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ASSESSMENT OF TRANSPORT SECTOR AND TRADE FACILITATION   
 
 
A. Context  
 
1. Tajikistan has one of Central Asia's least-developed transport sectors and among the world's 
highest transport costs. Landlocked, with a relatively small population dispersed over a vast area, it 
must also overcome the obstacles posed by its difficult topography. Mountains cover more than 90% 
of the country’s territory. Roads have to cross mountain passes at altitudes of 3,000 meters and are 
subject to landslides and snow avalanches. The nearest seaport to the country’s capital and largest city, 
Dushanbe, is in Pakistan at Karachi, a distance of 1,600 kilometers (km). The next closest, at Bandar 
Abbas in Iran, is more than 1,800 km away. A vulnerability to natural disasters aggravates the overall 
challenge of efficient transport in Tajikistan.  
 
2. Tajikistan did not inherit an integrated transport network when it became independent in 
1991. Before then, when Tajikistan was a republic of the former Soviet Union (FSU), transport was 
viewed and treated primarily as part of the overall FSU system and was developed to connect the FSU’s 
republics with one another rather than to create functional internal networks within them. 
Independence also meant the emergence of new international borders in Central Asia over which road 
and rail links now cross. Barriers emerged between some new countries on trade that had once flowed 
freely between the FSU republics. Tajikistan, like other Central Asian countries, became dependent on 
the goodwill of its neighbors. 
 
3. The transport sector’s institutions prior to the break-up of the FSU were government-owned, 
vertically integrated monopolies. The government has been successful in tackling some of this legacy 
issue in its efforts to move from a centrally planned to a market economy. Institutions in the rail and 
road subsectors have shifted toward commercially oriented transport operations and functions that can 
be performed separately from these organizations’ core operations by the private sector. Nonetheless, 
the sector as a whole still suffers from weaknesses in institutions and policies. 
 
4. Modal split. The principal modes of transport are roads, railways, and civil aviation. Table 1 and 
Table 2 show the development of the modal split for freight and passengers. In both areas, road 
transport dominates. The share of the freight traffic moved by Tajikistan’s railways declined steadily 
from 24% in 2006 to 8% in 2011. Rail continued to play only a marginal role in the passenger traffic. 
During 2006-2011, the number of railway passengers fluctuated in the 600,000–800,000 per year 
range. 
 

Table 1: Modal Split in Tajikistan’s Freight Transport, 2006-2011 
(%) 

Mode 2006 2007 2008 2009 2010 2011 

Road 75.00 79.10 81.10 83.80 89.10 91.60 

Rail 24.00 21.00 19.00 16.00 11.00 8.00 

Air 0.10 0.08 0.07 0.07 0.07 0.08 

Total 100.00 100.00 100.00 100.00 100.00 100.00 
Note: Based in ton-kilometers. 
Source: Government of Tajikistan, Statistical Agency under the President of Tajikistan. 2013. Tajikistan in Figures. Dushanbe 

 
5. Roads. The 32,000 km total road network translates to a road density of only 0.22 km per 
square kilometer of land area. The network includes about 14,000 km of public roads, which are 
divided into republican roads (5,400 km) and local roads (8,600 km). The republican roads form the 
backbone of the network. The Ministry of Transport (MOT) has jurisdiction over all republican and most 
local roads. The total length of non-public roads, including industrial, agricultural, and private roads, is 
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about 18,000 km. About 70% of the republican roads are paved with either an asphalt-concrete or a 
double-bituminous surface.  
 

Table 2: Modal Split in Tajikistan’s Passenger Transport, 2006-2011 
(%) 

Mode 2006 2007 2008 2009 2010 2011 

Road 93.20 91.30 90.00 89.80 88.80 88.20 

Rail 0.40 0.40 0.40 0.30 0.20 0.20 

Air 6.40 8.40 9.60 9.90 11.00 11.60 

Total 100.00 100.00 100.00 100.00 100.00 100.00 
Note: Based on Passenger–Kilometers.  
Source: Government of Tajikistan, Statistical Agency under the President of Tajikistan. 2013. 
Tajikistan in Figures. Dushanbe. 

 
6. Railways. The railway system has three disparate lines that link together not within the country 
but in neighboring Uzbekistan. This is a legacy of the FSU’s Central Asian railway network. It is 
therefore not an integrated network within the country and dependent on the Uzbekistan railway 
system. In 2012, Tajikistan Railway carried about 9.7 million tons of freight and handled 96% of 
Tajikistan’s foreign trade.  
 
7. Aviation. Tajikistan has four major airports, located at Dushanbe, Khujand, Kulyab, and Kurgan 
Tyube. This may seem a large number for a small and poor country, but Tajikistan relies on airports for 
emergency communications and transport during the floods, landslides, avalanches, and earthquakes 
that tend to isolate its communities for long periods. It is regularly affected by such natural disasters 
due to its geography, topography, and climate. Until 2010, the Tajik Air State Unitary Aviation 
Enterprise, a vertically integrated state monopoly, provided all aviation services, including operations 
through Tajik Air, airport operations, air traffic control, and fleet maintenance and repair. In 2010, this 
monopoly was broken up, and the different service areas were unbundled. The privately owned Somoni 
Air has snapped up a large share of Tajik Air's former market. 
 
8. Regional connectivity. The transport links provided by its neighboring countries—Afghanistan, 
People’s Republic of China, Kyrgyz Republic, and Uzbekistan—are crucial for Tajikistan's economic 
development. While physical infrastructure has generally improved connectivity across the countries 
since independence, barriers to trade still exist, including border crossing processes that slow the speed 
of transport along key corridors by more than one-half. The three most time-consuming activities in 
road transport are escort and/or convoy, waiting time, and loading/unloading. Tajikistan’s trade 
competitiveness is impeded by the high cost of transport logistics. Of the 150 countries on the logistics 
performance index published by the World Bank, Tajikistan ranked 131th in 2010.1  
 
9. Development challenges. A variety of constraints and challenges hinder the development of 
Tajikistan’s transport sector and trade. They include the country’s landlocked geography; challenging 
terrain; a small population dispersed over the vast service area; frequent natural calamities; and a 
shortage of financial resources for maintaining the assets. A basic transport network is both an 
economic and a social need for any country. Tajikistan’s main challenge is to develop and maintain 
such a network in a cost-efficient way, which is difficult due to the country’s scarce financial resources 
and traffic volumes that are often too low to meet the viability criteria of conventional investment 
analysis. The key issues facing the sectors are the following:  
 

(i) Planning of roads. Road planning appears incoherent and random at times, creating a 
patchwork of many good sections of previously rehabilitated roads that alternate with 

                                                      
1  Tajikistan has 25 border crossing points: 17 on the border with Uzbekistan, 5 on the border with the Kyrgyz Republic, 2 on the 

border with Afghanistan, and 1 on the border with the People’s Republic of China.  
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bad ones. The better built road sections appear to of have been part of development 
partner projects that provided insufficient funds to cover the entire lengths of roads. 
Better planning that allocates funds to priority roads is therefore needed. If one loan or 
grant cannot fix the problems of the entire length of a road, a series of consecutive 
interventions should ensure that the benefits of a project are not reduced. 

(ii) Resource allocation. Table 3 shows the actual and projected development of financial 
resources during 2011–2015. Annual allocations have been declining and are likely to 
continue to do so during this period, with the overall drop expected to be 31% over the 
5 years. The share of these allocations in gross domestic product (GDP) is expected to 
drop from 3.3% in 2011 to only 1.3% in 2015. The share of spending on roads in the 
government’s overall expenditures is already about 65%, but the projected available 
resource envelop is small when compared with the requirements for new construction 
and rehabilitation in both the road and the rail sectors. This necessitates and urgent 
mobilization of additional resources, notably through an effective cost-recovery 
mechanism. 

(iii) Inclusive growth. More resources are needed not only for existing assets and key 
corridors, but also for balancing the development of key transport arteries with that of 
local roads, which are in a worse condition than the main network. Small communities 
near the main corridors too often do not adequately benefit from the principal arteries 
because they are bypassed. This can mean that building new corridors has actually 
widened the economic gap between the country’s cities and its provinces. Additional 
resources are essential to increase the opportunities for people living in remote towns 
and villages that have not shared in the benefits provided by past corridor 
improvements. Generating and using additional resources for this purpose would thus 
promote inclusive growth, which is at the heart of the government’s national 
development strategy.  

(iv) Cost recovery and road user charges. Revenues collected from road users are not 
earmarked for road maintenance. Based on information obtained from the MOT by the 
team of ADB’s Independent Evaluation Department undertaking the country assistance 
program evaluation (CAPE) for this report, the funds available to cover routine and 
emergency maintenance work in 2013 totaled about $11.5 million, or $823 per km. 
While maintenance allocations vary according to road types and axle loads, a significant 
variance in actual allocation from this average amount was unlikely, because the 
amount was allocated only to national roads that have been upgraded and tend to 
require moderate maintenance. In 2013, the MOT awarded a 3-year contract for 
performance-based maintenance (PBM). It also covered routine and emergency 
maintenance, but was priced at $2,955 per km per year. Being market-determined, this 
is a more realistic indicator than the government’s budget allocation of the actual 
resource requirements for adequate maintenance. Given the size of the network and 
the backlog in periodic maintenance, the current level of maintenance funding is 
grossly inadequate to sustain functional road conditions. In addition, the structure of 
revenues raised from road users does not reflect the wear and tear caused by the 
various types of motor vehicles—and thus the cost of repair. The government needs to 
increase revenues from road users. 

(v) Road maintenance. Tajikistan’s road maintenance regime no longer meets the needs of 
the network. Not only have traffic volumes increased dramatically, but the traffic loads 
now also exceed those for which the roads were designed. The backlog of deferred 
repair and rehabilitation work is therefore constantly growing. In addition, the MOT 
now lacks sufficient manpower and skills to effectively carry out the two condition 
surveys per year considered necessary. All this makes the government keen to apply 
fresh concepts and new approaches to road maintenance, such as PBM. The MOT is 
pilot-testing PBM, but given its costs compared with available resources, it is not likely 
that all roads can be maintained under such contracts. Tajikistan’s large road network 
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is the country’s most valuable public asset, and adoption of a road asset management 
system would be beneficial.2 Such a system would bring about major changes in the 
way roads are planned, maintained, and financed. It would also provide a more 
systematic approach to planning and prioritizing road maintenance and development 
interventions.  

(vi) Trade logistics. Tajikistan’s foreign trade in 2013 totaled about $5 billion, only 30% of 
which was in exports. The country’s trade with other Central Asian countries accounts 
for a paltry 1% of the total. Its trade competitiveness is impeded by high cost of 
transport. International container traffic is small and not growing. This is partly due to 
a lack of conventions on the use of foreign containers, coupled with the country’s 
poorly equipped freight terminals. Other reasons include the lack of backhauls—
containers must often return empty, incurring a high cost and earning no revenue. In 
addition, high-value shipments that would command containers make up only a small 
share of the country’s freight traffic. Because of these constraints on containerization, 
multimodal transport—transport using more than one transport mode but covered by 
a single shipping document—is also rare. There is a need to reduce trade transaction 
costs and improve its transport logistics by removing non-tariff barriers to regional 
trade and cooperation and building efficient, integrated transport systems.  

 
Table 3: Tajikistan Government Expenditures on Transport, 2011–2015 

($ million) 
Expenditures 2011 2012 2013 2014 2015 
Recurrent expenditures 19.6 26.5 30.4 33.5 36.0 
Capital expenditures 186.7 177.0 205.2 161.2 107.1 
Total expenditures 206.3 203.5 235.6 194.7 143.1 
Transport expenditure as % of 

gross domestic product 
3.3 2.8 2.8 1.9 1.3 

Source: Government of Tajikistan, Ministry of Finance. 
 

B. Government Priorities, Policy, and Plans 
 

10. The government’s long-term strategy for transport is defined in its national development 
strategy for the sector for 2011–2025.3 The strategy’s overriding aims are to (i) provide infrastructure 
that can minimize total transport costs; (ii) develop selected transport modes, with a view to enhancing 
their efficiency; (iii) exploit the transit potential of the country and develop Tajikistan as a tourism 
attraction; and (iv) strengthen the competitiveness of internal and international transport services.  
 
11. The strategy envisages an ambitious investment program of $9.3 billion over the 15-year 
period. Investments in the railway subsector are projected to account for 63% of the total (Table 4). 
However, the program appears unrealistic when it is measured against Tajikistan’s current GDP and the 
country’s investment ratio. The required investments per year of about $623 million would be triple the 
investment in 2013 and would also exceed 22% of the current GDP. This is about as high as the current 
ratio to GDP of the overall country investment. Among the more ambitious projects is a proposal for 
the construction of a railway line connecting Vahdat, east of Dushanbe, and Karamyk on the border 
with the Kyrgyz Republic. The projected cost of $1.5 billion is equivalent to 16% of the entire program 
budget.  
 
  

                                                      
2  Such as system would have several advantages. It would place claims on financial resources through a more objective process 

and on a more verifiable basis than now exist. It would balance the need for new construction with the need for asset 
preservation. It would also provide a mechanism through which the MOT could be held accountable to stakeholders. 

3  Government of Tajikistan. 2011. National Target Development Strategy for the Transport Sector of the Republic of Tajikistan to 
the Year 2025. Dushanbe 
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Table 4: Proposed Transport Investments in Tajikistan, 2011–2025 

Subsector 
Amount 

($ million) 
Share of Total 

(%) 
Public transport 78.6 0.8 
Railways 5,892.1 63.0 
Civil aviation 243.0 2.6 
Road construction 2,333.9 25.0 
Road rehabilitation 803.9 8.6 
Total 9,351.5 100.0 

Source: Government of Tajikistan. 2011. National Target Development Strategy for the Transport Sector of 
the Republic of Tajikistan to the Year 2025. Dushanbe. 

 
C. ADB’s Sector Support Programs 
 
12. Economic report and interim operational strategy, 1998. ADB adopted the economic report and 
interim operational strategy (ERIOS) for Tajikistan in 1998 to facilitate the country’s transition to a 
market economy and assist in post-conflict rehabilitation and reconstruction efforts. Support was also 
to be provided for natural disaster rehabilitation. In the transport sector, ERIOS aimed to help the 
government make sector reforms to remove policy and institutional impediments. ADB’s program loan 
and technical assistance for the Post-conflict Infrastructure Program in 1998 was ADB’s first 
intervention in Tajikistan and was aligned with the ERIOS.4 
 
13. Country strategy and program, 2004–2008. The country strategy and program for 2004–2008 
pursued the goal of advancing rural development through capacity building that focused on policy 
implementation and private sector promotion. Infrastructure facilities were to be improved or 
rehabilitated under the strategy, and regional cooperation was to be strengthened by improving 
customs services and domestic and cross-border transport links. The envisaged national road 
rehabilitation and feeder road projects were to be aligned with the regional road framework designed 
under the Central Asia Regional Economic Cooperation (CAREC) Program. 
 
14. Country partnership strategy, 2010–2014. ADB’s 2010–2014 country partnership strategy (CPS) 
for the country aimed to increase Tajikistan’s energy generation and improve the quality of internal and 
external transport. The specific transport sector goals under the CPS were 
 

(i) to facilitate intra- and inter-regional connectivity and trade, consistent with CAREC 
initiatives;  

(ii) undertake road network improvement, including support for policy reforms; 
(iii) strengthen maintenance and asset management; and  
(iv) develop cross-border transit arrangements, dovetailed with CAREC trade facilitation 

initiatives. 
 

15. Regional transport. The CAREC transport sector strategy for 2008–2018, which was prepared 
with ADB assistance and endorsed during a CAREC ministerial meeting on 3 November 2007, had three 
overarching goals: (i) establishing competitive transport corridors across the CAREC region; (ii) 
facilitating efficient movement of people and goods across borders; and (iii) developing safe, people-
friendly, environmentally friendly transport systems. The strategy also identified six strategic corridors in 
the region that were to be fully completed by 2018. The designated corridors reflected current and 
potential trade flow patterns. The selection process required that to be eligible a corridor must link at 
least two CAREC countries and meet criteria in five areas: (i) current traffic volume; (ii) prospects for 
economic and traffic growth; (iii) ability to increase connectivity between regional economic and 
population centers; (iv) prospects for mitigating delays and other hindrances, such as the number of 

                                                      
4  ADB. 1998. Report and Recommendation of the President to the Board of Directors: Post-Conflict Infrastructure Program. 

Manila. 
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cross-border points and number of railway gauge changes; and (v) the prospects for the economic and 
financial sustainability of the infrastructure, management, and technology improvements. 
 
16. Development partner coordination. Coordination between ADB and Tajikistan’s other 
development partners is based on a joint country partnership strategy for 2010–2012. This strategy is 
consistent with ADB’s CPS of 2010–2014. ADB has been the largest development partner in the 
transport sector and leads the coordination effort. Other development partners active in transport 
include the European Bank for Reconstruction and Development (EBRD), the Islamic Development Bank 
(IsDB), the Kuwait Fund, the OPEC Fund, and the Saudi Fund, in addition to bilateral donors such as the 
People’s Republic of China. The CAREC program has a committee to coordinate development partner 
efforts in regional transport. The government’s strategic planning in the transport sector is based on a 
transport sector master plan for 2008–2025 that was prepared with ADB support. It also provides a 
framework for coordination between the development partners under their joint strategy.  
 
17. Portfolio. During the 1998–2013 CAPE period, ADB approved 12 loan and grant interventions in 
the transport sector, including a policy-based program loan. The value of these operations was 
equivalent to $374.7 million. The principal focus of ADB transport strategies in the CAPE years was on 
roads, particularly CAREC corridors. The railway subsector was not considered a priority, largely due to 
the facts that the task of restoring the serviceability of the country’s roads was so massive and, while 
the Tajikistan Railway was dwindling in significance, railway projects involve major costs. ADB provided 
project preparatory technical assistance (TA) for a regional railway improvement project, but this did 
not lead to an investment.5 Support for subregional cooperation and cross-border agreements were a 
consistent part of ADB’s strategies during the CAPE period, consistent with its support for CAREC and 
the program’s strategy. Table 5 details ADB’s loan and grant portfolio in the transport sector. 
 

Table 5: ADB Transport Sector Loans and Grants to Tajikistan, 1998–2013 
Loan/Grant 
No. Project 

Amount  
($ million) 

Date 
Approved 

Closing 
Date 

PCR 
Rating 

PPER 
Rating 

51 Postconflict Infrastructure 
Program 

ADF 10.0 10 Dec 98 
22 Dec 00 

S LS 

1819 Road Rehabilitation ADF 20.0 10 Dec 00 21 Mar 07 GS S 

2062 Dushanbe–Kyrgyz Border Road 
Rehabilitation Project (Phase I) ADF 15.0 18 Dec 03 21 Apr 09 HS S 

9078 
Community-Based Rural Road 
Maintenance JFPR 1.8 04 Nov 05 30 Apr 10   

23 
Dushanbe–Kyrgyz Border Road 
Rehabilitation Phase II—HIV/AIDS 
and Migration 

ADF 0.5 17 Nov 05 19 Jan 10 
  

2196 Dushanbe–Kyrgyz Border Road 
Rehabilitation Phase II 

ADF 29.5 17 Nov 05 16 Nov 10 S 
 

154 
Dushanbe–Kyrgyz Border Road 
Rehabilitation Phase II 
(Supplementary) 

ADF 20.0 07 Aug 09 28 Feb 13   

9111 
Sustainable Access for Rural 
Isolated Communities JFPR 2.0 23 Oct 07 16 Sep 10   

2359 
CAREC Regional Road Corridor 
Improvement Project (Kyrgyz 
Republic and Tajikistan) 

ADF 40.9 24 Oct 07 30 Sep 13 
  

85 
CAREC Regional Road Corridor 
Improvement Project (Kyrgyz 
Republic and Tajikistan) 

ADF 12.5 24 Oct 07 30 Sep 13   

245 
CAREC Corridor 3 (Dushanbe–
Uzbekistan Border) Improvement  ADF 120.0 18 Jan 11 31 Jul 15 

  

                                                      
5 ADB. 2000. Technical Assistance to Tajikistan for Regional Railway Improvement. Manila. 
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Loan/Grant 
No. Project 

Amount  
($ million) 

Date 
Approved 

Closing 
Date 

PCR 
Rating 

PPER 
Rating 

301 
CAREC Corridor 6 (Ayni–
Uzbekistan Border Road) 
Improvement  

ADF 100.0 11 Sep 12 30 Sep 16 
  

9171 Improved Maternal and Child 
Health Through Connectivity JFPR 2.5 07 Mar 13 31 Mar 16   

   Total    374.7         
ADB = Asian Development Bank, ADF = Asian Development Fund, CAREC = Central Asia Regional Economic Cooperation, JFPR = 
Japan Fund for Poverty Reduction, PCR = project completion report, PPER = project/program performance evaluation report. 
Sources: ADB loan, technical assistance, and equity approvals database; ADB Independent Evaluation Department. 
 
18. ADB’s technical assistance during the CAPE period totaled $7.9 million. The focus was on the 
preparation of investments,6 institutional and policy support, and capacity building and institutional 
strengthening for customs modernization. The main objectives of the TA projects for institutional and 
policy support were to design and implement market-oriented reforms and help the government 
develop basic institutional capacity for transport planning and project design and management. 
Commercialization of transport operations was another objective. The TA operations achieved their 
expected institutional goals, but progress on policy reforms has been slow. No progress has been made 
on the introduction of cost-recovery methods to strengthen financing of road maintenance. Table 6 
details ADB’s TA program during the CAPE years. 
 

Table 6: ADB Technical Assistance to Tajikistan in the Transport Sector, 1998–2013 

TA No. Technical Assistance 
TA 

Type 
TASF 

($‘000) 
JSF 

($‘000) 

Other 
Sources 
($‘000) 

Total 
Amount 
($‘000) 

Date 
Approved 

Closing 
Date 

TCR 
Rating 

3114 Institutional Strengthening of 
Transport and Energy Sector AD  1,500  1,500 10 Dec 98 10 Feb 01 S 

3168 Road Rehabilitation PP  840  840 01 Mar 99 31 Dec 04  
3602 

Institutional and Policy Support 
in Road Sector  AD  500  500 20 Dec 00 28 Feb 06 S 

3494 Regional Railway Improvement PP 150 -  150 05 Sep 00 31 Aug 01  
3738 Second Road Rehabilitation PP  600  600 11 Oct 01 31 May 03  
4294 

Strengthening Implementation 
of Road Maintenance AD 600 -  600 18 Dec 03 20 Jun 08 S 

4382 Dushanbe–Kyrgyz Border Road 
Rehabilitation (Phase II) 

PP 
 

500 
 

500 31 Aug 04 20 Feb 06 
 

4784 Dushanbe–Kyrgyz Border Road 
Rehabilitation (Phase III) 

PP 
 

650 
 

650 10 May 06 16 Jul 08 
 

4926 Transport Sector Master Plan AD 
 

600 
 

600 04 Apr 07 31 Dec 08 PS 

7080 
CAREC Transport Corridor III 
(Dushanbe–Uzbekistan Border 
Road) 

PP  - 650  650 14 May 08 30 Jun 10  

8052 Roads Improvement PP 800 -  800 08 Feb 12 31 May 13  
8373 CAREC Corridors 3 and 5 

Enhancement PP 500 -  500 29 May 13 01 Jun 14  
   Total    2,050 5,190 650 7,890      

AD = advisory, ADB = Asian Development Bank, CD = capacity development, JSF = Japan Special Fund, PA = policy and 
advisory, PP = project preparatory, PS = partly successful, TA = technical assistance, TASF = Technical Assistance Special Fund, 
TCR = technical assistance completion report. 
Sources: ADB loan, TA, and equity approvals database; ADB Independent Evaluation Department. 
  

                                                      
6  Eight of the 12 TA projects were project preparatory TA projects. 
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D. Evaluation of ADB’s Support 
 
19. Strategic positioning. The strategic positioning of ADB’s transport sector program is rated 
highly satisfactory. ADB concentrated on major road corridors of regional significance and has been the 
lead development partner in this area. Coupled with its initiatives for policy and institutional reforms, 
the size of ADB’s operational program in the transport sector have provided it with leverage to 
influence government sector strategies, policies, and plans. ADB’s lead role as a manager of the CAREC 
transport program also contributed to its strategic position among other partners and stakeholders. 
ADB TA has been important in deciding the direction and the improving the performance of the entire 
transport sector. ADB operations were mainly confined to road transport and coupled with trade 
facilitation. The scope for ADB involvement in the railway sector was limited during the CAPE period.  
 
20. Relevance. ADB’s transport program is rated relevant. It mirrored the government’s strategic 
priorities. The guiding principles or key support areas reflected in almost all ADB’s transport projects 
and TA operations included transition to a market economy, inclusive growth, environmentally 
sustainable growth, and regional integration. Viewed against the country’s key constraints and 
historical development, these principles were valid and largely remain so today. Based on these 
constraints and the country’s stage of development, the government‘s transport sector policy 
statement in 1998 aimed to develop the sector based on market-oriented reforms and restructuring to 
improve efficiency.  
 

On the negative side, the relevance of ADB’s program was affected by issues that impacted 
several projects. These related to ownership and project design. For example, ADB’s Post-Conflict 
Infrastructure Program lacked ownership by line agencies. There were not enough consultations by ADB 
on the required reforms and line agencies were generally unaware of sector policy statements that 
were adopted to meet first tranche release conditions. The underlying assumption of the program 
design—that policy reforms were a requisite for mobilizing investments in infrastructure—was correct. 
However, when delays in reform areas occurred, this approach hampered anticipated investments to 
expedite economic recovery after the country’s armed civil conflict. Meanwhile, the project design of 
the Community-Based Road Rehabilitation Project did not reflect the implementation challenges of 
overseeing more than 100 project sites and small contracts. It could have been better monitored if 
administration guidance had been provided and readily accessible on site. ADB interventions in trade 
and customs remain relevant, because they supported the government’s priority of integrating 
Tajikistan into the global economy and the regional sphere by providing improved customs services, as 
well as increasing government revenues from collection of custom duties.  
 
21. The CAREC program’s aims to improve regional connectivity, cut transport costs, and increase 
competitiveness were key drivers of ADB transport operations during the CAPE period. Tajikistan is one 
of the main transit countries within the CAREC region, with four CAREC corridors crossing its territory. 
The design of ADB projects addressed physical, institutional, and policy constraints affecting the 
corridors. The strategies in the transport sector were also in line with the broad principles of ADB’s 
Strategy 2020. Examples of this were privatization efforts under almost all the strategies and projects 
that aimed to foster public–private partnerships in the later strategies and programs.  
 
22. Effectiveness. The program is rated effective. ADB began operations in Tajikistan in 1998, when 
the country’s transition from central planning to a market economy was underway. ADB has supported 
this process by helping establish the MOT and pass pertinent legislation. The physical targets of the 
road projects were achieved. ADB initiatives under CAREC's trade facilitation program have achieved 
substantial progress in a number of reform areas, including agreements on bilateral customs 
cooperation, customs modernization and customs infrastructure development, reengineering of 
customs business processes, development of further customs modernization plans, and revision of 
customs codes. Projects and TA were effective due to government ownership, simple project designs, 
and the focus in the TA projects on narrow, well-defined reform areas and government responsibilities. 
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(i) Intermediate and institutional outcomes. Based on the outputs delivered, the outcomes 

of ADB’s transport program during the CAPE period, mostly in the form of reduced 
road travel times and few road accidents and improved efficiency and transparency of 
customs services, have likely been achieved or are likely achievable. Despite the more 
efficient and transparent customs services that have been provided with ADB support, 
however, frictionless cross-border traffic may not be occur for some time. This outcome 
requires more regional cooperation and goodwill between neighboring countries than 
has been possible to date. The lack of cooperation constitutes a risk to ADB’s CAREC 
Trade Facilitation Program. However, ADB’s role as a project implementer has had a 
significant demonstration effect on the countries concerned by keeping the program 
dynamic and alive. ADB has chosen to provide corridor infrastructure in parallel with 
measures to reach cross-border agreements and trade facilitation. In the absence of a 
blueprint for a rational sequencing of such complementary measures, ADB’s approach 
is considered effective, even if diplomatic conflicts continue to affect trade flows across 
on some of CAREC borders. 

(ii) Socioeconomic development. The program had a large impact on socioeconomic 
development in the project areas, thereby achieving the major goal of more inclusive 
growth. Monitoring surveys show that traffic on the project roads increased 
substantially. Car ownership and transport services have grown rapidly. More 
households were able to sell their products in marketplaces. Many centers and small 
villages now have a weekly market. Due to road improvements, local residents traveled 
further to markets to sell their products at higher prices. New roadside businesses were 
opened in the project areas. 

(iii) Maintenance still a problem. ADB advisory TA for strengthening implementation of 
road maintenance only partly achieved its intended purpose. The same applies to the 
TA for institutional strengthening in the transport and energy sectors that was provided 
in connection with the policy loan for the Postconflict Infrastructure Program. A more 
efficient and better defined framework for financing and managing maintenance is still 
being awaited. The TA project’s training and computer facilities laid the ground for the 
development of a highway information system, but did not achieve their longer-term 
purpose, since the MOT still applies the maintenance standards of the FSU. 

 
23. Efficiency. The transport program is rated efficient, with benefits realized from road projects, 
and achieved disbursement targets. The delegation of projects to the resident mission solved some 
initial problems in project administration.  
 

(i) Economic internal rates of return. All four completed projects were assumed viable at 
appraisal, and the reevaluations for their completion reports confirmed their robust 
viability. The ongoing projects may prove to be exceptions, however. Traffic forecasts 
for ongoing projects appear optimistic, and the design of the last section of the 
Regional Road Corridor Improvement Project was weak.7  

(ii) Portfolio performance. The program’s implementation was excellent. Most projects met 
or are likely to meet their implementation targets within budget and on schedule. All 
ongoing projects are on track to meet their performance indicators. Efficiency gains 
have also been achieved through the use of the design–build modality for most of the 
road projects. These contracts combine the engineering and construction task in a 
single procurement process, which saves time. The design-build approach was adopted 

                                                      
7   The design did not provide a proper wearing course. Even at the design stage, existing traffic volumes and loads would have 

required a wearing course. This deficiency has necessitated reconstruction and the addition of a wearing course. The economic 
evaluation should have factored in the extra work needed for this. It should also be noted that deferring the construction of 
the wearing course is not only costly due to the damage inflicted on the base course, but also due to the need to mobilize a 
road contractor twice. 
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after establishing that the projects were simple and the client had sufficient 
understanding of the key design features and the quantities involved.  

(iii) ADB's bureaucratic processes. Projects were administered and supervised from ADB 
headquarters until administration was transferred to the Tajikistan Resident Mission. 
ADB conducted review missions during implementation. The role performed by the 
review missions in providing advice on technical issues, the preparation and evaluation 
of bid documents, and loan administration is appreciated by the MOT.8  

 
24. Sustainability. The sustainability of ADB’s transport sector program is rated less likely, with 
contributing factors such as inadequacy of funds for maintenance and the poor policy environment. 
 

(i) Inadequate maintenance. The government has allotted and continues to allot 
insufficient financial resources to maintain many of the assets of ADB’s transport 
investments properly. Cost recovery through road-user charges is inadequate and 
remains the key issue. The use of maintenance resources is poorly planned, although 
the government is considering introduction of a road asset management system. The 
customs posts constructed and rehabilitated with ADB assistance will require additional 
funding for future maintenance, although the government’s customs service has made 
adequate provisions for maintenance in its annual budget so far. It plans to outsource 
system maintenance and upgrades, because it does not yet have the needed in-house 
capacity. A budget increase will be needed to meet the high cost of the system’s 
operation and maintenance.  

(ii) Poor policy environment. Current policies are not conducive to ensuring sustainability. 
Policy issues affecting sustainability are asset preservation in conjunction with 
overloading of trucks as well as cost recovery related to all road categories. Truck 
overloading is common on major corridors and a reason for premature road 
deterioration. The MOT is aware of the problem and has started to install weighbridges 
and to penalize overloading. All projects have demonstrated strong government 
commitment to implementing reforms and carrying out capacity building and 
organizational changes. The organizational capabilities for doing this are adequate. 

 
25. Development impacts. The development impacts of ADB’s program during the CAPE period are 
rated satisfactory. The transport sector operations made a number of significant socioeconomic 
impacts, as discussed below. ADB support has achieved most of the indicators set in 2010-2014 CPS 
and the 2012 COBP.  

 
26. While not all ADB projects have explicitly pursued post-conflict recovery as a development 
result, most projects have indirectly contributed to the recovery. The civil conflict in Tajikistan that 
lasted from 1994 to 1997 had damaged transport infrastructure directly and contributed to its 
deterioration by preventing regular maintenance. All ADB’s road projects have helped significantly 
reduce the maintenance backlog of roads that could not be properly maintained during these years.  
 
27. Under special components of the CAREC corridor projects, village access roads, sidewalks, 
footpaths, and bridges were improved or constructed. Almost all ADB projects included gender and 
community development components to enrich the livelihood of border communities. Direct financial 
and capacity development support was provided to women entrepreneurs, with a view to encouraging 
cross-border trading. 
 
28. Projects have reduced the poverty incidence and improved small business development in 
isolated villages. Surveys conducted by the CAPE mission confirmed the substantial impact ADB projects 

                                                      
8  A notable exception was inadequate cooperation between ADB and the project management unit in the Regional Customs 

Modernization and Infrastructure Development Project. More project review missions would have familiarized the client with 
ADB procedures, which could have prevented some delays. 
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have had on the livelihoods of local residents—e.g., by providing them with better access to markets, 
social service facilities, amenities, and business and employment opportunities. ADB’s Sustainable 
Access for Isolated Rural Communities Project completed in 2010 resulted in a 45% increase in the 
incomes of small entrepreneurs due to improved roads and the construction of a bridge. The impact of 
the project is described in the box. 
 

 
 
29. HIV/AIDS and migration has been a pervasive theme in almost all ADB road corridor projects. As 
stipulated in the design and monitoring frameworks, national and district health professionals were 
trained, and these trained professionals have in turn provided training to non-specialists, multiplying 
the impact of the ADB projects. The projects have enabled HIV/AIDS centers to provide better testing 
and treatment to residents and construction workers in the project area. The centers have continued 
information and education campaigns even after project completion with the support of their trained 
staff. The equipment installed has been fully utilized. The number of consultations and tests taken in 
the HIV/AIDS centers has been increasing in all three districts that were covered by the ADB projects. 
 
30. ADB’s project to rehabilitate the road between Dushanbe and the border with the Kyrgyz 
Republic will give beneficiaries along the corridor better access to economic opportunities. The 
expenditure to facilitate road rehabilitation efforts has likewise been increased proportionally to that of 
the national budget. ADB affirmed that the project had decrease travel on the route from 13 hours to 
7, which will also reduce fuel and other travel costs, as well as the income opportunity costs of former 
delays on the corridor. On one hand, the community based maintenance approach was less successful 
in integrating rural road maintenance, attributed to the implementation challenges inherent in carrying 
out a project over a wide target of beneficiaries.  

Results of Social Survey 
 

The Tajikistan country program assistance program (CAPE) conducted by the Independent Evaluation 
Department of the Asian Development Bank conducted a survey in 2013 of a sample of the people living in the 
area affected by ADB’s Sustainable Access for Rural Isolated Communities. The project, completed in 2010, 
benefitted people living in the villages of Khijborak, Kala, Zarangak, Yakhabi Chukurak , which are located in the 
Khijborak Jamoat (“village”) of the Rasht Valley, where ADB rehabilitated a bridge on a road that connected 
isolated communities in the village  with other  villages in the valley, and to the road between Dushanbe and 
the border with the Kyrgyz Republic. This road is part of Corridor 5 of the Central Asia Regional Economic 
Program. The survey examined the socioeconomic impact of the bridge rehabilitation.  

Respondents in the four villages reported a general reduction in travel time and cost due to the bridge works. 
They reported an average reduction of 87% in time and 75% in cost for travel to Garm, the nearest town of. 
About 80% of respondents said that now they use motorized vehicles when using the route. Five respondents 
who have motor vehicles confirmed a reduction in vehicle operating cost because of the new bridge. 

The survey also found that respondents believed that security and access to primary schools had improved and a 
taxi service had begun. While access to a major hospital is still difficult, the respondents reported that there are 
functioning health posts in the nearby village center, which can provide preliminary and basic health care to the 
people. 

About 80% of the respondents indicated that their income had increased, owing to the new bridge. Local 
farmers and businesses had easier access to Friday markets, where they can get better prices for their cattle. 
They also have better access to the main road and therefore to regional markets and Dushanbe. The 
respondents said that sales of assets and the trading and ownership of shops had also increased during the last 
5 years. They said traveling traders came to their villages now, and more products were available in the local 
shops. 

The respondents indicated that access to clean water has now become their first priority. The availability of 
clean water had declined because of an increase in the number households that had been triggered by the 
improved living conditions in the project-affected surveyed villages. These improvements had apparently led to a 
reduction in outmigration and an increased inflows of new residents.  
 
Source: Asian Development Bank Independent Evaluation Department, survey conducted in July 2013. 
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31. Overall assessment. The overall performance of transport sector portfolio of loan and grant 
projects and TA operations is rated successful. ADB intervention is assessed highly satisfactory in 
strategic positioning, relevant, efficient, effective, less likely sustainable and satisfactory in impact. 
Table 7 shows the consolidated ratings. 
 

Table 7: Overall Rating of Transport Sector Performance 

Rating Criteria Criteria Weight Assessment Score Weighted Average Score 
Strategic Positioning 0.1 Highly satisfactory 3 0.3 
Relevance 0.1 Relevant 2 0.2 
Efficiency 0.2 Efficient 2 0.4 
Effectiveness 0.2 Effective 2 0.4 
Sustainability 0.2 Less likely  1 0.2 
Impact 0.2 Satisfactory 2 0.4 
Overall assessment 1.0 Successful  1.9 

Note: Overall rating: highly successful/satisfactory= 2.7–3.0; successful = 1.6–2.6; less than successful= 0.8–1.5; unsuccessful = 
0.0–0.7. 
Source: Asian Development Bank Independent Evaluation Department. 

 
E. Other Evaluation 
 
32. ADB performance. The performance of ADB is rated satisfactory. ADB’s program during the 
CAPE period in the transport sector reflected sound project quality-at-entry. The consistently positive 
achievement of portfolio indicators is a testimony to this assessment. Project designs were simple, yet 
consistent with the strategic priorities, and have facilitated smooth project implementation. Investment 
projects were suitably supported by policy dialogue and capacity building measures. ADB ensured 
government ownership of its projects, which has ensured that most of the reforms have taken root. 
During implementation, ADB conducted an adequate number of review missions. The role performed 
by the ADB missions and Tajikistan Resident Mission in providing advice on technical issues, the 
preparation and evaluation of bid documents, and loan administration is appreciated by the MOT.  
 
33. ADB has been the premier donor in the transport sector and has cofinanced several loan 
projects with other international finance institutions. Likewise, ADB’s interventions for policy reform 
and capacity building were well coordinated with and supported by other donors.  
 
34. Borrower performance. The borrower’s performance is rated satisfactory. This assessment is 
applicable to the two executing agencies responsible for project implementation in the transport 
sector, namely, the MOT and the Customs Services. Both executing agencies have demonstrated firm 
ownership of the projects and associated TA and have complied with loan covenants and the 
obligations of ADB’s safeguard policies. Counterpart staff and funding have been provided in a timely 
manner. 
 
F. Conclusion: Key Findings, Lessons, and Suggestions 
 
35. Key findings. Tajikistan’s geography, small and dispersed population, frequent calamities, and 
very limited financial resources combine to render service delivery an arduous task. Being landlocked, 
Tajikistan’s external trade depends on the transport links provided by its neighboring countries. Major 
nontariff barriers to efficient cross-border traffic and trade are contributing to the country’s high trade 
transaction costs. Reducing them will require the cooperation of neighboring countries and sustained 
efforts of the CAREC program. 
 
36. Mobilizing financial resources is urgent to meet maintenance needs. It is also essential for 
balancing the development of transport arteries with the improvement of local feeder roads. Mobilizing 
additional resources is indispensable for increasing economic opportunities for the people living in the 
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remote towns and villages that have not shared in the benefits of past corridor improvements. Making 
additional resources available will balance the choice between a less equitable growth strategy and 
achieving inclusive growth. 
 
37. The government’s and ADB’s strategies have been responsive to these challenges. Because of 
this, the evaluation rated the performance of ADB’s transport sector program, which included 10 grant 
projects and 4 TA operations, successful. Detailed findings are the following: 

 
(i) The strategic positioning of the evaluated ADB program is rated highly satisfactory. The 

strategies in the transport sector and the supporting projects and TA were in line with 
the principles of ADB’s Strategy 2020. 

(ii) ADB intervention is rated relevant. The guiding principles and key support areas in 
almost all ADB projects and TA operations included transition to a market economy, 
inclusive growth, environmentally sustainable growth, and regional integration.  

(iii) The program of ADB is rated effective in achieving outputs and project-level as well as 
sector-level outcomes. The expected outputs of the program were largely achieved. This 
applies to both physical outputs and institutional outputs. The program had a large 
impact on socioeconomic development in the project areas, thus achieving the major 
goal of stronger inclusive growth. 

(iv) The ADB’s transport is rated efficient. Low traffic in two projects and an inefficient 
engineering design in one have prevented a better assessment. The implementation 
performance of the transport portfolio was excellent.  

(v) ADB’s transport sector program sustainability is assessed less likely. Road works remain 
severely underfunded, although financial allocations have grown from 2009. However, 
the maintenance regime does not ensure that scarce resources are allocated on a 
rational basis.  

(vi) The ADB program has achieved substantial impacts. Institutions and the legal 
framework were reformed. The contribution to inclusive growth and socioeconomic 
benefits is reflected in the better connectivity for remote project communities and 
improvements in the livelihoods of women. While more needs to be done, the impact 
on regional cooperation is demonstrated by improved governance and institutional 
capacity, as well as more operational efficiency in the customs service. 

(vii) ADB and borrower performance have been assessed satisfactory. ADB’s emphasis on 
sound project quality-at-entry has contributed to this result. Project designs were 
simple but consistent with the strategic priorities and have facilitated project 
implementation. The positive portfolio indicators of the portfolio are attributable to 
both ADB’s and the borrower’s roles in project supervision and to the effective 
cooperation between the partners. 

 
38. Lessons. The performance of ADB’s transport sector portfolio in Tajikistan provides the 
following lessons: 
 

(i) Systematically complementing large transport infrastructure components with access 
provided to economic opportunities and social services could improve livelihood in 
remote communities. 

(ii) Adoption of simple project designs is needed, particularly in countries that have gone 
through a process of major transition and/or recovery from conflict.  

(iii) Reform efforts are best achieved when focused and have well-defined area and 
government responsibility. 

(iv) Achievement of efficiency gains can be achieved through the adoption of the design–
build concept; if a project has a design simple enough to permit this. Design–build 
cannot be used across the board in ADB projects, because it often leads to unforeseen 
risks and extra costs in complex undertakings.  
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(v) Coherence of the intervention in the country could be done through selection of 
contiguous road sections for improvement and rehabilitation under one project. If 
funds cannot improve the entire road length, successive projects could be pipelined.  

 
39. Suggestions. Based on the lessons in para. 38, this evaluation report has four suggestions. They 
related to (i) the introduction of an asset management system; (ii) a change to an appropriate system 
of road user charges; (iii) better planning and scheduling of funds for road projects; and  
(iv) integration of local communities in the planning and implementation of road corridor projects.  
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1. Road Asset Management System 
 
40. It is suggested that to accelerate the introduction of a road asset management system (RAMS). 
RAMS is often used to describe almost any activity dealing with road maintenance planning and 
funding, but it means different things to different people, which has often led to unrealistic 
expectations about its scope and required implementation time. A RAMS in the well-defined form that 
is practiced internationally is the systematic process of maintaining, upgrading, and operating assets; 
combining engineering principles with sound business standards and economic rationale; and 
providing the tools to facilitate an organized and flexible approach to allocating resources necessary to 
achieve the public's expectations. 
 
41. Road infrastructure is vital to economic development of any country. Despite this, management 
of road assets is not receiving adequate attention in Tajikistan. Resources are limited in terms of staff, 
skill, and fund. Deficiencies are mounting as a result. In Tajikistan, the relatively high expenditure for 
construction vis-a-vis low maintenance expenditures seems to show that routine maintenance is being 
deferred and, instead, construction is used to reduce the backlog in deferred maintenance. This is a 
highly inefficient use of resources. In response to these challenges, government authorities have 
introduced the asset management concept as a structured approach to delivering better outcomes to 
customers. Table 8 displays key components of a RAMS. Designing such a RAMS requires designing a 
database, collecting the necessary data, defining adequate service levels, interacting with stakeholders, 
valuating assets, and testing and calibrating a decision model. These are all time-consuming activities 
and merit development partner support over a long period. It is estimated that implementation of the 
RAMS concept would take at least 4 years, provided that efforts in capacity building can be sustained. 
 

Table 8: Key Components of a Road Asset Management System 

Components Description 
Strategic Approach Have a systematic process that takes a long-term view on road development and 

management 
Whole of Life Concept Consider the whole-life or life-cycle of an asset 
Optimization Maximize benefits by considering relevant options and by balancing competing 

demands 
Understand the rate of asset deterioration and when to intervene. Addressing the 
variation in maintenance standards and their optimization 

Resource Allocation Develop funding models to optimize road user costs 
Allocate resources based on assessed needs 

Customer Focus and 
Accountability 

Consider customer expectations through defined levels of service 

Scope Include a highway network comprising all assets, including pavements, bridges, 
culverts, gabions, retaining walls, footways, earthworks, drains, and other 
structures  

Source:  County Surveyors’ Society. 2004. Framework for Highway Asset Management. London. 
 
2. Collecting Revenues from Road Users 
 
42. Tajikistan’s capacity to invest in roads and their maintenance depends, among other factors, on 
its ability to mobilize resources, which, in turn, is related to the issue of cost recovery. This relationship 
needs to be clarified Tajikistan needs to update the system of road user charges for it to have a clear 
understanding of its investment and maintenance needs.  
 
43. The current system does not charge road users at category rates that reflect the damage to 
roads of the individual vehicle classes and therefore the costs incurred in terms of the maintenance and 
repair required due to their road use. For example, heavy vehicles are not charged taxes and fees high 
enough to accord with the extra wear and tear they inflict on pavement. The current charges are not 
consistent with sound pricing principles. The government needs to introduce designated user charges. 
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The flow of revenues should be allowed to automatically adjust to traffic and network expansion, 
rather than rely on allocations that are to some extent discretionary and not governed by cost 
incidence. A fuel levy could play such a role and the MOF may reconsider its stance on the introduction 
of such a levy.  This would then necessitate a restructuring of existing taxes. Increasing the level of tolls 
and the rate of fuel taxes would make a much-needed contribution to enhanced cost recovery and 
better resource mobilization.  
 
3. Coherent Fund Allocation to Projects 
 
44. Planning of road works appears incoherent and random. The result is often a patchwork in 
which good sections of previously rehabilitated roads alternate with bad ones (para. 27, [ii]). While 
planning needs to be aligned with resource availability, the patchwork approach can be avoided. If one 
loan or grant cannot fix the problems of the entire length of a road, interventions of a series of 
consecutive, uninterrupted stretches of road should ensure that the benefits of a project are not 
reduced. If contiguous road sections cannot be funded by one development partner, cofinancing with 
other agencies should be explored. The current system is clearly inefficient. Deferring sections on the 
same road, until their state of repair warrants full reconstruction, is costly not only because preventive 
maintenance is always the more economical option, but also because it requires that contractors be 
mobilized twice in a relatively short time period.  
 
4. Local Communities and Development of Road Side Stations 
 
45. The development of major transport arteries, such as expressways, provides important benefits 
in the form of trade and economic growth. However, the benefits are often not distributed equitably. 
This can lead to a widening of the welfare gap between the country’s cities and its provinces and thus 
not be consistent with the goal of achieving inclusive growth (para. 27) Moreover, highway 
construction in many developing countries can have the undesirable side effects of reduced traffic 
safety and the deterioration of the environment along the new road. Drivers often park their vehicles 
on the shoulders of the highway, compromising traffic safety. In addition, rest areas and other roadside 
facilities are often not included in the planning, and drivers cannot obtain the services they may 
require.  
 
46. Michinoeki, a Japanese concept for the development of roadside stations, addresses the last 
issue by providing roadside services and integrating the local communities in this process. Michinoeki 
links local communities with road users, thus benefiting both parties. The concept has several key 
features. The roadside stations are designed with the help of the local communities, which establishes a 
strong link between the communities and the users of the roads. The stations provide business 
opportunities for local residents. In addition to providing such typical roadside services as restaurants 
and fueling stations, the stations are also designed to be possible venues for providing multiple public 
services, such as health care (including HIV/AIDS care), education and training, and cultural activities,  
 
47. The stations are places for rest and exchange along highways and create connections between 
the highway network and its users and the local communities. The unique approach provides a way for 
highway development to mitigate poverty in communities along the corridor and to reduce the income 
gap between cities and remote areas. Local residents can become users of roadside station facilities. 
Opportunities to participate and even invest in service provision are opened up to local businesses and 
community groups, enabling local residents to increase their income and use their entrepreneurial skills 
and business expertise. At the same time, they can benefit from the station’s other services.  
 
48. It is suggested that ADB pilot-test the concept in connection with one of the forthcoming 
CAREC corridor projects. Since michinoeki is a Japanese concept, ADB could encourage the Japan 
International Cooperation Agency to cofinance such a component. 


