax collections, and a decrease in 
key debt and debt service ratios. On the expenditure side, efforts have focused on 
prioritizing expenditures in social sectors, which now account for 55 percent of total 
spending. 

2.2 However, the limited fiscal space remains an important challenge to the 
provincial government’s ability to invest in infrastructure and address key 
bottlenecks. The strong increases in personnel expenditure in recent years restrict the 
province’s margin of maneuver. This is exacerbated by the Province’s falling share in 
federally shared taxes and the limited space to raise provincial taxes within the existing 
intergovernmental fiscal framework. As a result, public investment has remained at 
relatively low levels in recent years.  

BACKGROUND 

2.3 The decentralization of expenditure responsibilities over the past three 
decades has affected the Province of Buenos Aires more than any other province. 
The 1970s saw the decentralization of primary education and some hospitals to the 
provincial level, followed by a second wave of decentralization in the early 1980s 
(including water, irrigation and electricity).14 The most recent transfer of public services 
took place in the early 1990s, when secondary education as well as primary health care 
became the responsibility of the provinces, with the Province of Buenos Aires accounting 
for one-third of the services. In the education sector, this implied an increase of 
approximately one-third in the number of teachers on the payroll of the Province, and of 
one-fifth in the number of students in the provincial education system between 1996 and 
2000. 

2.4 The expenditure impact of these transfers of responsibility from the national 
to the provincial level was not compensated by a corresponding increase in 
provincial revenues. Estimates suggest that between 1994 and 2003, the unfunded costs 
of the decentralization of education services in the Province of Buenos Aires amounted to 
US$1.5 billion, representing 20 percent of new debt issued by the Province during that 
period. At the same time, provincial taxing powers were curtailed: under the Fiscal Pacts 
of 1992-93, provinces were required to implement a number of tax and deregulation 
reforms aimed at improving the country’s competitiveness.15 These included the 
exemption of industrial and agricultural activities from the provincial turnover tax 

14 World Bank (1990). 
15 The Fiscal Pacts also established minimum monthly transfers from the federal government and offered 
financing for the privatization of provincial banks. 
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(Impuesto a los Ingresos Brutos, IIB)16, which resulted in an important loss of provincial 
revenue.17 

2.5 As a result, the Province’s fiscal accounts deteriorated in the mid-1990s. The 
revenue windfall of 1992 and 1993, the result of the initial effects of the Convertibility 
Regime and a stronger tax collection effort, eroded as the Tequila crisis took its toll on 
Argentina beginning in 1995. Expenditures, on the other hand, continued to grow: 
between 1994 and 2001, the Province of Buenos Aires increased its spending on 
education by 80 percent (in real terms), compared to a 25 percent average for the other 
provinces, to comply with the new expenditure mandate set by the Federal Education 
Law. The growing deficits were initially financed by proceeds from privatization, and 
later by bond issuances in international markets, borrowing from the Banco de la 
Provincia, and eventually by the issuance of the Province’s own currency 
(cuasimoneda).18 

2.6 Beginning with the recession of the late 1990s, the Province’s fiscal situation 
became unsustainable. By 2001, the Province’s fiscal deficit reached Ar$3.8 billion, 
equivalent to 2.6 percent of Gross Regional Product (GRP) and 35 percent of net current 
revenues (NCR)19 (Figure 0.1). Provincial debt quadrupled as a share of GRP, from 3 
percent in 1997 to 12 percent in 2001. Whereas a number of other provinces established 
fiscal rules (following the National Fiscal Solvency Law of September 1999) that set 
explicit limits on expenditure growth, fiscal deficits and indebtedness, with the goal of 
reestablishing fiscal balance20, the Province of Buenos Aires did not follow this example. 
By 2001, none of the provinces that had established fiscal rules managed compliance.21 

2.7 The crisis led to a strong fiscal adjustment. The adjustment of expenditures was 
primarily a result of a dramatic fall in real public sector wages and public investment. In 
2002 alone, teacher salaries contracted by 30 percent in real terms, and it would take until 
2006 for them to recover to pre-crisis levels. Capital expenditure, which had already been 
on a downward trend in the late 1990s, shrunk by 73 percent between 2000 and 2002 (to 
6 percent of total expenditure).  

2.8 In 2004, the Federal Fiscal Responsibility Law (FFRL) was passed. In 
addition to establishing fiscal performance indicators (see Box 0.1), the FFRL also 
provides for the monitoring over time of fiscal results and new debt issuances as well as 
for possible sanctions in the case of deviations from the provisions of the law.22 The 

16 This was seen as a first step towards turning the IIB into a sales tax to that would not accumulate across 
the different stages of production; however, this was never achieved.  
17 These exemptions led to what the Ministry of Economy of the Province of Buenos Aires estimated to 
amount to Ar$1.2 billion in losses in 2006 (Otero 2007). 
18 World Bank (2003). 
19 In line with the provisions of the Federal Fiscal Responsibility Regime of 2004, net current revenues are 
defined as total current revenues net of transfers to municipalities.  
20 11 out of 24 provinces established such rules, not including the Province of Buenos Aires. 
21 Braun and Guerson (2006). 
22 The possible sanctions include voting restriction in the Council, withdrawal of tax benefits granted to 
companies located in the province, the non-extension of the guarantees by the National Government, denial 
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authority for the application of the FFRL resides with the Federal Council on Fiscal 
Responsibility (Consejo Federal de Responsabilidad Fiscal) created by the law and 
composed of representatives of both the national and provincial governments in order to 
ensure consensus among parties and coordinated action. The Council is also empowered 
to apply penalties.23 

Box 0.1: Federal Fiscal Responsibility Law – Fiscal Rules 

Rule 1: The nominal growth rate of budgeted primary public expenditure1 must be lower than projected 
GDP growth. 
Rule 2: Budgets must be executed preserving fiscal equilibrium.2

Rule 3: Necessary measures must be taken such that borrowing (not including overdrafts) in each fiscal 
year results in debt service payments that are below 15% of net current revenues (i.e. net of transfers to 
municipalities). 
Rule 4: In the case that debt levels generate debt service payments greater than 15% of net current 
revenues, provincial budgets must be presented and executed with a primary surplus.

Notes: 
1/ Primary public expenditure is defined as total expenditure minus interest payments, and excluding expenditure 
financed by multilateral creditors as well as capital expenditure for basic social infrastructure. 
2/ This equilibrium is defined as the difference between revenues—including both current and capital revenues—and 
expenditures. The latter include current expenditures net of those financed by loans from international organizations, 
and capital expenditures, net of those for basic social infrastructure necessary for the economic and social 
development, whatever their source of financing, subject to the restrictions set forth in articles 20 and 21 of the FFRL. 

2.9 The Province’s fiscal situation improved as the economy recovered in 2003. 
Revenues, both from federal transfers and provincial taxes, recovered rapidly, whereas 
expenditure growth initially lagged behind, with real wages adjusting more slowly. This 
enabled the Province to run a primary surplus for the first time in six years. However, 
beginning in 2005, spending once again picked up, and by 2006 the fiscal balance was 
back in negative territory. By 2008, the primary deficit had reached Ar$2 billion, 
equivalent to 5.2 percent of net current revenues and 0.6 percent of GRP (Figure 0.1). 

 

of new debt authorizations, reduction in federal budgetary transfers and publication of information 
regarding non-compliance. 
23 In 2009, several of the Law’s provisions suspended for 2 years, in light of the fiscal difficulties many 
provinces were experiencing as a result of the global economic crisis. 
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Figure 0.1: Province of Buenos Aires – fiscal outcomes 
(General Administration, % of GRP)
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Source: Staff calculations based on data from the National Ministry of Economy, Contaduria 
General of the Province of Buenos Aires and the Provincial Ministry of Production.

2.10 A fundamental problem remains the mismatch between revenue assignments 
and expenditure responsibilities. Today, the Province accounts for 11 percent of total 
national public spending, but only collects 6 percent of total tax revenue. Given this 
mismatch, the Province of Buenos Aires – like all other provinces – needs transfers from 
the federal government to finance an important share of its public services. However, its 
share in total transfers remains relatively low: while 38 percent of national taxes are 
generated in the Province of Buenos Aires, it receives less than 20 percent of total tax 
sharing transfers. In fact, it receives less per capita in federal transfers than any other 
province24, which has led to persistent fiscal deficits and a reliance on short-term 
financing assistance from the federal government. 

TRENDS IN REVENUES 

Provincial taxes 

2.11 After the City of Buenos Aires, the Province has the highest share of locally 
generated tax revenue in total revenue. Buenos Aires generates more than half of its 
total revenue locally (through taxes and social security contributions25) (Figure 0.2), the 
highest share in the country after the City of Buenos Aires. However, given that 
Argentina’s tax system is heavily biased towards the federal government, provincial taxes 
are limited to a small number of levies. The principal provincial taxes are the turnover tax 
(impuesto a los ingresos brutos, IIB), real estate tax (impuesto inmobiliario), stamp tax 
(impuesto a los sellos) and automobile tax (impuesto a los automotores). In the Province 

24 Only the City of Buenos Aires, which has a status similar to the 23 Argentine provinces, receives less. 
25 The Province of Buenos Aires was one of the few provinces that did not transfer their public sector 
pension system to the national level under the second Fiscal Pact of 1993. 
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of Buenos Aires, the turnover tax accounts for 28 percent of total provincial revenue, and 
70 percent of provincial tax revenue. 

Figure 0.2: Structure of provincial revenue (APNF, 2008)26 
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2.12 Tax revenues have grown strongly in recent years, thanks in part to efforts to 
improve tax administration and policy. Tax receipts grew at an average rate of 25 
percent (nominal) between 2004 and 2008, with revenues from the IIB growing by as 
much as 32 percent (Figure 0.3). As a share of GRP, provincial tax revenue is estimated 
at 4.8 percent in 2008, up from 4.3 percent in 2003. This positive performance was 
supported by a number of tax administration measures, launched in 2002, to accelerate 
the recovery of provincial finances. The reforms were primarily aimed at combating 
rampant tax evasion27, by increasing transparency and facilitating the payment of taxes 
through electronic means. Enforcement has also been strengthened through new 
technology and more visible presence on the ground, especially with regards to the 
property tax.28 In fact, since the introduction of these measures, an additional 19.5 million 
square meters have been added to the cadastre. 

26 Administracion Publica No Financiera, which includes General Administration, the provincial Social 
Security Institute (Instituto de Prevision Social), and the provincial police pension fund (Caja Policia). 
27 It is estimated that only one-third of taxpayers from the agriculture sector present a sworn declaration for 
the payment of the IIB, and that those who do only declare 60 percent of the corresponding value. 
28 For instance, GIS technology has been employed to verify the information provided by agricultural 
producers, and Google Earth has been used to detect buildings on properties declared as vacant, amounting 
to an estimated Ar$100 million in undeclared value. 
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Figure 0.3: Provincial tax revenue 
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2.13 The creation of the Buenos Aires Tax Collection Agency (Agencia de 
Recaudación de Buenos Aires, ARBA29 contributed to a further strengthening of tax 
administration.30 ARBA was established in December 2007 and is in charge of 
collecting all provincial taxes. In 2009, the agency launched a massive effort under its 
Anti-Crisis Plan to boost collections, including an expansion of various tax withholding 
mechanisms at the source, a more intensive cooperation with the banking system to detect 
tax evasion and audits in targeted areas and industries where informality is particularly 
widespread. At the same time, it implemented measures aimed at offering tax relief and 
payment plans to low income citizens and sectors affected by the drought, as well as 
lower tax compliance costs through the introduction of ArbaNet, an electronic tax 
payment system in place since December 2008. 

2.14 The provincial government also introduced a reform of the turnover tax 
rates, with the objective of broadening the tax base and simplifying the tax rate 
structure. Under the fiscal pact of 1993, Provinces agreed with the federal government 
to exempt certain sectors from the turnover tax, including industries and certain 
agricultural activities, with the objective of reducing the cost of goods and services 
produced domestically. According to provincial estimates, the losses resulting from these 
exemptions reached up to Ar$1.2 billion per year.31 However, in the face of strong fiscal 
pressures in recent years, several provinces decided to widen the tax base of the IIB. 
Under the reform measures introduced in 2008 by the Province of Buenos Aires, large 
industrial companies (with more than Ar$60 million in revenues) headquartered in the 
Province will have to pay a 1 percent rate, while large commercial businesses (with more 
than Ar$30 million in revenues) have seen their rate increase from 3.9 percent to 4.5 

29 Through Law 13.766 in 2007 
30 ARBA is modeled on the federal tax collection agency, the Administración Federal de Ingresos Públicos 
(AFIP), and has the status of an autonomous agency that reports directly to the Governor of the Province. 
31 Otero (2007). 
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percent. In addition, a new rate was introduced for firms operating within the Province, 
but headquartered outside (mostly within the City of Buenos Aires), which will have to 
pay 3 percent instead of 1.5 percent - in line with similar legislation affecting companies 
headquartered in the Province and operating in the City (Table 0.1). Finally, tax rates on a 
number of specific activities such as financial services, fixed telephone line services etc. 
were simplified.  

Table 0.1: Change in IIB tax rates 
Sector Pre-reform Post-reform

No. of companies 
affected

Commerce

Businesses w ith >Ar$30 million annual revenue 3.9% 4.5% 2,100

Businesses w ith <Ar$30 million annual revenue 3.0% 3.0%

Services

General rate 3.5% 3.5%

Industry

Companies w ithin the province w ith >Ar$60 million annual revenue - 1.0% 900

Companies w ithin the province w ith <Ar$60 million annual revenue - -

Companies outside the province 1.5% 3.0% n/a

Differential rates for specific sub-sectors 0-5.5% 0.1-6.0% n/a

Source: Ministry of Economy, Province of Buenos Aires 
 
2.15 According to provincial estimates, the higher rates are expected to have an 
important fiscal impact, while only affecting a small number of companies 
headquartered in the Province. In the case of commercial businesses, it is expected that 
only 1 percent of the total will be affected (2,100 companies), which in turn represent 
more than 55 percent of the tax base. In the case of industries, 2.2 percent of all 
companies will be affected (900), representing 67 percent of the tax base. Initial estimates 
suggest that these changes would generate more than Ar$2 billion in additional revenues 
per year beginning in 2009.  

2.16 As a result of these measures, collection rates have improved significantly 
over since 2008. The Province’s performance, especially with regards to the turnover tax, 
compares favorably to that of other provinces, and to VAT collections at the national 
level. In fact, while collections from the turnover tax increased at a lower rate than the 
VAT in 2007, since early 2008 the growth rate has significantly exceeded that of the 
VAT (Figure 0.4). 
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Figure 0.4: Tax collections from national VAT and provincial turnover tax 
(annual growth) 
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Note: 6-month moving average. Source: AFIP and ARBA. 
 

2.17 However, the heavy reliance on the IIB, which is highly distortionary, 
presents a problem. The IIB is a tax levied on gross receipts across the different phases 
of production. This tax is problematic for a number of reasons. It creates an incentive for 
vertical integration as it is levied on sales at every stage of production. It also favors 
imports over exports, as domestically produced goods are taxed at all stages throughout 
the production cycle, while imports are only taxed at the later stages. Finally, it inhibits 
inter-provincial trade since activities originating in other provinces are taxed at higher 
rates than those taking place within each province. 32 However, given that proposals to 
replace the IIB with a less distortionary tax (such as a provincial personal income tax, 
VAT or sales tax) would not generate the same amount of revenues, the IIB today 
remains the most important provincial tax. 

2.18 Other recent tax policy measures include the introduction of a new tax. The 
2010 budget foresees a new tax on the free transfer of goods (impuesto a la transmision 
gratuita de bienes) to be levied on gifts and inheritances. While further details on this tax 
are not yet available, the Province estimates that it could bring in approximately Ar$200 
million in additional tax revenues in 2010 when it is fully operational. The proceeds of 
the tax will be earmarked for the education sector.33  

Transfers from the federal government 

2.19 Transfers from the federal government continue to be an important revenue 
source for the Province, representing 35 percent of total revenues in 2008. The bulk 
of transfers are “automatic”, which includes the coparticipation and tax sharing foreseen 

                                                 
32 World Bank (2003).  
33 Draft 2010 budget and Ley Impositiva 2010. 
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in special distribution regimes, such as the liquid fuel fund and the funds destined to 
those provincial pension systems that were not transferred to the national level. In 
nominal terms, these transfers almost tripled between 2003 and 2007. On the other hand, 
discretionary transfers, which can be current or capital transfers, constitute less than 5 
percent of total transfers from the federal government, and Buenos Aires’ share in the 
total discretionary transfers to all provinces is only 7 percent. 

2.20 The Province’s share in total transfers has diminished. While in the mid-
1990s, Buenos Aires received as much as 24 percent of the total transfers from the federal 
government to the provinces, its share fell to around 19 percent in recent years. The bulk 
of the federal transfers to the Province of Buenos Aires comes in the form of non-
earmarked coparticipation revenue, which accounts for two-thirds of the total, followed 
by financing for the education sector (including additional transfers related to the 
Education Financing Law) and the Fondo Conurbano (Table 0.2).34 In fact, Buenos Aires’ 
share of the Fondo Conurbano would be significantly bigger today had it not been fixed 
at Ar$650 million in 1995 (instead of 10 percent of the income tax as in the original 
legislation). Under the original definition, the Province would have received 
Ar$5.3 billion in 2008, more than enough to cover its fiscal deficit.  

Table 0.2: Transfers from federal government (AG) 
2006 2007 2008

Federal Tax Sharing 9,245 12,352 14,874
Non-earmarked 6,528 8,569 10,428
Earmarked 2,716 3,783 4,446

Education 1,141 2,098 2,515
Social security 338 386 513
Roads 67 92 113
Fondo Conurbano 650 650 650
Other 520 557 655

Non-tax transfers 656 592 522
Current 142 111 138
Capital 514 481 384

Housing 360 352 249
Other 154 129 134

TOTAL 9,901 12,944 15,396  

Source: Contaduria General, Buenos Aires Province. 
 

TRENDS IN EXPENDITURES 

2.21 Even though the Province has by far the largest expenditures of all provinces 
in absolute terms, in per capita terms it is the smallest spender. Buenos Aires has the 
lowest per capita expenditure among all the Argentine provinces: at Ar$2,030 per person, 

                                                 
34 The Fondo Conurbano (Fondo de Reparación Histórica del Conurbano Bonaerense) was created in 
1992 in order to compensate the loss of coparticipation revenue that the Province of Buenos Aires 
experienced under the 1988 coparticipation reforms. The Fondo Conurbano receives 10 percent of the 
national income tax. In 1995, upon the protest of the other provinces, Buenos Aires’ share in the Fondo 
Conurbano was fixed at Ar$ 650 million, while the remainder is to be distributed among the other 
provinces. 
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the province’s expenditure is well below the national average (Ar$2,895) and nine times 
smaller than that of the largest spender (Santa Cruz) (Figure 0.5).  

Figure 0.5: Per capita total expenditure by province (Ar$, 2008) 
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Source: Staff calculations based on data from National Ministry of Economy. 

 
2.22 The Province has strengthened the focus of its spending on social sectors, 
especially on education. The education sector has been a clear spending priority for the 
provincial government, especially since the promulgation of the Education Financing 
Law in 2006, which foresees an increase in national (i.e. provincial plus federal) 
education spending to 6 percent of GDP. In the Province of Buenos Aires, spending on 
education increased from 28 percent of total expenditure in 1991 to 38 percent in 2008 
(Figure 0.6). As a result, the now spends more on education as a share of its total budget 
than other provinces. At the same time, public education spending per student is lower 
than the national average. This is due to the sheer size of the provincial education system 
and the Province’s lower per capita revenue.  

 

 

 

 

Figure 0.6: Public expenditures – functional classification 
(General Administration, % of total) 
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Source: Contaduria General, Buenos Aires Province. 

 
2.23 The increase in provincial expenditure has outpaced economic growth. The 
initial contraction in public spending following the 2001/02 crisis – largely a result of the 
fall in real public sector wages – was reversed in 2004, when public expenditure began 
increasing again as a share of GRP. Between 2004 and 2008, expenditure grew by 18 
percent in real terms.35 As Figure 0.7 shows, this increase was entirely due to the 
expansion in personnel spending, as salaries of public sector employees recovered, from 
4 percent of GRP in 2003 to 6 percent in 2008. All other spending categories either 

remained constant or decreased. 

 
2.24 The increase in personnel spending tends to originate in the education sector. 
Teachers account for roughly half of all personnel spending.36 The recovery in real 

                                                 
35 Deflated by the official CPI. 
36 The Province employs 238,000 teachers, representing one-third of the national total. 

Figure 0.7: Public expenditures – economic classification 
(General Administration, % of Gross Regional Product) 
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Source: Staff calculations based on data from Contaduria General de la Provincia. 
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teacher salaries, largely as a result of increases in the minimum teacher salaries 
negotiated between the teacher unions and the federal government, has therefore had a 
particularly strong impact on the Province of Buenos Aires compared to other provinces. 
Teachers’ salaries stayed constant in nominal terms between 2001 and 2003, implying a 
fall in real wages of 32 percent. The adjustment of real wages began in 2004, and by 
2006 they had recovered to pre-crisis levels; strong increases between 2007 and 2009 
means that they are now 35 percent higher than in 2001 (Figure 0.8).37 These increases 
tend to have an escalating effect throughout the public sector, as other unions demand the 
same wage increases, leading to an across-the-board expansion of personnel spending.   

Figure 0.8: Teacher salaries in selected provinces (Ar$ constant; index 2001=100) 
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2.25 The large public sector wage increases of the past years were not anticipated 
during budget preparation. Over the past years, the provincial budget tended to foresee 
very modest increases in personnel spending in order not to interfere the discussions with 
the provincial teachers’ unions,38 while budget execution had to adjust to the wage 
increases resulting from successive rounds of negotiations between the federal 
government and teachers’ unions at the national level. This has resulted in spending cuts 
in less rigid expenditure categories.  

2.26 As a result, following a boost in provincial public investment in 2004, the 
share of capital expenditure in total spending has decreased. Since 2003, capital 
expenditure has represented on average 7 percent of total expenditure (Table 0.3), down 
from an average of 13 percent in the 1990s. It should be noted that earmarked transfers 
from the federal government and multilateral investment loans (including counterpart 
funding) account for more than half of all real direct investment and thus ensure a 
minimum of public investment in the Province.  The Province has made strong efforts to 
increase capital expenditure again in 2009: the budget foresaw an ambitious 240 percent 
increase in capital spending over 2008 (to Ar$5.2 billion), but according to provincial 
projections execution will reach closer to Ar$3.2 billion, which would still represent a 48 

                                                 
37 Deflated by private sector estimates of CPI inflation. 
38 The Province’s 2010 budget does not foresee any further wage hikes. 
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percent (nominal) increase over 2008. As a share of total revenue, it would however 
remain constant at 5.4 percent. 

Table 0.3: Capital spending (Ar$ million) 
2003 2004 2005 2006 2007 2008 2009*

Real direct investment 214 734 719 1,030 1,302 1,115 1,758
Capital transfers 283 317 429 401 591 543 776
Financial investment 114 270 222 405 549 488 645
TOTAL 610 1,320 1,369 1,836 2,442 2,146 3,179
Share of total expenditure (%) 5.3 9.0 7.3 7.8 8.3 5.4 5.4  
*Projected. Source: Contaduria General, Buenos Aires Province and 2009 Budget. 
 

PUBLIC DEBT 

2.27 As a result of cumulative deficits during the recession of the late 1990s, the 
Province ran up debt. Following the 2001/02 crisis, like most provinces the Province of 
Buenos Aires was in fiscal distress, which led them to issue of quasi-monies as the only 
means to address basic payments. To solve this problem, the federal government and the 
provinces agreed on the creation of the so-called Orderly Financing Program (PFO) in 
2002, through which the federal government assumed provincial debt in exchange for a 
reduction in the provincial fiscal deficits by 60 percent in 2002 and reaching fiscal 
balance in 2003. The agreement allowed the provinces to extend the periods for 
repayments and obtain reduced interest rates. The debt was subject to an agreed interest 
rate, indexed by the Reference Stabilization Coefficient (Coeficiente de Estabilización de 
Referencia, CER) which is calculated base on the Consumer Price Index. Provinces 
would repay loans in 36 equal monthly installments starting in January 2004. As 
collateral, provinces committed to allow the federal government to retain coparticipation 
transfers as payment if the province failed to pay an installment.  The agreement had a 
dramatic effect on the composition of provincial debt: during the 1990s the Province was 
mostly indebted with private banks and the provincial bank, while the federal government 
became the main creditor after the debt swap.39  

2.28 Despite the increase in public debt in nominal terms, debt ratios have 
improved in the past years.  The Province’s debt increased from Ar$27 billion in 2002 
to Ar$41 billion in 2008, primarily because a significant part were denominated in 
foreign currency, which were “pesified” by the National and the Provincial government 
when the country abandoned the Convertibility Regime (Figure 0.9). This makes the 
Province of Buenos Aires the single largest provincial debtor, accounting for 44 percent 
of total provincial debt. However, in per capita terms the Province’s debt is considerably 
smaller than that of a number of smaller provinces, including Formosa, Rio Negro, 
Neuquén, Chaco and Catamarca. Similarly, measured as a share of GRP or NCR, other 
provinces far exceed Buenos Aires’ debt levels. In fact, while debt stocks have increased, 
the Province’s key debt ratios have continued to improve: as of end-2008, its debt 
represented 102 percent of net current revenues, down from 293 percent in 2002. 

                                                 
39 Braun and Guerson (2006). 
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Figure 0.9: Debt by creditor (Ar$ million) 
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Source: Subsecretaria de Hacienda, Buenos Aires Province. 
 
2.29 Over the past 6 years, the Province has increasingly replaced its maturing 
debt with convenient financing from the federal government. Since 2002, the 
Province has relied on annual financing assistance to meet its principal repayments. 
Initially in the form of the so-called Programas de Ordenamiento Financiero (PFO) and 
tied to fiscal performance in the context of the coparticipation agreement of 2002, the 
annual loans were renamed Programas de Asistancia Financiera (PAF) in 2006 and 
linked to compliance with the Federal Fiscal Responsibility Regime (FFRR). In Buenos 
Aires’ case, PAFs covered more than 95 percent of the Province’s total principal 
repayments in 2009. Negotiations determining the size of the annual PAF take place on a 
bilateral basis early in the year (March or April) and funds are disbursed in several 
tranches through December.40 In addition, the Province has benefited from an annual 
rescheduling of a share of its interest payments to the federal government.41 The PAFs 
and interest rescheduling offer the Province highly advantageous terms for its debt 
refinancing, and consequently its debt service has fallen from 16 percent of NCR in 2006 
to 12 percent in 2008.  

2.30 As a result, the federal government accounts for over 60 percent of the 
Province’s total debt. Debt owed to the federal government includes bonds issued in 
exchange for provincial debt to private debtors in 2002 (BOGAR 2018, Ar$13.7 billion 
outstanding), bonds issued in exchange for provincial quasi-moneys (BODEN 2011, 
Ar$1.4 billion) and annual financing arrangements (PFO/PAF and associated agreements, 
Ar$9.1 billion). The remainder of the Province’s debt is made up of bonds held by 

                                                 
40 Initially indexed to CER, the terms of the PAFs were modified in 2006 so that all of the loans now have 
the same conditions: (i) interest on the disbursed amount is capitalized until 31 December of the year in 
which the loan is disbursed; (ii) principal repayments are distributed over a 7 year period, with a 1 year 
grace period; and (iii) the interest rate is a flat 6 percent. 
41 Beginning in 2007, the annual rescheduling of interest payments covers the previous years’ PAFs as well 
as the BODEN 2011 bond. Under these agreements, annual interest is capitalized and converted into a new 
instrument that carries the same conditions as the PAFs. 
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domestic and international investors (Ar$12.2 billion), loans from the IDB and the World 
Bank (Ar$2.7 billion), and official creditors (Ar$514 million).  

2.31 While total debt has been rising, the risks associated with foreign exchange 
and interest rate fluctuations are relatively low: 62 percent of the Province’s debt is 
denominated in Argentine pesos, and 93 percent carries a fixed interest rate. On the other 
hand, the bulk of the peso-denominated debt (equivalent to Ar$15.3 billion) is linked to 
the CER, which in the current context is favorable (as actual inflation is generally 
considered to be higher than official CPI inflation), but could present a moderate risk in 
case the official CPI increases significantly. 

2.32 The Province has accessed international capital markets twice since the 
2001/02 crisis. Two-thirds of the Ar$12.2 billion in outstanding bonds dates from the 
debt restructuring of 2005 (long term par, medium term par and discount). Since then, the 
Province has raised funds in the international markets twice: in 2006, it issued bonds in 
the amount of US$475 million, with a coupon of 9.375 percent and a maturity of 12 
years. In 2007, it went back to the markets to raise another US$400 million, which 
carried a coupon of 9.625 percent and a maturity of 21 years. In both cases, principal 
repayment is back-loaded: the 12-year bond is a bullet bond, and the principal of the 21-
year bond is repaid in equal annual installments during the last 3 years before maturity. 

2.33 Given the unfavorable international environment over the past year, the 
Province has explored additional sources of domestic financing. In early 2009, it 
issued US$30 million in dollar-denominated bonds to professional pension funds (cajas 
previsionales profesionales) with a 7 year maturity and at a variable interest rate of 
BADLAR+1.5%. In addition, the Province signed two loan agreements with the national 
Fiduciary Fund for Provincial Development for Ar$1 billion and Ar$600 million each. It 
also began offering 15-month bonds to suppliers to cover outstanding arrears. However, 
these options provide only limited relief and pressure is intensifying to access 
international markets again in 2010 once the National government has completed its 
upcoming debt exchange. 

FISCAL SUSTAINABILITY ANALYSIS42 

2.34 Under a baseline scenario, the provincial primary deficit is likely to persist 
until 2012. The baseline scenario uses conservative macroeconomic assumptions, 
including (i) a recovery of GDP growth from 2 percent in 2010 to 4 percent in 2011 and 
beyond; and (ii) continued double-digit (actual) CPI inflation in 2010-11, which is then 
projected to stabilize around 8 percent in the medium term. On the policy side, it assumes 
that (i) growth in personnel expenditure can be kept within the limits of (actual) CPI 
inflation (Table 0.4); and (ii) any financing gap (after annual PAFs and disbursements of 
multilateral loans already approved) would be filled by the issuance of domestic and 

                                                 
42 In May 2010, the national government and most provinces agreed on a restructuring of the debt provinces 
hold with the national government. Under this agreement, the maturity of Bogar, Boden and PAF 
instruments is extended and the interest rate is reduced. This agreement will alleviate the Province of 
Buenos Aires’ financing needs in the short and medium term. Given the recent nature of this agreement, its 
implications are not taken into account in these projections, which are therefore more conservative. 
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international bonds.43 Under such a scenario, the Province is projected to run primary 
deficits equivalent to between 4 and 10 percent of NCR through 2012, before reaching 
fiscal surpluses in 2013 and beyond. These projections are particularly sensitive to the 
assumptions regarding GDP growth: if economic growth were 1 standard deviation below 
baseline projections, the deficit would persist through at least 2014 (Figure 0.10). 

 Table 0.4: Key assumptions for fiscal sustainability simulations 
Private sector 

estimates of CPI 
inflation

baseline alternative baseline alternative baseline baseline
reform 

scenario alternative

2010 2.0% -0.4% 6.0% 7.9% 11.0% 11.0% 9.0% 20%

2011 4.0% 1.6% 12.0% 13.9% 12.0% 12.0% 10.0% 20%

2012 4.0% 1.6% 9.0% 10.9% 9.0% 9% 7% 20%

2013 4.0% 1.6% 8.0% 9.9% 8.0% 8% 6% 20%

Year

Official CPI 
inflation 

Growth in personnel 
expenditure

Real GDP growth 
rate

 

Source: Staff projections. 
 
Figure 0.10: Baseline and alternative GDP projections – primary balance (% of NCR) 
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Note: Alternative scenario refers to GDP growth rate 1 standard deviation below baseline scenario. 
Source: Staff projections based on data from provincial Ministry of Economy. 
 
2.35 Projections are also highly sensitive to assumptions regarding personnel 
expenditure growth. Under the baseline scenario, personnel spending is projected to 
grow in line with (actual) inflation, which is expected to stabilize around 8 percent by 
2012. This would bring the ratio of personnel expenditure to NCR back to the levels 
observed prior to the recent increases. If personnel expenditure instead continued to grow 
at a higher rate (20 percent nominal per year), which would still be below the average 
annual increase observed between 2005 and 2009, the fiscal deficit would continue to 
deepen rapidly throughout the entire projection period. Figure 0.11 illustrates the impact 
of different scenarios on personnel expenditure and the primary balance.  

Figure 0.11: Projections of personnel expenditure 

                                                 
43 We assume an equal share of domestic and international bonds. An analysis comparing the impact of 
bond financing with concessional loans from the government (under PAF conditions) is presented at the 
end of this section. 
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(a) Personnel expenditure as % of NCR (b) Primary balance as % of NCR 
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Source: Staff projections based on data from provincial Ministry of Economy. 
 
2.36 The financing gap would continue to widen through 2013. Under the baseline 
scenario, total financing needs would reach over Ar$13 billion in 2012 (Figure 0.12). 
Assuming that the Province would continue to receive PAF and interest rescheduling 
under current conditions, and that multilateral loans are executed disbursed according to 
schedule, the additional financing gap would reach around Ar$5 billion in 2010. Without 
new PAFs and interest rescheduling, the financing gap would increase to Ar$14 billion in 
2012. This demonstrates that the province will need to issue bonds and/or require 
additional loans from the national government in order to close the fiscal gap. 

 

 

 

 

 

 

Figure 0.12: Projection of financing needs 
(a) Total financing needs (Ar$ billion) (b) Financing gap (Ar$ billion) 
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2.37 Under the baseline scenario, debt levels would continue to rise moderately, 
reaching 120 percent of NCR in 2012, before declining thereafter. Debt service would 
remain under 15 percent of NCR, the ceiling established by the 2004 Federal Fiscal 
Responsibility Regime. However, these projections are highly sensitive to the projected 
GDP growth rate: ceteris paribus, if economic growth remained 1 standard deviation 
below the baseline scenario, debt would rise to 145 percent of NCR in 2012, while debt 
service would increase to 16 percent by 2012 (Figure 0.13).  

Figure 0.13: Projections of debt and debt service 
(a) Total debt (% of NCR) (b) Debt service (% of NCR) 
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Source: Staff projections based on data from provincial Ministry of Economy. 

 
2.38 Stochastic simulations show that while there is a wide range of possible debt 
stocks, the probability of debt exceeding 140 percent of NCR over the projection 
period is relatively low. Simulations of simultaneous shocks to the real GDP growth 
rate, the official CPI inflation rate, the exchange rate, the personnel expenditure growth 
rate and the primary balance show that there is only a 25 percent probability that debt 
stocks will exceed 140 percent of NCR, and only a 5 percent probability that they will 
reach 180 percent by 2013 (Figure 0.14 (a)).   

2.39 The simulations also show that debt service is likely to stay within the 
provisions of the Federal Fiscal Responsibility Law. There is a 25 percent probably 
that debt service will exceed 15 percent of NCR (the ceiling established by the FRL) by 
2012, and only a 5 percent probability that it will exceed 20 percent. At the outer limit, 
however, debt service could reach as high as 29 percent of NCR (Figure 0.14 (b)). 
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Figure 0.14: Risk analysis 
(a) Debt stock (% of NCR) 

 
(b) Debt service (% of NCR) 

 
Source: Staff projections based on data from provincial Ministry of Economy. 
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Box 0.2: Impact of different financing options on debt service 
 

Under the baseline scenario, the financing gap (after annual PAFs and 
disbursements of multilateral loans already approved) is filled in equal share by the 
issuance of international and domestic bonds (in both cases, US$ denominated 
bonds). We assume that domestic bonds will be issued with a fixed interest rate of 
14.5 percent (roughly equivalent to the current BADLAR rate plus 1.5 percent). The 
principal repayments will be constant during 6 years with a one year grace period. 
The international bonds are assumed to be back-loaded, with principal repayments 
due during the last three years of their maturity (12 years) and a fixed interest rate of 
9.75 percent. These assumptions are based on past issuances and only serve 
illustrative purposes. 

When comparing effect of the issuance of bonds with additional, concessional loans 
from the federal government (under PAF conditions), the Province is projected to 
pay higher debt service in the case of bonds, given the higher interest. Amortizations 
are, however, lower under the baseline case, as the international bonds would have a 
somewhat longer maturity and amortizations are assumed to be back-loaded (Figure 
0.16). The debt stock would, however, be lower when the fiscal gap is financed 
under loans from the national government. 

Figure 0.16: Bonds vs. loans from national government – impact on debt service 
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Conclusions and policy options 
 
2.40 Despite important policy measures taken in recent years, the Province’s 
fiscal challenges remain important. Three factors in particular stand out: First, 
increasing revenue mobilization will be important to create fiscal space for much-needed 
investment in infrastructure. In the absence of broader changes to the intergovernmental 
fiscal system, such an increase would have to come from improvements in tax 
administration and policy. Second, on the expenditure side the challenge is not an 
excessive level of total expenditure, but rather the quality and the mix of spending. In 
particular, harmonizing the increase in personnel spending with those of the private 
sector would be crucial. Finally, fiscal sustainability will also depend on access to 
financing sources beyond the annual PAFs. Restructuring of the Province’s debt with the 
federal government and finding more diversified medium-term financing instruments 
would be important.  

2.41 The Province could increase tax collections from existing taxes, especially the 
property tax. The property tax is considered one of the taxes best suited to pay for sub-
national service delivery, as it fulfills a number of basic criteria: (i) the tax base is 
immobile; and (ii) it cannot be exported to other jurisdictions. The Province has 
substantially improved the administration of the tax in recent years, but an update of the 
fiscal values would be needed to achieve a noticeable boost in revenue collections. It is 
estimated that the market value of land in the Province of Buenos Aires could be as high 
as Ar$4,500 per ha, whereas the fiscal value currently used for assessments is on average 
Ar$890 per ha. As a result, the effective tax rate on real estate is currently as low as 0.3 
percent.44 In 2009, the government already increased the rate levied on vacant lots and on 
high-value properties, but further improvements would be needed to realize the full 
potential of the property tax. 

2.42 A medium-term policy on public sector salary and personnel increases would 
help anchor expectations and provide more predictability for budget preparation 
and execution. Real public sector wages are now at their highest levels since 2001, 
suggesting that the purchasing power of public sector employees has been temporarily 
reestablished. While further upward adjustments may be necessary, broad-based salary 
increases above and beyond inflation could lead to unsustainable fiscal deficits. Instead, a 
policy to make public sector wage increases commensurate with wage increases in the 
private sector could help re-establish control over public expenditures.45 

2.43 Below the line, the Province will need to diversify its financing sources. The 
current reliance on annual PAFs (and other ad hoc financing instruments) is not a 
recommended solution to the Province’s growing financing needs. The federal 
government on average already accounts for 80 percent of the Province’s annual debt 
service. Under the recently announced debt restructuring, the federal government and 
provincial government agreed on an extension of the maturity of the bulk of provincial 

                                                 
44 Provincia de Buenos Aires (2008). 
45 The average annual increase (nominal) of private sector wages between November 2002 and November 
2009 was 18.4 percent. 
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debt with the federal government, which will significantly alleviate the province’s debt 
service in the short and medium run. In addition, borrowing from international 
organizations could possibly be increased in order to finance crucial infrastructure 
investments. However, since the Province’s debt levels remain relatively high, any 
additional borrowing from private creditors, especially in foreign currency, should be 
carefully evaluated. 
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Education 
INTRODUCTION 

The Education System in the Province of Buenos Aires 

3.1 The education system of the Province of Buenos Aires accounts for one-third 
of the national system. Some 36 percent of Argentine students are educated in its 
schools, and 38 percent of the country’s schools are located there, including more than 
half of all private schools. Approximately 32 percent of all teaching jobs and 38 percent 
of all teaching hours in the country are in the province. The provincial system educates 
more students than the entire education system of Chile and a similar number to the state 
of Rio de Janeiro, Brazil. The Province is a net recipient of migrants, which account for 
2.8 percent of the population between 5 and 14 years. These numbers give an idea of the 
magnitude and complexity of the system. To sustain it, the province dedicates 
approximately 40 percent of its non-earmarked resources, the highest level of all 
provinces in the country. Education indictors show a high level of access and coverage, 
but also of student drop-outs in secondary school, where institutional problems starting in 
primary school culminate in school failure, which affects thousands of adolescents. 

3.2 School attendance in pre-, primary and secondary schooling is required by 
Provincial Law 13.688, passed in 2007. The provincial government is required to 
guarantee the provision of the necessary institutions, materials and teachers to provide an 
education of equal quality in all social contexts (Article 20). This chapter analyzes the 
province’s ability to achieve these goals and the obstacles to doing so, in particular: (i) 
the accumulation of tensions resulting from successive policy changes over the last 15 
years; (ii) the persistence of traditional schoolroom and institutional practices that do not 
respond to existing policies, but rather are a result of inertia; (iii) conflicts in the system 
(open or latent) based on the difficulty of addressing salary demands, despite a relatively 
high budget allocation; and (iv) limitations to broadening the supply of education 
services.46  

3.3 In the last 15 years, the education system of the Province of Buenos Aires has 
undergone a process of major transformation. This includes the expansion of coverage 
and important pedagogic and institutional changes. Along with these changes, the system 
also had to assimilate secondary and tertiary schools transferred by the national ministry 
in 1994, which required significant efforts in administration and pedagogic management. 
These drastic reforms occurred after a century of very limited change. The combination 
of these factors has generated tensions and processes that impact the response of the 
system to new initiatives and in its coordination with the rest of the provincial 
government, especially regarding the demand for resources. 

                                                 
46 It should also be noted that the introduction of universal family allowances in October 2009, linked to 
health and education requirements, will add even more pressure on the provincial education system, as 
currently an estimated 200,000 school-aged children are currently not enrolled. In order to comply with the 
requirements of the subsidy, the province will have to adjust its supply in terms of quantity and pedagogical 
conditions to guarantee access and to ensure that children stay enrolled. 



33 
 

3.4 The province has made significant efforts to improve educational 
opportunities, but outcome indicators are still relatively low compared to the rest of 
the country. The province has a significant gap in the overall education level of its 
population: half of the population has not finished secondary school, which is 
indispensable for a minimum level of citizenship and integration into the labor market. 
The province is also below the national average in education performance. While both 
indicators are linked to economic and social factors, evidence suggests that education 
quality can have a significant impact as well.  

KEY EDUCATION INDICATORS 

Matriculation and Repetition 

3.5 The Province’s education system offers broad access to schooling: 98.6 
percent of primary school-aged children are in school,47 while the 12 to 17 age group 
reaches 91.3 percent currently. The province also has a relatively high level of students in 
higher education: 24 percent of young people aged 19 to 24 attend higher education, of 
which 70 percent are in national universities and the remaining 30 percent in provincial 
institutions. This level is similar to the national average and above the Southern Cone 
average of 16.6 percent, followed by Chile with 12.8 percent and Uruguay with 11.3 
percent.48 In good measure this high level is explained by the incorporation into the 
system of adolescents from disadvantaged backgrounds. In terms of net schooling rates 
by level,49 the 2001 population census registered 98.6 percent for primary, 86.5 percent 
for the basic secondary cycle and 60.6 percent for the advanced secondary cycle (Figure 
0.1).  

Figure 0.1: Evolution of Net Schooling Rates in the Province of Buenos Aires (1991 to 
2001) 
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Source: INDEC, National Population Census, 1991 and 2001. 

 
3.6 The data show rising education supply between 2000 and 2008, especially at 
the initial and secondary levels (Figure 0.1). This fundamentally reflects political 
decisions, with laws establishing obligatory attendance for these levels and assigning 

                                                 
47 Own calculations, based on 2001 population census data.  
48 Education System Statistical Indicators of MERCOSUR 2004. OEI 2004. Percentage of university matriculations for 
2004 calculated based on total matriculation (including matriculations not classified by the International Standard 
Classification of Education). 
49 The net schooling rate is the total number of students in school in the age-appropriate learning level expressed as a 
percentage of the total population of that same age group.  



34 
 

significant resources for them. The data also show growing matriculation, indicating that 
while some highly marginalized social sectors may not value the effort required by 
school studies, low demand cannot explain the overall schooling deficit. As explained in 
the following paragraphs, in general (with some exceptions) the main limitation to the 
achievement of full enrollment in the compulsory levels lies in the quality of supply, 
which – combined with socioeconomic factors – results in school failure and the 
permanent departure of students after several years in the system.  

Table 0.1: Number of Schools, Students and Classes, Buenos Aires Province 
(Public and Private) 

 Schools Students Classes 

2000 15,730 4,309,252 139,732 

2008 21,081 4,519,043 166,118 

  
Source: Information and Statistics Office, DGCyE, Final Report 2007. 

 
3.7 Data on schooling by grade also shows a positive tendency. An inter-annual 
comparison of matriculation at each education level, with age-group projections for the 
population, shows a generally positive trend, sustained by the growth in pre-school and 
basic secondary school, although with a decline in advanced secondary (Table 0.2). 

Table 0.2: Evolution of Matriculation (thousand, 2001-2008) 
Level and age group 2001 2002 2003 2004 2005 2006 2007 2008 Growth 2001-08 (% )

Pre-school
Matriculation 0-4 yrs 329 330 345 363 377 380 399 412 25.2%
Classroom 5 yrs 234 232 228 231 237 238 236 244 4.3%
Population 0-4 yrs 1,220 1,217 1,211 1,205 1,202 1,204 1,207 1,212 -0.7%
Population 5 yrs 244 243 242 242 243 243 244 243 -0.4%

Primary
Matriculation 1,663 1,663 1,659 1,654 1,659 1,667 1,675 1,667 0.2%
Population 6-11 yrs 1,477 1,474 1,471 1,468 1,467 1,465 1,463 1,461 -1.1%

Basic secondary
Matriculation 783 776 782 787 794 786 822 821 4.9%
Population 12-14 yrs 737 739 739 737 735 733 733 733 -0.5%

Superior secondary
Matriculation 594 596 597 584 573 552 548 541 -8.9%
Population 15-17 yrs 706 711 720 729 737 740 741 740 4.8%

All levels
Matriculation 3,603 3,597 3,611 3,619 3,640 3,623 3,680 3,685 2.3%
Population 0-17 yrs 4,384 4,384 4,383 4,381 4,384 4,385 4,388 4,389 0.1%  
Source: Annual survey (matriculation). Direccion de Estadistica, Direccion Provincial de Planeamiento, 
DGCyE. Projections of population from Direccion Provincial de Estadistica, Ministerio de Economia, 
Provincia de Buenos Aires. 
 
3.8 Matriculation shows two important trends that the General Directorate of 
Culture and Education (Dirección General de Cultura y Educación—DGCyE) is 
paying close attention to: (i) the movement of matriculation from the public to the 
private sector; and (ii) the declining matriculation in advanced secondary school. The 
first trend is most apparent at the primary level, where the private system grew by 
104,000 students between 2002 and 2008 (Table 0.3). Over the same period, the public 
sector declined by 100,000 students. 
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Table 0.3: Matriculation Changes (2000-2008) 
Level 2002 2008 Difference %

Public primary 1,189,765 1,089,389 -100,376 -8.4%
Private primary 463,870 568,737 104,867 22.6%
Public secondary 957,434 918,990 -38,444 -4.0%
Private secondary 409,895 437,456 27,561 6.7%

 
Source: Information and Statistics Office for Buenos Aires Province. 

  

3.9 A deeper understanding of these matriculation trends is important, as they 
could point to underlying factors that are of importance for education policies and public 
sector policies in general. It is important to verify if these are general tendencies or affect 
particular geographic areas or social sectors, and whether this is an entirely new trend or 
is part of a cyclical fluctuation.  

3.10 The Province’s schooling profile is a function of the flow of students through 
the system, and is affected by high repetition rates in early years and drop-out rates 
in later years. In light of the high overall rate of schooling, the age-appropriate grade 
level of students becomes a key indicator of the progress of students through the school 
system. While essentially the entire population between 6 and 14 years is schooled, over-
aged students begin building up starting in the first grade, such that 37 percent of 14 year-
old students are one or more years behind their age-appropriate grade. The accumulated 
number of over-age students year by year is represented by the gap between the grade of 
matriculation independent of student age, and the the number of students at their age-
appropriate grade (Figure 0.2).  
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Figure 0.2: Enrollment by grade and age 

 
Source: INDEC, Direccion General de Cultura y Educacion, Direccion de Informacion y Estdistica.  
 
3.11 Educational pathways are a key concern. The development of matriculation 
levels illustrates that while the education system has developed sufficient supply to 
permit access to all children50 and young people, it still does not have the capacity to 
offer all of them successful formative pathways through the school system. Internal 
efficiency is one of the principal challenges for the provincial government to achieve the 
goals set in its legislation. At the primary level, the effective promotion rates increased 
between 2007 and 2009, reaching 92.3 percent, one percentage point above the start of 
the decade. However, secondary school promotion rates fell seven percentage points in 
the basic cycle and nine percentage points in the advanced cycle. Repetition and drop-out 
rates have risen 50 percent in both secondary cycles (Table 0.4). 

                                                 
50 With the exception of the pre-school level for 4-year olds, in which there is still unsatisfied demand 
because of limited supply.  
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Table 0.4: Secondary School Repetition and Drop-Out Rates 
 Basic Secondary Cycle Advanced Secondary Cycle 

Years Drop-Out Repetition Drop-Out Repetition 

2001-2002 5.0 6.9 9.8 5.0 

2002-2003 4.4 7.7 11.2 6.3 

2003-2004 4.6 8.8 13.8 8.5 

2004-2005 6.5 9.8 15.3 9.0 

2005-2006 6.6 13.5 16.1 9.5 

2006-2007 5.3 14.1 14.0 9.2 

2007-2008 7.7 10.0 15.3 7.7 

  
Source: Information and Statistics Office for Buenos Aires Province. 

 
3.12 Repetition is the first sign of schooling failure. Repetition is the institutional 
response to failing teaching processes and is caused by the fact that learning conceptions 
are not congruent with current curricular strategies. The Province of Buenos Aires faces 
this problem in common with the rest of the country and Latin America as a whole. The 
provincial repetition rate in primary school is 5.3 percent, slightly below the national rate 
(6.3 percent), but above that of the neighboring provinces of Santa Fe and Córdoba (see 
Annex 4 for details). 

3.13 Repetition rates at the primary level are determined by the first grade. In that 
year, the province registered an average of 7 percent, 40 percent more than for primary 
school as a whole. Thus, first grade is the bottleneck that most affects the flow of 
students, separating from the start of primary school an important group of failing 
students that tends to mark the rest of their student lives. The first grade repetition rate 
highlights weaknesses in initial literacy teaching, but also in evaluation and promotion 
techniques. These techniques do not tend to register the fact that the learning process 
does not have clearly-marked uniform stages that can be evaluated each year, but rather is 
a continuous process that should be evaluated with instruments that measure incremental 
changes and should support children who do not show significant advances. Some years 
ago, the province applied automatic promotion, but the results were not positive as it was 
considered to remove the incentive to learn. In light of this, it would be necessary to 
intensify the policy of improving education services in the first cycle, and ensure that 
they are not simply based on regulations but rather on specific pedagogical proposals.  

3.14 The immediate and permanent effect of repetition is over-aged students. The 
percentage of over-aged primary students in Buenos Aires rose by 32 percent between 
1997 and 2004, from 12.2 percent of primary students in 1997 to 15.9 percent in 2004.  
Over-age rates among secondary students also rose during the same period, but not as 
much, moving from 34.8 percent in 1997 to 35.1 percent in 2004. These figures are not 
surprising in light of the increase in repetition rates. Since over-aged student rates are a 
principal predictor of drop-outs, interventions should be broadened to (i) reduce 
repetition rates, and (ii) provide special attention to over-aged students.    
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Education levels of Buenos Aires’ labor force 

3.15 Overall education levels are slightly lower in the Province of Buenos Aires 
than in the rest of the country. The literacy rate for 15-24 year olds in Buenos Aires is 
99.6 percent, compared to a bit more than 96 percent for those older than 65. These rates 
for the rest of the country are 99.4 percent and 97.4 percent, respectively. Buenos Aires’ 
schooling rates for higher education are 26.8 percent, more than 10 percentage points 
lower than the 38.2 percent for the rest of the country. The variation is wide, with 20 
percent in Patagonia, just above 30 percent in Cuyo, northeast Argentina and northwest 
Argentina, 39.2 percent in the rest of the Pampa region, and 52 percent in the federal 
capital. Buenos Aires Province also has fewer average years of education than the rest of 
the country, for all age and gender groups (Table 0.5). The rest of the country shows no 
significant variation in this indicator. The federal capital has the best education results, 
with an average of more than 13 years of education for men and women. Northeast 
Argentina has an average of 10.3 years of education, above the average for Buenos Aires 
Province. 

Table 0.5: Years of Education, by Age and Gender (2006) 

W M T
Districts in Greater Buenos Aires

Bahía Blanca - Cerri

Gran La Plata

Mar Del Plata - Batán

San Nicolás - Villa Constitución

Total Urban Areas Buenos Aires Prov. 10.2 9.8 10.0 7.9 11.1 10.5 9.9 9.1 7.4

Federal Capital

Rest of Pampean Region

Cuyo 

Northeast

Northwest

Patagonia 

Total Urban Ares Rest of the Country

Total Urban Areas  
Source: CEDLAS (2009) based on 2006 household survey data. 

 
3.16 Education levels are lower in Buenos Aires regardless of household income. 
The number of accumulated years of schooling by income quintile also shows the 
province to be below the average of other urban areas in the country (Table 0.6). 
However, as this data shows the results of the system over many years, they should be 
considered jointly with the schooling and internal efficiency indicators discussed above. 
The accumulated schooling deficit impacts the overall education level of the province’s 
labor force. Schooling affects productivity and in turn the opportunities for insertion into 
the labor force. Table 0.7 shows the unemployment rate for the province’s labor force by 
education level. 
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Table 0.6: Years of Education by Income Quintile (2006) 

Districts of Greater Buenos Aires

Bahía Blanca - Cerri

Gran La Plata

Mar Del Plata - Batán

San Nicolás - Villa Constitución

Total Urban Areas Buenos Aires Prov. 7.4 8.3 9.2 10.6 13.2 9.9

Total Urban Ares Rest of the Country

Total Urban Areas

T

 
Source: CEDLAS (2009) based on 2006 household survey data. 

 

Table 0.7: Unemployment by Education Level (2006)* 

T I  P C  
P I  S C  

S I  H C  
H

Districts of Greater Buenos Aires

Bahía Blanca - Cerri

Gran La Plata

Mar Del Plata - Batán

San Nicolás - Villa Constitución

Total Urban Areas Buenos Aires Prov. 7.6 8.6 8.6 7.8 8.5 8.1 3.2

Federal Capital

Rest of Pampean Region

Total Urban Ares Rest of the Country 5.5 6.3 6.2 6.9 6.5 6.1 2.7

Total Urban Areas 6.5 7.7 7.7 7.4 7.5 6.9 2.9

U  R

 
*25-65 yr old age group. Source: CEDLAS (2009) based on 2006 household survey data. 

 

Adult Education 

3.17 The profile of accumulated schooling and its effects on productivity, 
community and labor market insertion and personal development make it necessary 
to develop strategies to offer a second opportunity for those who do not complete the 
obligatory school grades. The province has made a significant effort to this end (Table 
0.8). Annex 4 provides more detailed information on this, including a comparison with 
other provinces. 

Table 0.8: Number of Students and Schools, Adult Education (2007) 

TOTAL Primary GBE3* Secondary TOTAL Primary GBE3* Secondary
Country 661,143 153,125 131,852 376,166 5,801 2,337 1,448 2,016
Buenos Aires 251,530 37,170 51,010 163,350 2,219 674 683 862
Córdoba 49,993 8,755 20,877 20,361 428 293 135

Students Schools

 
Source: Annual Report 2007. DINIECE. Ministry of Education. *Note: GBE3 = General Basic Education 
3, and can form part of primary or secondary adult education, depending on the school. 
 
3.18 The evolution of matriculation in adult education in recent years (1997-2005) 
shows a rising trend up until 2001, and then a plateau in the following years. 
Nationally, matriculation grew by 136,568 students over the period, an increase of more 
than 30 percent. The Province of Buenos Aires registered the highest growth, with 62,000 
new students, and supplies the most adult education of all provinces, almost 40 percent of 
the national total. The number of adults who have not completed secondary school and 
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the number of adolescents currently dropping out of secondary highlight the need to 
strengthen the educational offerings for these grades. In spite of the increased supply of 
adult education, the rate of final certificates remains low, as a result of the continued, and 
in fact aggravated, trend of drop-outs.  

3.19 This again raises the issue of internal efficiency. During the 2005 teaching 
cycle, 21,234 primary students and 43,358 secondary students dropped out of their adult 
education studies. Of those students who did not drop out, the number not being 
promoted to the next grade continues to be very significant, especially in primary school 
where it even exceeds the number of students promoted (Table 0.9). While the number of 
promoted students is higher in secondary school, the failure rate (non-promotion or drop 
out) of those who began the year is around 45 percent. The evolution of the graduation 
rate for the entire country rose slightly over the period analyzed, but it remains low: 
36.9 percent of matriculated adults graduated in 1997, while this number was only 
37.7 percent in 2005. In the case of Buenos Aires Province, performance was slightly 
higher—42 percent of students graduated, almost 8 percentage points more than in 1997 
(see Annex 4 for details).  

 
Table 0.9: Internal Efficiency Rates for Adult Education 

Primary Secondary Primary Secondary Primary Secondary
Country Total 55.6% 67.2% 20.5% 25.3% 44.4% 32.8%
Buenos Aires 44.4% 68.7% 25.9% 25.1% 55.6% 31.3%

%  Promoted %  Drop Outs %  Not Promoted

 
Source: Ministry of Education, 2004/2005. 

 

3.20 These internal efficiency indicators highlight the need to undertake reforms 
to the adult education system to reduce the failure rate, in particular by adapting 
the educational offer to the needs and possibilities of students. It would be very 
positive for the province to continue and broaden programs most appropriate for youth 
and adults, building on their prior knowledge and work experience, with techniques based 
on the development of skills and competencies, and with flexible intake, evaluation and 
promotion mechanisms. It could be useful to develop linkages with the project currently 
under execution by the Ministry of Employment and Social Security, with financial 
backing from the World Bank.  

3.21 The age distribution of students enrolled in youth and adult education 
services shows that almost 60 percent of those enrolled are between 15 and 24 years 
(Table 0.10). This implies that the typical student profile is somewhat different from the 
“traditional” student enrolled in such services. It also suggests a possible link between 
school abandonment and failure in youth and adult education services and their 
pedagogical and institutional practices, especially their adaptation (or not) to the interests 
and learning styles of youth. It would therefore be of great use to deepen the knowledge 
with regards to the institutional characteristics of these services, their predominant 
didactic concepts, their evaluation mechanisms etc., since they determine the success of 
the second educational attempt of many adolescents and adults. However, the 
modification of current practices is an arduous task, despite the efforts conducted at the 
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leadership level, since they are deep-rooted in the working styles of many teachers.  That 
is why special projects are needed, such as the project on lifelong learning, implemented 
by the province with the support of the Ministry of Labor, Employment and Social 
Security and with IBRD financing. The project aims to extend supply for the sector 
through innovative models that respect these needs and improve significantly the 
opportunities for certification of studies, keeping in mind the importance of enabling 
students to comply with the conditions attached to the personal subsidies that this project 
provides. These innovations point to (i) more flexibility of schedules and organization of 
curricula, using printed modules that do not require full time presence and allow for 
individual work at the rhythm of each student; (ii) acknowledgement of existing 
knowledge; (iii) development of basic capacities; and (iv) linkages with professional 
training. 

Table 0.10: Students enrolled in youth and adult education, by age and education level 
 

A       EGB    EGB   
M    
P   O    

T          
U              
                 
                  
                 
                 
                 
                 
                 
                 
                 

EGB= General Basic Education. Source: DINIECE 2005 
 

Quality of Education 

3.22 The province also shows academic performance outcomes slightly below the 
national average. The Province of Buenos Aires participates in quality evaluation 
activities coordinated by the national Ministry of Education. Data from 2007 show that 
the number of Buenos Aires students with average or high results was slightly below the 
national average and the average for the central region. For language skills, the difference 
from the national average was 2.8 points in third grade, 3.5 points in sixth grade, 5 points 
in year nine, and 0.6 points in year 12. In the case of mathematics, the difference was 5.9 
points in third grade, 2.5 points in sixth grade, 0.3 points in year nine and 3.2 points in 
year 12 (see Annex 4 for details). In general, the evaluation suggest that learning results 
are slightly better in the rest of the province than in the greater Buenos Aires area (with a 
bigger difference in language than in mathematics), and in the ninth grade (basic 
secondary) compared to the other grades. 
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3.23 These results allow for different interpretations. On the one hand, they can be 
interpreted as manifestations of the pedagogical limitations that are also visible from the 
internal efficiency indicators: teaching failures generate little development of capacities 
such as reading comprehension, writing skills, and basic mathematics and algebra skills. 
These capacities are measured by academic tests, but also by teachers at the moment 
when deciding whether a student can move up to the next grade or pass the subjects in 
secondary. When combined with a lack of family support and underprivileged 
socioeconomic contexts, this gives rise to school failure for a large part of the population. 
Even though there is a correlation between low learning results and socioeconomic 
factors, studies undertaken by the Latin American Education Quality Laboratory point to 
the importance of the schooling climate, stating that “schools can make an important 
contribution to student performance. While socioeconomic factors have an importance 
influence on performance, variables associated with the school can contribute 
significantly to reducing learning inequalities associated with social inequity.”51 The 
importance of these observations comes out in the debates that are taking place with 
regards to the education policies of the Province of Buenos Aires, since a common 
argument is that the low quality is a result of the unfavorable socioeconomic conditions 
and of the lack of sophistication assumed to be common in the system. Some observers 
claim that the exam requirements are too low, whereas others see the main weakness in 
the quality of teaching, rather in the amount of knowledge that is required in tests. 52 

Intra-Provincial Disparities 

3.24 The education system of Buenos Aires Province is far from homogeneous, 
showing large disparities between two clearly defined regions: the conurbano and 
the interior of the province.53 Less than 30 percent of the population of Greater Buenos 
Aires, Mar del Plata-Batán and San Nicolás-Villa Constitución attend university or higher 
education. In Bahía Blanca-Cerri and Gran La Plata, by contrast, the net schooling rate 
for higher education is close to 45 percent. Primary education does not show important 
gender differences, although females have higher net schooling rates in secondary and 
tertiary schooling. In Bahía Blanca-Cerri, Mar del Plata-Batán and San Nicolás-Villa 
Constitución, women have net schooling rates 50 percent higher than men. Accumulated 
years of schooling by age also reveals regional disparities: districts within greater Buenos 
Aires and the San Nicolás-Villa Constitución urban area have the lowest indicators, while 
the rest of the regions exceeds the provincial average. Gran La Plata has the highest rate, 
with 11.6 years for the adult population. Women register slightly more accumulated years 
of schooling then men. 

                                                 
51OREALC/UNESCO (2008). 
52 It should also be noted that the last national evaluation was carried out in 2007, and the next one is expected for 
2010, with results likely to be available in 2011. This lack of regularity prevents the use of these data as part of the 
institutional culture. The Province is developing an evaluation model with greater participation by the teachers, which 
is currently still in an experimental stage. 
53 The urban area is comprised of the following districts: Almirante Brown, Avellaneda, Berazategui, Esteban 
Echeverría, Ezeiza, Florencio Varela, General San Martín, Hurlingham, Ituzaingo, José C. Paz, La Matanza, Lanús, 
Lomas de Zamora, Malvinas Argentinas, Merlo, Moreno, Morón, Quilmes, San Fernando, San Isidro, San Miguel, 
Tigre, Tres de Febrero and Vicente López. The interior of the province comprises the remaining districts.  
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3.25 Regarding internal efficiency, the rates of promotion, repetition and inter-
year drop-outs are generally two percentage points worse in the conurbano (which 
concentrates 58.9 percent of provincial matriculation) than in the interior (Table 
0.11). The greatest difference is in the promotion rate of the advanced secondary level, 
which is 63.8 percent in the conurbano but 69.2 percent in the interior. The conurbano’s 
primary school repetition rates are almost 11 percent, compared to 8.5 percent in the 
interior. The repetition rate for secondary school is nearly 13 percent in the conurbano 
compared to 10.3 percent in the interior. While the drop-out rate at the primary level is 
similar to that in the interior, at the advanced cycle of secondary school the conurbano’s 
rate rises to 21 percent, compared to 18.5 percent in the interior.  

Table 0.11: Comparative Public Sector Education Indicators  by Area (2008) 
Total Conurbano Interior

Average Students per School 257 366 188
Average Number of Students per Teacher 12 13 11
Effective Promotion Rate—Primary 86.9 85.6 88.2
Effective Promotion Rate—Secondary 66.5 63.8 69.2
Repetition Rate—Primary 9.7 10.8 8.5
Repetition Rate—Secondary 11.6 13 10.3
Inter-year Drop-out Rate—Primary 2.7 2.9 2.5
Inter-year Drop-out Rate—Secondary 19.7 21 18.5  

Source: Own elaboration based on data provided by the Provincial Budget Office and Information and 
Statistics Office. 

 
3.26 Differences in educational outcomes are found not only between the 
conurbano and the interior of the province, but also within each area. This can be 
seen clearly by mapping the disparities in the rate of secondary completion in the 
province (Figure 0.3). 

Figure 0.3: Percent of Individuals with Completed Secondary Education in Buenos Aires 
Province 
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Source: CEDLAS (2009) 
 
3.27 To account for this complexity, DGCyE has developed an information system 
with a high level of territorial disaggregation using socio-demographic and 
education indicators, to help detect the most problematic and vulnerable areas 
requiring priority attention. The system is based on two sources: the 2001 household 
census by the National Statistics and Census Institute (Instituto Nacional de Estadística y 
Censos—INDEC) and surveys by the DGCyE’s Information and Statistics Office. Using 
the census’ own territorial divisions54 provides an intermediate scale of information by 
district that can be linked with information from each school. This approach allows 
working on a first comprehensive territorial layer that shows living conditions of 
households, and then superimposing educational information (see Annex 4 for details). 
With this information, it is possible to more efficiently design monitoring and supervision 
actions. In parallel, a web-based geographic system (SIGWEB) is available at 
www.mapaeducativo.edu.ar/mapaesc/. This application makes it possible to visualize 
geographic information and permits the acquisition, analysis and modeling of data to 
address complex problems of planning and management. Its most important characteristic 
is the ability to consult, analyze and generate information via maps, tables and graphics. 
The presence of migrants also tends to present a risk factor because of its material and 
psychological consequences. According to the 2001 census, 69,200 migrant children 
between 3 and 14 live in the Province. Among these, 57,545 come from other provinces, 
with the rest (less than 0.5 percent of the total) originating in other countries – primarily 
neighboring countries.55 This means that migration does not qualify as a major factor in 
the general education system of the province, although anecdotal evidence suggests that 
the situation can have a strong impact in some specific places. For that reason, it would 
be advisable that the Province analyze the problem of migration with the instruments it 
has developed to identify the areas with the greatest risk of schooling failure.  

3.28 However, the education system makes little use of this information. Even 
though the instrument described above represents important progress, it is important to 
keep in mind that a large part of the daily activities related to the management of the 
education system do not regularly use such data. In general, data is used by central teams 
in the design stage of projects, and in their evaluation. But no such use is made in the 
field as part of the monitoring of district- and school-level activities. The information 
could also be useful for the allocation of resources as a function of needs, especially with 
regards to staff numbers. The under-use of statistical information is a result of a 
management culture created by decades of unavailability of data in the education system. 
This is why it is fundamental to facilitate as much as possible the access to statistical 
information for various actors – high-level officials, technical teams at the central level of 
the DGCyE, school advisors, supervisors, principals and teachers. It should be noted that 
the scarce use of data also affects the governability of the system in that it tends to create 
opportunities for resources to be allocated based on pressure and demands rather than on 
objective information. A proper information mechanism would allow the development of 

                                                 
54 The territory in each census division is a consequence of the census operation, and can change over time. It is linked 
to the number of inhabitants, and is a subdivision of a district.  
55 Source: INDEC. Population Census 2001. 



45 
 

a system based on the planning of priorities which would reduce such tensions and 
generate better conditions for institutional management.  

EDUCATION POLICY 

3.29 In the last 15 years, the provincial education system has been affected by 
successive structural changes that consumed technical, political and budgetary 
resources. The most significant modifications were in the structure of grades and cycles: 
(a) in the framework of the Federal Education Law (mid-1990s), the province opted to 
integrate the three cycles of basic education into the same school; (b) in 2005 it was 
decided to separate the third cycle (basic secondary school) to give it institutional 
autonomy and greater linkages with the advanced secondary (then called “polimodal”) 
schools; and (c) the Provincial Education Law 11.612 established a new grade scheme, 
with primary schooling of six years and secondary schooling of another six years 
including both the basic and advanced cycles (see Annex 4 for details). These changes 
followed the transfer of secondary schools and advanced institutes from the federal to the 
provincial government, as required under Law 24.049, under an agreement signed in 
December 1993. Apart from the budgetary issues and the advances that each reform 
generated, these changes provoked tensions that affected the governability of the 
education system. Structural changes were also accompanied by new curricular 
guidelines and the internal reorganization of schools, supervisory bodies and education 
administration. These successive reforms has generated a feeling of instability among 
teachers and the education community that limits enthusiasm for new proposals and 
causes doubts about how long they will last. This should be taken into account when 
designing and implementing new policies. 

3.30 As mandated by Article 201 of the provincial constitution, the provincial 
cultural and education system is run by the DGCyE, with the status of a provincial 
ministry. It is advised by the General Council of Culture and Education, which is 
composed of 10 other members, four of which are chosen by working teachers. In 
addition, certain district-level educational support services are administered by school 
councils. These councils are composed of citizens elected by popular vote, as called for 
by the provincial constitution. The DGCyE has within its administration two Sub-
Secretariats (Administration and Education), the General Auditor, the Southeast 
Provincial University and the Provincial Teaching University. The Education Sub-
Secretariat coordinates the work of the provincial offices of socio-educational policy, 
planning, education management, private education management, technical-professional 
education and the different teaching levels (pre-school, primary, secondary and higher). 
The provincial offices of school infrastructure, school councils and the Provincial 
Executing Unit are directly under the authority of the DGCyE Director General. The high 
number of dependent entities is a result of the requirements to administer such a large 
system. The advantage is that the system has specialized areas for each task, but it also 
carries with it the risk of segmentation and loss of shared objectives. The formulation and 
implementation of new programs should neutralize those risks with proposals that have 
unifying objectives and collective action plans.  
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3.31 Provincial education policy activities are structured in programs: (i) initial 
and ongoing teacher training; (ii) broadening and improving the education at the 
secondary level; (iii) expanding pre-school; (iv) improving rural education; (v) 
recognition and certification of knowledge and skills acquired during a working career; 
(vi) education quality evaluation; and (vii) administrative reorganization and 
decentralization (see Annex 4).  

EDUCATION FINANCING 

3.32 The above-mentioned limitations require the provincial education system to 
engage in a permanent search for financial resources from provincial, federal and 
external sources. The education budget for 2009 is Ar$17.406 billion, 90 percent of 
which is financed by provincial resources and the remaining 10 percent with 
contributions from the national Ministry of Education. The Province has the highest 
proportion of education sector spending out of the provincial budget in the country: in 
2008, 40 percent of non-earmarked resources were invested in education, or 31 percent of 
total provincial spending.56 However, it is the province with the lowest level of education 
resources per capita. Both extremes highlight political priorities and the difficulty of 
increasing resources by a greater allocation of non-earmarked funds. This is reflected in 
the estimates of annual per student investment and in the remuneration of teachers 
compared to the rest of the country: in both, Buenos Aires is placed in the middle of the 
provincial rankings. The province has also signed the agreements corresponding to the 
Education Finance Law, under which it commits to continue increasing resources 
annually for the sector.  

3.33 The composition of education spending reflects the importance of teaching 
staff, which accounts for about 95 percent of total spending when private schools are 
included. As a result, resources for infrastructure, equipment, maintenance and general 
system improvements are limited (Table 0.12).  

Table 0.12: 2009 Budget for Education, Science and Technology 
(Ar$ million)* 

                                                 
56 Part of the budget is sustained with international financing, which is used for policies to improve the 
quality, equity and efficiency of the education system. To improve the administration of these resources, in 
1995 the Provincial Executing Unit (Unidad Ejecutora Provincial, UEP) was created within the DGCyE, 
which manages resources from national and international sources for specific projects.  
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2009
Current and Capital Spending 15,922
Current Spending 15,592
Personnel 12,857
Consumption Goods 49
Non-personnel Services 226
Interest on Debt 105
Current Transfers 2,202
Other Spending 154
Capital Spending 330
Fixed Assets 209
Pre-existing Goods 1
Capital Goods 76
Capital Transfers 121  

*Does not include national transfers for the National Institute of Teacher Training (Instituto Nacional de 
Formación Docente—INFOD) and the National Teacher Compensation Program. Source: Provincial 
Budget Office. 
 

3.34 The current spending levels are the result of the steady increase in the annual 
budget above the rate of GDP growth. In 2006-2009, the budget doubled, an increase 
7.8 percent beyond the goals set in the Education Finance Law (Table 0.13).  

Table 0.13: Budget and goals of the Education Finance Law (Ar$ million) 
Commitment 

According to Law*
Approved 
Budget**

% of 
Commitment 

2006 7,873.40 8,216.80 104.4
2007 10,239.90 9,877.30 96.5
2008 13,615.30 14,802.10 108.7
2009 15,200.70 15,817.20 104.1  

Notes: Provisional data subject to revision. 
*Commitment levels calculated with GDP estimates from INDEC, except for 2009 which comes from the 
proposed provincial budget. 
**Approved budget corresponds to spending financed with provincial fiscal resources and automatic 
transfers from the federal government to the DGCyE and other provincial organisms as part of complying 
with the Education Finance Law. 2009 figures from the proposed provincial budget for 2009. 
Source: DGCyE, General Planning Office 

 

3.35 The budget increase responded to two education policy objectives: (i) 
maintain the purchasing power of teacher salaries; and (ii) reconstruct the salary scales 
that had been adversely affected by the crisis, when fixed amounts were applied. The 
successive salary increases in 2004-2006 were applied in large measure on the basic 
salary rate, which automatically included criteria on hierarchy, seniority and zone. As a 
result, the increases in the upper salary categories, especially school directors, was 
notably higher than the rest (Table 0.14).  
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Table 0.14: Comparative Salaries by Post 

Year Class Teacher First Category Director
Professor per Hour of 

Teaching First Category Director
2001 481.21 844.63 32.07 832.42
2002 481.21 844.63 32.07 832.42
2003 481.21 844.63 32.07 832.42
2004 582.21 971.65 37.41 917.04
2005 776.75 1,284.29 45.48 1,317.91
2006 946.87 1,799.75 55.01 1,687.70
2007 1,164.20 2,245.11 67.23 1,726.03
2008 1,870.54 3,367.25 103.92 3,156.40

Primary Level—Normal Work 
Schedule—Regular Teaching—Total Gross 

Remuneration with 10 years’ Seniority (Ar$)*

Secondary Level—Normal Work 
Schedule—Regular Teaching—Total Gross 

Remuneration with 10 years’ Seniority (Ar$)*

 
* Amounts do not include pay by location, the National Teacher’s Incentive Fund (Fondo Nacional de 
Incentivo Docente, FONID) nor salary compensation, Art. 9 Education Financing Law.  
Source: Provincial Planning Office/DGCyE. March 2008. 

  

3.36 Budgetary increases led to teacher salaries currently being above the level of 
the total basic goods basket (Canasta Básica Total—CBT). In 2008, a class teacher in 
the Province of Buenos Aires (primary level, regular work schedule, with 10 years’ 
seniority) recieved an in-pocket salary of Ar$1,327.80,57 $356.90 above the type-2 
household CBT (February 2008).58 Teachers in Tierra del Fuego and Santa Cruz recieve 
the highest in-pocket salaries in relation to CBT among all provinces in the country (see 
Annex 4 for details). The salary recovery in recent years has improved the relations with 
the teaching staff, but the expectations of maintaining this salary level are also likely to 
cause future tensions, particularly caused by inflation.  

3.37 Another factor involved in the increase in salary spending is the number of 
teachers, which is impacted by two trends: the expansion of education supply on the 
one hand, and changes to the curriculum, institutional organization and support services 
on the other hand. In September 2005, the province had 222,404 teachers in public 
schools, which rose to 232,091 in 2006 and 246,500 in 2008. The ongoing structural 
changes, especially at the secondary level, could aggravate this trend. The largest 
increases in budgetary allocation were in secondary school, while increases in pre-school 
and primary were more moderate (Figure 0.4).  

Figure 0.4: Education Budget for Pre-School, Primary and Secondary Schooling 
(Ar$ thousands)  
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57 Not including the $110 for FONID from the national Ministry of Education. 
58 To determine the CBT, non-food goods and services are taken into account. A type-2 household has four members, a 
male head 35 years of age, a wife 31 years of age, a five year-old son and an eight year-old daughter.  
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Source: Budget Office of Buenos Aires Province 
. 

3.38 The magnitude of the resources administered in the education system 
highlights the importance of the efforts to improve the efficiency of the DGCyE 
administration. Given that a key restriction is the excessive accumulation of functions at 
the central level, an action plan has been designed to deepen and strengthen management 
decentralization, both for the administration of human resources and for the procurement 
of goods and services. The administrative reforms is based on the implementation of a 
human resources management system that computerizes the complete cycle of 
appointment processes, service certification, and payroll, involving the school, 
decentralized administration offices and the corresponding agencies of the central 
administration. The instrument to be used is the Integrated Personnel Administration 
System (Sistema Integrado de Administración de Personal—SIAPE), promoted by the 
provincial Secretary General of Government as an integrated solution to human resources 
in all provincial government offices. The system includes: 

• A self-management application for all people working in any way with 
the provincial public administration called Mi Legajo (“My Account”), 
which is a government-to-employee tool that allows for the electronic 
transmittal of individual procedures. 

• An application that interacts with Mi Legajo, which provides integrated 
support to personnel management in the administration of each specific 
area (personnel, central and sectoral offices). 

• An application for data consultation and analysis, with different levels of 
depth and breadth to satisfy the information needs of different sectors and 
organizational levels.  

• An application to link the payroll systems with the data collected by the 
above two applications. 

• An application to manage productivity and expense incentives. 
 

In parallel with the implementation of the new system, advances are underway to 
reformulate service certification procedures for retirees; and in the decentralization of 
administrative procedures for school staff (teachers and support) to the school council or 
the school itself if it has the necessary tools (information equipment and connectivity). 

3.39 Until 2001, numerous needs related to education logistics and infrastructure 
services at the district level were resolved in a centralized fashion or through 
“subsidies” to school operators. As of 2002, the school councils were given the 
responsibility of administering resources for the execution of school infrastructure 
projects (new schools, expansions, maintenance and smaller jobs) and other resources 
linked to the functioning of the schools, along with the resources they already 
administered for school food services. These resources rose from Ar$138 million in 2002 
to Ar$377 million in 2005, and continue rising. The increase in resources assigned to the 
districts via the school councils led to a growing number of interventions, in particular 
related to resources for school infrastructure projects using different modalities 



50 
 

(provincial work plan, Decentralized Education Infrastructure Fund (Fondo Único 
Descentralizado de Infraestructura Escolar, FUDIE), FUDIE gas, Compensation Fund, 
School Fund, etc.) and the consequent accountability procedures to the central 
administration. Nevertheless, the structure, human resource profile and technical-
administrative support of the school councils are practically the same as in 2001, making 
it critical to strengthen their management capacity. 

3.40 A systematic, concerted and sustained effort is needed to build the 
instruments and techniques for managing school councils, measuring results, 
designing the criteria for what and how to decentralize and civil society oversight, 
cooperation and responsibility. To achieve these goals, two instruments will be 
incorporated into the councils: an annual budget for each council and an integrated 
administration system uniform to all councils that organizes the areas of treasury, 
accounting, contracting and human resources. By giving each council an annual budget 
with input for each program, the assignation of resources from diverse sources (federal, 
provincial and own resources) will be made more transparent, generating a true annual 
operating plan for each council based on each fixed source of funds. This will also 
strengthen the monitoring work of the provincial government, allowing it to evaluate the 
actions taken to achieve the goals set in the provincial education plan. This system 
establishes what information the school council is obligated to make public, not only to 
fulfill the principal of freedom of information related to government activity, but also 
because these practices are directly linked to the transparency and quality of 
management. 

MAIN CONCLUSIONS 

3.41 This analysis shows that the provincial education system faces the challenge 
of improving quality and internal efficiency such that the high rates of school 
attendance translate into real opportunities for social inclusion and productivity. 
However, it also reveals restrictions that must be taken into account, particularly: (i) the 
structural characteristics of the way students pass through the school system, including 
grade promotion, grade repetition and drop-outs, which are a reflection of the impacts of 
schooling failure; (ii) the tensions accumulated by 15 years of successive reforms that 
have affected the governability and management of all parts of the system, particularly 
the intermediate and local levels; and (iii) limitations to significantly increasing non-
salary budgets. The system also has assets, such as a high level of coverage and installed 
capacity, the development of management information instruments, and the generally 
advanced training level of the teaching staff.  

3.42 Considering these challenges, restrictions and assets, and taking into account 
the policies designed by DGCyE, this note recommends deepening sector policies 
based on improving management, rather than pursuing structural changes. Four 
reform areas are fundamental: (i) the pedagogical strengthening of the primary and 
secondary levels to reduce school failure, and the improvement in the quality of learning; 
(ii) the application of information systems to improve institutional management and 
consolidate the governability of the system; (iv) administrative decentralization; and (v) 
expansion of the coverage for levels facing coverage deficits.  
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• Reducing and preventing schooling failure. Schooling failure is manifested in the 
high rates of grade repetition in the early years of primary school, grade repetition 
and drop-outs in secondary school, and low performance in language and 
mathematics. It would therefore be necessary to strengthen pedagogical 
management of primary schools, especially with regards to: 

o Teaching techniques, particularly basic skills such as initial reading and 
writing in the first cycle of primary school and quantitative skills in the 
first cycle of secondary school. Basing teaching around these skills does 
not eliminate the need to address other aspects of the curricular content of 
each discipline, but it provides a coordinating focus for teachers. 

o Formulate an institutional framework that gives priority to learning these 
basic skills, and supports underachieving students. 

o Offer support to schools for the application of teaching and administrative 
practices that support the development of these skills. 

o Apply standardized evaluations that focus on testing basic skills. 

o Form a body of higher-level educators to train teachers in new teaching 
techniques. 

o Utilize a system that identifies at-risk schools to better focus supervision 
and support. 

It would also be important to include the education of adolescents and adults in 
this pedagogical strengthening process, beginning with the following: 
 

o Improve the understanding of the real mechanisms, representations and 
curricular guidelines currently being used, which do not always reflect 
those set by the DGCyE; and 

o Increase the flexible supply provided by the province, possibly through the 
expansion of its participation in the lifelong learning project implemented 
jointly with the Ministry of Labor, Employment and Social Security of the 
federal government. 

• Improving the governance of the system. Taking advantage of the existing 
information tools and those that are currently under development, making them 
accessible to allow for a closer monitoring of education processes based on 
system that includes indicators ranging from the simplest level (such as classroom 
attendance) to the most complex (such as the results of national or provincial 
evaluations). This type of system can be helpful in establishing clear and 
objective targets that orient the linkages between different branches of the 
education administration and schools.  



52 
 

• Decentralizing and computerizing in a complete and integrated manner the 
administration of human resources, and strengthen the mechanisms of allocation 
and operation of school councils. 

• Expanding coverage. Expanding the coverage of pre-school and secondary school 
will require an increase in resources for infrastructure and teachers for those 
levels.  
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Transport and Logistics 
Argentina’s inventory of infrastructure shows an uneven performance compared to 
countries with similar average income. Levels of investment in infrastructure have 
varied greatly in the past three decades. Access to social infrastructure, in particular water 
and sewage, is less than the average for comparable countries. Meanwhile, indicators 
associated with productive infrastructure (paved roads, capacity for electricity generation) 
are slightly higher. Infrastructure investment in the last three decades has changed 
significantly due to economic volatility and recurrent crises. During the 1980s, 
investment in infrastructure - especially public infrastructure - represented approximately 
3 percent of GDP. This declined to 1.7 percent in the 1990s. This drop reflected a 
widespread trend in the region, but it was particularly acute in Argentina, where public 
investment in infrastructure decreased to 0.5 percent of GDP and private investment 
levels (on average 1.2 percent of GDP in the 1990s) were not sufficient to compensate for 
the reduction in public contributions. 

According to the 2009 Global Competitiveness Report, the quality of Argentine 
infrastructure falls below the average in its reference group. Rankings related to how 
the quality of the country’s infrastructure is perceived are close to those of Brazil and 
Colombia. However, within the region, Argentina’s performance is worse than Chile’s 
and Uruguay’s (except with regard to railways in Uruguay). Compared to countries in 
Southeast Asia, the gap in rankings widens, as Table 0.1 and Figure 0.1 below show. With 
regard to the sub-sectors studied, ports and railways obtained high rankings in relative 
terms, particularly when compared to the regional reference group. 

Table 0.1: 2009 Survey on Quality of Infrastructure 
 

Source: 2009 Global Competitiveness Report. World Economic Forum 
 
  

Country Quality of 
 infrastructure  

Roads Ports Railways

Argentina 3.2 3.2 3.6 2
Chile 5.6 5.8 5.4 2.1
Brazil 3.4 2.8 2.6 1.8
Uruguay 4.2 4.4 4.9 1.4
Colombia 3.4 2.8 3.2 1.5
Mexico 3.8 4 3.7 2.3
Peru 3 2.9 2.7 1.8
Bolivia 2.5 2.2 0 1.7

Thailand 4.8 5 4.7 0
Korea 5.8 5.8 5.1 5.7
Taiwan 5.8 5.8 5.6 5.8
Malaysia 5.4 5.5 5.5 4.8

Average 4.2 4.2 3.9 2.6
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Figure 0.1: Perceptions of the Relative Performance of Argentine Infrastructure (2009) 
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Source: 2009 Global Competitiveness Report. World Economic Forum 

   
The strategic value of the productive infrastructure of Buenos Aires Province is 
determined by three factors: (i) the relative importance of production in Buenos Aires 
Province compared to total Argentine production; (ii) the location of the largest retail 
centers in its territory; and (iii) the fact that the territory of the province must be crossed 
in order to access the main container terminals in the country: Puerto Nuevo and Dock 
Sud. The Gross Regional Product of the Province of Buenos Aires amounts to 34 percent 
of the country’s GDP, the highest percentage of all Argentine provinces. The province is 
also the country’s main exporter, with exports exceeding US$26 billion in 2008. This 
represents 38 percent of all exports for the year, a figure which increased an average of 
14 percent in the last two years. In addition, the Province has a high production 
diversification, as shown in Figure 0.2. Fifty percent of manufacturing exports originate in 
the Province. The strong concentration of the country’s population in the Province of 
Buenos Aires, particularly in the conurbano, makes the Province the largest retail center 
in the country. With a population 15 million, it is home to 37.7 percent of the total 
Argentine population, of which 60 percent lives in the conurbano. The coexistence of 
large retail centers and the country’s main container terminals in Puerto Nuevo and Dock 
Sud produces a high concentration of cargo movement in the province, which in turn puts 
stress on its transportation system. 
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Figure 0.2: Gross Regional Product of Buenos Aires Province 
as share of Argentina’s GDP 

 
Source: Subsecretaria de Inversión Pública Nacional 

 
The Province’s infrastructure tends to show signs of congestion in certain places, 
which has a potentially negative effect on the competitiveness of foreign trade and 
the efficiency of cargo transportation. As for the overall condition of the infrastructure, 
the primary road system is acceptable, although deteriorating slightly. There are high 
levels of congestion on roads into the City of Buenos Aires and the ports, and the 
province’s secondary road system is in fair to bad condition. Given the relative 
importance of the province’s economy to the country’s overall economy, the state of the 
provinces’ productive infrastructure is in and of itself of key importance to the 
competitiveness of national production. In addition, given the location of the container 
terminals in Puerto Nuevo and Dock Sud mentioned above, the province’s infrastructure 
(particularly ports and roads) is also a decisive factor in the competitiveness of other 
provinces’ exports. In fact, 90 percent of all container exports are cleared through the port 
system of Buenos Aires. With regard to imports, in terms of volume, 63 percent of all 
foreign purchases are concentrated in the Port of Buenos Aires, Port of San Nicolás, and 
Port of Campana59, which means that import traffic also uses the province’s infrastructure 
intensively. 

   
 

TRANSPORTATION AND LOGISTICS 

There is abundant empirical evidence of the positive relationship between a 
country’s infrastructure endowment and its outlook for economic growth and 
productivity. The empirical estimates of Calderón and Servén (2003) for Latin America 
propose that an increase in the endowment of infrastructure in three specific sectors 
(telecommunications, transportation, and electricity generation) have a positive and 
significant correlation with production growth. Conversely, the absence of adequate 

                                                 
59 World Bank (2006) 
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infrastructure services produces a negative impact on productivity and business costs. In 
particular, failure to provide adequate road, port, rail, and telecommunications 
infrastructure results in higher logistics costs. The relative importance of this in the cost 
structure of a business varies significantly depending on the nature of the product and is 
greater in products of lower value added. The impact on inventory costs is also relevant, 
although indirect. The reduction of margins caused by higher costs acts as a strong 
deterrent to investment, feeding a vicious cycle which affects growth in production. 

Following the economic and social crisis of 2001-2002, growth in the volume of 
foreign trade as well as in farming and livestock production decisively affected 
demand for infrastructure services, and the level of activity resulted in congestion in 
and around certain transportation nodes. From the beginning of the recovery, foreign 
trade became very dynamic due in part to high internal growth rates and an increase in 
the price of international commodities. Between 2005 and 2008, the value of Argentine 
exports grew at an average annual rate of nearly 20 percent while the value of imports 
increased at an average rate of 26.6 percent (with volumes expanding at an annual 
average rate of 7.5 percent and 19.3 percent, respectively).60 The volume of farming and 
livestock production has exceeded expectations: the 100 million tons expected for 2010 
were practically reached in 2007, and projections suggest that they could reach 120 
million tons in 2015. The economic recovery and the growth in the harvest largely 
explain the robust increase in road traffic. According to estimates by the DNV, average 
daily traffic in the national road system increased nearly 10 percent between 2003 and 
2006, in contrast with the moderate 3 percent annual increase historically registered. 
Likewise, the share of trucks in traffic composition has increased, reaching 45 percent of 
traffic on some segments of the road system. A 2006 World Bank study estimated the 
impact of increased foreign trade and harvests on the main productive corridors in the 
country. The grain hub of Rosario and the container terminals of Puerto Nuevo in the 
City of Buenos Aires were identified as some of the places closest to and most affected 
by the congestion.  

The relative importance of the Province’s production, and the location of the 
principal container terminals of the country in the metropolitan area of Buenos 
Aires, generate challenges from the infrastructure point of view. As can be seen in 
Figure 0.3, the Province has the largest number of industrial establishments in the 
country. Its share in total agricultural production is also very important. In addition, the 
Province is home to the biggest consumer markets in the country. Industrial activity, 
agricultural production, and services for the consumer markets thus represent the primary 
drivers of demand for the Province’s productive infrastructure. The export and import 
flows of goods also make heavy use of the provincial infrastructure (especially its roads 
and ports).  

                                                 
60 Indec, 2009. 
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Figure 0.3: Industrial Plants by Region 

 
Source: Unión Industrial Argentina (UIA) 

 

Table 0.2: Channels used to export from factories in Buenos Aires Province in 2003 
(percent of total answers) 

 
Source: Encuesta de Desempeño Exportador de las Empresas Bonaerenses, 2003 

 

The global financial crisis that began in the second half of 2008 has significantly 
affected the country’s trade flows. Measured in current dollars, total Argentine exports 
in the first quarter of 2009 were 21.5 percent lower than exports during the same period 
of 2008. Exports of commodities and fuel experienced the greatest decreases in this 
period, contracting 38 percent and 28 percent respectively. Imports fell further, nearly 38 
percent.61 

However, to interpret the effects of the crisis as a permanent drop in trade flows 
that justifies postponing decisions related to infrastructure would be a serious 
mistake. Even though at the time of this report it is difficult to predict the rate and level 
of economic recovery, it would not be appropriate to reduce investment in infrastructure 
or to postpone development of regulations and other institutional strengthening activities 
aimed at improving the country’s logistic system. A number of factors justify this 
recommendation. First, the international price of soy, the country’s main export product, 
has recovered since the end of 2008. Therefore, a rise in the volume of exports is 

                                                 
61 World Bank (2009). 
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expected. Second, a significant increase in logistic costs for the past few years, driven by 
inflation rates that reduced the actual exchange rate, affects the competitiveness of 
Argentine export products. The monthly index of logistic costs compiled by the Logistics 
Operators Business Chamber (Cámara Empresaria de Operadores Logísticos, 
CEDOL)62, increased by more than 20 percent from May 2008 to May 2009. 
Furthermore, this index reveals that logistic costs in Argentina are 463 percent higher 
today than they were in December 2001 (Table 0.3). In this scenario, where internal 
logistic costs are continuously rising and the external context is not favorable, measures 
must be adopted to improve Argentina’s external competitiveness, particularly measures 
aimed at improving logistics performance. 

Table 0.3: CEDOL Logistics Cost Index 
 Dec. 01 May 08 May 09 May 09 vs. 

May 08 
May 09 vs. 

Dec. 01 

Logistics Costs Index  100 465 563 21% 463% 

Logistics Costs Index w/o 
transportation  

100 441 545 23% 445% 

  
Source: CEDOL 

 

Road system 

The road system in Buenos Aires Province is 122,860 kilometers long, distributed 
among three jurisdictions: federal, provincial and municipal. The national road 
system has 4,700 km of fully paved roads. Of those, concessions have been granted to the 
private sector for 3,100 kilometers. The provincial road system consists of 36,500 km, 
including the primary and secondary road systems. Of those, approximately 10,600 km 
are paved and 1,048 km are within the conurbano. Provincial routes 2 and 11, which are 
nearly 800 km long, are concessioned to the private sector. The tertiary road system has 
81,350 km of roads, a large proportion of which are rural (Table 0.4). Annex 1 provides 
more detail on the structure of the network in the territory of the Province of Buenos 
Aires. 

                                                 
62 This index is available at www.cedol.ar 
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Table 0.4: Characteristics of the Road System of Buenos Aires Province 

Jurisdiccion Clasificacion
Pavimentada 

(km)

No 
Pavimentada 

(km)
Total (km) %

Nacional Nacional 4.700             4.700         4%
Provincial Primaria 8.163            4.258            12.421     10%

Secundaria 2.432            21.778          24.210     20%
Municipal Terciaria 81.350           81.350       66%
Total Provincial (km) 10.595          26.036          36.631     
Total (km) 15.295           107.386         122.681     
% 12% 87%

Fuente: DVBA
Nota: de la red primaria provincial pavimentada, 800km estan concesionados 
y 1048km estan dentro del Conurbano Bonaerense
En el total de la red vial nacional, se incluyen los tramos bajo concesion  

Source: Project Document, APL II Infraestructura Provincia de Buenos Aires, World Bank 
 

The majority of the national road system in the provincial territory comprises 
corridors that are concessioned to the private sector. These include major arteries, 
such as urban access roads to the city of Buenos Aires, the highway between Buenos 
Aires and Rosario, and the Mercosur corridor (Route 12), all of which have high volumes 
of traffic. The four access roads to the City of Buenos Aires are themselves considered a 
road system, which has been operated by private sector concession since the early 1990s. 
Table 0.5 shows the extent of these urban access roads. In general, these roads are in good 
condition and since 2004 they have attracted more traffic due to: (i) their good condition 
compared to alternative routes under provincial jurisdiction; (ii) relatively lower impact 
of toll rates on transportation costs following the devaluation of the peso. Toll road 
concessions for national road corridors were bid out in 2003, after the initial contracts 
signed in the early 1990s expired. Significant extensions of five of the nine national 
corridors currently under concessions are in the territory of the Province of Buenos Aires 
(accounting for 40 percent of all national corridors under concessions). Table 0.6 below 
details the scope of the toll road concessions within the Province. These corridors bear 
the highest traffic volume within the road system under national jurisdiction, with an 
Annual Average Daily Traffic (AADT) of more than 3,000 to 3,500 vehicles. At the 
beginning of the concession, these roads were in fair to bad condition.63 There is no data 
on their current condition. Finally, Table 0.7 presents an analysis of the condition of the 
national road system not subject to concessions in the provincial territory. 

Concessions for the national road corridors expired in October 2008. By the time this 
report was prepared no new agreements had been reached for the management of the 
concessions. At the end of the contractual term of the concessions, a new solicitation 
process started but at the end of the first quarter of 2009 no concession had been granted. 
Only one of the bids submitted (for Corridor 4) had been accepted for processing. 
Consequently, the current plan in force until October 2008 is extended as an interim plan 
while a new bidding process is being defined. From an institutional point of view, the 
body which regulates this type of concession, the Highways Concession Administration 

                                                 
63 According to ISP (Índice de Serviceabilidad Presente, or “Current Serviceable Index”) based on data 
from OCCOVI, DNV, UCOFIN, and UNIREN. 
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(Organo de Control de Concesiones Viales, OCCOVI), has recently been placed under 
the DNV.  

Table 0.5: Urban access corridors to the City of Buenos Aires 
Access Company Coverage

North Autopistas del Sol S.A.
Av. Gral. Paz (km 12) 24.4 km in length and Northern Access 
which includes the Panamericana (RN 9) and the branches to 
Tigre and Pilar (RN8). Total: 119.94 km

West G.C.O. S.A.
Interchanger with Av. Gral. Paz (km 13) until Luján (km 63.15) over  
RN7. Includes the first section of  RN 5 which deviates from the 
Western Access at km 62. Total: 55.05 km

Ricchieri - Eizeiza - 
Cañuelas

AEC S.A.
Interchanger with Av. Gral. Paz (km 14) until Ministro Pistarini 
Airport (km 29.27). Interchanger with Riccheri  Highway (km 
27.39) until the Cañuelas circle (km.63.48).Total: 52.56 km

Buenos Aires - La 
Plata

COVIARES S.A.

Juncture with Highway 25 de Mayo, splits at Hudson toward La 
Plata, a branch goes toward  Gutiérrez Circle and another toward 
the head of La Plata  at the intersection of Diagonal 74 with   
Avenues 32 and 120  in La Plata. Total: 62.6 km  

Source: Authors’ elaboration with data from OCCOVI 
 

Table 0.6: National road corridors concessioned in the Province of Buenos Aires 
Corredor Empresa Cobertura sobre PBA 

C1 Rutas al Sur SA. RN 3 (615,52 km.),   RN 205 (254,98 
km.), RN 226 (404,32 km.), RN 252 (6,80 
km.) 
Total sobre PBA:  1281,62 km. 
Total Corredor: 1281,62 km. 

C2 Autovía Oeste SA. RN 5 (541,64 km.), RN 7 (460,0 km.) 
Total sobre PBA: 1001,64 km. 
Total Corredor: 1265,66 km. 

C3 Vial 3 SA. RN9 (175,00 km.), RN188 (347,00km.) 
Total sobre PBA: 522 km. 
Total Corredor: 1.500,13 km. 

C4 Caminos de América SA. RN8 (219,81 km.) 
Total sobre PBA: 219,81 km. 
Total Corredor:  1.058,89 km. 

C8 Caminos del Rio Uruguay 
SA. 

RN12 (34 km.) 
Total sobre PBA: 34 km. 
Total Corredor:  618,17 km. 

Corredor 
Americano 

Corredor Americano SA. RN8 (180,5 km.)  
Total Corredor:  180,5 km. 
Total sobre PBA: 180,5 km. 

  
Source: Authors’ elaboration with information from OCCOVI and DNV 

 
Table 0.7: Condition of the national and provincial road systems (excluding concessions) 

in the Province of Buenos Aires (2006) 
Jurisdiccion

Bueno Regular Malo

Nacional 
(excluyendo 
concesiones) 43% 30% 27%

km 2021 1,410        1,269        

Provincial 17% 57% 26%

km 1649 5,529        2,522        

Estado de calzada (IRI)

 
Source: DNV and DPV, 2006 
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Deteriorating technical standards and growing levels of traffic can be observed in 
the provincial road system, which consists of some 36,000 km (excluding the tertiary 
road system). The Province’s road system is twice that of the next two provinces with 
the largest road systems, Córdoba and Santiago del Estero, whose systems measure 
19,247 km and 18,416 km, respectively. It is also the province with the highest share of 
paved roads within its jurisdiction. 17 percent of the road system is in good condition, 
meaning an International Roughness Index (IRI) of less than 2. The share of the road 
system in bad condition (IRI>4) has increased in the past ten years: 3.9 percent of the 
system in 1999, 5 percent in 2000, and 26 percent in 2006.64 Surveys conducted by the 
DPV in 2009 show that 30 percent of the system is in bad condition according to the 
parameters set by the State Index. Traffic in the Province’s road system has increased 
substantially since 2003, keeping pace with economic recovery (Table 0.8). The rate of 
increase averaged 10 percent beginning that year, compared to the 3 percent average 
traditionally recorded. The current composition of traffic traveling on paved provincial 
roads is as follows: light vehicles 42 percent, vans 25 percent, trucks 31 percent, and 
buses 2 percent. The DPV estimates that approximately 20 percent of trucks traveling 
through the Province exceed weight limits, which has a negative impact on highways. 

Table 0.8: Traffic volume on paved roads under provincial jurisdiction 

 
Source: DPV 

 

 

The sections of the provincial road system under concession extend for 
approximately 800 km, including Provincial Roads (RP) 2 and 11. Both roads 
comprise the so-called Atlantic Zone Road Interconnector (Interconexión Vial Zona 
Atlántica) and were concessioned in the early 1990s. To a large extent, traffic on those 
corridors consists of tourists. The concession contracts have been in a renegotiation 
process for several years. Recently, the Province of Buenos Aires has shown interest in 
granting a single joint concession for both corridors. 

From a strategic point of view, the Buenos Aires Province road system has two main 
spheres of action: metropolitan and interior. Each of these spheres faces specific 
problems but both are administered by the DPV under a single management model. The 
metropolitan area has a radial symmetry that originates in the City of Buenos Aires and 

                                                 
64 Project document, APLII, Infraestructura en la Provincia de Buenos Aires 

Vehicles per day  2006 1995 
Fewer than 500 5% 11% 

500-1.000 13% 17% 
1,.000-2,000 22% 32% 
2,.000-4,000 46% 34% 

More than.  4,000 14% 5% 
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extends toward RP 6 through urban access roads under federal jurisdiction. RP 6 serves 
areas of high population density and strategic logistic nodes. The metropolitan area faces 
challenges related to gaps in the road system, sectors not serviced, problems with access 
to ports, lack of alternative routes, and a decline in the condition of highways. In 
addition, as shown in Table 0.9, the area experiences a high traffic volume, which 
underscores the need to expand its capacity to reduce congestion in certain sections. On 
the other hand, the interior area comprises a road system outside RP 6. This system 
serves areas of low population density and links the country´s production areas with the 
large consumption centers and ports. Due to its strategic role in production corridors, this 
area requires adequate maintenance to ensure competitive levels for the operation of 
vehicles. Roads in the metropolitan area are in somewhat worse condition than intercity 
roads in the province. Despite the different challenges faced by these road systems, the 
management model applied by the DPV to both of them is the same. 

Table 0.9: Characteristics of metropolitan and intercity road systems 
Red 

Metropolitana Red Interior

Extension (km) 1,048                    7,300                 

Transito

TMDA 23,054                  3,200                 

Automovil 72% 67%

Camion liviano 9% 8%

Camion pesado 13% 23%

Omnibus 6% 2%

Estado

Rugosidad (IRI) 4.2 2.92

Fisuras 18% 23%

Bacheo 3% 2%

Ahuellamiento 5.36 4.27

2006

 
Source: 2009 Maintenance Plan, DPV 

 
 

 

The Port Sector 

The Buenos Aires metropolitan area has five maritime container terminals, 
concentrating 92 percent of the country’s container traffic. Currently five maritime 
terminals operate in the Buenos Aires metropolitan region, three of them in Puerto Nuevo 
(Buenos Aires), one in Dock Sud, and another in Zarate. Figure 0.4 shows the share of 
each of them in Argentina’s container traffic. Given the volume of traffic that pass 
through them and their geographic location, the terminal system in the Buenos Aires 
metropolitan area is located in a wider competitive landscape that includes the recently 
constructed terminals in southern Brazil, and especially the Port of Montevideo.  
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Figure 0.4: Share of container traffic in Argentina  
by terminals in the Metropolitan Region of Buenos Aires (2008) 
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Source: Authors’ calculations based on data from the General Administration of Ports (Administración 
General de Puertos) 
 

The group of terminals at Puerto Nuevo was concessioned in the 1990s under a 
single operator system, with good results. The length of the concessions for the Puerto 
Nuevo terminals ranges from 18 to 25 years (Table 0.10). Prior to the concession stage, 
the port of Buenos Aires was operated by the state under a multi-operator system in 
which private stevedore companies provided services such as loading, unloading, and 
movement of cargo. One of the federal government’s main goals in granting the 
concessions was to ensure inter-port competition. Therefore, the port was divided into six 
terminals, one on each breakwater, with the condition that awardees be different bidders, 
with the exception of Terminals 1 and 2, where the possibility of bidding together was 
considered due to technical operational reasons. Likewise, legal involvement or 
connection of one of the port’s terminals with concessionaire businesses in the other 
terminals was prohibited and their activities must be carried out independently. Results 
from the concessions and modernization in the sector were quickly seen. Major 
investments were made in infrastructure, port use, and the latest technology, bringing the 
port to the level of major world ports in terms of efficiency and productivity. 

Table 0.10: Expiration of concessions in the container terminals of Puerto Nuevo 
Terminal Concessionaire Expiration of Concession 

Contract 

Terminal 1  

Rio de la Plata 
Terminals 

 

 

November 2019 Terminal 2 

Terminal 3 

Terminal 4 Terminal 4 S.A. February 2019 

Terminal 5 BACTSSA October 2012 

  
Source: Authors’ elaboration. 
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Figure 0.5: Puerto Nuevo, participation in container traffic by terminal, 2007-200865 

 
Source: General Administration of Ports 

 

The Exolgan container terminal is located in Dock Sud, within the jurisdiction of 
the Province of Buenos Aires. It was developed as a greenfield project and in 1995 
Exolgan received a concession from the province for commercial operation of the 
dockside for 30 years. Exolgan has about 30 percent of the Buenos Aires container 
shipping market. Originally it did not have the ideal layout for a container terminal since 
it is located very close to terminals that use combustible and flammable substances. 
Nonetheless, successive acquisition of land has enabled Exolgan to mitigate that 
situation. Its nautical access also presents some limitations which have improved recently 
thanks to construction work in the area for ship maneuvering. Taking into account all of 
the terminals of the port of Buenos Aires, Exolgan has the best rail connection through 
Ferrosur, but it has difficulty accessing other railways because of its distance from the 
connecting nodes. 

The terminals in Zarate handle a limited number of containers, in large part due to 
a resolution from the Ministry of the Interior and regulations from the Argentine 
Naval Prefecture which limit navigation of certain vessels downriver from the 
terminals. Three of the terminals located in Zarate (Terminal Zarate, Zarate Dock, and 
Terminal Las Palmas) handle containers. The above-mentioned resolutions and 
regulations prohibited navigation of the Canal Emilio Mitre by ships greater than 235 
meters in length. This is due to a possible negative environmental impact on the area and 
the impact on navigational security. While some of these terminals could be an 

                                                 
65 EMCYM consists of two terminals which handle coal and minerals. They belong to the same ownership 
group as Terminal 4.   
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alternative to Buenos Aires, the breakbulk cargo is very divided and the volumes are too 
small to create significant market pressure to attract shipping companies to this area.  

Toward the end of 2007, the Puerto Nuevo container terminals began showing signs 
of saturation. However, reaching full saturation was delayed due to the international 
financial crisis, which had a negative impact on the volume of container traffic. A report 
on logistics prepared by the World Bank in 2006 identified the port system of the 
metropolitan area of Buenos Aires as one of the main bottlenecks to growth of the 
country’s foreign trade. Container movement noticeably suffered during the 2001 crisis, 
but experienced a strong expansion with the economic recovery, particularly from 2003 
to 2006. Despite the rates of economic growth, in 2007 terminal activity began to 
stagnate, suggesting the existence of restrictions on capacity anticipated in the 
aforementioned report. After mid-2008, activity declined as a result of the global 
economic crisis, replicating the general contraction of international trade. Therefore, as 
Figure 0.6 and Figure 0.7 show, activity in Puerto Nuevo stagnated beginning in 2005, 
grew slightly (3 percent) from 2007 to 2008, and fell markedly by 29 percent from the 
first half of 2008 to the first half of 2009. Dock Sud enjoyed strong growth in 2007 and 
while its container traffic reflects the contraction of the economy, the port is maintaining 
a stable level of activity. 

  
Figure 0.6: Container Movement over Time in Puerto Nuevo and Exolgan 
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Figure 0.7: Container Movement (thousands of TEUs), Jan-June 2008-2009 
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Source: Authors’ calculations based on data from the General Administration of Ports 
 
The terminals in the Buenos Aires metropolitan area are facing limited space and 
ability to expand while projections show that capacity limits will soon be reached. 
Demand for the terminals of Rio de la Plata for the year 2015 is projected to be 3 million 
TEU, while for 2020 it is 3.5 million TEU. Capacity problems in the Buenos Aires 
terminals originate in disagreements over land use and congestion in the land access 
points. Puerto Nuevo faces the greatest difficulties: (i) its location in a very dense urban 
area makes highway and rail access difficult. The sections of highway near the terminal 
have among the highest traffic volume in the country and the roads become blocked due 
to the growth of settlements around the terminals; (ii) real estate development projects in 
areas adjacent to the port conflict with port activity; (iii) limitations on maneuver areas 
and shipping access; and (iv) difficulties of a regulatory nature with new tariffs approved 
recently on the entrance of trucks to the port. In Dock Sud difficulties are somewhat less 
severe, but its potential expansion would not be simple because of (i) serious access 
problems by highway from the north and by rail; and (ii) some restrictions on shipping 
access which have lasted beyond completion of construction work done to improve the 
same.  

The prospect of growing demand in the post-crisis context has resulted in the 
initiation of significant projects in the region. First, changes in the demand for port 
services are expected. Shipping companies are operating in a difficult context and their 
response has been to reconfigure routes and reduce services at ports that are less efficient 
or have lower volumes of traffic. The terminals in the metropolitan region have plans to 
expand. Even so, it appears they will be unable to meet the expected level of demand. 
The General Administration of Ports has ambitious plans (a megaproject for 2030). 
Nonetheless, it is not clear that there is sufficient support to bring this project to fruition. 
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Likewise, in the case of Puerto Nuevo, the concessions are set to end soon, which means 
that concessionaires are unlikely to make significant investments (although they are still 
adding equipment). For its part, plans exist to expand the capacity of Dock Sud by 50 
percent, which requires a master plan for the port as a whole, which is in development. In 
this context, a large project is being carried out in the province of Buenos Aires. A new 
container terminal is being built at La Plata, which will bring significant additional 
capacity to the system (500,000 TEU). Neighboring ports have also taken action in the 
face of these tendencies: the Port of Montevideo is adding a new pier and has approved 
the concession of a second container terminal. Finally, major projects are moving forward 
in southern Brazil, especially in Itapoá in Santa Catarina, which has very deep shipping 
access without urban interference and which is considered a hub by one of the main 
shipping companies in the region.   
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LOGISTICS IN THE PROVINCE OF BUENOS AIRES  

Logistics of grains and grain sub-products  

Given the relevance of grain production in Buenos Aires Province, analysis of its 
logistics chain is a key component in planning provincial infrastructure. Buenos 
Aires Province produced approximately 30 million tons of grains in 2007-2008. 
Production is projected to grow by approximately 20 percent by around 2015 due to 
strong global demand and high commodities prices. Almost the entire provincial territory 
is producing grains, with certain areas specializing in specific varieties. The highest 
production of soy and corn occurs in the northeast region, while wheat and sunflower are 
predominantly produced in the south and southeast. Figure 0.8 shows the value chain of 
the grains and grain sub-products sector. Each link in the chain has its own issues, which 
we analyze below. 

Figure 0.8: Value Chain for the Production and Trade of Grains 

 
Source: Authors’ elaboration. 

 

The seasonal nature of the production of grains and grain sub-products leads to the 
formation of bottlenecks in transportation flows during harvest time. The following 
table outlines the harvest times for the main grains grown in the province. Considering 
the monthly percentages of harvest and the tons of each grain produced, the province’s 
production peaks in April, with 7.8 million tons harvested (figures taken from the 2006-
2007 season, which was the last regular one) (Table 0.11). This value is only an estimate 
since the calculation was grossly simplified. Given the size of the province, different 
areas have different harvest dates and within each month there are substantive variations 
in harvest by week. 

Table 0.11: Harvest Schedule in Buenos Aires Province (by percentage and type of grain) 
Jan. Feb. Mar. Apr. May Jun. Jul. Aug. Sept. Oct. Nov. Dec.

SUNFLOWER 0.0 0.5 79.5 19.0 1.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0
CORN 0.0 1.0 27.0 29.5 35.0 7.5 0.0 0.0 0.0 0.0 0.0 0.0
SOY 0.0 0.0 14.0 49.5 34.0 2.5 0.0 0.0 0.0 0.0 0.0 0.0
WHEAT 44.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 56.0  
Source: Cortes et al (2006). 
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Short Freight 

During the harvest, a shortage of trucks creates difficulties for short freight, which 
ends up being covered by equipment in poor condition. Short freight is defined as the 
distance between the farm and the grain storage or processing facilities. The nature of 
these trips (short distances; long waits to load and unload at the destination, which 
prevents taking more than one trip per day; traveling on country roads which are 
sometimes in poor condition; and return trips with empty trucks) attracts operators whose 
equipment is in poor condition. The seasonal nature of this transportation means that  
worn out this equipment is needed only during the harvest, creating a public policy 
paradox: if legal controls (documentation, insurance, maximum weights, etc.) were met, 
many of these trucks would be out of service, which would aggravate the bottleneck in 
this link of the chain during the harvest season. The seasonal nature of this business and 
its impact on small operators spur transportation unions to advocate for restoration of 
regulations which ensure a certain volume of cargo for small local operators throughout 
the year. 

The World Bank estimates that the fleet of trucks registered in the province is 
insufficient to meet short freight transportation needs during the peak month of 
April. Based on data from 200666, approximately 25,000 trucks are registered in the 
province. During the month of April, assuming 25 percent of the production is stored on 
farms, 4,000 units of equipment are required for short freight. That is truly a significant 
figure since grain transport to ports and industries also requires more resources not 
counted in short freight (nor does it account for the very important activity relating to 
other types of merchandise moved within the province). To meet the strong demand, 
fleets from neighboring provinces cross the border, causing contention for the local 
market. Table 0.12 clearly shows that issues with short freight lie in transportation 
services and not in the condition of local roads. 

                                                 
66 Universidad Tecnológica Nacional (2006).  
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Table 0.12: Truck service and local roads in localities in the Province of Buenos Aires* 
Delegation Assessment of truck service Assessment of local roads
Bahía Blanca Normal Some problems
Bolivar Insufficient local fleet due to 

unloading delays
Depends on the administrative 
division

Bragado Critical Good
Junin Critical Good
Lincoln Critical Critical
Pehuajo Critical Good in some adminisrative 

divisions, bad in others
Pergamino Good Good
Pigüe Insufficient and deteriorated local 

fleet. Presence of trucks from other 
provinces

Fair

Saliquelo Insufficient local fleet. Presence of 
trucks from other provinces

Good

Tandil Insufficient local fleet. Presence of 
trucks from other provinces

Bad because they are in milk-
producing region with daily traffic

Tres Arroyos Insuffiecient local fleet due to 
unloading problems

No problems

25 de Mayo No comment Good  
*Results of a perception survey of SAGPyA (Office of Agriculture, Cattle, Fisheries and Food Products) 
delegations. Source: Prepared for this report with data from ITBA-CEEDS (2006). 

 
However, there is no systematic information about the real demand for short freight 
transportation. Strictly speaking, the real demand for short freight transportation or 
hauling is not known because no behavioral or simulation models with appropriate 
categorization (by type of seed, municipality, or administrative area) have been 
developed. The information that feeds those models (production, storage capacity on 
farms, main immediate destinations by region, harvesting rate, etc.) is not systematized 
either. In addition, we do not know the availability of transportation equipment because, 
except for the aggregated data shown above, there is no information about what truck 
fleets are available by locality. This is due to the fact that national registries only reveal 
registered trucks that can perform transportation in multiple jurisdictions, and also 
because provincial registries have serious shortcomings. Even for registered trucks, the 
locality where the unit is registered does not necessarily coincide with its geographic area 
of activity. 

Collection and Storage 

The province’s storage capacity does not currently create a bottleneck. On average, 
there is a better relationship between production and total storage capacity in the 
Province of Buenos Aires than there is at the federal level. In addition, if we exclude 
from the equation the capacity of processing industries, the ratio of storage (by producers, 
collectors, and cooperatives) to production is higher than in any other Argentine 
province. Also, storage capacity on farms is above the national average. The capacity in 
fixed facilities is supplemented by silo bags, the use of which has grown exponentially in 
the last few years. Even though storage is not considered a bottleneck today, it is 
advisable to expand current capacity in order to adapt to the new requirements of world 
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demand, which is moving toward specialty farming,67 requiring differentiation 
throughout the productive process and which may require more storage capacity. 

However, from a public perspective, the location of existing collection and storage 
facilities in relation to the railway and road systems presents some difficulties. As 
Table 0.13 shows, 38 percent of existing storage in the province is located along dirt 
roads. On the other hand, 58 percent of the plants are on tertiary roads or the urban road 
system. This creates problems because development has sprung up around these 
locations, making the entrance and exit of trucks difficult and affecting the urban 
environment. Table 0.14provides data that is significant when trying to determine the 
reasons for the underutilization of the railway, which is the subject of the next chapter. 
Indeed, 63 percent of the collection centers in Buenos Aires Province do not have their 
own railway detour nor one on the neighboring lot. 

Table 0.13: Location of collection centers relative to the road system 

Collection centers % Collection centers %
Main road 256 22% 645 26%
Secondary road Asphalt 100 9% 201 8%

Improved 34 3% 65 3%
Dirt 54 5% 95 4%

Other road Asphalt 314 28% 625 25%
Improved 121 11% 307 12%
Dirt 213 19% 424 17%

Other 48 4% 95 4%
Total 1140 100% 2457 100%

Buenos Aires Total main provinces*
Location

 
*Only includes Buenos Aires, Cordoba, La Pampa and Santa Fe. Source: ONCCA. 
 

Table 0.14: Location of collection centers relative to the railroad network 

Collection centers % Collection centers %
Own access 214 19% 472 17%
Boundary lot 203 18% 559 20%
None 724 63% 1,747 63%
Total 1,141 100% 2,778 100%

Location
Buenos Aires Total country

 
Source: ONCCA. 

 

Long freight 

Grain transportation by railway 

All cargo railway lines in the country68 extend to the Province, and approximately 
10 percent of its grain production is transported by railway. Given that all lines serve 
                                                 
67 López (2003). 
68 These lines are: Ferroexpreso Pampeano S.A. (with lines in Buenos Aires and La Pampa and access to 
Rosario through a branch that crosses Santa Fe); Ferrosur Roca S.A. (line in Buenos Aires with main track 
to Zapala, crossing the river Rio Negro and Neuquén); América Latina Logística Central S.A. (ALL 
CENTRAL’s lines cross the center of the country through Mendoza, San Juan, San Luis, Córdoba, South 
Santa Fe, and North Buenos Aires); Nuevo Central Argentino S.A. (NCA with lines in the south of 
Córdoba, Santiago del Estero, Tucumán, South Santa Fe, and North Buenos Aires); América Latina 
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several provinces, it is difficult to extract traffic patterns within the provincial borders 
from the aggregated data. Two of the cargo lanes, NCA and ALL CENTRAL, are 
important in a limited but intensively productive area of the province--the northeast area. 
NCA’s center is in Pergamino and ALL CENTRAL’s is in Junín. Both systems 
(particularly the former) are most active in the provinces of Córdoba and Santa Fe. 
Finally, the main area of two other lines, FEPSA69 and FERROSUR, is inside the 
territory of the province. Based on the railway traffic patterns of these four companies, 
and excluding subproducts, approximately 3 million tons of grains, or nearly 10 percent 
of the province’s grain production is currently moved by railway. Naturally, there are 
significant variations to this average. For example, 29 percent of the tonnage arriving at 
the port of Bahía Blanca comes by railway. 

Table 0.15: Indicators for Grain Transportation by Railway  
Indicator FEPSA FERROSUR
Grains and sub-products transported (thousand tons, 2006) 3,200 200

Grains (thousands tons) 2,294 200
Pellets (thousands tons) 266 0
Oils (thousands tons) 640 0

Total transported by company in 2006 (thousands) 3,445 5,581
Share in traffic of grains and sub-products 93% 4%
Storage capacity in the system (thousands of tons) 2,800 480
Storage rotation 0.91 0.42
Number of cars for grans and pellets 1,600 160
Number of cars for oils 200 0
Trips per car (grains and pellets) 32 25
Car rotation (days) 11.4 14.6  

Source: Authors’ elaboration based on data from FERROCAMARA and ITBA-CEEDS study. 
 
FEPSA is a railway company specialized in grains. However, currently some of the 
characteristics of its network have a negative impact on its efficiency. The principal 
destination for FEPSA’s grains is the port of Bahía Blanca. It should be noted that despite 
the relatively important storage capacity of its network, not all of it is adequate for 
railway traffic. In fact, only 14 of the 94 storage facilities that account for the capacity 
shown in Table 0.15 can load a full train in less than 12 hours. Further, 53 of them need 
more than 36 hours to do so. 

There is significant railway traffic between the area of Junín/Pergamino, in the 
Buenos Aires Province, and the ports of Rosario and Santa Fe. NCA is estimated to 
transport roughly 300,000 annual tons from the area of Pergamino to Rosafé. ALL 
CENTRAL also has significant traffic (about 300,000 annual tons) of soy pellets from the 
Nidera plant in Safocarda- Junín to Rosafé, in addition to approximately 100,000 tons 
from other northern locations in the province to the same destination. 

                                                                                                                                                 
Logística Mesopotámica (ALL MESOPOTÁMICA, whose lines extend almost exclusively within 
Mesopotamia (the region between the Parana and Uruguay rivers), but also reach Buenos Aires through a 
branch to Rojas and the access to the Metropolitan Area of Buenos Aires; and BELGRANO CARGAS S.A. 
(with lines extending to 13 provinces in the center and northern parts of the country. For Buenos Aires it 
has branches in the northeast in addition to the main track to the city of Buenos Aires) 
69 FEPSA’s cargo data include those from Buenos Aires and La Pampa 
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Truck transportation of grains 

There is little organized information about the sector of independent transportation 
of cargo in Argentina or in Buenos Aires Province. It is not known how trucks are 
effectively distributed by area of operation or what specific types of traffic they are 
dedicated to. Although the sector of independent transportation of cargo moves more than 
90 percent of the cargo tons within the country, the Government does not systematically 
follow or investigate it. The subsector of grains transportation by motor vehicle is no 
exception. If we want to analyze the behavior of this segment of grain transportation, we 
have only general data from which to draw conclusions. At the national level, data related 
to the existing number and types of units is revealed by the Single Registry for Motor 
Vehicle Transportation (Registro Único del Transporte Automotor, RUTA). The 
Province of Buenos Aires has not yet joined this registry, although it is in the process of 
doing so. In the past few years, there has been some incentive to regularize the 
registration of cargo transport by motor vehicle as doing so is a precondition for 
accessing some of the subsidies and compensations available in the profession. The 
Province does have its own registry of heavy vehicles: all equipment used to transport in 
the jurisdiction must be registered. 

There are significant differences in the condition of the truck fleet by ownership. 
Small owners have old equipment while larger companies tend to have modern trucks. As 
Table 0.16 shows, there is a significant age difference between small owners’ fleets and 
those of larger companies, particularly with regard to trailers. 

Table 0.16: Average age of vehicle fleet (2005) 

Interjurisdictional Provincial
Semi-trailer trucks 11.9 23.7 7.6 8.4
Trailers 16.1 45.4 11.1 12.2
Tractors 11.6 19.4 8.3 9.1
Trucks 14.2 18 10.2 11.2
Total 13.4 19.7 9.9 11.3

Transport for third parties
Type of equipment Total Own transport

 
Source: Universidad Tecnológica Nacional (2006). 

  
Long freight shares the same challenges described in the section on short freight. 
The nature of the trips and the seasonal character of the production of grains and grain 
sub-products create complications during the harvest season. With regard to the dominant 
participation of independent motor vehicles in long freight, the most divisive factors or 
those which imply defects in the system with regard to the dominant participation of 
motor vehicles in long freight can be summarized as follows: (i) lack of supply during the 
peak harvest periods when short and long freight demand overlap; (ii) underutilization of 
the trucks the rest of the year, which triggers pressures by the unions to limit the entrance 
of operators from other jurisdictions or to impose minimum “recommended” rates 
guaranteed by the Government. (iii) disputes in originating areas, ports, and industries 
affecting the trucking sector, which have led some commercial operators and grain 
exporters to outsource logistics management in order to alleviate the pressure they 
receive from the truckers, deviating it to intermediaries; and (iv) truck overload, 
particularly during the harvest season. 
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Industry 

The milling and oil industries do not always take accessibility, particularly railway 
accessibility, into consideration when they decide on the location of their facilities. 
Given the current expansion of the Santa Fe soy complex toward the north of the 
province (Baradero, San Pedro), it makes sense to study the impact of the soy industry on 
the logistics of grains and grain sub-products. First, expansion of the processing and 
storage capacity of the facilities is not always accompanied by a similar expansion in the 
capacity for loading and unloading vehicles. This creates delays and exacerbates the 
shortage of transportation during harvest time. Secondly, oil complex plants are being 
located at the port (or on adjacent land) or, to a lesser extent, away from ports and close 
to the production areas. Plants at a short or medium distance from the port, which was 
common two decades ago, are tending to disappear. This phenomenon, which makes 
sense from a transportation point of view, also favors the use of the railway. Both the 
transportation of cargo to the plants from silos and the transportation of grain sub-
products permit train scheduling throughout the year, which is one of the requirements of 
the railway operators to ensure their operations make financial sense. 

General Cargo Logistics 

Security in the transportation of general cargo is important to the businesses in the 
province because it affects the costs of daily operations. A nationwide report by Arlog 
(Argentine Association for Business Logistics) estimates that 250 crimes occur against 
trucks each month, 50 percent of them in the Province of Buenos Aires (Figure 0.9). 
Sixty percent of the affected trucks end up in junkyards. The increased risk of crime is 
reflected in higher security costs (insurance premiums, satellite monitoring, guards, and 
private security positions). Security costs as a percentage of total billing reaches an 
average of 8 percent (Figure 0.10). The study cited above indicates that the main driver of 
private security services is the fear of losing business due to delays in delivery. 

Figure 0.9: Number of crimes per month against cargo trucks 
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Source: ARLOG (Argentine Association for Business Logistics) 
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Figure 0.10: Cost of security as a percentage of billing 
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Source: ARLOG 
 

A coordinated development of logistics parks can help lessen storage problems for 
companies and organize the cargo transportation circuits in Buenos Aires Province. 
Demand for storage space in logistics parks coinciding with economic revitalization was 
fueled by two main factors. First, in the context of the crisis, companies needed to lower 
the value of their inventory and outsource activities not closely related to their core 
business. Second, the cost of investment in storage is not affordable for many companies. 
Only larger companies are in a position to make such investment. Increased demand for 
warehouses translated into a significant increase in the square footage of commercial 
warehouses and in their prices. The effects of the crisis were not as severe in this sector. 
Rental prices, which had risen an average of 20 percent annually in the last 5 years 
plateaued in 2008-2009. On the other hand, demand did not decline. Rather it continued 
to grow because of companies’ desire to lower costs during the crisis. 

Even though there are logistics parks in the province, they are not enough to 
address unmet demand for space. Currently, two coexisting trends contribute to the 
saturation of existing storage spaces. First, logistics operators who until now made the 
necessary real estate investments to expand storage capacity are not in a position to 
continue doing so in the current context of crisis. Second, the logistics activities that were 
taking place within the city of Buenos Aires are being transferred to the province in a 
disorganized manner. The survey of logistics operators conducted by CEDOL in 2008 
gives evidence of this saturation. Forty percent of respondents indicated that their own 
storage capacity as well as that of third parties was saturated, while the transportation 
storage capacity was saturated among 52 percent of respondents. There are several 
possible responses to those challenges from the public sector. In Spain, the Government 
provides the land and necessary infrastructure (access, lighting, and services) and the 
private sector is responsible for the internal infrastructure of facilities and the operation 
and administration of technology systems. A better supply of logistics parks can result in 
significant benefits, particularly for small and medium-sized firms. Some of those 
benefits are improvements in the organization of transportation services (the center 
coordinates ground shipments ensuring that trucks are used to maximum capacity), 
development of new services, economies of scale, and new market opportunities. 
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FINANCING AND INVESTMENT IN THE ROAD SECTOR 

Road Sector 

The DPV’s budget began to fall in 1997 and then began to recover at a moderate 
pace beginning in 2003. After a sharp fall in 2003, the DPV’s budget volume began to 
recover (Figure 0.11). However, it’s important to highlight two factors which can 
counteract that increase. First, the unit cost for road renovation work in Argentina 
increased by 50 percent from 2003 to 2005 due to inflation in the price of asphalt, labor, 
fuel, and other related supplies. On the other hand, as previously indicated, demand for 
transport increased strongly in step with the economic recovery, which created pressure 
on a system that already was showing signs of serious wear and tear. 

 

 

 

 

 

 

 

Figure 0.11: DPV’s budget (US$ million) 
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Source : Project document, APLII Infraestructura de la Provincia de Buenos Aires 

 

Preliminary analyses conducted to determine the road infrastructure deficits of 
Buenos Aires Province reflect the value of the delay in road maintenance. The 
analyses also take into account the significant gap between actual investments the 
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province is making in road infrastructure and the investments needed to ensure a road 
network that is in good repair. Preliminary estimates made by the World Bank in 2006 
and 2009 indicate that an investment of US$450 to 500 million would be needed in order 
to make sure that the provincial network reaches the technical standards established in a 
CREMA contract (Contrato de Recuperacion y Mantenimiento) (IRI=2.5). These 
analyses also suggest that investments of US$80-160 million are needed for annual 
maintenance of the network to keep it in good condition once it is repaired. Following the 
parameters of this analysis, current levels of investment in maintenance by the DPV are 
inadequate, given that they currently are around US$10 million per year, according to 
information provided by the DPV. 

The funding scheme for the province’s road sector does not favor proper 
management of assets, which is reflected in the low amounts targeted to maintaining 
the network. As Table 0.17 shows, funds allocated to investment in the provincial road 
sector come from various sources which can be classified by their origin at the provincial 
or federal level. According to several sources interviewed for this report, provincial funds 
are significantly less than federal funds. The latter come from the Fondo de 
Coparticipación Vial (financed by a fuel tax) and from direct federal government 
transfers that are administered by the DNV. By their very nature, these funds are applied 
to new construction, maintenance and expansion, and to the increase of the capacity of 
the road network. International entities play an important role in financing road 
investments in the province as well as repair and new construction. For their part, the 
provincial funds comprise general revenue and a Fiduciary Fund that is financed by a 
percentage of the revenue from the provincial property tax. The latter is used for new 
construction or very specific repair jobs. This setup leaves all of the investment in 
maintenance to funds tied to the provincial budget. 

Table 0.17: DPV budget – sources and applications of infrastructure investment 
Type of 
intervention 

Examples of 
Works 

Prov. 
Budget 
(DPV) 

Prov. 
Fiduciary 

Fund 

Nat. 
Fiduciary 

Fund 

International 
Organ. 

Transfers 
from nat. 

Gov. 
Conservation Filled 

potholes, 
cleaning of 
drainage 

     

Rehabilitation Reconstruction 
     

New works Increase in 
capacity, 
improvements 
in road 
specifications 

     

   Very specific 
projects 

Depends on 
political 

dynamics 

Works of high 
priority for 

the province; 
increase in 
capacity 

Large works 
decided by 

DNV 

 
Source: DPV 

 



78 
 

Beginning in 2003, the Provincial Law No. 13.010 was adopted, which allows 
municipalities to receive specific funds – originating from the rural property tax -    
for the maintenance of the tertiary road network. As a result, 12 percent of collections 
from this tax has to flow into a Compensation Fund for Maintenance and Road Works. 
The resources of this Fund are then distributed proportional to the quantity of lineal 
kilometers of the tertiary network corresponding to every municipality. Since 2006, the 
provincial government has begun to have Advisory Commissions established at the 
municipal level, made up of different actors involved: the municipality itself, the DPV 
and representative entities of the productive sectors. The objective is to orient the use of 
the Fund’s resources for rural roads; they also have the capacity to monitor works in 
progress. Table 0.18 shows the resources destined for the Fund and distributed to the 
municipalities since its establishment in 2003.  

Table 0.18: Allocation of funds for the tertiary road network (Ar$ million) 

C  F    
R  M  

Source: Provincial Ministry of Economy. 
 

MAIN CONCLUSIONS AND RECOMMENDATIONS  

Road Sector  

Looking forward, Buenos Aires Province faces significant challenges in its road 
sector. These challenges are accentuated by economic recovery. Multiple factors come 
together to create an outlook of significant challenges in the province’s road sector. First, 
the road network is in a poor state, and is tending to get worse. The possibility of 
reversing this tendency are currently limited due to: (i) the tight fiscal limitations in the 
province and their impact on the DPV budget; (ii) the structure of the sector’s financing, 
in which only funds coming from provincial revenues (whose relative effect is less than 
that of federal funds applied to the road sector in the province) are allocated to 
investments in road maintenance; (iii) growth of traffic, especially cargo traffic, and 
noncompliance with regulations on maximum weight limits; and (iv) rising cost of works 
in the sector.  

In the current context of growing need for investments combined with budgetary 
restrictions, an increase in private investment could help maintain adequate 
performance levels in the provincial road sector. The establishment of more PPPs in 
road corridors with a good level of traffic should be analyzed in detail.  Given the current 
budgetary limitations, these instruments would allow the Province to maintain a certain 
level of investment in key corridors, freeing up (at least partially) financial and technical 
resources of the DPV. For example, the initiative to re-concession the Interconexión Vial 
Atlántica could serve as a favorable precedent insofar as it establishes clear mechanisms 
to frame the relations between public and private stakeholders in the sector. With respect 
to the possibility of concessioning other corridors with traffic volumes that justify the use 
of this type of association, Route 6 could be an attractive corridor. In fact, the DPV is in 
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the process of analyzing this possibility jointly with teams from the OCCOVI. Said ring 
road is not yet completed because of the above-mentioned budgetary restrictions, which 
opens up ample opportunities for private sector participation. Mixed PPPs, in which the 
state covers part of the concessionaire’s costs (thus ensuring a minimum margin), could 
be a useful instrument in those cases where the levels of required investment or los traffic 
levels in the corridor in question would otherwise make it less attractive to the private 
sector. Similarly, according to the DPV there exist other portions of the provincial road 
network that could be attractive for the private sector, including specific sections of the 
RP41, 51 and 65.  

The process of re-concessioning of the Interconexión Vial Atlántica should be 
designed carefully, given the potential liabilities involved in the operation. The 
characteristics of the re-concessioning process – such as has been discussed until now – 
make it seem that the level of liabilities (foreseeable and contingent) associated with the 
process could be important. The contractual relationship with the current concessionaire 
would be terminated early at the request of the Province, which would most probably 
imply compensation payments, which would be difficult to calculate given the 
modifications that have been made to concession contracts in the country. To the extent 
that a new concessionaire has to assume these compensation payments and, in addition, 
carry out the investment works necessary to ensure an adequate level of service in the 
corridor, a scenario could arise in which works will be delayed, or alternatively the 
Province would have to contribute the necessary financial resources. It would be 
necessary to evaluate carefully the risks that such an early cancellation of the contract 
would imply, especially with regards to contingent liabilities. Finally, it would be 
recommendable to use the assistance of experts in structured finance of PPPs for the 
process of the re-concessioning of the Interconexión Vial Atlántica, as well as for future 
processes of this type, given the high level of complexity involved. 

A second tool to deepen private sector participation in the road sector would arise 
through expansion of the CREMA contracts to more sections of the road network. 
This contract modality allows for greater efficiency in the allocation of resources in the 
sector, by making private sector firms responsible for the monitoring and maintenance of 
the road network within pre-established standards. With the aim of maximizing the 
impact of this type of contract, the depth and reach of the work and the timeframe of the 
contracts should be optimized so that they do not contribute to the vicious neglect-
deterioration-reconstruction cycle. Currently, given the great needs for rehabilitation of 
the provincial network, CREMA contracts are structured in such a way that only a small 
portion is targeted towards conservation (approximately 20 percent of the total. 

Given the challenges, it is imperative to empower the DPV so that it can properly 
fulfill its functions. The DPV would need a comprehensive review of its key processes, 
organization, and available resources so as to determine whether in its current state it can 
meet the needs of the province. In particular, we recommend that an exhaustive review of 
the following processes and characteristics of the DPV be made: 

• Planning, in order to determine the quality of decision-making regarding 
investment 
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• Processes of preparing, managing, and supervising projects 

• Use of tools associated with programming maintenance work on the road network  

• Capacity and qualifications of human resources 

• Existing information systems for road planning and management  

• Efficiency and quality of work conducted through direct administration. 

 

It is recommended that a careful review of the strengths and weaknesses of the DPV 
be conducted so as to empower it and bring it up to the level required by its strategic role 
in the province. Given DPV’s importance in the provincial territory, and the high traffic 
density within this territory, the DPV should play a more active role in the concession 
process and posterior control of these corridors. Finally, it is important to mention that, at 
the initiative of the DPV, a technical degree in roads has been established. The objective 
of this degree is to train technical staff for the institution. It will be taught in association 
with the National Technological University and with the technical support of the DNV. 
This type of action could have an very positive impact on the capacity strengthening of 
the institution and help it fulfill its role in a more efficient way. 

Improving the capacity for collection and systematization of technical and financial 
data for the provincial road sector is an urgent necessity. Given the complexities of 
the sector’s financing structure, in which multiple actors participate (provincial and 
federal government, fiduciary funds and international organizations), having a unified 
investment database for the provincial territory would generate important benefits. First, 
it would make it possible to get an exact idea of the sectoral investment levels, which 
would help clarify the resource needs in the short and medium run. Likewise, this data 
would be a very relevant input for sectoral planning activities. Finally, the data would 
serve as the basis for sectoral analytical work, and for monitoring the expenditure 
efficiency and investment levels over time.  

Port Sector 

The container terminals of the Metropolitan Area of Buenos Aires have an 
uncertain future insofar as Montevideo’s terminals appear better poised to compete. 
The problems of capacity that the terminals of the Metropolitan Area of Buenos Aires 
would face were foreseen in 2005, leading to several investment projects to address the 
issue. Currently, the projected problems are materializing, although delayed by the effects 
of the 2008 financial crisis. Meanwhile, the Port of Montevideo is steadily advancing and 
modernizing as a result of government policy that is sustained in time by different parties. 
The results of this strategy are clear: Montevideo is capturing all of the container traffic 
originating in or destined for southern Argentina and gradually it is also capturing traffic 
from southern Brazil. Likewise, Montevideo is increasingly receiving imports destined 
for the Argentine coast, so it is maintaining regular lines of connection with Rosario and 
Zárate-Campana. The financial impact of this loss of traffic on Argentine terminals is 
estimated to be $250 million per year. With this outlook, Argentina is showing little 
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coordination in its decisions. After 2001, there were difficulties re-channeling concession 
contracts and it seems a long-term horizon cannot be found for them. There’s a high level 
of union conflict and obsolete customs and coastal navigation (shipping) regulations 
continue to be applied.  

In this context, Buenos Aires Province has a great opportunity to position its 
terminals, supporting the shipping business and the competitiveness of the economy. 
The province is the geographic area in which the shipping capacity of the Metropolitan 
Area of Buenos Aires will expand. The terminals of Puerto Nuevo will only marginally 
expand its capacity in the short term. The construction of the Tecplata Terminal in 
Berisso has been very timely. It and the expanded Dock Sud terminal can capture 
approximately 1.1 millon TEUs. These terminals together with Puerto Nuevo could 
absorb the demand projected for 2015. But the future depends in great part on the actions 
that are taken with respect to the Puerto Nuevo concessions. The demand projected for 
2020 will require greater capacity, even considering the permanence of the Puerto Nuevo 
terminals (although all concessions expire in 2018). Expansions now being made in the 
Port of Montevideo aim to cover this gap. If, on the other hand, use of some of the Puerto 
Nuevo terminals is discontinued, demand projected for 2020 will surpass capacity and 
other provincial ports (another terminal in La Plata or in the Paraná de las Palmas area) 
would have to meet this need. Finally, if expansions were made in Puerto Nuevo, there 
could be a situation in which there is excess capacity in the region. 

In order to take advantage of the opportunities presented to it, Buenos Aires 
Province should resolve various issues associated with its shipping activities. They 
are as follows: 

• Along with the container terminals, the province should implement value added 
logistics activities that create greater activity and employment. The terminals 
themselves are capital intensive; they only have a positive impact on employment 
while under construction. In order to create jobs and improve competitiveness, the 
province should try to organize regional logistics activities. Likewise, it makes 
sense to combine this development with land use plans and other tools to promote 
the private sector, especially small and medium-sized enterprises. 

• Sustainable financing should be provided for dredging the shipping accesses 
without compromising the competitiveness of the terminals nor inhibiting 
investment in the sector. La Plata requires significant sums for start-up and 
maintenance. It is also important to review the types of dredging contracts. 
Generally speaking, better performance is obtained when you have a results-based 
contract rather than one based on extended deadlines. A review of use of the 
resources of the Fondo Portuario Provincial (Provincial Shipping Fund) could be 
useful in order to improve financing options for dredging. 

• In the short term, the priority is to help set up the new terminal in Berisso and 
to support expansion of Dock Sud. In this regard, the most important political 
objective should not be reduced to developing the province’s shipping sector, but 
rather should focus on improving the competitiveness of cargo shippers. The 
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impact of considering the shipping sector from this perspective is very profound 
given the weight that the province has in the national economy and the key role 
that shipping ports play in reducing logistics costs. 

• For the long term, it is vital to achieve better coordination with the federal 
government with regard to strategic shipping plans. There should be a consensus 
on one unified shipping policy. Uruguay provides a good example of the benefits 
of having a unified approach for the sector. Along these lines, it would also be 
important to reduce regulatory differences between both jurisdictions. In the 
medium term, the province’s port agenda depends on what Argentina will do with 
the terminals at Puerto Nuevo. In the long term, new projects could be developed 
in order not to depend exclusively on private initiatives.  

Logistics for Grains 

With increasing volumes of grains to ship, the province is facing logistical 
challenges, especially in transport by land. A series of challenges can be observed 
throughout the grain supply chain. First, storage capacity increasingly lags behind 
production, although the appearance of silo bags mitigates deficiencies and contributes to 
the season independent shipping. Faced with world demand for differentiated grains, 
expanding storage capacity is a basic prerequisite for properly responding to that demand. 
With regard to transport, a disproportionate quantity of grains is moved by truck (90 
percent of loads). During peak harvest time, supply is markedly limited by the age of the 
truck fleet. While the truck fleet is being renewed, the lack of capacity in loading and 
unloading facilities is raising demand for trucks to critical levels. For its part, the seasonal 
nature of grain shipping leads haulers to exert pressure to return to regulatory tendencies 
in distributing shipments (“shipment exchanges” or “bolsas de carga” with regional 
market reservations). Lastly, there is little use of rail to transport a type of cargo that by 
nature (high volume, low value added) could be efficiently transported this way. Low use 
of rail is related to factors concerning infrastructure and equipment: limitations in the 
supply of railway cars and tractional equipment, inexistence of railway cars made for 
hauling, limited capacity for stockpiling grains with access to a rail network, and a high 
level of complexity in the few interfaces  between rail and shipping port. The root of all 
these issues is the high cost of investment needed to address these limitations. It’s not 
economical compared to the costs of transport by truck (without considering 
externalities).  

In order to face these challenges, some actions can be taken at the provincial 
jurisdiction level and others can be taken in cooperation with the federal 
government. Below are some of the possible courses of action: 

• Development of a monitoring system for the bulk grain products chain. Given 
the sector’s importance in the province’s economy, a baseline analysis and 
monitoring for proper decision-making are needed. First, management or 
implementation of monitoring should be the responsibility of one institution, 
company, or group which has that as its sole objective. Second, producers, 
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traders, and shippers should not be required to enter any type of information that 
they are already providing through other means. 

• Activities that tend to reduce logistics costs. (i) Road infrastructure: improvement 
of the road infrastructure under provincial management and coordination with the 
federal government [in its capacity] on a plan to identify and prioritize corridors 
and feeders for grain transport. (ii) Storage: working with the federal government 
through activities coordinated with the storage sector to make viable the use of 
land managed by ONABE (Organismo Nacional de Administracion de Bienes) or 
ADIF (Administración de Infraestructuras Ferroviarias) to install storage 
facilities with rail access. (iii) Rail park: analysis of alternative financing for 
purchase of freight cars and locomotives both for freight handlers and rail 
companies. 

• Activities tending to reverse negative externalities. (i) Improving capacity to 
effectively control weight and the state of freight vehicles. (ii) Coordinated 
strategy with the federal government to empower freight railways. This could 
materialize in the development of a subsidized funding plan for the installation of 
silos suitable for rail freight and the purchase or conditioning of private freight 
cars. Likewise, the federal government could collaborate to achieve better use of 
the rail system by committing public investment to railways on first order lines. 
(iii) Effect on urban areas: transport operations cause innumerable inconveniences 
to areas in the interior of the province, but especially near ports and neighboring 
areas. Negative impacts include congestion, deterioration and devaluation of real 
estate, pollution, dirtiness, effects on residential areas, etc. Here, too, control 
activities are important, eg. preventing illegal parking, channeling flows of freight 
through the network, regularizing hours of operation, etc. Nonetheless, there is a 
prior task that must be completed in order to achieve these controls, namely the 
provision of adequate infrastructure for traffic circulation and parking. The cases 
of Bahía Blanca and Quequán exemplify this issue and they have suggested 
solutions, as mentioned in the report. But government activities should not simply 
mitigate damage already done, but rather should predict these problems and plan 
solutions in the new port areas, which are clearly growing at an increasing rate. 

 
Freight logistics 

The public sector could play an effective role as the facilitator for the development 
of logistics parks. All the aspects considered important by those firms that use third-
party storage services are closely linked with aspects in which the public sector plays a 
key role, as can be seen in Table 0.19. Almost 50 percent of surveyed firms also consider 
as important that the spaces are outfitted appropriately and that they have equipment to 
mobilize freight. It is therefore recommendable to conduct, jointly with the relevant 
sectoral chambers, an analysis of the sector to define a promotion strategy for the 
installation of logistics zones. Instruments to facilitate the required real estate 
investments, as well as the purchases of systems and other necessary equipment (fork 
lifts, racks, instruments for space optimization) could be presented as an additional 
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incentive. The investment in logistics zones could facilitate to a great extent the 
movement of goods in the province, helping to reduce distances between the different 
economic actors. These zones lend themselves to public-private cooperation: the private 
sector contributes the operational know how and to the investment in installations, and 
the public sector in turn ensures a conducive overall environment such as access and 
security. 

Table 0.19: Key factors for firms when looking for new storage facilities 
I I

A
S
P  
I        

Source: Colliers International and Arlog, 2009. 
 



85 
 

  

Annex 1: Characteristics of the Road Network in Buenos Aires Province 
 

Jurisdiction Extension 
(km.) 

Characteristics Fuente 
Financiamiento 

Nacional 4.736 •  Pavimentada. 
 
•  Concesionadas al sector privado por 
peaje 3.150 km. (67% del total). 
a) Accesos a la Ciudad de Buenos Aires: 

- Acceso Norte.  
- Acceso Oeste.  
- Autopista Ricchieri - Ezeiza - 

Cañuelas.  
- Autopista Buenos Aires - La Plata.  

b) Corredores Viales Nacionales:  
- Corredor 1, 2, 3, 4, 18, y Americano. 
- Resto gestión bajo responsabilidad de 
la Dirección Nacional de Vialidad 
(DNV) y el Órgano de Control de las 
Concesiones Viales (OCCOVI). 

 
•  Sector privado las que se encuentran 
bajo concesión:  
a) CVN: obligaciones de mantenimiento.  
b)  ACBA: obligaciones de expansión, 
operación y mantenimiento. 
 
•  Presupuesto Nacional (fondos 
propios, externos  y de asignación 
específica -Fondo Fiduciario tasa al gas-
oil- (aplica a expansión y 
mantenimiento). 

Provincial 36.582 
 

•  Pavimento: 10.830 km. (dentro del 
Conourbano 1.048 km.) 
•  Ripio: 14.142 km. 
•  Tierra: 11.610 km. 
•  Concesionadas al sector privado por 
peaje: Interconexión Vial Zona Atlántica 
RP 2 y RP11, en total 745 km. 
•  Resto bajo responsabilidad de la 
Dirección Provincial de Vialidad. 

•  Transferencias Nacionales y tasa de 
coparticipación vial (aplica tareas de 
expansión y mantenimiento). 
•  Presupuesto Provincial: fondos 
propios, externos y de asignación 
específica (aplica a tareas de expansión 
y mantenimiento).  
•  Fondo Infraestructura Provincial 
(aplica a tareas de mantenimiento). 

Municipal 81.350  
•  Caminos rurales  (principalmente de 
tierra). 
•  Administración municipal. 

•  Municipal: fondos propios y 
transferencias provinciales (aplica a 
tareas de mantenimiento). 
•  Presupuesto Nacional: transferencias 
(aplica a tareas de expansión).        
•  Transferencias  Provinciales: nueva 
modalidad  Impuesto Inmobiliario Rural, 
Ley Provincial 13.010 (aplica a tareas de 
mantenimiento). 
•  Fondo Infraestructura Provincial 
(aplica a tareas de mantenimiento). 
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Annex 2: Main legal reforms in federal fiscal arrangements 
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Source: Braun and Guerson (2006), based on Cetrángolo and Jiménez (2004), Tommasi (2006). 

                                                 
70 Primary public expenditure is defined as total expenditure minus interest payments, and excluding 
expenditure financed by multilateral creditors as well as capital expenditure for basic social infrastructure. 
71 This equilibrium is defined as the difference between revenues—including both current and capital 
revenues—and expenditures. The latter include current expenditures net of those financed by loans from 
international organizations, and capital expenditures, net of those for basic social infrastructure necessary 
for the economic and social development, whatever their source of financing, subject to the restrictions set 
forth in articles 20 and 21 of the FRL. 

Date Pact Content of Reform 

January 1988 
Ley de Coparticipación 
Federal de Recursos Fiscales 
(Law No. 23.548) 

�� Discretionary transfers limited to 1% of total shared taxes 

�� Primary distribution fixed at 57.76% of sharable taxes 

�� Secondary distribution based on objective of redistribution 
from advanced to less advanced provinces 

�� Additional transfers to be approved by Congress 

August 1992 

Acuerdo entre el Gobierno 
Nacional y los Gobiernos 
Provinciales 
(Law No. 24.130) 

�� 15% of total coparticipation (prior to all distribution) was 
assigned to finance the Pension System. 

�� The federal government guaranteed a minimum monthly 
transfer of 725 million pesos to the provinces. 

�� A monthly fund of 43.8 million pesos (Fondo de 
Desequilibrios Regionales) was established to finance regional 
imbalances. It was distributed without regard of the secondary 
distribution stated in Law 23.548. 

August 1993 

Pacto Federal para el 
Empleo, la Producción y el 
Crecimiento 
(Decree No.1807/93) 

�� An increase in the minimum monthly transfer to 740 million 
pesos to the provinces. 

�� An increase in the monthly fund of 45.8 million pesos. 

December 1999 
Compromiso Federal 
(Law 25.235) 

�� Introduction of a fixed monthly transfer of 1,350 million pesos 
to the provinces.  

November 2000 

Compromiso Federal por el 
Crecimiento y la Disciplina 
Fiscal 
(Law No. 25.400) 

�� The federal government fixed a monthly transfer of 1,364 
million pesos to the provinces for 2001 and 2002 and 
guaranteed a monthly transfer of 1,400 million pesos for 2003, 
1,440 million for 2004, and 1,480 for 2005. 

February 2002 
Acuerdo Nación-Provincias 
sobre Relación Financiera 
(Law  No. 25.570) 

�� Elimination of fixed monthly transfers set in 2000 fiscal pact. 

�� 30% of financial transaction tax included in the FTSA. 

�� Return to law 23,548. 

�� The federal government takes over provincial debts in 
exchange for provinces reducing their fiscal deficits by 60% in 
2002 and reaching fiscal balance in 2003. 

�� Inauguration of Orderly Financing Programs (Programas de 
Ordenamiento Financiero, PFO) 

August 2004 
Ley de Responsabilidad 
Fiscal (Law 25.917) 

�� Applies to national and provincial level of government 

�� Requires fiscal transparency and the adoption of multi-annual 
budgets 

�� Establishes four key fiscal rules: (i) growth in primary 
expenditure must be lower than GDP growth;70 (ii) budgets 
must be executed maintaining fiscal equilibrium; 71(iii) 
borrowing may not result in debt service greater than 15% of 
net current revenues; and (iv) if debt service is greater than 
15% of NCR, the budget has to be executed with a primary 
surplus.   

�� Establishes Federal Council of Fiscal Responsibility (Consejo 
Federal de Responsabilidad Fiscal) 

�� Provides for Annual Financing Programs (PAF) to replace 
PFO 

 



88 
 

Annex 3: The federal fiscal labyrinth – distribution of coparticipation transfers 
 

 
Source: National Ministry of Economy 
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Annex 4: Education 
 
INDICATORS 
 

Table A4.1: Percentage of students repeating grades, by cycle and province (2007) 
 

 Repeaters Province 
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Source: DINIECE Annual  Survey2007. 
 

Table A4.2: Population by school background and by “schooling deficit”, by age and for selected 
provinces72 

Shaded areas indicated share of population with schooling deficit 

  Population by schooling deficit 15-19 20-24 25-29 30-39 40-49 

Attended school 27,0% 69,2% 84,3% 91,6% 93,7% 

Attended school with schooling deficit 15,0% 45,4% 49,6% 54,8% 62,0% 

Attended school without completing primary 2,8% 3,4% 4,5% 6,3% 10,3% 

Attended school, completed primary  7,6% 22,4% 25,6% 30,7% 34,8% 

B
u

en
o

s 
A

ir
es

 

Attended school without completing secondary  4,6% 19,6% 19,6% 17,8% 16,9% 

Attended school 33,4% 62,9% 82,5% 92,8% 95,3% 

Attended school with schooling deficit 17,5% 36,7% 42,7% 49,4% 57,9% 

Attended school without completing primary 4,5% 4,4% 5,3% 8,0% 11,9% 

Attended school, completed primary  9,1% 15,9% 18,3% 23,5% 29,2% C
ó

rd
o

b
a 

Attended school without completing secondary  3,9% 16,4% 19,1% 17,9% 16,8% 

Attended school 33,8% 69,0% 85,4% 92,7% 94,2% 

Attended school with schooling deficit 21,2% 43,7% 47,2% 53,4% 61,0% 

Attended school without completing primary 5,0% 6,4% 7,4% 10,7% 15,1% 

Attended school, completed primary  12,1% 20,8% 22,5% 26,5% 31,2% M
en

d
o

za
 

Attended school without completing secondary  4,1% 16,4% 17,3% 16,3% 14,7% 

Attended school 31,2% 67,7% 84,7% 92,7% 94,3% 

Attended school with schooling deficit 20,3% 44,7% 49,4% 55,9% 63,6% 

Attended school without completing primary 4,0% 4,9% 6,1% 8,4% 11,7% 

Attended school, completed primary  11,8% 21,7% 22,2% 27,3% 32,0% S
an

ta
 F

e 

Attended school without completing secondary  4,4% 18,2% 21,0% 20,2% 19,8% 

Attended school 43,1% 69,9% 83,9% 92,4% 93,7% 

Attended school with schooling deficit 32,7% 49,0% 51,8% 56,5% 63,3% 

Attended school without completing primary 6,1% 6,4% 7,9% 9,3% 16,8% 

Attended school, completed primary  22,8% 28,6% 28,9% 32,6% 33,9% T
u

cu
m

án
  

Attended school without completing secondary  3,9% 14,0% 15,0% 14,5% 12,6% 
Source: CNPV 2001 

 

                                                 
72 Irene Kit, op cit 
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Table A4.3: Average and high results, ONE (language, 2007) 

Average and high results in 
language test 

3rd grade 
primary 

6th grade 
primary 

9th grade 
secondary 

12th grade 
secondary 

Total country 70.3 66.3 70.8 78.8 
Central region 72.0 68.1 71.5 81.1 
Province of Buenos Aires (total) 67.1 62.8 65.8 78.2 
Greater Buenos Aires 67.9 60.8 63.3 77.8 
Rest of Province of Buenos Aires 65.9 66.0 69.9 78.9 

Fuente: Dirección General de Cultura y Educación, Dirección Provincial de Planeamiento, Dirección de 
Prospectiva e Investigación Educativa, Programa Provincial de Evaluación Educativa 

 

Table A4.4: Average and high results, ONE (mathematics, 2007) 

Average or high results 
Mathematics 

3rd grade 6th grade 9th grade 12th grade 

Province of  Buenos Aires 61.3 60.3 34.7 58.5 

Central region  68.3 65.8 38.8 62.3 

Total country  68.2 63.8 35.0 55.3 

Difference -7 -5.5 -4.1 -3.8 

Fuente: Dirección General de Cultura y Educación, Dirección Provincial de Planeamiento. 
Dirección de Prospectiva e Investigación Educativa, Programa Provincial de Evaluación 
Educativa. 

 

System of determining “critical areas” 
 

The system developed by DGCyE is based on social and other indicators related to the 
education system. Key methodological aspects are described below. 

i) Using the 2001 census, the Social Vulnerability Index (Indice de Vulnerabilidad 
Social—IVS) was constructed taking into account living conditions and 
household vulnerability. The IVS combines material and non-material assets of 
households and individuals along five dimensions: (a) moderate or critical 
household overcrowding; (b) deficient conditions in the quality of household 
construction; (c) household dependency ratios (including retired, working or 
unemployed household members); (d) households with the public system as their 
only health care coverage; and (e) low educational environment (up to six years of 
formal schooling).  

ii) The latest education indicators (2008) are then superimposed on this information 
on household living conditions. In general, a high correspondence is apparent 
between social vulnerability in the area where a school is located and education 
indicators, particularly at the primary level.73 The following indicators are 
considered for the primary school level: (a) non-attendance in fifth grade; (b) 
percentage of students repeating first grade; (c) percentage of students repeating 
the first cycle of primary (grades 1-3); (d) percentage of students repeating the 
entire primary level; (e) percentage of over-aged primary level students. 

                                                 
73 Adolescents attending secondary school are not as closely tied to the schools closest to their house.  
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iii) Another territorial level to be taken into account in the mapping of critical areas is 
marginal neighborhoods in the province, particularly those created after 2001. Of 
the total number of schools at all levels in the province, 2.2 percent are located in 
marginal neighborhoods. Defining a radius of influence around these areas (of 
500 meters), 3,876 educational establishments fall into this larger area, or about 
17.5 percent of the total. Most are located in areas defined as critical (3,758), and 
only 193 are in neighborhoods with an IVS score above 0.4.  
 

Legal framework of education policies 
 
Reform of the education system: National Education Law (2006) and Provincial 
Education Law (2007). After more than a decade of implementing the so-called 
educational transformation, which modified that structure of levels and cycles of the 
education system, leading to 10 years of compulsory education – 1 year at the initial level 
and 9 years of EGB – a new reform was proposed. In 2006, the National Education Law 
was promulgated at the national level, which ends the system’s structure introduced by 
the Federal Education Law, establishing the primary and secondary level. In the Province 
of Buenos Aires, the Provincial Education Law was approved in June 2007, which – 
among other innovations – applies the change in the structure of cycles and levels in line 
with the national law. The legal changes were complemented by Law No. 26.075 
(Education Financing). In the following section we summarize the main points of the 
national and provincial legislation introduced in the past years, which provide a reference 
framework for the Province’s education policies. 

Law No. 26.206 on National Education: 13 years of compulsory schooling  
The National Education Law, promulgated at the end of 2006, defines an educacional 
structure made upof 4 formal education levels and 8 educational modalities. The four 
levels are the following: 

 
a. Pre-school  
b. Primary education 
c. Secondary education (basic and advanced cycles) 
d. Tertiary education 

 
The Law No. 26.206 ratifies what was expressed in the Law No. 26.075 of Education 
Financing as far as the financing of the sector is concerned, but extends the number of 
years of compulsory education compared to previous laws, raising it to 13 years (one year 
of pre-school plus 12 years at the primary and secondary level). 
 
 
Law No. 13.688 on Provincial Education: 14 years of compulsory schooling 
The application of the National Education Law requires that the provinces adopt 
implementing laws to organize the provincial education systems accordingly. 
Consequently, the Provincial Chamber of Representatives and Senators sanctioned, on 
June 27, 2007, the Provincial Education Law, based on a draft prepared by the General 
Directorate of Culture and Education. 
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The educational structure designed by this law is the following:   
  a) Four levels of formal education:  

��Pre-school  
��Primary (6 years) 
��Secondary (6 years) 
��Tertiary 

b) Nine educational modalities:  
��Technical-professional education  
��Artistic education 
��Special education 
��Continuing education of adolescents, adults and 

professional training   
��Intercultural education  
��Physical education 
��Environmental education 
��Education on community psychology  
��Social pedagogy 
 

The Law establishes 14 years of compulsory education for students in the Province of 
Buenos Aires. It was agreed that the two last years of pre-school are obligatory, as well as 
primary and secondary education, both of which last 6 years.  

 
The following table facilitates the visualization of the changes of the levels and cycles. 
 
Table A4.5: Changes in the structure of schooling levels in the Province of Buenos Aires74 

 
 

V         Ley Federal de 
Educación, año 1993

Reforma Provincial, 
año 2005

Ley Provincial Nº 
16.888, año 2007

1º de Primaria 1º de EGB (1º Ciclo) 1º de EPB 1º de Primaria
2º de Primaria 2º de EGB (1º Ciclo) 2º de EPB 2º de Primaria
3º de Primaria 3º de EGB (1º Ciclo) 3º de EPB 3º de Primaria
4º de Primaria 4º de EGB (2º Ciclo) 4º de EPB 4º de Primaria
5º de Primaria 5º de EGB (2º Ciclo) 5º de EPB 5º de Primaria
6º de Primaria 6º de EGB (2º Ciclo) 6º de EPB 6º de Primaria
7º de Primaria 7º de EGB (3º Ciclo) 1º de ESB 1º de Secundaria
   S 8º de EGB (3º Ciclo) 2º de ESB 2º de Secundaria
   S 9º de EGB (3º Ciclo) 3º de ESB 3º de Secundaria
   S    P    P 4º de Secundaria
   S    P    P 5º de Secundaria
   S    P    P 6º de Secundaria

A     E   E

 
Nota: EGB: Educación General Básica. EPB: Escuela Primaria Básica. ESB: Escuela Secundaria Básica.  

En negrita se señalan los años de escolaridad con carácter obligatorio. 
 

Law No. 26.075 on Education Financing: 6 percent of GDP  
In January 2006, the Education Financing Law was adopted. As its name suggests, the 
law establishes a new legal framework for educational financing in order to improve the 
quality of teaching. The law establishes as targets: 
                                                 
74 Las escuelas de Educación Técnicas de nivel secundario vigentes hasta la Ley Federal de Educación incluían un 6º 
año de estudio; y actualmente las escuelas de Secundaria técnico profesional se extienden hasta  un 7º año de estudios. 
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a. Gradually increase the consolidated education budget of the national and 
provincial governments, as well as of the City of Buenos Aires, until reaching 
(in the year 2010) a share of 6 percent of GDP. In addition, the law fixes the 
participation of the national government in the investment effort at 40 percent, 
while the provinces and the City of Buenos Aires account for the remaining 
60 percent. 

b. Guarantee a minimum of 10 years of compulsory schooling and include 100 
percent of the population of 5 year olds in pre-school enrollment, while 
ensuring the increasing incorporation of 3-4 year olds, prioritizing under-
privileged social sectors. 

c. Improve the working and salary conditions of teachers, and improve the 
hierarchy of the teaching career. 

d. Ensure, at a minimum, that 30 percent of students in basic education have 
access to extended or full day schools.  . 

e. Eradicate illiteracy by 2010. 

f. Increase investment in infrastructure and equipment. 

g. Produce pedagogical and organizational transformations in order to improve 
the quality and equity of the education system. 

h. Improve the quality of initial and continuing teacher training. 

i. Guarantee equitable conditions in the education system. For this, the national 
government must allocate for 5 years (beginning in 2006) some resources to 
the provinces and the City of Buenos Aires so that they can invest exclusively 
in the education sector. 

A – Directorate of Tertiary Education 
 
i) The province has 154 institutes of teacher training. These institutes are dedicated 

to the initial and continuing training that lead to a professionalization of the 
teaching career.  

ii) The 154 institutes have more than 60,000 students. Three programs are offered: 
teacher training, research and extension. 

iii) Continuing professional training is offered in various formats: academic refresher 
certificates and superior specialization certificates focus on one topic and help 
strengthen and update knowledge for the teaching function. The modules on 
pedagogical training for technicians or professionals are directed at professionals 
from other backgrounds that would like to enter the teaching career, within the 
provincial education system.  

 
     B- Directorate of Capacity Building 
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i) The Province has 135 Centers for Capacity Building, Information and Educational 
Research. These centers are decentralized and directed at the development of 
continuing teacher training focused on pedagogical libraries, information 
collection and systematization of educational and research experience. 

ii) There is also a central coordination team made up of specialists in all areas or 
disciplines related to each of the levels and modalities of the education system. 
The team coordinates 25 regional technical teams, made up of 599 specialists in 
the areas of language, mathematics, social sciences, natural sciences, physical 
education, artistic education, and experts in institutional management. 

iii)These actions are based on a provincial and regional training plan whose objective 
is to improve the level of teacher training and teachers’ professional performance 
in order to improve student achievement. In 2008, the plan offered, under the 
name “A state that invests in educational quality”, free capacity building for 
170,000 teachers. The plan is implemented through 5 training programs: (i) 
teachers and professors that teach and learn; (ii) training for the basic secondary 
level; (iii) Reading and writing in initial literacy; (iv) building school capacity; 
and (v) towards a better quality of rural education. This plan is financed with 
provincial and national resources originating from the Federal Network of 
Continuing Teacher Training. 

 
Provincial Education Programs 
 
Secondary School Programs. At the secondary level, a number of challenges require 
specific responses, including the dispersion of schools, different educational contexts, the 
heterogeneity of strategies needed for rural and urban schooling, and the distance 
between basic secondary schools linked to a primary school and an advanced secondary 
school located in the closest urban center. To address these challenges, the DGCyE is 
implementing:  

a. Competitive applications to fill school director jobs, a process now in 
preparation. 

b. The use of the social vulnerability indicator by provincial and local 
management teams to identify areas of vulnerability in districts with a 
high degree of social fragmentation. 

c. Alternative solutions for students who currently travel long distances to 
continue their studies, in particular establishing secondary schools closer 
to their localities.  

d. Schooling Centers for Adolescents and Youth (Centros de Escolarización 
para Adolescentes y Jóvenes, CESAJ) for young people who abandoned 
their studies or never began secondary school. The CESAJs would offer 
the basic cycle of secondary school in two years, with unique teaching 
techniques designed for this group. 

 

Programs with external financing. The province is implementing various school 
improvement programs with external financing. The Provincial Coordinating Unit 
maintains the administrative and technical links with the appropriate offices of the 
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DGCyE and with the financing agencies, either directly or via the national Ministry of 
Education. Currently the unit is managing: (i) the Education System Improvement 
Program  (Programa de Mejora del Sistema Educativo—PROMSE), financed mainly by 
the Inter-American Development Bank (IADB) via the national Ministry of Education; 
(ii) the Program to Support Social Sector Investment in Buenos Aires Province 
(Programa de Apoyo a la Inversión en los Sectores Sociales—PAISS) with IADB 
financing directly to the province, and which concentrates on increasing the infrastructure 
for pre-school and the provision of information laboratories and teacher training to 
connect 4,500 primary schools on line; and (iii) the Rural Education Improvement 
Program (Programa de Mejoramiento de la Educación Rural—PROMER) mainly 
financed by the World Bank via the national Ministry of Education.  
 

Programs Linking Education and the Labor Market. In 2004, the province launched 
the Knowledge Accreditation Agency under the DGCyE with the mission of promoting 
the recognition and certification of the knowledge acquired over an individual’s working 
career. Part of the agency’s objective is to reformulate the plans and content of existing 
training and the creation of new modalities and certifications. The Provincial Education 
and Labor Directorate has the task of promoting public policies to link education, work 
and production within a strategic provincial development framework and consolidating 
the technical-professional education system. It brings together sectoral actors and designs 
joint agendas facilitating the participation of unions and businesses via cooperation 
agreements.  

 
Evaluation programs. Provincial Education Law 13.688 mandates the undertaking of 
“general and specific evaluation operations of provincial and national education 
programs, of innovative experiences and educational institutions according to the 
curriculum parameters established for different grades and education types, the overall 
results of which will constitute inputs to improve the quality of education.”75 The aims of 
the evaluations are to: (a) promote a culture of evaluation in the Buenos Aires education 
system; (b) collect relevant information on the characteristics of student learning and the 
factors associated with it; (c) produce information that allows for an analysis of the 
provincial education system from the dual perspectives of quality and equity, and that 
generates information to inform decisions at the local, district, regional and institutional 
management levels; and (d) identify highly productive educational techniques and use 
them as inputs in the design of education policies to improve teacher training. These 
evaluations are distinct from the national-level evaluation operations, as they have clearly 
separate objectives. 

 
Since 2000, the Quality Evaluation System has been generating evaluations each year via 
two modalities: quasi-census (in different provincial districts) and sample surveys. Based 
on the analysis of the results from the first years, an exploratory qualitative investigation 

                                                 
75 Provincial Education Law, Chapter II, Education Planning. Article 105. 
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was undertaken in 2004-2005. The project “Knowing the Schools”76 seeks to describe 
and explain via qualitative research the processes that make it possible, in each 
institutional context, for students in disadvantaged social contexts to achieve positive 
educational outcomes. The research takes into account cultural, pedagogical and social 
aspects of schoolwork, highlighting the importance of social issues involved in the 
education process.   

 
The evaluation operation for 2009 seeks to generate information on student learning at 
the level of the individual school. To do so, it evaluates students in the third year of 
primary and the first year of secondary school in a sample survey, in two groups of 
school: (a) primary schools in which curriculum-specific training was implemented to 
accompany the new curriculum design for that grade; and (b) the 75 secondary schools 
which implemented and monitored the curriculum pre-design. This type of evaluation, 
due to its scope, required a standardized template as well as standard application and 
analysis techniques.  The 2009 provincial evaluation operation opted for a participative 
strategy, based on agreements and commitments with the curriculum teams for each 
teaching level and the teachers of surveyed classes to evaluate the curricular content 
considered to be priority. 
 
In parallel with the implementation of the new system, advances are underway to 
reformulate service certification procedures for retirees; and in the decentralization of 
administrative procedures for school staff (teachers and support) to the school council or 
the school itself if it has the necessary tools (information equipment and connectivity). 

 
Until 2001, numerous needs related to education logistics and infrastructure services at 
the district level were resolved in a centralized fashion or through “subsidies” to school 
operators. As of 2002, the school councils were given the responsibility of administering 
resources for the execution of school infrastructure projects (new schools, expansions, 
maintenance and smaller jobs) and other resources linked to the functioning of the 
schools, along with the resources they already administered for school food services. 
These resources rose from A$138 million in 2002 to A$377 million in 2005, and continue 
rising. The increase in resources assigned to the districts via the school councils led to a 
growing number of interventions, in particular related to resources for school 
infrastructure projects using different modalities (provincial work plan, Decentralized 
Education Infrastructure Fund (Fondo Único Descentralizado de Infraestructura Escolar, 
FUDIE), FUDIE gas, Compensation Fund, School Fund, etc.) and the consequent 
accountability procedures to the central administration. Nevertheless, the structure, 
human resource profile and technical-administrative support of the school councils is 
practically the same as in 2001, making it critical to strengthen their management 
capacity.  

 

                                                 
76 Published in the Public Education Annals, Third Century, Year 2, Number 4, Curriculum Policy Philosophy, August 
2006, DGCyE, Provincial Planning Office. 
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A systematic, concerted and sustained effort is needed to build the instruments and 
techniques for managing school councils, measuring results, designing the criteria for 
what and how to decentralize and civil society oversight, cooperation and responsibility. 
To achieve these goals, two instruments will be incorporated into the councils: an annual 
budget for each council and an integrated administration system uniform to all councils 
that organizes the areas of treasury, accounting, contracting and human resources. By 
giving each council an annual budget with input for each program, the assignation of 
resources from diverse sources (federal, provincial and own resources) will be made 
more transparent, generating a true annual operating plan for each council based on each 
fixed source of funds. This will also strengthen the monitoring work of the provincial 
government, allowing it to evaluate the actions taken to achieve the goals set in the 
provincial education plan. This system establishes what information the school council is 
obligated to make public, not only to fulfill the principal of freedom of information 
related to government activity, but also because these practices are directly linked to the 
transparency and quality of management. 

 
Teacher salaries 

Figure A4.1: Take-home pay in relation to CBT of a teacher with 10 years of experience (March 
2008) 

$ 0

$ 500

$ 1,000

$ 1,500

$ 2,000

$ 2,500

 
Fuente: Dirección Provincial de Planeamiento/DGCyE en base a información de CGECSE/M.E. 
e INDEC. CBTde Febrero de 2008 para el hogar tipo 2 ($970, 86) y el salario de bolsillo  de un 
maestro de grado -nivel primaria,  jornada simple, con 10 años de antigüedad- a Marzo de 2008 
(financiamiento nacional y provincial). 
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Table A4.6: Budget execution 2008 (DGCyE, Provincia de Buenos Aires) 

Ejecución Presupuestaria DGCyE 2008

1- Dirección Ejecutiva de Cultura y Educación 43.054.270,93

2- Consejo General 3.959.909,04

3- Auditoría 4.638.641,06

4- Coordinación Administrativa 13.211.212,83

5- Contabilidad y Finanzas 28.186.254,13

6- Personal 24.353.211,82

7- Servicios Generales. 50.354.776,89

8- Infraestructura de Escuelas y Cultura 32.328.128,24

9- Tecnología de la Información 16.003.381,53

10- Planeamiento 2.148.251,66

11- Compras y Contrataciones 1.363.598,64

12- Propiedades 1.383.726,97

13- Jubilaciones y Certificaciones 175.354,25

14- Condiciones Laborales y Asuntos Gremiales 48.838,55

15- Política Socio-Educativa 458.208,95

16- Educación y Trabajo 197.396,59

17- Administración 327.345,75

18- Recursos Humanos 241.811,48

19- Legal y Técnica                707.819,65

20- Presupuesto 171.607,39

223.313.746,35

1- Coordinación de Educación 26.326.113,20

2- Consejos Escolares 1.648.618.671,94

3- Administración Proyecto BASEEP - PRODYMES III A 2.896.036,56

4- Fondo de Descent. de la Gestión Administrativa 278.988.715,19

5- Coord de Programas 1.120.921,21

6- Provincial de Enseñanza 0,00

7- Inspección General 2.760.001,61

8- Educación de Gestión Estatal 72.442,06

9- Educación Superior y Capacit. Educativa 24.530,50

10- Control de Fondos Descentralizaods 3.215.426,95

11- Administración Programa Integral para la Igualdad Educativa 1.400.776,96

1.965.423.636,18

PAN 1- Amortización de la Deuda e Intereses 104.645.560,01

104.645.560,01

1- Coor.de Psicología y Asis.Social Escolar 487.151.683,92

2- Coordinación de Educacación Especial 515.125.238,07

3- Coordinación de Educación Inicial 866.528.818,98

4- Coordinación de Educación Primaria 2.427.690.502,60

5- Coord.de Educ.de Adultos y Form Profesional 432.587.751,11

6- Coordinación de Educación Física 277.671.687,05

7- Coordinación de Educación Técnico Profesional 1.914.058.564,04

8- Coordinación de Educación Superior 325.626.865,74

9- Coordinación de Educación Artística 274.322.141,93

10- Coord.de Educ. de Gestión Privada 1.540.973.820,60

11- Coordinación de Educación de Gestión Privada - Transferidos 521.367.719,98

12- Fondo Provincial de Financiamiento Educativo - Ley 12081 0,00

13- Programa de Control de Licencias y Prevención de la Salud 7.988.559,91

14- Cooperación Escolar 824.818,03

15- Equipamiento y Mantenimiento de Infraestructura Escolar 27.474.437,35

16- Tribunales de Clasificación 379.072,27

17- Tribunal de Disciplina 8.049,62

18- Gestión de Asuntos Docentes           1.020.220,98

19- Capacitación Educativa 218.768,67

20- Fondo Provincial de Educación 1.406.287,37

21- Patios abiertos en las Escuelas 14.010.326,96

22- Coordinación de Educación Secundaria Básica 2.001.546.586,21

23- Plan MAS VIDA 7.103.030,94

24- Evaluación de la Calidad Educativa 31.732,29

25- Textos Escolares para Todos 2.746.353,19

26- Fondo Nacional Incentivo Docente 504.021.140,31

27- Adelanto Fondo Nacional de Incentivo Docente 10.115.702,29

28- Expansión del Acceso a E.S.B.  - PRODYMES III A       10.357.724,94

29- Mejoramiento Pedag.de la Docencia en la Jornada Extendida-PRODYMESIII A 2.545.687,34

30- Descentralización de la Conducción de Esc. Secundarias-PRODYMESIII A                                                                                                                                     1.919.986,66

31- Obras Varias P.I.I.E 6.507.209,89

32- U.C.O. 282.625,00

33- Ley de Financiamiento Educativo - Ley Nº 26.075 1.211.353.313,87

13.407.145.886,65

15.700.528.829,19

Fuente: Contaduría General de la Provincia

CATEGORIA DE PROGRAMA TOTAL GASTADO

ACE

Total ACE - ACTIVIDAD CENTRAL

Total PRG - PROGRAMA

TOTAL GENERAL

ACO

Total ACO - ACTIVIDAD COMUN

Total PAN - PARTIDA NO ASIGNABLE A PROGRAMA

PRG
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Table A4.7: Budget execution (2008) by program (DGCyE, Provincia de Buenos Aires) 

Ejecución Presupuestaria DGCyE 2008
Por programa y rama incluye transferencias $
1- Coor.de Psicología y Asis.Social Escolar 487.151.683,92

2- Coordinación de Educacación Especial 515.125.238,07

3- Coordinación de Educación Inicial 866.528.818,98

4- Coordinación de Educación Primaria 2.427.690.502,60

5- Coord.de Educ.de Adultos y Form Profesional 432.587.751,11

6- Coordinación de Educación Física 277.671.687,05

7- Coordinación de Educación Técnico Profesional 1.914.058.564,04

8- Coordinación de Educación Superior 325.626.865,74

9- Coordinación de Educación Artística 274.322.141,93

10- Coord.de Educ. de Gestión Privada 1.540.973.820,60

11- Coordinación de Educación de Gestión Privada - Transferidos 521.367.719,98

22- Coordinación de Educación Secundaria Básica 2.001.546.586,21

26- Fondo Nacional Incentivo Docente 504.021.140,31

27- Adelanto Fondo Nacional de Incentivo Docente 10.115.702,29

33- Ley de Financiamiento Educativo - Ley Nº 26.075 1.211.353.313,87

Sub total 13.310.141.536,70

Externo presupestado y gastado $
3- Administración Proyecto BASEEP - PRODYMES III A 2.896.036,56

28- Expansión del Acceso a E.S.B.  - PRODYMES III A       10.357.724,94

29- Mejoramiento Pedag.de la Docencia en la Jornada Extendida-PRODYMESIII A 2.545.687,34

30- Descentralización de la Conducción de Esc. Secundarias-PRODYMESIII A                                                                                                                                     1.919.986,66

31- Obras Varias P.I.I.E 6.507.209,89

Sub total I 24.226.645,39

Credito externo Presupuestado

PAISS (BID-PBA) 190.201.100                   
Sub Total II 190.201.100                   

Cuenta de Terceros extrapresupuestario

PROMSE 5.287.346                                 

PROMER 730.017                                    

PROMEDU 19.945.965                               

Sub total III 25.963.328                               

Total I+II+III 350.720.140                             

Fuente: Contaduría General de la Provincia  
 

 
Other programs supporting schools with external financing 

 
PROMSE (Programa de Mejora del Sistema Educativo)  
This program, primarily financed by the IADB through the National Ministry of 
Education, is aimed at supporting provinces in the improvement of the quality, equity and 
efficiency of the education system and the formation and development of an active 
citizenship, contributing to the reduction of social inequality through an increase in 
schooling and special attention to the education needs of youth from sectors that are at 
highest social and educational risk. Activities center on schools at the secondary level, 
especially those that offer services to lower income households.  
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PAISS (Programa de Apoyo a la Inversión en los Sectores Sociales de la provincia 
de Buenos Aires)  
The PAISS is financed by an IADB loan with the Province of Buenos Aires, and is 
centered on:  

a. The extension of existing infrastructure for the initial level; and  
b. The provision of computer laboratories (and capacity building of teachers) 

to connect 4,500 primary schools to a network.  
 

PROMER (Programa de Mejoramiento de la Educación Rural)  
PROMER is financed in large part with funds from the IBRD through the National 
Ministry of Education. It seeks to promote the development of specific pedagogical 
proposals for rural areas that tend to have universal enrollment at the initial level, and to 
improve (promotion) at the primary level and the basic cycle of the secondary level. Its 
target is to support all rural schools. 

 
Other programs aimed at social inclusion  
Other programs that seek to guarantee the inclusion of disadvantaged children are:  

 
a. Integral Programs for Educational Equality (Programa Integral para la 

Igualdad Educativa, PIIE), financed with funds from the National Treasury. 
b. Program “All to School” (Programa Todos a la Escuela), financed jointly by 

UNICEF and the Province of Buenos Aires. 
c. National Program for Educational Inclusion (Programa Nacional de 

Inclusión Educativa), financed with federal funds.  
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