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SECTOR ASSESSMENT: TRANSPORT 

 

 

A. Introduction 

 

1. With a population of 20.9 million in 2015,
1

 Sri Lanka’s strategic location at an intersection of 

maritime trading routes in Asia has supported its export trade. In recent years, its transport 

requirements have changed from moving agricultural-based goods to meeting the needs of a more 

varied economy, ranging from agriculture to manufacturing and services. 

 

2. The Asian Development Bank (ADB) is a major source of external financing for the transport 

sector in Sri Lanka and began lending for ports in 1970 and for roads in 1980. Most of ADB’s lending 

has been for roads, although a nonsovereign port project was approved in 1999 and another port 

project in 2007. Roads are the backbone of the nation’s transport system and provide a vital means for 

the estimated 65% of the population living in rural villages to access generally distant essential services 

such as hospitals, schools, markets, and banks. Roads also play an important role in integrating the 

country, facilitating economic growth, and ultimately helping to reduce poverty. 

 

3. Sri Lanka is now focusing on transitioning to an upper middle-income country. Since the 

cessation of the internal conflict in 2009, significant investment has been made in the transport sector 

and key transport projects have included the expansion of the port of Colombo and infrastructure 

development in Hambantota in the far south, including a new port, airport, and road network. Road 

construction programs have included several new national expressways, national highways and the 

rehabilitation of provincial and local roads. As a key development partner for the government, ADB has 

led many of the transport initiatives and begun the first road investment programs in previous conflict 

areas starting in 2009 in Eastern and North Central Provinces. 

 

4. Cumulative ADB lending to the end of 2015 for the transport sector in Sri Lanka stood at  

$1.92 billion, and covered 22 sovereign and 1 nonsovereign project, and 25 advisory technical 

assistance (TA) operations. For the period covered by this evaluation, 2006–2015, ADB’s total lending 

for transport was $1.28 billion or 67% of the cumulative total to date. 

 

5. A sector assistance program evaluation (SAPE) for the transport sector was carried out in 2012, 

and this addressed the period from 1999 through to 2011.
2

 The current SAPE focuses on the period 

2006–2015, in particular the period 2011–2015 corresponding to the current country partnership 

strategy.
3

 However, it includes projects that were approved before 2006 and were either completed or 

ongoing during the period of evaluation. 

 

6. Although a large part of the road network has been rehabilitated with support from ADB and 

other development partners, several challenges have been identified. Mobilization of adequate 

resources for road maintenance was identified as a key issue in the 2012 SAPE and it remains a 

challenge, particularly for provincial roads. Road-related fatalities and injuries are at critical levels and 

the link between improved roads and higher driving speeds requires careful attention. For almost a 

                                                
1
 Department of Census and Statistics, Sri Lanka 2016. Estimates on Mid-Year Population and Housing 2013–2015. Refer 

[http://www.statistics.gov.lk/page.asp?page=Population and Housing] accessed 15 February 2016. 

2
 IED. 2012. Sector Assistance Program Evaluation: The Asian Development Bank’s Support for the Transport Sector in Sri Lanka. 

Manila. The SAPE covered the period covered by the country partnership strategy (CPS) for the period before 2004, country 

strategy and program updates for 2005–2006 and 2006–2008, and country partnership strategy, 2009–2011.  
3
  ADB. 2012. Country Partnership Strategy, 2012–2016. Manila. An additional interim country partnership strategy was 

published in June 2015 focusing on agriculture, natural resources, and the rural development sector. 
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decade, after previous attention to improving sector policies and institutions, ADB transport sector 

support has focused on infrastructure investment and improving the governance of existing institutions 

in order to improve implementation performance and strengthen management of safeguards. It has 

had considerable success with this approach, although the current evaluation argues it is timely to 

return to more wide-reaching policy reforms to improve sector efficiency. 

1. Objectives and Scope 

7. The objectives of this SAPE are to (i) provide an independent assessment of ADB assistance to 

Sri Lanka’s transport sector between 2006 and 2015; (ii) identify areas for improving the effectiveness 

of ADB’s interventions; and (iii) provide evaluation lessons and suggestions for the future. The 

evaluation draws on implementation experiences and lessons from earlier projects as well as an 

examination of how these interventions have contributed to the outcomes and pillars set out in ADB’s 

various CPSs, how they have aligned with the government’s development priorities, and how each 

addressed fundamental development needs.  

 

8. For the period 2006–2011, 11 sovereign operation transport projects and one nonsovereign 

operation were ongoing (Table 1). These were all reviewed in detail by the 2012 SAPE. Three transport 

projects covered by five loans and three TA operations have been approved since 2012 and are 

reviewed for the first time here. Appendix 1 provides further details on ADB’s completed and ongoing 

loans and TA activities on-going from 2006 to 2015. 

2. Evaluation Framework and Methodology 

9. In conducting the SAPE, the Independent Evaluation Department (IED) followed the 2015 

guidelines
4

 for the revised SAPE framework. The evaluation criteria for the sector are: (i) relevance, 

including strategic positioning; (ii) effectiveness; (iii) efficiency; (iv) sustainability; and (v) development 

impacts. The SAPE takes the findings of these assessments into account to provide an overall rating for 

ADB’s transport sector assistance. 

 

10. To evaluate the transport sector, the SAPE drew on a combination of desk reviews of project 

documents and the results of consultations with the government and other stakeholders during a field 

mission by IED to Sri Lanka from 29 February to 12 March 2016. The findings of the SAPE were also 

informed by the findings of other IED teams working on other sectors and thematic issues. 

 

11. Consultations took place with senior officials of: (i) Ministry of Finance;  

(ii) Ministry of Higher Education and Highways (MOHEH) and the Road Development Authority (RDA); 

(iii) Sri Lankan Ports Authority (SLPA); (iv) Ministry of Local Government and Provincial Councils; and  

(v) other relevant agencies referred to in the text. Site visits were made to representative ongoing and 

completed projects financed by ADB since 2006, including projects in the Western, Eastern, Southern, 

North Central, and Northern Provinces. 

 

12. Completed projects were evaluated through an assessment of project completion reports 

(PCRs), project validation reports (PVRs), and project performance evaluation reports (PPERs). These 

evaluation reports provided a comprehensive analysis of the completed projects and their findings were 

reassessed against information found during the current SAPE. 

 

13. For projects approved between 2006 and 2011 and already evaluated by the 2012 SAPE, the 

current SAPE relied on the 2012 findings except where more recent evaluation reports have become 

                                                
4
 ADB 2015. 2015 Guidelines for the Preparation of Country Assistance Program Evaluations and Country Partnership Strategy 

Final Review Validations. Manila. 
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available, or when other information or stakeholder views may have provided new insights into the 

performance of these projects. For example, following the 2012 SAPE, a PCR and PVR were carried out 

for the Southern Transport Development Project (including a supplementary loan). A PCR was also 

published for the Colombo Port Expansion Project. The new findings were incorporated into the current 

evaluation. 

 

14. The overall CAPE report will lean toward an evaluation of the 2012–2015 period, specifically 

examining how the identified three pillars of (i) inclusive and sustainable economic growth,  

(ii) catalyzing private investment and enhancing the effectiveness of public investment, and (iii) human 

resource and knowledge development were addressed in ADB assistance. 

 

15. The draft SAPE report was reviewed by ADB’s South Asia Department and the government of 

Sri Lanka. Comments received were incorporated as appropriate. 

 

Table 1: ADB-Supported Transport Projects On-going 2006–2015, Sri Lanka
5
 

Number Project 
Amount 

($ million) 

Date 

Approved 

Date 

Closed 

Expected 

Closing Date 

Roads 

1 Integrated Road 

Investment, Tranche 3 

(Loans 3325 and 3326) 

200.0 23 November 

2015 

Active 30 September 

2021 

 Integrated Road 

Investment, Tranche 2 

(Loan 3171) 

98.0 11 December 

2014 

Active 30 September 

2021 

 Integrated Road 

Investment, Tranche 1 

(Loans 3221 and 3222) 

100.0 3 October 

2014 

Active 30 September 

2019 

2 Southern Road Connectivity 

(Loans 3027 and 3028) 

75.0 23 September 

2013 

Active 30 June 2019 

3 Northern Road (Additional 

Financing) (Loans 

2890/2891) 

98.0 14 September 

2012 

Active 30 June 2018 

 Northern Road 

Connectivity (Loan 2639 

and 2640) 

154.4 18 June 2010 Active 30 June 2016 

4 Eastern and North 

Central Provincial Road 

(Loan 2546) 

70.0 16 September 

2009 

Active 30 September 

2014 

5 National Highways Sector – 

Additional Financing (Loan 

2767) 

85.0 5 August 2011 Active 

30 June 2016 

 National Highways Sector 

(Loan 2217) 

150.0 15 December 

2005 

18 June 2013  

6 Road Project Preparatory 

Facility (Loan 2080) 

15.0 13 April 2004 Active 31 December 

2015 

7 Road Sector 

Development (Loan 1986) 

56.5 19 December 

2002 

14 May 2009  

8 Southern Transport 

Development Project 

(Supplementary Loan 2413) 

90.0 6 March 2008 5 July 2013  

 Southern Transport 

Development (Loan 1711) 

180.0 25 November 

1999 

25 February 

2011 

 

9 Road Network 94.7 8 December 31 December  

                                                
5
 Including those approved earlier which were either on-ongoing or completed in the evaluation period. 
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Number Project 
Amount 

($ million) 

Date 

Approved 

Date 

Closed 

Expected 

Closing Date 

Improvement (Loan 1649) 1998 2008 

Ports 

10 Colombo Port Expansion 

(Loan 2319) 

300.0 27 February 

2007 

19 July 2013  

11 Colombo Port Efficiency 

and Expansion (Loan 1841) 

10.0 27 September 

2001 

31 December 

2010 

 

12 Colombo Port 

Development (Non 

Sovereign Operation
a
) 

43.5 11 May 1999 21 September 

2006 

 

            a
 Equity investment and loan to South Asia Gateway Terminals (Private) Limited. Closing dates are those as at January 2016. 

       Source: Asian Development Bank databases. 

3. Findings of Earlier Evaluations 

16. IED’s 2012 SAPE assessed the performance of transport sector assistance in Sri Lanka as part of 

a country assistance program evaluation (CAPE) for Sri Lanka that led to the CPS for the period 2012–

2016 (footnote 2). As shown in Table 2, the SAPE rated the overall performance of ADB’s transport 

sector assistance programs at that time as less than successful and ADB’s assistance as relevant. 

Importantly, it rated ADB’s assistance as: (i) satisfactory for strategic positioning; (ii) efficient; but (iii) 

less than effective. The sector was found to be less than effective, mainly on account of findings 

relating to completed projects (at 2012) for which sustainability was assessed as less than likely due to 

issues with the financing of recurrent costs, institutional arrangements, and operation and 

maintenance. Impact was rated less than satisfactory. Most of the TA operations and capacity 

development components of loans were considered less than effective, because the TA activities were 

incomplete or their outputs were not used. The TA loan for the Colombo Port Efficiency and Expansion 

Project (CPEEP) was rated less than effective as it was closed with only the project preparation for the 

South Harbor Development completed; key remaining outputs
6

 were not delivered. 

Table 2: Ratings of ADB’s 2007 and 2012 Transport SAPEs, Sri Lanka 

Criteria 2012 SAPE 2007 SAPE 

Overall performance Less than successful Successful 

Relevance Relevant Highly relevant 

Strategic Positioning Satisfactory Satisfactory 

Efficiency Efficient Efficient 

Effectiveness Less than effective Effective 

Sustainability Less than likely Likely to be sustainable 

Impact Less than satisfactory Substantial 

Sources: IED. 2012. Sector Assistance Program Evaluation: The Asian Development Bank’s Support for the Transport Sector in 

Sri Lanka. Manila: ADB and ADB. 2007. Sri Lanka Country Assistance Program Evaluation: Transport Sector. 

17. Key constraints identified were: (i) institutional and organizational weaknesses, (ii) inadequate 

funding of road maintenance, (iii) fragmented project implementation arrangements in individual 

project management units, (iv) undeveloped multimodal transport options, and (v) an overemphasis on 

new investment rather than regulatory reform, rehabilitation and maintenance. Constraints (i) and (ii) 

contributed to ADB's performance being rated less than satisfactory. Government performance was also 

rated less than satisfactory. The government did not comply with some key loan covenants, including 

                                                
6
 The project completion report (July 2015) stated that the outputs were “mostly achieved” It stated the first component 

under”Policy, Institutional and Regulatory” being the establishment of a ports regulator and a Ports Competition Act to curb 

anti-competitive behavior by current operators was achieved though not by new legislation but by adjustments to contracts 

with current operators achieve some of the intended benefits of the proposed revised regulatory structure. It said the second 

and third components on corporatizing Jaya Container Terminal and establish ISO 9002 and obtain certification could not be 

achieved by the time of the PCR.  
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those designed to ensure that road maintenance would be adequately funded. Weak institutional 

capacity within the implementing agency was observed to be a continuing problem. 

 

18. In contrast, the 2007 SAPE
7

 found that overall performance was successful and ADB’s support 

was highly relevant. Although it rated ADB’s support as likely to be sustainable, it anticipated that the 

creation of the Road Maintenance Trust Fund (RMTF) could enhance the sustainability of existing road 

infrastructure, but as noted above financing risks remained in 2012. Loans and TA operations were 

found to have responded to critical sector needs and to have addressed physical, institutional, and 

policy constraints. The 2007 SAPE nevertheless pointed out several challenges facing the transport 

sector, including two that remained in 2012: (i) fragmented planning and policy formulation, with 

responsibilities divided among several ministries and agencies; and (ii) institutional and governance 

constraints that impeded efficient delivery of transport infrastructure and services. The implications of 

these continuing constraints in 2012, along with inadequate attention to achieving a sustainable level 

of maintenance funding, contributed to the lower evaluation of the 2012 SAPE compared to that for 

2007. 

4. Organization of this Report 

19. Section B of this SAPE describes the Sri Lanka transport sector and identifies some development 

challenges. Section C provides a summary of ADB strategy and assistance for the sector. Section D 

evaluates ADB sector support. Section E provides the conclusions, lessons, and suggestions for future 

sector support. 

 

B. Sector Context 

 
20. This summarizes key aspects of transport sector performance and anticipated future challenges. 

It is supported by Appendixes 3 and 4, which provide more details on the transport sector and on the 

characteristics and sustainability of road maintenance respectively. 

1. Development Needs, Plans and Priorities 

21. Population and urbanization. Sri Lanka’s population was estimated at 20.9 million in 2015 and 

is growing at 1.1% p.a. Urbanization has remained modest, with the current urban population 

estimated at 21.5%, just over 4 million people. Currently the Western Regional Metro, also known as 

the Colombo Metropolitan Region (CMR), which includes the districts of Colombo, Gampaha and 

Kalutara, contains over 3 million people. With the exception of the Kandy Metropolitan Region, with a 

population of about 600,000, all other urban areas have populations less than 100,000. 

 

22.  Poverty. As measured by the proportion of people living below the national poverty line, 

poverty fell from 8.9% of the population in 2009 to 6.7% in 2012. However, 13 districts, containing 

36% of the total population, remain below the national poverty headcount ratio. In four conflict-

affected border districts poverty rates are at or above 20%.
8

 The highest numbers of people living in 

poverty and the bottom 40% by income are located within the major urban areas of Colombo and 

Kandy.
9

 

 

23.  Economic base. During the period 1980–2000, the economy moved away from a reliance on 

agriculture and placed more emphasis on the services sector, which increased its share of the economy 

from 43% in 1980 to 59% in 2010. This growth has come from banking, tourism, transport, and 

                                                
7
 Operations Evaluation Department. 2007. Sri Lanka Country Assistance Program Evaluation: Transport Sector. Manila 

8
 http://data.worldbank.org/country/sri-lanka (accessed January 2016). 

9
 World Bank 2015. Sri Lanka: Ending Poverty and Promoting Shared Prosperity: A Systematic Country Diagnostic. 

http://data.worldbank.org/country/sri-lanka
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trade.
10

 The proportion of exports linked to the three traditional cash crops of tea, rubber and coconut 

fell from over 90% in the late 1960s to 72% in 1976 and to 20% in 2010. Garments overtook tea as the 

leading export commodity in 1980s. In 2010, the value of the demand for all goods and services 

consumed domestically was SLRs6,100 billion ($42 billion) with exports valued at SLRs1,215 billion 

($8.4 billion) and SLRs1,727 billion ($12 billion) in import consumption, indicating that a substantial 

amount of wholly domestic trade is also taking place within the country. 

 

24.  National development priorities. The new government that was elected in August 2015 has not 

yet updated the long-term development policy framework (DPF). The previous government’s DPF
11

 

(2006–2016) was formulated in 2005 and updated in 2010 but is no longer official policy. This plan 

guided public sector investment over most of the evaluation period. In 2010, the public investment 

plan for the period 2010–2015
 

indicated that the transport sector, including the aviation and maritime 

sectors, would receive an investment of SLRs263 billion, representing over 3% of GDP, as government 

capital investment. The investment in roads for 2010 would increase from SLRs46 billion in 2006 to 

SLRs123 billion in 2010, mostly for the rehabilitation of national and provincial roads as well as 

expressway construction and rural roads programs. The investment in railways would increase from 

SLRs13 billion in 2006 to SLRs20 billion for 2010, with a further SLRs5–6 billion per year to cover 

operating deficits during this period. 

 

25. The strategy continued the government’s thrust on equitable growth and was linked to the 

achievement of the Millennium Development Goals (MDGs). In contrast to the MDGs, several of the 

new Sustainable Development Goals (SDGs) directly or indirectly include transport targets. These 

include targets for affordable rural access in rural and urban areas, quality infrastructure, road safety, 

sustainable urban transport, vehicle emissions and environmental impacts, fuel efficiency, reforming 

fossil fuel subsidies, and climate change mitigation and adaptation. Appropriate achievement levels for 

these targets can be expected to be incorporated into the government’s development plans in the near 

future. 

2. Sector Profile 

26. Road network, road density and condition. The road network in Sri Lanka is classified as 

national, provincial, urban and rural depending on functionality and ownership. Of the total road 

network of 115,000 km, about 12,000 km are national highways, categorized as class A (trunk roads) 

and class B (main roads) and about 170 km are expressways categorized as class E. They are 

administered by the Road Development Authority (RDA), a statutory body under the Ministry of Higher 

Education and Highways which is also responsible for 4,450 bridges and other structures. The 18,000 

km of provincial roads are managed by the respective provincial councils and designated as class C and 

D. There are about 65,000 km of local authority roads in both urban and rural areas. The remaining 

roads are estimated to total about 20,000 km and are owned or controlled by non-road agencies, for 

example, for irrigation or conservation purposes. Some are not maintained by any agency. Island-wide 

road density is about 1.8 km per km
2

, the highest in South Asia. About 15% of the total public network 

is paved. 

 

27. Road condition. At the time of the 2012 SAPE, RDA data showed that more than 40% of the 

8,000 km of priority national roads comprising the core two-thirds of the network was in poor 

condition.
12

 About 50% of the priority network had an international roughness index (IRI) of less than 

5.5 in this period meaning the roads were rated in good or excellent condition. Condition surveys are 

                                                
10

 Central Bank of Sri Lanka. 2010. Annual Report. Colombo. 

11
 Ministry of Finance and Planning. 2005. Mahinda Chintana: Vision for a new Sri Lanka – A Ten Year Horizon Development 

Framework 2006–2016. Colombo. 

12
 International Roughness Index (IRI): 7 meters per km (m/km) > IRI < 10 (m/km = poor condition; (ii) 5.5 > IRI < 7 = fair 

condition; (iii) 3.0 > IRI < 5.5 = good condition; and (iv) IRI < 3.0 = excellent condition.  
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not performed on the other 4,000 km of non-priority national roads. Since 2012, an increasing 

proportion of the priority national roads have been rated in good or excellent condition (68% at 2014). 

However, most of the road network consists of secondary roads (provincial, local) for which in general 

no reliable road condition data exist. However, as shown in Appendix 4, in Northern, North Central and 

Eastern Provinces, where ADB has worked since 2008, about 25% of provincial roads are rated as in 

good or excellent condition. There are no comprehensive data on local roads. Truck overloading 

remains a problem, particularly in rural areas. RDA carries out regular surveys for identification 

purposes at about 50 locations using mobile weighing equipment on the national network. However, 

RDA has no powers to impose fines. This power resides with the police under the Motor Traffic Act. The 

minimum penalty is SLRs5,000 (about $40) per overloading incident. The amount is very low and 

enquiries with the police
13

 indicated that very few fines are formally issued (Appendix 4). 

 

28. Vehicle ownership. By end of 2014, the total number of registered motor vehicles exceeded 

5.63 million, of which approximately 3.76 million were estimated to be in regular operation. Of these, 

about one-third were four- or six-wheel vehicles. The ownership rate of private vehicles (cars, 

motorcycles and other) is 169 per 1,000 population or about 0.7 per household in 2014. Western 

Province had an ownership rate of 221 private vehicles per household. In addition, both North Western 

and Southern Provinces exceeded the national average by recording ownership rates of 194 and 174 

respectively. The other six provinces had private vehicle ownership rates lower than the national 

average. By comparison, much of Southeast Asia has average per capita private vehicle ownership rates 

of more than one vehicle per household.
14

 Buses used for public transport make up around 27,000 

units, representing about 1% of the fleet, while all forms of goods vehicles, including land vehicles, 

make up around 300,000 units. 

 

29. Modal shares. Road transport was estimated to account 95% of passenger-km and 97% of 

freight ton-km in 2011. Buses represented 55% of passenger-km; private vehicles, 26%; para-transit, 

10%; and goods vehicles carrying passengers, about 3%. Railways accounted for the remaining 5% 

share of passenger-km, although in the Colombo Metropolitan Region railway’s share is higher at 10%. 

Domestic air transport has a very minor role because of the smallness of the country. From 1991 to 

2011, bus transport’s share of passenger trips declined from 62% to 56%, rail’s share declined from 6% 

to 5% and the share of private modes increased from 32% to 39%. It is expected that the growth in 

share of trips by private modes will continue along with population and economic growth. 

 

30. Bus transport. Bus is the principal mode of passenger transport in Sri Lanka. Bus services are 

provided by the state-run Sri Lanka Transport Board (SLTB) and by privately-run buses which are mostly 

owned by individual operators. SLTB has a bus fleet of about 7,000 and operates on about 1,500 bus 

routes island-wide. Privately owned buses are regulated under two categories of interprovincial services 

and intraprovincial services. Inter-provincial bus routes (around 450) are regulated by the central 

government by the National Transport Commission (NTC) whereas around 3,000 intraprovincial bus 

routes are overseen by the respective provincial councils. Subsidized services are provided for school 

children, as well as to remote rural areas and at night in suburban areas. These services are operated by 

both SLTB and private operators and regulated by the National Transport Commission. At present 

about 96,000 persons are directly employed in providing bus services, of whom 36,000 are employees 

of SLTB. SLTB’s employee per operating bus ratio is just over 5.0 employees per bus whereas for private 

services it is 3.2 employees per bus. Buses carry over 55 billion passenger-km by operating over  

1.3 billion km annually and account for about 55% of the market share, with the SLTB carrying around 

one-third of this share. However, the overall bus market share is decreasing due to the continuing 

increase in two- and three-wheelers and the slow progress in modernizing public transport.   

 

                                                
13

 Personal communication with the Sri Lankan police on 16 March 2016. 

14
 Including cars, motorcycles, and light duty pick-ups. 

https://en.wikipedia.org/wiki/Sri_Lanka_Transport_Board
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31. Non-fixed route modes. Non-fixed route modes include taxi services, charter and school 

transport services. Generally, non-fixed route modes including three-wheelers are not fully regulated for 

safety or for the quantity and quality of service provision by any agency coming under the central 

government or the provincial councils. But some provincial councils, including those in Southern 

Province, Uva, North Central Province and Western Province, have started to regulate three-wheeler 

services. Taxi services (by three- and four-wheelers) have become more popular because of their ready 

availability, and provision of door-to-door service, and ease of contact. They make a significant 

contribution to passenger transportation in both urban and rural areas.  
 

32. Railways. Railways are operated by Sri Lankan Railways (SLR). Private sector participation is 

limited and restricted to noncore functions. At present SLR has a work force of 16,500 and its earned 

revenue covers only around 35% of its total expenditure. The balance is provided as an operating 

subsidy together with all capital requirements. The railway has lost market share to road transport over 

recent decades and needs a more market-oriented approach to compete effectively.  

 

33. Aviation. Sri Lanka’s Aviation Policy stipulates that multiple local carriers are to be promoted for 

international air services. Currently, the only two international carriers registered in Sri Lanka are state-

owned. Sri Lankan Airlines is the business successor to Air Lanka (previously Air Ceylon) and is fully 

owned by the government. Sri Lankan Airlines joined the Oneworld airline alliance on May 2014. Mihin 

Lanka, which began operations in 2007, is the other state-owned low-cost air services provider. The 

country’s air force has also entered the domestic air passenger transport service, joining several other 

private operators. Bandaranaike International Airport built in 1958 and located at Katunayake, 32 km 

north of Colombo, is the main international airport. At present, over 40 different air carriers, including 

nine cargo carriers, use the airport. An airport in Mattala opened in March 2013 and is considered to 

be the second international airport, but it is currently not in full operation due to low demand. In 

addition, there are 13 domestic airports, most of which are currently used by the military.  

 

34. Ports and maritime services. Sri Lanka has four deep seaports: Colombo, Hambantota, 

Trincomalee, and Galle. However, only the port of Colombo has attained commercial significance. In 

general, 70% of the cargo throughput is transshipment to and from India. The container traffic levels of 

Colombo port peaked at 4.3 million twenty-foot equivalent units (TEUs) in 2013 just before the 

opening of the first terminal under the ongoing expansion project. The first stage of development 

involved construction of infrastructure financed by an ADB loan ($300 million) and the second stage 

involved an investment of $500 million and construction of terminal facilities by the private sector. The 

terminal was built, and is being operated, by Colombo International Container Terminals (CICT), a joint 

venture Company between China Merchants Holdings (International) (CMHI) and the Sri Lanka Ports 

Authority (SLPA) under a 35-year build–operate–transfer agreement with the SLPA. The new terminal 

handled about 1.3 million TEUs in 2015. Two remaining terminals are planned. Magampura Mahinda 

Rajapaksa Port, located in Hambantota, is the second largest port in Sri Lanka. Phase I of the Port was 

completed in 2010. It is currently intended to be used for break bulk cargo, vehicles, and liquid cargo. 

While the traffic to this port is yet to develop, it has the potential to develop as an alternate port to 

Colombo, especially for import and export cargo and potentially for coastal shipping. The extension of 

the Southern Expressway to Hambantota
15

 is currently under construction, as is the extension of the 

Coastal Railway from Matara. The availability of land in Hambantota for logistics and distribution 

activities makes this port a potential alternate node for international shipping and logistics in future.  

3. Land Transport Performance 

35. Traffic speeds and congestion. Currently, heavy traffic flows are experienced in and around 

Colombo, with short sections of national road carrying in excess of 100,000 vehicles per day (vpd). 

                                                
15

 Department of Transport and Logistics, University of Moratuwa. 2008. Feasibility Study for the Extension of the Southern 

Highway. 

https://www.facebook.com/ColomboInternationalContainerTerminals?ref=hl
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Most class A national roads within 20 km of Colombo carry between 20,000 and 50,000 vpd, while 

other class A roads in Western Province average around 10,000 vpd, decreasing to around 5,000 vpd 

elsewhere, except within urban areas where it increases. Class B national roads in most instances carry 

less traffic than class A roads. Urban congestion, notably in Colombo and Kandy, is increasing. For the 

road network as a whole, average journey speeds are low and were estimated to be as follows during 

2015:
16

 

• Colombo and suburbs: 10–20 kph 

• National Highways (Western Province): 15–30 kph 

• National Highways (Wet Zone and Upcountry)1720

–40 kph 

• National Highways (Dry Zone): 30–50 kph 

• Provincial Roads: 15–45 kph 

• Urban Roads: 10–30 kph 

 

36. Road fatalities. The World Health Organization (WHO) estimated Sri Lanka’s 2013 fatality rate 

to be 17.3 fatalities per 100,000 population. This figure places Sri Lanka in the group of countries 

regarded as having a high fatality rate.
18

  By comparison with its regional peers, Sri Lanka’s road safety 

situation deteriorated between 2010 and 2013
19

.  The main reasons for the high rate of traffic fatalities 

are: (i) the increase in the vehicle fleet, (ii) undisciplined road usage, and (iii) poor road conditions.  In 

2013, WHO figures show that 40% of fatalities were pedestrians and cyclists and therefore more likely 

to be include the poor, women and children and other vulnerable groups.  WHO has shown that from 

2010 to 2013 there were improvements in applying the national helmet law for motorcyclists, 

enforcing speed limits mainly on national roads, and enforcing the national seat below law but the law 

does not apparently apply to rear seat occupants or for children. The National Road Safety Action Plan, 

approved in 2012, provides a comprehensive framework for addressing road safety, and covers 

institutional strengthening, better enforcement of traffic rules, greater safety awareness, education and 

training for both drivers and the public, and modern road safety standards. Implementation of the road 

safety action plan will require sustained government attention and funding. However, funding for the 

road safety plan is not provided for in the national budget (footnote 18).   
 

37. Vehicle exhaust and GHG emissions. Emission standards for new vehicles in Sri Lanka lag 

behind those of India and Sri Lanka’s other Asian neighbours. Sri Lanka introduced Euro 2 standards for 

light-duty vehicles in 2008, 22 years after the European Union, and 3 years after India. Sri Lanka has 

proposed, but has not committed to, moving to Euro 4 in 2016.
20

 India introduced Euro 3 nationwide 

in 2010 and Euro 4 in its metropolitan cities at the same time and is proposing to move to Euro 5 in 

2015–2016. It has adopted a similar approach for new heavy-duty diesel vehicles. Greenhouse gas 

(GHG) emissions from transport represent 88% of the total GHGs created by use of energy-related 

sources in Sri Lanka. About 41% of transport’s GHG emissions are caused by land transport and are 

expected to grow along with increasing motorization and transport demand. 

 

38. Logistics performance. Logistics performance appears to be improving, as measured by the 

World Bank’s Logistics Performance Index (LPI), which shows a 12.5% improvement over 2007–2014 

                                                
16

 University of Moratuwa. 2010. Transplan Estimates. Colombo. 

17
 The wet zone refers to the more populous areas, including Western, Southern, and Sabaragamuwa provinces, as well as parts 

of North Western Province, while upcountry refers to Central Province and parts of Uva Province. 

18 
 World Health Organization. 2015. Global Status Report on Road Safety. Geneva. Table A2. pp. 264-270 on the situation in 

2013. In 2013, Sri Lanka’s estimated fatality rate of 17.3 deaths per 100,000 population was higher than those of India, Nepal, 

Pakistan and Bangladesh, its regional peers. 
19 

World Health Organization. 2013. Global Status Report on Road Safety. Geneva. Table A2. pp. 244-251 on the situation in 

2010.  This report shows that Sri Lanka had an estimated fatality rate of 13.7 deaths per 100,000 population in 2010, 

significantly lower than those for India, Nepal, Pakistan but higher than that for Bangladesh.  
20

 Partnership for Clean Vehicles and Fuels, 2014. Developments in the Asia Pacific Region, Global Partners Meeting. 

http://www.unep.org/Transport/new/PCFV/pdf/10gpm/10GPM_ AsiaRegionalUpdates.pdf accessed February 25, 2016. 
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due to improvements in port and road infrastructure, in customs clearance, and in the competence of 

logistics providers, which improved by 13.8% over the period. Sri Lanka’s global rank as measured by 

the LPI improved slightly from 92nd in 2007 to 89th in 2014. By comparison, India’s global rank 

declined from 39th to 54th position over the same period. 

4. Institutional Arrangements 

39. Transport sector oversight is carried out by three ministries at the national level: (i) Transport 

and Civil Aviation; (ii), Higher Education and Highways; and (iii) Ports and Maritime Affairs. The Ministry 

of Provincial Councils and Local Governments also plays an important role. The Ministry of Finance is 

involved because of its role in financing and national planning. A key issue in current institutional 

arrangements is the poor integration and coordination among agencies. There is no current mechanism 

for subsectoral coordination following the disbandment of the Inter-Ministerial Committee for the 

Coordination of Planning in Transport (IMCCP) in 2011. There are also no institutional links between 

the agencies responsible for regulation of land use and the transport agencies. The supply side is 

dominated by the informal sector with the conditions between the state and private sector operators 

being uneven in bus transport where the state is also an operator. 

5. Development Challenges: Current and Future 

40. The focus is on investment, not on reforms to modernize passenger transport and logistics. 

Developing a transport system that responds to community and market needs has been problematic. 

While much of the supply of transport is dominated by informal providers, they are undercapitalized 

and have safety and externality issues, though they respond well to demand signals. However, the 

government bus and rail providers have tended to resist any changes to the status quo. 

 

41. New roads will bring initial connectivity and inclusion benefits but face future challenges with 

poor safety and rising congestion that will undermine initial gains. GHG emissions from road transport 

are also expected to rise at faster rates than motorization because of the increase in the number and 

distances of trips. 

 

42. With rapid growth in road network lengths, the maintenance burden will increase. Appendix 4 

shows that historically road maintenance funding has been from budgetary allocations. However, after 

2006 when the Road Maintenance Trust Fund account was set up, available funding allocations for 

national roads have not kept pace with the increase in capital expenditure. The World Bank has 

estimated that the total funding requirement for routine and periodic maintenance for national roads 

from 2007 to 2013 was about SLRs81 billion but only SLRs38 billion was made available during the 

period. Further, the allocated budget for national road maintenance was used for rehabilitation not 

regular maintenance.
21

 Moreover, a large proportion of this allocation is also spent on rural roads and 

roads prepared for special events at the requests of political authorities. With regard to financing of 

provincial roads, central government provides a block grant to all provincial councils for their recurrent 

expenditures on roads. This has become major source of finance for road maintenance for all provincial 

councils except for that in Western Province, which can mobilize its own finance. Although national 

roads may receive adequate funds in future the provinces are poorly equipped to address maintenance 

given their dependence on budgetary allocations from central government and their multitude of 

competing priorities. Generally, while the national RDA is performing well, the constraints faced by 

provincial road agencies make it difficult to improve and sustain connectivity to provincial villages. 

 

                                                
21

 World Bank. 2015. Directions and Destinations 2006–2015. Washington, D.C. 
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43. Capacity limitations of provincial government are a key constraint. Asset management systems 

and road safety programs in provincial areas are embryonic and are only being established with the 

support of ADB and other development partners. 

 

44. Urban transport is becoming a key issue in Colombo and Kandy. In both cities there is a high 

incidence of poverty and growing congestion that threatens inclusion, and the associated externalities 

of traffic are also rising. Without early interventions, it is likely the more vulnerable groups in society 

will be disadvantaged. The government has recently launched its response via the Western Region 

Megapolis Development Project, and the Kandy City Development Project, the latter funded by World 

Bank through its Strategic City Development Program. Both the government and the World Bank have 

already considered expanding these two programs to include major cities such as Jaffna, Galle, 

Kurunegala and Kadawatha. 

6. Government Strategy 

45. No comprehensive transport policy or plan exists to support the current government’s 

development priorities. The new government has not yet issued any new policy statements or plans. 

However, in the Western Region, various large projects are being proposed by the new Megapolis 

Authority under the Ministry of Megapolis and Western Development. Proposals will be implemented 

through the provincial council, local councils, and the Urban Development Authority. Despite the 

prominent role of private sector, the government does not have a clear policy
22

 of encouraging private 

investment to invest in and operate transport. There has been no significant investment by private 

interests since 2007, other than in the port of Colombo with ADB support. 

 

46. Connecting rural villages. Policies on infrastructure in the previous national plan Mahinda 

Chintana (footnote 11) favoured heavy investment in poor areas for water and irrigation, access roads, 

education, health and telecommunications. Region-specific disparities were to be addressed by specific 

interventions. While national, provincial and rural roads programs were underway when Mahinda 

Chintana was formulated, the plan promoted the improvement of roads in remote and rural areas 

through various projects and programs. By 2016, 100% of rural villages were to be connected to rural 

roads, 95% which were in good condition. 

 

47. National policies and plans for transport. Although it is no longer official policy, the National 

Land Transport Policy (2010) stated “the policy of the Government is to encourage the use of public 

transport, high occupancy vehicles and non-motorized transport.” The Development Plan
23

 of the Sri 

Lanka Railways prepared in 2009 also anticipated an increase in railway’s share of passenger traffic 

(from 6% to 10% by 2016) and freight (from 2% to 5%) through a variety of tariff, operational and 

investment strategies. It did not envisage the current form of a government department being changed 

to a more commercial agency. The goal of dramatically increasing rail’s modal share in the short term 

appears ambitious. 

 

48. National Road Master Plan (NRMP). The only comprehensive strategic plan for the road sector 

was the NRMP for 2007–2016 prepared with ADB support under the Road Sector Development Project. 

This considered a list of investment programs under six complementary components: (i) construction of 

expressways and highways, (ii) widening of highways to three different standards, (iii) reduction of 

traffic congestion, (iv) road maintenance and rehabilitation, (v) bridge rehabilitation and 

reconstruction, and (vi) land acquisition and resettlement and all measures to protect social and 

environmental values. It also describes the financing strategy for roads as follows: “the financing 

                                                
22

 In 2006, the government decided against further privatization of SOEs, adopting instead a policy of reforming these 

institutions to improve service delivery. 

23
 Sri Lanka Railways. 2009.Railway Development Plan. Colombo.  
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strategy for the NRMP rests on four pillars, including: (a) long-term loans from international financing 

institutes; (b) allocations from the capital budget for investments; (c) the Road Maintenance Trust Fund 

(RMTF) initially for routine maintenance; and (d) private sector financing for commercially attractive 

highway projects.”
24

 

 

49. Transport reforms. The institutional restructuring of RDA that was supported by ADB until 2005 

has not been completed. The private sector investment and participation in transport operations that 

was envisaged in 2006 at the outset of the previous NDF has not occurred. The World Bank attempt in 

2003 to convert Sri Lanka Railways from a department to an authority was not successful. Further 

changes to the bus sector, which was reformed with World Bank assistance in the 1980s, faces 

resistance from the state monopoly bus operator. The trucking and para-transit subsectors operate in 

urban areas with some concerns due to on-road driving behaviour, truck overloading and safety.
25

 

C. ADB Strategy and Program 

1. Sector Strategy 

50. CPS, 2012–2016 focused on three pillars: (i) inclusive and sustainable economic growth,  

(ii) catalyzing private investment and enhancing the effectiveness of public investment, and (iii) human 

resource and knowledge development. The first pillar was the most relevant to transport but the other 

two were also relevant. The CPS built on the priorities of the government’s DPF, 2006–2016 and ADB’s 

Strategy 2020, and refined the focus of CPS, 2009–2011.
26

 The cross-cutting themes of the strategy 

were in line with the government’s priorities and included the environment and climate change, 

gender, governance, and regional cooperation. The strategy in CPS, 2012–2016 was to assist the 

government in addressing the major constraints for sustaining inclusive growth in post-war Sri Lanka, 

which had been classified by the International Monetary Fund (IMF) as a middle-income country in 

2010. 

 

51. CPS, 2009–2011, formulated when the war was still ongoing, had the outcomes “economic 

growth” and “socially inclusive development,” both of which are relevant to transport. The strategy in 

the CPS, 2009–2011 continued the thrust on equitable growth in CPS, 2004–2008.
27

 CPS, 2009–2011 

validation report
28

 found that it was successful and was rated satisfactory in positioning due to its 

responsive to the country’s conflict need, and likely effective but less efficient. With the civil war ending 

in May 2009, the government prioritized urgent post-war recovery needs, supported by ADB and other 

donors. After this shift in government priorities, ADB gave less prominence than previously to transport 

sector reform issues. Because of inadequate enforcement of cost recovery and tariff measures, low 

levels of funding for operations and maintenance, limited policy commitment for sustainability 

interventions, and inadequate staff capacity, the validation report rated the program less likely 

sustainable. ADB continued to promote private sector development and expanding the role of public–

private partnerships (PPPs), especially in lagging regions, despite the government’s reduced enthusiasm 

for limiting the role of the state.  

 

52. The government’s DPF, 2006–2016 had identified inadequate and poor quality infrastructure as 

a major constraint on sustained rapid economic growth. Large infrastructure projects were therefore 

planned in transport and others sectors, making use of PPPs where possible, although this approach 

was soon abandoned. Private investments were seen as offering potential in ports, roads, and public 

transport, where adequate pricing and regulatory arrangements were in place. The government’s 

                                                
24

 Road Development Authority. 2007. National Roads Masterplan 2007–2016. Colombo. 

25
 A. Kumarage. 2012. Sri Lanka Transport Sector. Policy Note 2012. Prepared for World Bank. Colombo. 

26
 This CPS covered only a short period because of the prevailing uncertainty prevailing at the time of its preparation. 

27
 Addressed by two country strategy and program updates (2005–2006) and (2006–2008). 

28
 IED. 2011. Sri Lanka: Country Partnership Strategy, 2009–2011 Final Review Validation. Manila. 
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priorities included developing an expressway network with well-connected national and provincial 

roads, and an expansion of the rural roads network providing links to the major growth centers.  

 

53. Under CPS, 2012–2016 ADB focused on key arterial national road links, and on improving 

provincial and rural roads, especially in the lagging areas (footnote 2). The objective was to pursue a 

more environmentally sustainable integrated strategy by developing viable multimodal transport 

systems, including railways and public transport. This emphasis on better transport access for the entire 

population and business continued the direction of CPS, 2009–2011. ADB’s focus on developing a high-

quality road network linking rural and urban markets was consistent with the government’s priorities 

and continued the priority given by ADB to roads since the 1980s. The CPS also noted that ADB would 

continue to assist in developing Sri Lanka’s ports, which would contribute to regional cooperation, 

trade, and tourism and enhance the sustainability of projects in line with the recommendations of the 

validation report (footnote 28). 

 

54. Consequently, the targeted outcome for the transport sector results framework, 2011–2015
29

 

supporting the CPS sought “improved nationwide connectivity for the movement of people and 

goods.” Key outcome indicators to be achieved by 2016 compared with the 2011 baseline were: (i) 

600,000 beneficiaries from new or rehabilitated rural or provincial council roads; and (ii) average travel 

speed on priority national roads increased to 49 km per hour by 2016 (2011 baseline: 40 km per hour). 

The output of ADB assistance was to be a nationwide road transport network that was expanded, 

improved, and maintained. The specific indicators to be achieved by 2016 compared with the 2011 

baseline were: (i) 1,200 km of national roads rehabilitated; (ii) 2,500 km of provincial roads 

rehabilitated; (iii) total length of expressways increased to 190 km; and (iv) a decrease in the 

percentage of priority national roads with an international roughness index above 5.5 to 25% 

compared with the 2011 baseline of 30%.  

 

55. However, the results framework and contributing projects and TA for the period 2011–2016 

focused on roads and not on multi-modal transport as identified by the CPS. The Colombo Port 

Expansion Project approved in 2007 continued to be implemented in the CPS period. ADB did conduct 

a TA project on multi-modal transport that was initiated in 2010 but this is not yet in operation. In 

2015, ADB approved a TA project to examine improvements to Colombo’s suburban railway system, 

focusing on track rehabilitation and modernization investments. In 2000, ADB undertook a TA project 

to prepare a strategy and action plan for establishing PPP in the railway sector. The TA noted the 

various studies which had been done for Sri Lanka Railways with little follow-up action. With no 

credible prospects for reforming the railways to make them more efficient, ADB did not did not engage 

itself intensively in railways development. The 2007 SAPE considered that “in hindsight, ADB could 

perhaps have made greater use of its strategic positioning by engaging the Government in a dialogue 

to address intermodal transport issues.” Until recently, therefore, ADB has left rail to the other 

development partners as determined in the CPS, 1993–1997. 

 

56. Road safety, a pressing issue, was only briefly mentioned in CPS, 2012–2016 and not at all in 

the corresponding results framework. Road safety was not mentioned as an issue in CPS, 2009–2011 or 

in the targets for transport. ADB routinely applies road safety audits for its projects and this is a good 

                                                
29

 The 2009–2011 results framework for transport was integrated with that for other sectors: (i) for economic growth, the 

desired outcome of relevance to transport and other sectors was a better regulatory environment for PPPs; (ii) to address 

constraints on private investment and achieve higher growth outside the Western Province, a better road network with targets 

for funding road maintenance by 2010 from the Road Maintenance Trust Fund, parliamentary approval for toll roads (private 

and public), and a framework for PPPs to be established; and (iii) constraints on competitiveness, shorter travel times to 

Colombo Port from the whole country, rehabilitation of 2,400 km of national roads, 900 km of provincial roads, halving travel 

times from Matara, 160 km south of Colombo, to Colombo Port, increase the handling capacity of the port from 3.3 million to 

5.7 million TEUs per year by 2010, increase the length of national highways with an IRI greater than 5.5 from 37% in 2007, to 

30% in 2012 and 25% in 2017, and increase the average travel speed on priority National Highways from 39 km per hour in 

2007 to 45 km per hour in 2012 and 49 km per hour in 2017. 
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achievement. However, road safety audits are not generally applied on national and subnational roads 

according to the World Health Organization’s 2015 Global Road Safety Status report (footnote Error! 

Bookmark not defined.).  

 

57. Although the World Bank was dominant in policy dialogue in the 1990s, it did not provide any 

new loans for 6 years after 1999 when both its Colombo Urban Transport Project and Third Roads 

Project were completed. With the gradual withdrawal of the World Bank from substantial lending to 

the transport sector, ADB became the lead agency engaged in policy dialogue and discussions on 

institutional reforms. In 2005, the World Bank resumed lending with the Road Sector Assistance 

Project, which focused on road maintenance and rehabilitation of national roads pilot maintenance and 

rehabilitation of rural roads, and institutional strengthening and policy support. 

2. Sector Program 

58. Over the period of the CPS, 2012–2016 ADB approved nine loans totalling $571 million to the 

transport sector for two projects (Northern Road Additional Financing and Southern Road Connectivity 

Project) and one multitranche financing program (MFF), for the Integrated Road Investment Program, 

the first for Sri Lanka. Accompanying TA projects were used for project preparation for the MFF and the 

Southern Highways Investment Program, which aims to prepare a new project for expressways. A 

capacity development TA was conducted in conjunction with the Northern Road Additional Financing 

to strengthen the Northern provincial government to enable it to implement a road asset management 

system, including an updated provincial road inventory by June 2012, prepare a prioritized 3–year 

program, and provide training on supervision of road maintenance works and road safety awareness 

programs. 

 

59. Over the period 2004–2011 assessed by the SAPE in 2012, ADB financed five road projects 

involving six loans, totalling $474.4 million. In addition, the Colombo Port Expansion Project with a 

value of $300 million was approved in 2007. Ten TA projects were carried out over the period: (i) one 

project preparation TA for multi-modal Transport; (ii) capacity development for two road projects for 

provinces with implementation and asset management and one on strengthening environmental 

management for RDA; and (iii) seven advisory TA projects all related to roads including (a) a TA project 

for establishing a central procurement unit in RDA, (b) a TA project  for land use planning in the 

Southern Highway Corridor, (c) two TA projects for external monitoring of resettlement activities for 

the Southern Transport Sector Project in view of the safeguard issues encountered with frequent 

changes of alignment of the road,(d) capacity development of RDA’s Environment and Social 

Safeguards Division, and (e) development of a road sector master plan. 

3. Program Implementation 

a. Lending Assistance 

60. The full list of projects and this SAPE’s assessment are included in Appendix 1. The first two 

tranches of the Integrated Road Investment Program (iRoad) covering a 10-year period with a potential 

value of $800 million were approved in 2014, although the inception mission did not take place until 

December 2015 for tranches 1 and 2. Tranche 3, providing supporting financing, was approved in 

December 2015. The overall investment program will comprise five projects in six provinces, allowing a 

long-term partnership to develop between the government and ADB on policy dialogue and capacity 

development within a large-scale program. It builds on progress from past and on ongoing projects.    

 

61. Tranche 1 is financing a slice of project 1 in Southern Province targeting improvement of  

688 km of rural access roads in three districts to all-weather standards to be maintained using 

conventional road contracts, including construction with 3–year performance-based maintenance to 

deliver a predefined level of services. Selected national road corridors will be improved and/or 
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maintained for 7 years. Tranche 1 will also prepare later projects. Tranche 2 will help improve about 

2,548 km of rural access roads to all-weather standards, and about 118 km of national roads and offer 

a similar approach to construction and maintenance as tranche 1. Tranche 3 will finance the balance of 

the works and supporting activities in all six provinces. Project designs were prepared in advance with 

land acquisition not required, thus facilitating smooth implementation. Subnational governments were 

involved in project preparation and provided lists of candidate subprojects, and they are involved in 

oversight via provincial coordination committees. However, RDA’s provincial offices are managing 

implementation, including safeguard administration, without the formal involvement of provincial or 

local councils. RDA will also procure the performance-based maintenance contracts and will bear 

financial responsibility for meeting their recurrent financing obligations until the contracts expire. 

Supervision missions indicate procurement is on schedule and safeguards are being pro-actively 

managed. The current evaluation mission visited ongoing and competed works in Southern Province 

that appeared to be well managed and constructed to a high quality. 

 

62. The Southern Road Connectivity Project approved in 2013 and the Northern Road Connectivity 

Project approved in 2010 both sought to enhance the benefits of existing or recently completed 

projects. The former was designed to remove bottlenecks on key access roads to the Southern 

Expressway opened on 27 November 2011. By June 2015, all land acquisition had been completed for 

the expressway extension and remedial measures were being implemented in compliance with 

safeguard provisions. RDA, the implementing agency, has shown competence in project 

implementation and safeguard administration, in contrast to its performance during the 

implementation of the original Southern Expressway, a decade earlier as described in the 2012 SAPE, 

Appendix 5. 

 

63. The Northern Road Connectivity Project (Additional Financing), approved in 2013, proposed to 

combine underutilized funds from the original project loan (approved in 2010), resulting from efficient 

implementation, with additional funds to help to restore access to basic social services through 

improved road connectivity in the most conflict-affected area of the Northern Province, in line with the 

then government’s strategy and ADB’s strategy for the CPS, 2012–2016. 

 

64. With the exception of the Colombo Port Expansion Project, which closed in 2013 (two years 

behind the original schedule), all other projects currently active were also active at the time of the 2012 

SAPE. The 2012 SAPE noted that ADB’s loan-financed transport projects implemented from 1999 to 

2010 typically experienced delays, problems with safeguards, and loan extensions. The identified causes 

of problems were many and varied including: (i) delayed and prolonged procurement; (ii) problems 

with land acquisition; (iii) poor quality engineering designs; (iv) poor performance by contractors;  

(iv) poor supervision and performance by implementation agency staff and consultants throughout 

project preparation to implementation supervision. It appears these problems are being resolved for 

national roads with the building of capacity of RDA.  

 

65. The National Highway Sector Project, approved in 2005 and declared effective in 2007, focused 

on North Central, Central and Western Provinces. The project experienced large cost overruns during 

the initial stages of implementation and exceeded the project appraisal estimate by 128%. The main 

cause was the dramatic global price escalation for key construction commodities between appraisal in 

2005 and implementation leading up to the 2008 global financial crisis. Following restructuring, and 

once the project was running smoothly, additional financing was approved in 2011 to improve 

connecting roads to the Southern Expressway in Western and Southern Provinces. These subprojects 

are very similar to, and have the same purpose as, subprojects approved under the Southern 

Connectivity Road Project. 

 

66. The Road Project Preparatory Facility approved in 2004 was hampered initially by the poor 

performance of one of the two consultants procured. Following recruitment of a new consultant in 

2009, and up to closure in June 2015, the two consultants successfully assisted RDA to prepare 
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subsequent ADB-financed projects (the Northern Road Connectivity Project and Southern Connectivity 

Road Projects) and others funded by other sources.  

 

67. Since the 2012 SAPE, the PCR for the Colombo Port Expansion Project was published in July 

2015. It rated the project highly relevant, effective, efficient, likely to be sustainable and with a 

significant impact. Overall it was rated successful. Despite the special nature of the project and 

differences with the dominant road projects, the importance of adequate procurement arrangements 

and good coordination between public and private sector components was emphasized in the PCR. A 

PCR and PVR have also recently become available for the Southern Transport Development Project. 

These reached different conclusions in relation to efficiency, sustainability and overall assessment, with 

the PVR taking a more pessimistic view. These differences may be a result of the challenges in 

implementing a very large project, since this was Sri Lanka’s first expressway and has potential 

beneficial spill-over benefits to the Western Region, including capacity enhancement for RDA. 

 

68. Both the government and ADB have benefited from many years of working in partnership. The 

benefits can be seen clearly with RDA for national roads but also in the main roads in the provinces. 

While early projects experienced a variety of interrelated problems, both ADB and RDA have learned 

from these and have improved designs, minimized delays, and enhanced implementation. ADB has 

introduced performance-based road maintenance contracts, starting with an initial trial during the 

Road Sector Development Project in 2004. They have been used actively by ADB since 2010, starting 

with the Northern Road Connectivity Project. Because of the 2004 agreement between World Bank and 

Japan International Cooperation Agency (JICA), ADB has not actively pursued high-level policy issues 

affecting maintenance of national roads. The agreement was that the World Bank would focus on 

operationalizing the road maintenance trust fund, which was initially intended for supplementing 

resources for maintenance of all roads but in practice was confined to national roads, and that JICA 

would support development of the private contracting industry. However, in projects since 2008, ADB 

has focused on supporting provincial governments to prioritize funds for road maintenance.  

b. Technical Assistance 

69. Three TA projects amounting to $3 million were approved from 2012 to 2015. A further 18 TA 

projects approved as far back as 1998 were ongoing over the period 2006–2012. The TA projects were 

categorized as follows: (i) five project preparatory; (ii) six capacity development; and (iv) seven advisory. 

All but one were for roads. The full list of TA projects and this SAPE’s assessment of them are in 

Appendix 1.  

 

70. A project preparatory TA project approved in 2010 was designed to prepare potential multi-

modal projects.
30 

 The TA completion report (TCR), dated 2014, rated it successful despite difficulties in 

coordination. The TCR recommended that both agencies be involved in a subsequent project operation. 

An upgraded rail connection to the port and a remote container terminal were proposed. The proposed 

rail initiative was the first activity to focus on railways since 2000. 

 

71. TA undertaken since 2006 focused on meeting immediate capacity development needs related 

to the implementation or management of safeguards and has performed well. The TA projects also 

appear to been well received by RDA. For example, the environmental and social functions of RDA have 

been considerably strengthened leading to their elevation in status to a division of RDA in 2011. TA 

since 2010 to support the Northern, Eastern and North Central Provinces is considered by the current 

evaluation to have been successful and effective in providing support to road agencies who are reliant 

on external assistance. 

 

                                                
30

 The TA prepared interventions in Sri Lankan Railways, which is under the Ministry of Transport, and in Colombo port, which 

was under the then Ministry of Highways, Ports and Shipping. 
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72. By contrast, the 2011 project performance evaluation report (PPER) for the Road Sector 

Development Project found that government ownership of TA activities was generally weak, the main 

example being the Reform Program consultancy undertaken from 2004. The PPER criticized the TA as 

too broad in scope and lacking continuity with too many one-time activities. It was rated partly 

satisfactory by the PPER. 

 

73. However, the TCR for the preceding TA on Reengineering of Road Sector Institutions rated the 

outputs as excellent and the TA as generally successful. It said the TA provided a “sound basis for 

determining ADB's future involvement in the sector in the country.” The outputs of the TA provided a 

road map on how the sector should be reformed and was pursued by ADB and the government to 

2005,
31

 including through the activities of the subsequent reform consultants who were intended to 

assist RDA with their proposed reorganization. Many of the recommendations on enhancing the 

capacity of the contracting industry, strengthening the capacity of RDA for implementation and 

administration of environmental and social safeguards, and establishing the Road Maintenance Trust 

Fund had either been implemented or agreed by 2006. While RDA did restructure, the PPER 2011 for 

the Road Sector Development Project found the restructuring in many aspects to be short of what was 

intended, including a mere renaming of the force account maintenance division. Areas where 

significant progress on reform was not made included improving the efficiency of public transport 

services, including those in urban areas; actions to reduce overloading of trucks, including changes to 

legislation to give RDA the power to directly fine overloaded vehicles rather than for the police to 

conduct this role alone; and sustained support for road safety programs at the sector level. 

D. Evaluation of ADB Support 

1. Relevance 

74. ADB’s support for Sri Lanka’s transport sector is rated relevant as it supported the 

government’s development priorities, confirmed by ADB’s own sector assessments. ADB also positioned 

itself well to support the government’s desired development objectives. The emphasis on infrastructure, 

particularly roads but also ports, is consistent with Strategy 2020’s thrust on infrastructure, one of its 

core areas. 

 

75.  With the achievement of most of the reforms put forward by the road sector policy matrix by 

the end of 2004, and the government’s desire to respond to the post-tsunami situation, ADB 

subsequently reduced the attention it paid to transport sector institutional and policy reforms, the key 

planks of its strategy to 2006. Instead, ADB focused support on RDA’s governance and implementation 

performance. This change of focus occurred as a result of the agreement between World Bank and JICA 

at the end of 2004. The division of support permitted each donor to focus on a key development need 

without duplication. 

 

76. This revised strategy was accepted by the government and permitted ADB to scale-up its 

investment in transport to over 42% of net loans outstanding and over 40% for CPS, 2012–2016.
32

 This 

focus has enabled a rapid expansion of the national and provincial road network that continues to the 

present day and appears to be an effective strategy to address poverty and enhance social inclusion. 

The same focus has allowed ADB to turn around RDA’s performance with procurement, 

implementation, and management of social safeguards in recent years in contrast to the poor 

performance evident through to the 2008 as observed by the 2012 SAPE. 

 

                                                
31

 ADB. 2005. Report and Recommendation of the President: National Highway Sector Project. Manila. Refer to the table entitled 

“Road Sector Policy Matrix Update” contained in Appendix 2. 

32
 As set out in Appendix 6 of the CPS, 2009–2011 as at June 2008 and shown in Appendix A of the Business Plan for 2012–

2014. In the period 1990 to 2002 transport represented 18.2% of ADB’s program for Sri Lanka. 
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77. However, the 2004 agreement neglected other aspects of sector performance, including the 

optimal roles of modes, the effective management of passenger and road freight transport operations, 

and the facilitation of private investment in rail and urban transport operations. The 2007 SAPE noted 

several of these issues that it considered ADB should have pursued with government. Because of the 

dominance of roads, and their rapid expansion, substantial connectivity improvements have been made 

resulting in economic efficiency gains as shown by recent trends in logistics performance and ADB’s 

own ex-ante and ex-post appraisals (refer Section D3 below). 

 

78. However, rapidly growing road congestion, rising fatalities, and injuries and growing emissions 

(greenhouse gas, air pollution and noise) are threats that need to be addressed by sector-level policy 

and administrative means, and not by infrastructure alone. The World Bank, in partnership with ADB, 

set up the Road Maintenance Trust Fund in 2006, and, like ADB, has supported enhanced safeguard 

management and monitoring. In 2013, the World Bank began developing a 17-km demonstration road 

safety corridor from Ratmalana to Nalluruwa. ADB has incorporated road safety audits into its road 

design process, and project-related TA has provided awareness training on road safety in its projects, 

but unfortunately the immediate potential for higher road speeds and growth in traffic may decrease 

road safety. ADB and the World Bank have both supported enhancing the climate resilience of 

communities and infrastructure. For roads, ADB has done this through individual climate assessments 

routinely undertaken since 2012 for all projects. 

 

79. In theory, the new 10-year MFF for the Integrated Road Investment Program (iRoad) launched 

in 2014 provides an opportunity to re-engage with the government in long-term policy dialogue for the 

transport sector as a whole, not just on enhancing the implementation of national and provincial 

roads. However, the narrow focus of the three transport ministries and their agencies appears to limit 

the opportunities for effective cross-sectoral dialogue. 

 

80. The four TA projects since 2012 have been directed at immediate concerns. The most recent 

was used to prepare the iRoad MFF.  The TA on the Southern Highways Investment Program was used 

to prepare an expressway project preparation facility modelled on the earlier Road Project Preparation 

Facility. The capacity building of the Northern Province Road Development Department is considered by 

the current evaluation to have been successful and relevant. There are no TCR ratings available for these 

three TA projects. The multi-modal TA was rated successful by its TCR. Because of the pragmatic 

orientation of TA for CPS, 2012–2016, the TA projects in this period appear to have performed better 

than those for earlier periods. The 2012 SAPE had indicated that the quality of TA was “mixed.” 

 

81. ADB supported the three pillars under CPS, 2012–2016 and has successfully promoted road 

development in the North Central, Eastern and Northern Provinces since 2008, leading to more 

inclusion. It has also supported capacity building at RDA, strengthening the effectiveness of public 

investment in national roads.  

 

82. An important reform arising from the Road Sector Policy Matrix was the government’s closing 

down of the state-owned Road Construction Development Company (RCDC), which contributed to the 

development of a modern contracting industry. However, with the creation of a smaller state-owned 

successor,
33

 the government continues to play a role in contracting. For ports, private investment was 

catalyzed with the Colombo Port Efficiency and Expansion Project, which closed in 2013. The PCR for 

this project in 2015 rated it relevant. Apart from those already mentioned, no major PPP reforms in 

transport are evident, except for ADB’s promotion of conventional road construction contracts 

combined with performance-based road maintenance. 

                                                
33

 RCDC was previously preferred for government construction contracts. Its successor Maga Neguma with 700 staff assumed a 

minor role mainly for provincial road contracts. This organization is separate from the state-owned State Development and 

Construction Company specializing in heavy infrastructure construction and urban traffic signals that is under the auspices of 

the Ministry of Construction, Engineering Services, Housing and Common Amenities. 
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83. The emphasis on rural access is recognized by the inclusion of road safety in the new SDGs
34

, 

but there is also a need to reduce greenhouse gas emissions and air pollution. The current CPS strategy 

promotes rural connectivity but may not address the safety and external impacts of roads adequately. 

 

84. Strategic positioning. Up to 2004, ADB assistance to the sector had “broadened beyond 

investment in rehabilitation of key road links and ad hoc policy engagement towards a consistent 

dialogue that encompasses policy, institutional and investment matters of the entire road network,” 

according to the country assistance strategy (2001–2003, p. 65). The increase in lending for transport, 

energy, water, and education since 2000 in part reflects the reduction in lending for industry and 

agriculture but also the government’s development priorities, including addressing development 

deficits in the poor North and North-Eastern regions since 2004 reflected each of the three main CPSs.  

 

85. However, in contrast to the period to 2004, when ADB was the government’s main dialogue 

partner on policy and institutional reforms in the road subsector, this role appears to have been 

relinquished. Following the TA on Re-engineering of Road Sector Institutions discussed above, the 

Passenger Transport Services Improvement TA begun in 2002 that addressed the efficiency of public 

transport services in the Road Sector Policy Matrix, was rated unsatisfactory.  

 

86. The country strategy and program (2005–2006) stated that ADB’s strategy was to improve 

overall sector performance by: (i) supporting institutional and policy reforms; (ii) strengthening private 

sector participation; and (iii) financing strategic investments in the road network. The country strategy 

and program (2005–2006) maintained the same emphasis. By the time of CPS, 2009–2011, ADB 

strategy was to focus on infrastructure investment to improve economic competitiveness and to 

address gaps in the PPP-enabling frameworks. The CPS also mentioned the importance of adequate 

road maintenance that would be pursued primarily by the World Bank under the 2004 agreement 

between it and JICA. ADB would focus on capacity building at RDA and JICA on enhancing the capacity 

of local contractors.
35

 As part of the reorganization of RDA, the role of RDA’s force account for 

maintenance was to be reduced in favour of a “long-term performance-based maintenance contract.” 

ADB has not apparently revisited its policy focus since the 2005 agreement between JBIC (now JICA) 

and World Bank.
36

  

 

87. Since the adoption of CPS, 2009–2011, no TA projects have examined key technical and 

administrative issues for the transport sector as whole, or the suitability of current structures to address 

transport sector challenges such as the medium-term recurrent financing needs for the road sector, 

road safety or the efficiency of passenger transport services. Nor do the World Bank and JICA appear to 

have undertaken in-depth sector assessments. For its part, ADB has undertaken TA projects to improve 

financial management, procurement, and safeguard implementation and to prepare a roads master 

plan. Although ADB is proposing a new TA project to identify railway investments in Colombo, no 

investigation of the efficiency of the Sri Lankan Railways is proposed, although the 2007 SAPE 

identified under challenges and opportunities “…the complex railway sector problems that need to be 

addressed to arrest the vicious circle in which the railway sector has been trapped over a long time; 

                                                
34 

 Indicator 9.1.1 for SDG Target 9.1 is the Rural Accessibility Index originally formulated by the World Bank in 2006. 

35
 Footnote 31. The RRP for the National Highway Sector Project stated that “it was agreed that ADB would continue assisting 

RDA’s institutional strengthening program, and together with the World Bank would continue pursuing policy dialogue on the 

road maintenance financing issues. Private sector development has been addressed by all partners, with assessment of the 

local contractor capacity being carried out by JBIC. In addition, the World Bank took over the lead in assisting the bus transport 

services industry.” para. 23. 

36 For example, as of 2016, RDA’s Maintenance Management Division consisted of 6,000 staff and there had been no recent 

investigation of its efficiency. Passenger transport services efficiency, effectiveness and safety have not been revisited. Truck 

overloading was mentioned as a serious problem in the RRP for National Highway Sector Projects but there has been no 

specific action under that project or other ADB projects since that time.  
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and … the current institutional and governance constraints that impede efficient delivery of transport 

infrastructure and services.”
37

 

 

88. Instead, the implied ADB strategy has been to focus on limited efficiency and governance 

improvements while accepting the current government structure and approach to transport 

management. ADB appears to have tacitly accepted the government’s position that the state’s role in 

bus and rail transport, airport, and ports should remain, despite ADB’s long-running emphasis on 

enhancing the role of the private sector in transport investment and operations. In 2015, the World 

Bank
38

 pointed out that there is a generally weak framework for private–public partnerships (PPP) and 

relatively few examples. ADB’s special evaluation study on PPP noted the “waning political commitment 

and lack of stakeholder support for private sector involvement in infrastructure in Sri Lanka.”
39

 

However, ADB’s successful PPP for Colombo Port mobilized significant private investment with risk 

transfer and this achievement is recognized.
40

   

 

89. The importance of ADB’s capital contributions for transport (and infrastructure) in the context 

of limited domestic government revenue was noted by the CPS, 2004–2008, which stated that 

“…traditionally, ADB, Japan, and the World Bank, have financed 70%–80% of the public investment 

program.” With the urgent need to mobilize investment for rebuilding following the tsunami in 2004, 

the government actively encouraged new sources of development finance, from bilateral partners such 

as the People’s Republic of China and other sources. The global financial crisis in 2008 heightened the 

perceived need for investment stimulus. It is estimated that, for investment in national roads from 

2006–2010, ADB, World Bank and JICA’s combined share was 37% but for the period 2011–2015 this 

had declined to 26% mainly due the growth of non-traditional bilateral sources of funding (Appendix 

5). 

 

90. Although ADB’s role as a source of finance for new investment for national roads today has 

declined compared with the period before 2011, its role remains critical. It has been the main 

development partner providing technical assistance and capacity building and the dominant source of 

investment for provincial roads in North Central, Northern, and Eastern Provinces, especially since 2008. 

 

91. ADB’s approach to transport sector infrastructure has been to take a holistic view of the road 

network by addressing both national and provincial roads in single operations. This approach is 

effective in addressing end-to-end connectivity issues for people and freight. Investments in the port of 

Colombo and in roads have benefited logistics greatly, although safety and congestion issues deserve 

more attention. The absence of any significant attention to reforms to passenger and logistics transport 

is an oversight by the government and may limit the economic efficiency gains to be made by 

investment in infrastructure. 

 

92. ADB’s emphasis on roads, including roads that improve connections to Colombo port and other 

international gateways, in preference to rail is appropriate given rail’s limited role in passenger journeys 

(5%) and freight (2%). However, ADB did fund an advisory TA project on rail passenger transport (TA 

4075) in 2002, a multi-modal transport PPTA project (TA 7600) in 2010, and TA for the Colombo 

suburban railway system in December 2015, with the last two focusing solely on preparing physical 

investments, and not on policy or managerial improvements. The government would like to enhance 

rail’s role by re-establishing tracks in the conflict affected areas, undertaking double tracking, and 

improving Colombo’s suburban rail system, while ADB’s strategy is to support projects to be developed 

                                                
37

 
 
IED. 2007. Sri Lanka Country Assistance Program Evaluation: Transport Sector. Manila: ADB.  

38
 World Bank. 2015. Sri Lanka: Ending Poverty and Promoting Shared Prosperity: A Systematic Country Diagnostic. Washington. 

p. 18. 

39
 IED. 2009. Special Evaluation Study: ADB Assistance for Public-Private Partnerships in Infrastructure Development-Potential for 

More Success. Manila. 

40 
 Refer also to paras 107, 133, 138. 
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by PPP (Appendix 3) and to pursue a more “sustainable integrated strategy by developing viable 

multimodal transport systems, including railways.”
41

 It appears that ADB’s focus on investment without 

reform is contradictory, particularly where the aim is to promote PPP involvement.  

2. Effectiveness 

93. ADB’s support to the transport sector is rated effective primarily because support has been 

given to key development priorities, and the focus on investment since 2008 has substantially achieved 

outcome and outcome targets. The national road output target of 1,200 km for 2012–2016 seems to 

have been set unrealistically low given that the target for the Road Sector Master Plan used as the basis 

for the roads sub-sector plan in the NDF (2007–2016) was to construct 5,700 km
42

 (Table 3). There 

were no reductions in planned projects. 

Table 3: Achievement of Road Subsector Targets, 2011–2016 

Outcome: Improved Nationwide Connectivity for the Movement of People and Goods 

Indicators Actual achievement by 2016 Comment 

Number of beneficiaries from 

new or rehabilitated rural or 

provincial council roads 

increased by 600,000 (2011 

baseline: no baseline) 

> 0.75 million beneficiaries. Data for 

Northern, Eastern and North Provinces 

where ADB has been working since 2008 

indicate there are on average 550 

persons per km (located within 2 km 

either side) living close to provincial 

roads. Since 1,384 km were rehabilitated 

in total in these three provinces in the 

period 2011–2015, this indicates the 

number of beneficiaries is more than 

750,000. Data are not available for other 

provinces. 

Achieved 

Average travel speed on 

priority national roads 

increased to 49 km per hour 

by 2016 (2011 baseline: 40 

km per hour) 

Not available May have been 

achieved on 

improved roads 

but may not be 

sustained due to 

rising traffic 

volumes 

Targeted sector outputs by 2016 Compared to 2011 with ADB contribution 

Indicators   

1,200 km of national roads 

rehabilitated  

3,592 km Exceeded 

2,500 km of provincial roads 

rehabilitated  

1,384 km in total in Northern, North 

Central and Eastern Provinces. Data are 

not available for other provinces. 

Likely achieved 

Expressway length increased 

to 190 km compared to 90 

km 

170 km compared to actual expressway 

length at 2011 of 95.3km. A 96 km 

extension to Southern Expressway is 

under implementation. 

Almost achieved 

% of priority national roads 

with IRI > 5.5 decreases to 

25% compared to baseline of 

30% 

33% of priority national roads estimated 

by RDA to have an IRI > 5.5 at 2014 

compared to 52% at 2011 

Achieved 

ADB = Asian Development Bank, IRI = international roughness index, RDA = Road Development Authority. 

 

                                                
41

 ADB. 2012. Country Partnership Strategy, 2012–2016. Manila. para. 26. 

42
 This may be because the SAPE 2012 had noted that there had been a 22% shortfall in road length outputs for the RSDP in the 

previous CPS period, and poor performance with the associated reform plan for RDA noted by the PPER. 
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94. Just as importantly, ADB’s incomplete attention to policy reforms (in particular to enhance 

private sector participation), efficient and safe road operations, and persistent constraints on road 

maintenance financing undermine the sustainability of its support. By contrast, while the previous SAPE 

also rated ADB’s support also as less than effective, it primarily arrived at this conclusion by looking at 

the ratings of individual projects
43

 rather than by taking a holistic view. 

 

95. ADB’s support to the transport sector has addressed the government’s development priorities 

which reflect genuine development needs, and has also been consistent with the strategic objectives of 

CPS, 2012–2016 that have shifted from poverty reduction and reconstruction (2004–2008), to a greater 

focus on inclusive and sustainable economic growth (2012–2015). Accordingly, as shown in Table 4, 

ADB’s transport sector strategy has shifted from: (i) institutional reforms and selective investments for 

roads, making Colombo port efficient and removing impediments to private sector participation in 

transport and other sectors (2004–2008); to (ii) improving nationwide connectivity focusing on national 

and provincial roads (2012–2016) with an implied attention to conflict-affected provinces (although 

this was not explicitly stated in the transport sector results framework, 2011–2016). 

 

Table 4: CPS Strategic Objectives and Associated Transport Strategies 

CPS, 2004–2008 CPS, 2009–2011 CPS, 2012–2016 

CPS Outcomes and Relevant Pillars for Transport 

Poverty reduction, 

reconstruction and 

development 

Economic growth, social development  Inclusive and 

sustainable growth 

Transport strategies 

Institutional reforms and 

selective investments for 

roads, making Colombo port 

efficient and removing 

impediments to private sector 

participation in transport 

(and other sectors) 

Removing constraints on economic 

growth and higher private sector 

investment by improved enabling 

frameworks for private investment and 

improvements in road planning, road 

infrastructure investment and by reducing 

high logistics costs 

Improving 

nationwide 

connectivity 

focusing on 

national and 

provincial roads 

Source: Independent Evaluation Department.  

 

96. To achieve the desired transport outcome of “improved nationwide connectivity,” ADB focused 

on delivering longer road length outputs by 2016 compared with 2011, as set out in the transport 

sector results framework (2011–2016) that accompanied the CPS for the same period. The 

government’s Development Policy Framework (2006-2016) updated in 2010 (Mahinda Chintana) set 

the target that by 2016 100% of villages would be connected by roads, 95% of which would be in 

good condition. ADB’s targets would have supported this target but the discussions with the Ministry 

of Finance, and other stakeholders by the current SAPE team indicate that the DPF targets were never 

monitored. However, even though ADB’s targets for the beneficiaries of improved connectedness have 

almost certainly been considerably exceeded as shown in Table 3, national agencies and ADB have not 

collated road improvement data for each province nor systematically identified the number of 

beneficiaries. ADB’s IED has initiated an impact evaluation of the Eastern and North Central Provincial 

Council Road Project and baseline measurements were undertaken in 2014.
44

 

 

                                                
43

 Colombo Port Development Project (1999 to 2006), the Road Sector Development Project (2002–2009), and the Colombo Port 

Efficiency and Expansion Project TA loan (2001–2010). PPERs available to the 2012 SAPE rated the first two projects effective 

and less effective respectively. The 2012 SAPE assessed the TA loan as less than effective because of inadequate attention to 

policy, institutional and operational reforms. The PCR for the TA loan (July 2015) agreed with this rating. 

44
 D. Jayasuriya and H.D. Sumanasekara 2014. Baseline Report. TA-8332 REG: Developing Impact Evaluation Methodologies, 

Approaches, and Capacities in Selected Developing Member Countries (Subproject 1) (46185–002). 
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97. An adequate asset management system
45

 with accurate data on road system conditions and 

the ability to project future conditions enables priorities to be set for the maintenance of various types. 

As noted in the section on sustainability below, the absence of adequate asset management systems 

and associated technical capacity initially for national roads and still today for provincial roads raises 

questions about the effectiveness of identified road maintenance works. 

 

98. An appropriate theory of change linking transport interventions to desired transport sector 

outcomes or to the CPS’s strategic objectives and associated development priorities, would likely reveal 

that sustaining the benefits of improved infrastructure requires (i) appropriate physical design and 

efficient implementation by improved capacity and governance for: (a) efficient implementation, 

administration of safeguards and arrangement of maintenance; and (b) safety to counter increased 

speeds that may be facilitated; and (ii) enhanced policy, regulations, and institutions to sustain and 

leverage gains from infrastructure investment by: (a) planning and prioritizing new investment versus 

rehabilitation and maintenance; (b) structuring sector functions to achieve effectiveness and efficiency; 

(c) facilitating efficient transport operations, whether publicly or privately provided; and (d) arranging 

sufficient recurrent financing, to support the sustainability of the transport sector for the medium to 

long term. ADB’s support in the past decade has focused mainly on (i) (a) with less attention to other 

aspects, to the detriment of its effectiveness. 

 

99. The 2012 SAPE assessed the Colombo Port Efficiency and Expansion Project. While it did not 

give it a rating, it assessed its effectiveness as poor. The 2015 PCR rated it effective largely because it 

enabled the satisfactory preparation of the subsequent Colombo Port Expansion project but without 

full implementation of policy and regulatory reforms. Given the focus on creating a sound enabling 

framework for PPPs in CPSs since 2004, this evaluation considers the port activities to be less than 

effective, as for the entire program in relation to PPPs, despite small recent advances with use of 

performance-based road maintenance contracts. 

 

100. The Southern Transport Development Project was rated effective by the PVR of 2015. The 

current evaluation concurs with this, since, after long delays, the project expressway has been 

constructed and is achieving the desired reductions in travel time, although congestion is increasing. 

The Southern Road Connectivity and the National Highways (Additional Financing) projects (2013) are 

designed to address congestion at key entry points to the expressway. 

 

101. TA projects undertaken since 2004 have been rated as satisfactory or better except for the TA 

for the central procurement and the road reform consultancy, which was rated partly satisfactory (the 

latter by the PPER). As noted above, the performance of TA projects has generally been good (or 

effective) as they have met the needs for agencies for implementation, safeguards management and 

compliance and project preparation. 

3. Efficiency 

102. ADB support is rated efficient primarily because of the few ex-post economic evaluation results 

available for projects assessed during the 2012 SAPE and for the three projects completed since that 

time that have had a PCR, PVR or PPER prepared.
46

 For the Southern Transport Development Project, 

the PVR rated the project as less than efficient despite the PCR’s EIRR of 16.9% because of 

shortcomings in the re-evaluation, the more than doubling of the implementation period and the 

                                                
45

 The development and progressive improvement of appropriate asset management systems is dependent on the technical 

capacity of road agency staff. These systems contain data on the features, location and condition of the road networks, with 

analytical functions to analyze how changes in road use and alternative maintenance treatments can slow road deterioration, 

thus affecting agency expenditures and road user costs, and assisting in identifying optimal approaches to maintenance. 

46
 These are: (i) the Southern Transport Development Project which closed in 2013 with a PVR published in December 2015;  

(ii) the Colombo Port Expansion Project that closed in 2013 with a PVR published in December 2015; and (iii) the Colombo Port 

Efficiency and Expansion which closed in 2010 with a PCR in July 2015. 
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tripling of the original cost estimate to over $905 million.
47

 For the Colombo Port Expansion Project, the 

PCR rated the outcome as efficient even though the re-calculated EIRR was 13.3% compared with the 

original estimate at appraisal of 17.8%. The success of the project in mobilizing private participation 

despite a 2.25-year extension was the reasons for this rating. The earlier Colombo Port Efficiency and 

Expansion project was a TA loan. Despite the 9-year period of implementation, it was instrumental in 

ensuring a high level of project readiness to ensure smooth implementation of the ensuing Colombo 

Port Expansion Project. It was rated as efficient by the PCR for these reasons, although the 2012 

evaluation cited the many delays as a reason to question its efficiency. 

 

103. The 2012 SAPE had assessed the economic performance of the Colombo Port Development 

Project completed in 2006 and the Road Sector Development Project that was completed in 2009 as 

efficient based on the available PCRs, PVRs, and PPERS. Delays and cost overruns with the 

implementation of the TA loan for the Road Project Preparatory Facility raised questions about its 

efficiency. For road projects, the sustainability of maintenance was assessed as a risk by the 2012 SAPE. 

Shortfalls in maintenance would reduce economic performance. 

 

104. Several of the recent major non-road investments made in the last 7 years by other donors are 

now completed and are underutilized. The unit cost/km of ADB national highway projects is 20% less 

than for the sector as a whole as shown in Appendix 5. The efficient performance of ADB investments is 

highlighted by comparison. 

 

105. Weaknesses in the economic evaluation for the Road Sector Development Project’s PCR were 

identified by the PVR, as the evaluation did not use actual traffic or road condition data. Correcting for 

this, IED’s PPER revaluated the project and constituent sub-projects and found the actual EIRR was 

20.1% on average. This was below the PCR’s 29% but, more importantly, 29 road sections had an EIRR 

less than 12%. The type of re-evaluation carried out by IED for the RSDP is instructive and such detailed 

analysis would be beneficial for ex-ante assessments used for appraisal.  

 

106. The current SAPE examined the economic analysis for the three projects approved since 2012: 

(i) Northern Road Connectivity Project (Additional Financing), (ii) Southern Road Connectivity Project, 

and (iii) Integrated Road Operation and Development Investment Program (iRoad) – Tranches 1, 2 and 

3. While each used a conventional methodology valuing time savings and vehicle operating cost 

reductions through use of the highway design model, the key assumptions that are influential in an 

economic evaluation varied significantly but not unreasonably. The impact on benefit streams of less 

than planned maintenance was not specifically addressed.  Each of the evaluations reported average 

EIRRs in the range 18%–20%, although the Northern Road evaluation had lower results for its provincial 

road components. 

 

107. Delays in project implementation were highlighted by the 2012 evaluation. The most notable 

was the Southern Transport Development Project, which took 12 years to complete. Despite these 

difficulties, in general, implementation performance appears to be improving. The Port Expansion 

Project was extended by just over 2 years, less that the earlier TA loan, which had to be extended by 5 

years, although for reasons largely beyond the control of the executing agency or ADB. The port 

expansion project facilitated a PPP and complemented ADB’s 1998–2006 equity investment in South 

Asia Gateway Terminals (Private) Limited, the first private terminal operator at Colombo Port. 

 

108. While two projects approved over 10 years ago were active to the end of 2015 they were kept 

open because they have provided the opportunity for RDA to prepare new sub-projects with the 

                                                
47

 Much of the cost increase was due to a change in physical scope due to the decision to build four lanes rather than the initial 

two lanes plus cost escalation.  
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remaining financial resources.
48

 This flexibility is considered positive for efficiency in that it avoided 

developing a new mechanism for funding preparatory activities. 

 

109. The four projects approved since 2012 appear to have all benefited from earlier experiences 

with sources of delay. Project 1 designs for iRoad were prepared in advance and land acquisition was 

not required. Each tranche is being used to prepare subsequent tranches, which is positive for 

efficiency. In general, RDA’s capacity for procuring civil works has grown, including selecting 

consultants, administering the contracts, and managing the overall project implementation, as 

confirmed by aide memoires and back to the office reports. 

 

110. Having contributed to reforms to facilitate the development of the private contracting industry, 

ADB has experimented with performance-based road maintenance contracts since 2005.
49

 In theory, 

these can achieve greater efficiency than traditional input-based contracts.
50

 Although there is no 

formal evaluation of these, they appear to work well by incentivizing contractors to build roads to a 

good quality. 

 

111. The 2012 evaluation observed that TA projects experienced delays but the examples cited were 

approved over 10 years ago, such as the Road Sector Master Plan approved in 2004 and completed in 

2008. However, TA projects approved from 2005 were largely implemented as planned. TA projects 

have generally been rated successful or better by TCRs (except for the establishment of the Central 

Procurement Unit). Despite delays, the Road Sector Master Plan was able to inform a national policy on 

transport and was used to develop the basis for ADB’s partnership with the World Bank and JICA.  

 

112. TA projects approved after 2012 have not been rated by TCRs to date but two of the four have 

led to a new MFF program, one road project, and a potential new multimodal project with port and 

railway components, although there appears to be little stakeholder support for this. The Capacity 

Development of the Northern Provincial Road Development Department was completed in December 

2015 as planned after enlargement to to cover the North Central Province under the additional 

financing.  

4. Sustainability 

113. The sustainability of ADB support is rated less than likely. This is based on a holistic view of the 

many dimensions of sustainability of concern to ADB, plus consideration of the pillars featured in the 

CPS, 2012–2016 and cross-cutting themes. Sustainable transport is a guiding principle of ADB’s 

Strategy 2020. Launched formally in 2010, the Sustainable Transport Initiative defines sustainability as 

having eight dimensions: (i) economic and financial, (ii) asset condition, (iii) social equity, (iv) health,  

(v) ecology, (vi) physical environment, (vii) air quality and noise, and (viii) climate. Further, a sustainable 

transport system is defined as one “that is affordable and operates efficiently taking into account 

requirements for investment in capacity and the need for maintenance.”
51

   

 

                                                
48

 National Highways Sector Project 2005 with additional financing in 2011; and the Road Project Preparatory Facility approved 

2004 closed in December 2015. 

49
 Initially during the Road Sector Development Project but mainstreamed in the Northern Road Connectivity Project from 2010. 

50
 Input-based maintenance contracts rely on a contractor specifying what it would need to be paid for time and materials. 

Contractors assume little or no risk with the cost of works being borne by the road agency. By contrast, performance-based 

road maintenance involves payment for specified outputs. The rationale for performance-based road maintenance as for other 

forms of PPP is to transfer a manageable amount of risk to a maintenance contractor selected by competitive procurement and 

pay the contractor for providing specified standards of maintenance (e.g., road roughness is maintained above a specified 

minimum standard). If risk is transferred successfully, the present value of the cost of asset management over the contract life 

is expected to be lower than can be achieved by the best current alternative for maintenance. 

51
 ADB. 2010. Sustainable Transport Initiative: Operational Plan. Manila. 
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114. The 2012 SAPE found that the several of the RRPs for projects before 2010 did not adequately 

describe the risks to sustainability. The better RRPs described a similar range of risks to recent projects 

(focusing on implementation, sustainable maintenance financing but also risks due to conflict areas). 

The current assessment of sustainability broadens the approach adopted in the 2012 SAPE to consider 

the additional dimensions of sustainability identified above.  

a. Adequate financing to maintain asset condition to deliver desired economic 

and social outcomes 

115. Financial sustainability, through the provision of adequate funds for road maintenance, is a 

necessary condition to ensure roads are maintained in good condition so they can deliver the direct 

outcomes that were intended. As shown in Appendix 4, historically road maintenance funding has been 

from budgetary allocations. Allocations for road maintenance have not kept pace with the increase in 

capital expenditure in recent years. For national roads, the maintenance allocation in 2014 was  

SLRs3.7 billion, representing 2.8% of the total allocation. This was the lowest in the previous decade. 

Such a reduction may be justifiable in the very short term because of the extensive road improvement 

and rehabilitation work being carried out, but it is not sustainable in the medium term. 

 

116. In the case of the provincial roads, provinces are in theory receiving money for road 

maintenance from central government through the Finance Commission. This is supposed to be 

separate from their current funding arrangements. However, as shown in Appendix 4, of the three 

provinces ADB has engaged with since 2008, only Eastern Province has resolved to allocate a 

proportion of vehicle registration fees to road maintenance, an ADB loan covenant.
52

 However, no 

mechanism has been developed by any level of government or government agency to increase the level 

of financing to meet actual road maintenance needs. Further, political concerns often drive where 

maintenance expenditure occurs. 

 

117. The growing competence of RDA to maintain its asset management system for national roads is 

encouraging, although it has not completed condition surveys of the priority national road network of 

8,000 km. ADB is supporting provincial agencies to implement asset management systems for roads 

under their jurisdiction, but if they are to be brought into sustainable operation, these systems require 

a budget for regular surveys of road conditions and to retain staff who have received training by an 

initial project intervention. To date, despite visible progress, the provincial road asset management 

systems that exist have been developed by ADB and other development partners and require external 

support to sustain (Appendix 4). 

 

118. In its first three tranches the iRoad project proposes to pave to all-weather standards 3,300 km 

of rural roads (i.e., local and provincial roads)
53

 and improve 270 km of national roads. In tranche 1, 

173 local roads were included, totalling 500 km, with volumes ranging from 86 to 1,910 motorized 

vehicles per day (vpd). Details were not available for traffic volumes for roads proposed to be improved 

under later tranches. Lessons learned from ADB’s Cambodian Road Asset Management Project show 

the need for different service levels to be adopted for different types of roads, and their traffic volumes 

including proportions of heavy vehicles, and associated matching road surface treatments, given 

inevitable budget constraints. However, this approach appears not to have been followed in iRoad, 

since all rural roads are to be paved to a similar standard, irrespective of traffic use, and maintenance 
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 A covenant for both the Eastern and North Central Road Provincial Road and the Northern Road Connectivity Projects.  
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 “The project road sections will be rehabilitated or reconstructed with asphalt concrete surfacing for provincial roads an 

intermediate roadway width, while local roads will have a single-lane carriageway. For local roads with higher traffic levels, 

roadway width will be slightly greater for increased road safety where such width is available … The final engineering design 

will include measures to improve road safety and control speed at locations with limited visibility, such as curves and 

commercial areas” as stated in the economic and financial appendix for the RRP for tranche 1 of iRoad (2014) and other 

associated appraisal documents. ADB. 2014. Report and Recommendation of the President: Integrated Road Investment 

Program. Manila.  
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funding availability, with the principal aim being to improve connectivity and accessibility. This 

approach is also being applied to the improvement of provincial roads in areas with very low 

populations and traffic use. This evaluation recognizes that these improvements are beneficial for 

connectivity but the economic and social benefits of many roads is likely to be relatively low. Further, 

these roads have to be maintained in future by provincial and local councils with attendant risks after 

the initial period of performance-based maintenance.
54

 

b. Attention to physical environment, climate risks, and air and noise pollution 

119. ADB’s strong efforts to strengthen RDA’s capacity for project preparation, design, 

implementation and management of safeguards have paid off. Project implementation since 2010 has 

not been subject to significant delays and has complied with ADB rules and procedures. Designs for 

new roads appear to have fully considered features of the natural and built environment in the 

selection of alignments and road cross-sections to minimize land take, manage the intrusion into 

adjacent areas and provide complementary drainage to minimize uncontrolled runoff. Land acquisition 

has been minimized. With the growth in congestion on many roads, selective capacity expansion may 

need to be considered and this may require more land acquisition than has been required so far. 

Increased vigilance will be needed to ensure RDA provincial offices have the competence to manage the 

more complicated safeguard requirements.  

 

120. RRPs for projects approved since 2012 had comprehensive risk assessment and risk 

management plans focusing on risks during implementation (e.g., non-transparent procurement, 

implementation delays, safeguards non-compliance) but the risk of inadequate post-implementation 

maintenance (to be countered by performance-based road maintenance contracts of 3, 5 or 7 years’ 

duration, combined with construction contracts). There has been no assessment of whether sufficient 

funds would be available to pay for new performance-based maintenance contracts after the initial 

contracts expire.  

 

121. Before 2012, environmental examinations did not necessarily examine climate risks specifically. 

Projects approved after 2012 required climate risk assessments that anticipated the climate impacts of 

the project and the potential impacts of climate effects on the project infrastructure, as well as 

suggested design responses. Even though GHG emissions from transport are rising rapidly, the most 

serious direct climate impacts are changes in weather patterns and the frequency of extreme storms, 

flooding, storm surges, tsunamis and related effects on infrastructure and the communities that are 

served. Climate risk assessments are required to draw attention to appropriate and cost-effective 

solutions to avoid risks and climate proofing of infrastructure. ADB financed a TA in 2012 for 

Strengthening Capacity for Climate Change Adaptation in the energy, water, other urban and 

agricultural and natural resource sectors and has addressed climate change adaptation for transport 

through project specific support. 

 

122. By contrast, little attention has been paid to air and noise pollution, although they are routinely 

considered by initial environmental examinations. A valid approach to minimizing the impact of vehicle-

related air and noise pollution is to separate roads from exposed populations. However, ADB appears 

to be paying little attention to supporting higher safety and emission standards for new and in-use 

vehicles in Sri Lanka, where emission standards for new vehicles lag behind those in India and other 

Asian countries (para. 37). This would be a far more effective means of addressing vehicle-related 

emissions. No significant reference to the potential for reducing vehicle exhaust emissions was made in 

recent project appraisal documents.  
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 The World Bank states that if constraints on finance “...preclude the resurfacing or strengthening of paved roads that are now 

in fair condition, these roads will soon fail structurally and require more costly restoration. Gravel roads should only be paved 

after a complete analysis of the costs, climate, present and future traffic, and reliability of future maintenance.” World Bank. 

1998. Road Deterioration in Developing Countries: A World Bank Policy Study: Causes and Remedies. Washington. 
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c. Addressing gender and inclusion 

123. Roads safety is a serious social, public health and economic issue. Fatalities are rising in Sri 

Lanka due to increasing motorization and higher speeds facilitated by roads. In 2013, 40% of fatalities 

were pedestrians and cyclists (likely to be mainly the poor, women, children and other vulnerable 

groups). Road safety was briefly mentioned in the text of recent RRPs and was to be addressed by 

project-related design audits and road safety education. The rising road fatality rate in Sri Lanka since 

2010 indicates the approach taken is likely to be insufficient to counter the effects of increasing speeds 

and motorization. 

 

124. National, and probably provincial, road length outputs have exceeded the CPS, 2012–2016 

targets and have made a substantial contribution to achieving the objective of connecting rural villages 

in the NPF (2006–2016). However, rising congestion, high fatality rates, and uncertainty surrounding 

the ability to maintain road networks in adequate condition in future pose threats for promoting 

greater inclusion. 

 

125. Before 2012, gender was primarily handled by the poverty and social assessments prepared at 

appraisal. After 2012, specific gender action plans have focused on strengthening gender 

considerations in physical designs and implementation through: (i) employing local women and women 

from poor female-headed households in road maintenance at equal pay to men; (ii) providing women 

employed in civil works with post-contract training; (iii) building the capacity of RDA for gender-

inclusive road design, construction, rehabilitation, and operation and maintenance; (iv) providing road 

safety awareness training to community members; (v) identifying beneficiaries by gender and other 

disaggregation; and (vi) including gender-responsive strategies and design features in road connectivity 

plans. Since 2012, most of these measures have been included in project designs. In most projects, 

women usually represent more than 50% of the workers in the initial labor-intensive stages of 

construction, such as edge widening, laying the sub-base, and cross-drainage structures.  

d. Policy, Regulatory and Institutional Reforms 

126. In its assessment of the period 1999–2010, the 2012 SAPE observed that, while the 

government’s commitment to policy reform and institutional strengthening is the key to sustainability, 

(i) the government favored new investment and rehabilitation to maintenance; (ii) a shortage of 

technical resources hindered the government from making regulatory reforms and supporting ADB TA; 

and (iii) a lack of recurrent financing resources has hindered maintenance efforts.  

127. ADB support for modernizing the contracting industry from 2004, and subsequent efforts to 

introduce more efficient maintenance contracts have been significant initiatives. ADB’s partnership with 

the World Bank and JICA has aimed at operationalizing the Road Maintenance Trust Fund. 

Nevertheless, implementing sustainable financing of provincial road maintenance will continue to 

mainly rely on budget transfers from central government and has proven problematic. 

 

128. Overloaded trucks damage roads and prevent them from reaching their economic lives. 

Although roads that have been recently rehabilitated tend to have stronger pavements than those of a 

decade ago, overloading can cause premature pavement and bridge failure on national, provincial and 

local roads. Overloading is still common and although the 2012 SAPE identified this as an issue,
55

 ADB 

project documents have not discussed the threat of overloading since the RRP for the 2005 National 

Highway Sector Project, although overloading is routinely addressed in ADB transport projects in other 

countries. 
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129. Since 2009, ADB’s strategy has targeted rapid and ambitious levels of road construction. Its 

focus on strengthening the capacity of RDA for implementation has been well received by RDA and 

government as a whole.   

 

130. ADB has not apparently attempted to undertake any significant regulatory reforms except for 

ports. Arguably this requires renewed attention, as was identified by the 2007 SAPE. For rail, provincial 

bus and urban transport, ADB’s tacit acceptance of the status quo with regard to the role of state 

enterprises in the transport sector (articulated in 2006) appears to be a major impediment to enabling 

new efficient public or private investment and operations in the transport sector. 

5. Development Impacts 

131. ADB’s contribution to the transport sector for 2011–2015 is rated satisfactory, based on an 

assessment of ADB’s overall intervention. As shown in Table 3, the outcome and output targets have 

generally been achieved or exceeded and these targets were consistent with the government’s 

identified development needs under the 10-year NDF. They were selected to contribute to the strategic 

objective of the CPS, 2012–2016 and two of the country’s development goals “accelerated economic 

growth – maintain 8% p.a. growth over the medium term” and “eradicate hard core poverty and 

hunger by 2016.” The focus on transport infrastructure was also identified as consistent with “Core 

Area 1: Infrastructure” of ADB’s Strategy 2020 in the CPS, 2012–2016 results framework. 

 

132. Although transport is only a contributor to economic growth, nominal GDP growth reached 

9.1% in 2012 up from 8.4% in 2011. After this it fell to 3.4% in 2014 and 4.5% p.a. in 2015
56

. Similarly, 

improved transport is only a contributor to reducing poverty, but it should be noted that poverty has 

fallen from 8.9% of the population in 2009 to 6.7% in 2012.  

 

133. ADB’s transport interventions were designed to improve national connectivity by improving 

national roads, including expressways, and also by deliberately targeting improvements to provincial 

roads in conflict-affected areas where other development partners had not been active. Although not 

mentioned in the transport results framework that accompanied the CPS, 2012–2016, the 

accompanying narrative text highlighted the importance of Colombo port for export trade and the on-

going pivotal role of ADB’s Port Expansion Project, with associated PPP investment. Similarly, the 

Southern Transport Development Project (Southern Expressway), plus connecting interventions through 

the ongoing National Highways Sector Project (Additional Financing) and Southern Connectivity 

Project, are very important for connectivity. The results framework showed that ADB would continue to 

focus on road transport policies and reform, with policies referring, it is assumed, to the efficiency and 

safety of bus transport and freight transport services. 

 

134. The impact of the Port Expansion Project, coupled with road improvements, probably 

contributed to the 13% improvement in the Logistics Performance Index from 2007–2014. Road speeds 

have likely improved but the road fatality rate is high and is a key policy concern as described in 

paragraph 36 and Appendix 3. 

 

135. The causal link between transport sector outcomes and national development goals and CPS 

objectives is not direct and needs to be seen in a long-term context. Although ADB’s contributions have 

assisted the transport sector as a whole to achieve its output targets and key outcomes, there has been 

little evidence that ADB, other donors, or the government have paid attention to continuing earlier 

dialogue on reforms with the agencies administering transport (roads, ports and public transport), 

although this was a feature of ADB’s policy dialogue to 2005 and road transport policies were to be 

addressed in the CPS, 2012–2016 period. 

                                                
56

 http://data.worldbank.org/indicator (accessed 17 March 2016). 

http://data.worldbank.org/indicator


30 Linked Document 2 
 

 

136. For example, the identified reforms to RDA (to 2005) have not been completed. Regarding 

RDA’s own role in maintenance, while the in-house force account may have advantages in remote 

provinces where local capability is weak, its efficiency and effectiveness are hard to determine. Further, 

while ADB and the World Bank have now mainstreamed the use of performance-based road 

maintenance contracts, these are generally not used on other national or provincial road projects, 

representing over 80% of the remaining roads by length. Instead, RDA or provincial road agencies 

maintain them directly using their own staff. 

 

137. Similarly, the redefinition of the role of the Sri Lankan Port Authority under earlier port 

interventions and dialogue on Sri Lankan Railways and the Sri Lankan Transport Board have not been 

pursued for over a decade, although interventions for railway infrastructure have been considered. This 

is a deficiency as it is likely that transport sector outcomes would have been better if more effective and 

efficient transport services were making use of the new infrastructure.  

 

138. It appears that the large staff establishments of Sri Lanka’s state organizations have resisted the 

expansion of private sector participation that has been a feature of all CPSs since 2006. Since the 

private investment of over $500 million in a new port terminal at Colombo port, and ADB’s own use of 

performance-based road maintenance contracts, there have been no other PPPs for transport. However, 

the development of new toll expressways provides an ideal opportunity for a PPP. To its credit, RDA did 

attempt to seek tenders for privately supplied performance-based maintenance for the Southern 

Expressway but found that contractors had little experience of the concept, and bid far below, or far 

above, the RDA’s estimate of cost, resulting in abandonment of the tender. 

 

139. A key problem identified in the problem tree accompanying the transport sector results 

framework was that in relation to provincial roads “periodic maintenance is deferred for lack of 

resources” leading to poor quality roads and ultimately poor transport connectivity. The problem was 

not identified for national roads possibly because it was considered that national road maintenance 

was improving with the introduction of the Road Maintenance Trust Fund, although the 2012 SAPE 

found that maintenance was a key issue. The current evaluation found that not only is RDA’s asset 

management system not fully utilized but improvements in road conditions are due to new investment. 

Although these roads are receiving routine maintenance, in the next 5 to 10 years they will begin to 

require periodic maintenance, but the availability of funds in uncertain (Appendix 4). The Road 

Maintenance Trust Fund, which was originally designed for all roads and later confined to national 

roads, is not effective. However, there is a reasonable prospect that the government will prioritize 

maintenance for the 8,000 km priority national road network. This would still leave provincial road 

agencies heavily reliant on external support for investment and recurrent financing for roads and their 

maintenance, raising questions about the sustainability of their networks in future.  

 

140. The linking of construction and performance-based road maintenance contracts result in the 

transfer of some risk for the quality of construction to the contractor, who must maintain its work for 

3, 5, or 7 years subsequently. However, since the periodic maintenance that can represent 20%–40% of 

the initial investment cost is normally not expected to be required for 10–12 years for a well-

maintained road, and perhaps 7 years for a less well-maintained road, it is not clear whether this link 

eventually be proved to have been successful.  

 

141. Except for the new expressways, virtually all of ADB’s efforts have involved improving roads to 

a two-lane standard, or narrower, with limited widening. This limits the land acquisition and 

involuntary resettlement required. Under iRoad, land donations were made by adjacent land owners. 

The significant improvement since 2009 in RDA’s capacity for administering environmental and other 

social safeguards, and the establishment of its Environmental and Social Division, mean that negative 

impacts have been limited and manageable to date. The planned new multi-lane highways and 

expressways will require land acquisition; road planners usually seeking alignments away from 
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populated areas but these may infringe on wetlands and other sensitive areas, posing new risks in 

future. 

 

142. Overall, ADB rose to the need to increase investment in transport infrastructure in Sri Lanka 

from 2006 to 2015. It has supported RDA in project implementation and safeguard management, 

which by 2010 had improved substantially. While this focused support has been very effective, it 

appears to have been at the expense of maintaining a dialogue with the government about transport 

sector efficiency, the future sustainability of maintenance financing, and road safety, all of which have 

undermined sector performance. Nevertheless, considerable weight must be given to the achievement 

of key outcomes and outputs and this is the basis of the rating of satisfactory.  

6. ADB Performance 

143. ADB performance is rated less than satisfactory mainly because, while it supported the 

government to scale up the quantity, quality and timeliness of road infrastructure to meet country 

goals, it has not pursued important policy dialogue on reform of RDA that was left unfinished in 2005. 

ADB has also not addressed the role and efficiency of state agencies involved in transport service 

delivery, also identified as a deficiency by the SAPE in 2007.  

a. Performance, Responsiveness and Willingness to Engage on Dialogue 

144. ADB could have been more active in pursuing the issue of road safety at the sector level, at the 

same time as it increased investment in roads. It is doing this in other countries.  

 

145. While ADB is actively pursuing sustainable urban transport as a key plank of the Sustainable 

Transport Initiative (in line with Strategy 2020), it has approved only one TA examining suburban 

railway investment without complementary proposals to address bus transport or traffic management. 

This was the first such TA since 2002.
57

 Colombo and Kandy are experiencing incipient but sharp 

growth in congestion. The dispersed pattern of land use increases the reliance on personal modes for 

those with the means to afford personal vehicles.
58

 A significant portion of the population of Colombo 

and Kandy, the premier urban centres, is considered poor and relies on bus transport that is impeded 

by road congestion.  

 

146. To their credit ADB and World Bank appear to have been the first of Sri Lanka’s development 

partners to work in the conflict-affected provinces from 2009. ADB currently appears to be the most 

significant source of finance for provincial and local investment, and capacity building for road asset 

management. However, even though the new iRoad program is well designed in general, the exclusive 

use of RDA for implementation, with no significant involvement of provincial and local councils is 

considered a weakness in the medium term. 

 

147. The 2012 SAPE also rated ADB performance less than satisfactory because of shortcomings in 

building government ownership and leadership, and deficiencies in the adequacy and quality of ADB’s 

project processing and implementation.
59

 By not pressing the government on policy issues and focusing 
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 Following the unsuccessful implementation of the TA Passenger Transport Services Improvement (TA-4075) ADB transferred 

the remaining TA funds to project preparatory technical assistance (PPTA) for a 20-km bus rapid transit system, but failed to 

formally submit the proposal on time (IED. 2011. Project Performance Evaluation Report: Road Sector Development Project. 

Manila) 
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 Buses in Colombo carry 40% of daily person trips but door-to-door bus speeds average 7 km-8 km per hour or less than half of 

other motorized modes. By contrast, the railway system carries 9% of daily trips mainly catering to longer trips from towns in the 

Western Region outside Colombo (Ministry of Internal Transport. Colombo Metropolitan Region Transport Master Plan: Final 

Report. July 2015. Prepared with assistance of JICA. 
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 Mainly due to changes in scope and safeguards issues on the Southern Transport Development Project and general 

implementation delays that were common in 2010. 
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on investment, ADB appears to have ensured government ownership thus addressing the first problem. 

ADB processing and implementation support through capacity building and the project preparation 

facility appears to have solved the second problem. However, a project-based approach in the roads 

subsector has not adequately addressed road safety, the sustainability of financing for roads or the 

efficiency of railways and other transport services.  A lesson from the 2007 SAPE was that “ADB’s 

project-cum-policy dialogue approach has not been effective with respect to creating a more efficient 

policy environment” (footnote 37, para. 65). This lesson appears true today. 

 

148. From 1998 and commencing with the Road Network Improvement Project, the Southern 

Transport Development Project, and the Road Sector Development Project, ADB assisted the 

government to develop a comprehensive suite of policy measures addressing the road sector, the 

efficiency of its institutions, the re-engineering of RDA, the reduction of the role of force account, the 

fostering of the local contracting industry, support for adequate funding for road maintenance, and a 

comprehensive approach to road safety. As described in this report, by 2005 measures to foster the 

private construction industry, some aspects of RDA restructuring including many of the road-related 

reforms to improve RDA implementation, had been adopted. The others were not adopted in part 

because of the poor performance of the Road Reform TA tied to the Road Sector Development Project. 

The PPER for the Road Sector Development Project noted that only one third of the targeted RDA-

related reforms had been implemented and stated: “…the difficulty of implementing the Reform 

Program could have been foreseen and special measures for monitoring and supervision should have 

been proposed in the RRP, and specific milestone requirements to check the progress.” 

 

149. Following the 2004 agreement with JICA and World Bank, ADB focused on building 

competence for road sector planning and prioritization (the National Road Master Plan 2007–2016), 

implementation in the road sector, and scaling-up investment. Unfortunately, the sustainability of 

financing of roads remains a medium-term risk, due to the greatly expanded, and expanding, stock of 

roads and the continued lack of assured funding sources. 

 

150. All CPSs since 2004 have promoted use of the private sector as a source of finance, knowledge, 

and provision of new technology. ADB has achieved successful PPP operations for Colombo Port and 

has mainstreamed the use of combined construction plus performance- based maintenance contracts 

in all its road operations. These are significant achievements. The retention of RDA of its maintenance 

division, while providing benefits in that RDA is able to undertake maintenance in any part of the 

country even where there are few contractors, appears to be a barrier to the wider use of performance-

based maintenance on all RDA projects. However, without engaging the government on it role in public 

transport services, railways, expressways and aviation, there appear to be few potential opportunities in 

future, apart from expressways. There are now 170 km of toll expressways, a 96-km extension to the 

Southern Expressway is being built and other expressways are being planned with support from ADB. 

Toll expressways provide an ideal opportunity for private sector participation but the government is not 

apparently considering the option and ADB is not currently advising on the topic.  

 

151. ADB has provided leadership on issues related to safeguards and, since 2012, on climate 

resilience and gender concerns, all through project-level interventions. In time it is expected these will 

become standard practice for all road and other infrastructure projects in Sri Lanka. Hitherto, ADB has 

neglected the issue of the resource-efficiency of design (reduce, reuse, recycle, and recover) that could 

play a more prominent role in design, construction and operations. 

b. Supervision 

152. ADB normally undertakes two review missions per year per project, often combining 

supervision of projects where it is efficient to do so. Further, enhancing the effectiveness of the formal 

review process, a dedicated position for a project officer (road and transport) to implement transport 

projects was created in the resident mission in late 2007. ADB also attends monthly project 
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coordination committee (PCC) meetings
60

 chaired by the secretary to the Ministry of Highways or the 

Ministry of Provincial Council and Local Government. At these meetings, the progress of each contract 

package is reviewed and the performance of contractors and supervision consultants highlighted.  

 

153. As a result of cumulative experience, the appointment of the project officer, and the use of PCC 

meetings, since 2010 ADB’s projects have experienced few delays and appear to comply with ADB’s 

safeguard and procurement requirements. While ADB’s supervision of the reform program consultancy 

attached to the Road Sector Development Project was criticized by the PPER in 2011, the Port 

Expansion Project, the Road Project Preparatory Facility, and the Southern Transport Development 

Project, all appear to have been successful, despite early difficulties, with only the Southern Transport 

Development Project not fully complying with all its covenants. Appendix 2 provides information on 

project completion extensions and ADB implementation performance from project specific documents. 

 

154. ADB performance with regard to the Southern Transport Development Project was rated 

satisfactory by the PVR in 2015. The current sector evaluation agrees with this rating but considers that 

ADB’s design of the original project in 1999, and its pursuit of the associated reform plan in 

conjunction with the Road Network Improvement Project, to be exemplary. Here, and subsequently 

until  2005, the reform program was targeted at the entire land transport sector and not tied to 

individual projects. The development of the alternative route options for the Southern Transport 

Development Project (new or existing alignment), the growth of the supporting network, the physical 

configuration of the roads and the proposed organization, operations and maintenance details have 

been reviewed and are considered to have been highly appropriate.   

c. Design, Monitoring and Evaluation 

155. The targets set for the transport sector results framework attached to the CPS, 2012–2016 were 

well formulated but no mechanism was set in place by ADB or government stakeholders to measure 

them, particularly those that relate to connectivity (to villages and beneficiaries) in the provinces. 

Almost identical targets were set for the CPS, 2009–2011). Physical targets were not set in the two 

country strategy and program updates for the period 2005–2008. Design and monitoring frameworks 

appear to have been well designed for most of the projects approved since 2009. Outputs, direct 

outcomes and impact are logical and show causal connections (Appendix 2). Indicators are generally 

well-formulated and measurable. The transport outcomes proposed by projects relate to the desired 

sector-level outcomes for 2011–2016. Earlier design and monitoring frameworks varied in relevance 

and quality. The projects themselves have generally been well designed and prepared and since 2005 

well focused. However, the long running period of several projects means that of the seven relevant 

projects closed since 2006 only one has a PPER. 

7. Government Performance 

156. The government’s performance is rated less than satisfactory mainly because it has failed to put 

in place policy and managerial measures to capitalize on the rapid expansion of infrastructure over the 

past decade and to ensure the future sustainability of infrastructure financing and of the sector in 

general. 

 

157. Admirable development goals were set in the NDF (2006–2016) but no attempt was made to 

monitor the relevant village connectivity targets or the number of beneficiaries, also a key outcome 

indicator for ADB. Since 2004, the government has not been willing to consider measures to address 

the efficiency and effectiveness of state institutions engaged in the sector. Instead it focused on road 
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 ADB initiated the project coordination committee (PCC) for the Road Network Improvement Project in the late 1990s, mainly to 

monitor the progress of land acquisition. Later, the government adopted this practice for the Southern Transport Development 

Project and now uses it for all projects. 



34 Linked Document 2 
 

infrastructure expansion nationwide, with specific interventions in conflict-affected provinces. 

Increasingly, since 2009 several road and other transport interventions were given low priority. The 

future sustainability of infrastructure financing and of the sector in general does not appear to be a 

prominent concern. Despite extensive assistance from World Bank and ADB since 2004, the Road 

Maintenance Trust Fund is not functioning well and funds are being diverted to rehabilitation. PPPs 

have little support. 

 

158. The key executing agency for ADB is RDA but since 2008 ADB has also engaged directly with 

Eastern, North Central, Northern and other provinces. Before 2010, RDA was considered to exhibit low 

ownership, have weak institutional capacity, and have made poor use of capacity building TA (see the 

2012 SAPE). These problems have been resolved. Following several projects with delays and problems 

in implementation, notably the Southern Transport Development Project, ADB’s continual support for 

capacity building since 2010 has ensured that project preparation, implementation and safeguard 

administration since have gone smoothly. RDA established the Environmental and Social Division with 

25 qualified staff in 2011. RDA was also willing to request the Ministry of Finance to borrow for the TA 

loan for the Project Preparation Facility, which has prepared several projects since 2010 and prepared 

the first subproject designs, reducing delays and minimizing cost overruns.   

 

159. However, RDA failed to implement two-thirds of the reforms proposed by the TA Reengineering 

of Road Sector Institutions (TA-3110 in 2004 and 2005). This also left ADB with its own force account 

maintenance. The PPER in 2011 for the Road Sector Development Project therefore rated the 

performance of RDA (and the borrower) as less than satisfactory. RDA has not kept its asset 

management system fully up to date and does not progressively update the Road Sector Master Plan 

that was prepared on a one-off basis with ADB support. RDA has used its experience in road 

development to design the iRoad project but has not involved provincial or local government agencies 

in implementation to the detriment of long-term sustainability. RDA staff comment favourably on 

performance-based road maintenance but it is not used on more than 80% of national roads.  

 

160. Despite their constrained financial resources, and difficulty in obtaining qualified engineers, the 

provincial road agencies involved in the Eastern and Central Provincial Road Project and both Northern 

Connectivity Projects have demonstrated convincing knowledge and a positive attitude, not only to 

road rehabilitation but to the need for maintenance. Unfortunately, despite this awareness, a shortage 

of funds overall and the presence of a force account at North Central Province means they are unlikely 

to be able to maintain the entire road network satisfactorily. They remain heavily dependent on 

external assistance. The institutional report of the TA Capacity Development of the Northern Provincial 

Road Development Department (TA-7545) found the Northern Province transport agency to be well 

structured. Its main challenges were that several approved engineering positions were vacant but the 

department required approval from Colombo to fill them. 

8. Overall Assessment 

161. ADB’s transport sector program is rated successful overall following the 2015 guidelines
61

 that 

enable the amalgamation of individual ratings for relevance, effectiveness, efficiency, development 

impacts, and sustainability into a single rating. The derivation of the rating is shown in Appendix 6. 
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E. Conclusion 

1. Key Findings 

a. Evaluation Highlights 

 
162. ADB support for the Sri Lanka transport sector has supported key development priorities and 

was found to be relevant. The emphasis on infrastructure, particularly roads but also ports, was 

consistent with the government’s strategy and ADB’s Strategy 2020. Over the evaluation period from 

2006, ADB’s transport sector strategy responded to individual CPSs, by shifting from institutional 

reforms and selective investments for roads to improving nationwide connectivity through a focus on 

national and provincial roads (2012–2016) with attention to conflict-affected provinces. In addition: 

 

(i) ADB continues to be the major contributor for capacity enhancement and technology 

transfer for roads. This covers planning, project preparation, road design and safety 

audit, asset management, contract management, safeguard implementation, climate-

risk assessment, innovative contracting and gender inclusiveness, particularly in 

conflict-affected provinces.  

(ii) Although ADB has significantly increased its share of finance for transport compared 

with the period before 2009, its role as a source of finance for new investment for 

national roads has declined. New development partners have supported Sri Lanka since 

2009. However, ADB remains a key source of finance for provincial roads.  

(iii) ADB has relinquished its strong role as the government’s main dialogue partner on 

sector-wide policy and institutional reforms. This is a change from the period before 

2005 and took place at the same time as ADB has scaled-up lending for roads. 

 

163. ADB sector support is rated effective. This rating is because ADB’s targeted support, with its 

focus on investment, has substantially achieved outcome and outcome targets. ADB may have 

underestimated the need for enhanced policy, regulations and institutions to sustain and leverage 

gains from infrastructure investment. 

 

164. ADB sector support is rated efficient. This is primarily because the sustainability of maintenance 

is a risk and shortfalls in maintenance would reduce economic performance. Other criteria include 

delays in implementation and enhancing private sector participation in the transports sector. Other 

conclusions were as follows: 

 

(i) Delays in project preparation and implementation common before 2010 have now 

been greatly reduced due to ADB’s support primarily to RDA.  

(ii) The Colombo Port Expansion Project successfully led to a $500 million transaction with 

a private port terminal operator and together with road investments has contributed to 

a 12.5% improvement in Sri Lanka’s performance in the Logistics Performance Index 

from 2007 to 2014. 

(iii) ADB support helped to strengthen the role of private contractors which supported the 

rapid expansion in infrastructure development from 2007. 

(iv) ADB has successfully mainstreamed use of performance-based road maintenance for all 

its road projects, but, apart from projects funded by ADB, the World Bank, and JICA, 

performance-based road maintenance is not used in other road projects (i.e., in over  

80% of road projects by road length). This appears to be in part because RDA and 

several provinces have large numbers of force account maintenance staff.  Construction 

quality appears high in projects that use performance-based road maintenance, due in 

part to the incentive to build to a high quality by combining a traditional construction 

contract with the requirement for a subsequent period of performance-based 

maintenance. 
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165. ADB sector support is rated less likely sustainable. This is based on a holistic view of 

sustainability, including the eight dimensions defined by the Sustainable Transport Initiative. In 

particular, incomplete attention to policy reforms to enhance private sector participation and efficient 

and safe road operations, and persistent constraints on road maintenance financing undermine the 

sustainability of ADB support. Six concerns relevant to sustainability are highlighted below: 

 

(i) National and provincial road conditions are improving, but this is due to new 

investment not maintenance. 

(ii) The availability of future finance for road maintenance is uncertain. Future maintenance 

funding for national roads is probably underfunded and the situation is more 

precarious in the provinces. Northern and North Central Province both report they will 

prioritize maintenance of ADB-funded roads because of loan conditions. However, for 

these two provinces and Eastern Province the analysis shown in Appendix 4 indicates 

they have access to about 38% of the recurrent maintenance financing needs of their 

respective road networks. Insufficient provision of funds will undermine the 

achievement of the intended direct outcomes such as travel times, connectivity and 

safety and reduce planned asset lives.  

(iii) Overloading of heavy trucks can cause premature road asset deterioration. This was 

identified as a key policy issue in 2005 and remains a problem on selected parts of the 

network. A key barrier to effective enforcement that has been known for over a decade 

is that only the police have the power to impose fines for overloading. The efficiency 

and safety of the bus, rail and road freight industries are very important but little is 

known about their current performance and impediments to improvement. 

(iv) Road-related fatalities per 100,000 population are estimated by the World Health 

Organization to be high at 17.4 in 2013 probably because of increasing motorization 

and higher speeds facilitated by roads (footnote 18). In 2013, 40% of fatalities were 

pedestrians and cyclists, most of whom are likely to be vulnerable people.  

(v) ADB has mainstreamed the preparation of specific gender action plans and climate risk 

assessments to support appraisal. These typically focus on strengthening gender 

considerations in physical designs and implementation. ADB also requires climate risk 

assessments for all projects and identified measures are now routinely incorporated 

into physical designs and arrangements for implementation. More attention needs to 

be paid to resource efficiency principles.  

(vi) Barriers to inclusion are also prominent in urban areas. The current urban population is 

estimated at 21.5% of the total population, or just over 4 million people. Congestion 

and declining urban accessibility is relatively severe in Colombo and Kandy. Attention to 

all modes of urban transport appears desirable and overdue. 

 

166. ADB sector support is rated satisfactory for development impacts. ADB scaled-up investment in 

transport infrastructure and enhanced RDA’s capacity for project implementation and safeguard 

management. However, this focus was at the expense of maintaining key dialogue on transport sector 

efficiency and addressing concerns about the future sustainability of maintenance financing and road 

safety that have undermined sector performance. 

b. Challenge for Effective Policy Dialogue 

167. Challenges of cross-modal policy issues. Issues such as the effective coordination of modes, 

demand management in urban areas, the efficiency of buses and trains, and coordination with 

development plans are complex. Addressing all of these issues is needed to take optimal advantage of 

new infrastructure. At a national level, the presence of three ministries involved in transport with no 

formal cross-portfolio coordination, plus a ministry for provincial and local government and individual 

provinces and municipalities, means that coordination is a challenge. While the Ministry of Finance is a 

key stakeholder, it does not have the sector knowledge or resources to play a key coordination role. 
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Even though ADB’s iRoad program (a multitranche financing facility) provides an opportunity for long-

term policy engagement, given the current structure this policy dialogue seems likely be mainly 

confined to the roads subsector. For Colombo, the establishment of the Ministry of Megapolis and 

Western Development to address key urban development challenges including transport is a promising 

sign. ADB’s recent provision of advice to them is desirable as is World Bank’s support to Kandy under 

their Strategic City Development Project. 

2. Lessons 

168. ADB’s role in providing high project standards and capacity building is as important as its role 

in providing finance for road investment. ADB’s standards and methods for road planning and 

prioritization, project preparation and implementation supervision and safeguards management have 

meant that all the projects in the past 7 years have demonstrated high-quality construction, innovative 

design features, and timely and innovative implementation. They provide a benchmark of quality for all 

other projects to follow. With the recent growth in the number of development partners for Sri Lanka, 

this benchmarking role for ADB is likely to increase in importance. 

 

169. Intermittent project-based support undermines capacity-building efforts. This is particularly the 

case in provinces that have difficulty in obtaining access to adequate quantities of technical staff and 

recurrent financing. The road bodies of the provincial councils that have received ADB project support 

(e.g., Northern Province, North Central Province, and Eastern Province) have benefited greatly from 

recent capacity building TA, and have shown increased capacity. However, with the completion of 

projects, the value of the capacity enhancement seems likely to decline. 

 

170. Achieving greater inclusion through greater connectivity of rural villages requires further 

investment and sufficient maintenance funds. Provincial areas have limited sources of finance for 

investment or maintenance and ADB is their most significant source of finance. In future, the national 

government will almost certainly be called upon to provide adequate recurrent funding for the growing 

provincial road maintenance burden as the road network is rehabilitated. Yet the government also has 

to respond to the recurrent financing needs of national roads, and other sectors. 

 

171. High population densities next to national highways mean the improved national highways 

may have higher negative impacts than roads in less dense environments. With 40% of the nation’s 

population living along national roads that have been improved in the last 5 years,
62

 the roads have 

strong social and economic benefits, but with the fatality rate having grown by 27% from 2010-2013, 

and with 40% of the fatalities being pedestrians and cyclists, road safety is a national public health, 

social, and economic issue.  

 

172. Infrastructure investment alone is insufficient to improve social and economic outcomes. Unless 

attention is paid to the efficiency and safety of bus, truck and train services, the potential benefits of 

the heavy investment made in transport infrastructure will be not realized. The economic efficiency, as 

well as the social dimensions, of choices made in selecting transport infrastructure investments is also 

critical.  

3. Suggestions 

173. It is suggested that ADB: 

 

(i) Engage with the government on the desirability of re-establishing a high level policy 

committee to support the government to provide effective coordination of the 
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 RDA’s Planning Division derived this estimate using its GIS system.  
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transport sector and to improve integration with other sectors. Membership of such a 

committee would include ministers for the relevant transport subsectors, the Ministry 

of Finance, Ministry of Provincial and Local Governments, the new Ministry of 

Megapolis and Western Development, and other relevant ministries. A technical 

committee comprised of executives of each relevant agency would be needed to 

support the policy committee. ADB’s proposed Transport Project Preparatory Facility,
63

 

which is intended to support the preparation of investments for nonurban passenger 

transport, road transport and water transport, appears highly desirable.  

(ii) Support this committee to develop a national multimodal transport sector plan. The 

value of ADB’s proposed Transport Project Preparatory Facility would be enhanced by 

the inclusion of technical assistance to support as a minimum sector diagnosis and 

strategy and policy formulation. If there is strong interest by the client, a more 

comprehensive approach could be taken through updating the analysis of the current 

situation, preparation of future scenarios and projections linked to national 

development goals, development of appropriate policies, and priorities for subsector 

investment for a range of feasible future funding envelopes.  

(iii) Assist RDA to prepare an updated long-term road master plan and medium-term roads 

program for the national road network and key supporting secondary roads (provincial 

and local). Within this master plan, a rolling medium-term (5-year) program of 

investment and recurrent maintenance needs will be required to assist the efforts of 

the Ministry of Finance on medium-term expenditure planning. To support this 

medium-term program, RDA requires further support with operationalizing and 

sustaining use of its asset management system. Provincial road bodies also need 

continued support. 

(iv) Consider how to engage more actively and comprehensively on urban transport. 

Although not yet invited to take a major role on urban transport in Colombo for the 

Ministry of Megapolis and Western Development, ADB should work with key 

stakeholders to propose a comprehensive but practical approach to urban transport 

problems including those of bus transport and traffic management. This would 

enhance the value of the new TA on suburban rail improvement in Colombo.  

(v) Identify how best to provide a multi-year capacity building program for the transport 

sector that is not tied to individual projects. Ideally, such a facility should be responsive 

to the key needs of transport sector agencies at national and provincial levels. Such a 

facility could possibly be structured as a combination of a TA loan plus grant (as was 

the TA loan for the Road Project Preparatory Facility in 2004, although that had project 

preparation as its focus) and the new project preparatory TA.       
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 Refer [http://www.adb.org/projects/44350-013/main#project-pds] accessed 24 August 2016. 



 

APPENDIX 1: LIST OF PROJECTS, GRANTS AND TA COVERED 

 
Table A1.1: ADB Loans to the Transport Sector of Sri Lanka, as of 31 December 2015 

Project 
No. 

Loan/ 
Grant 
No. 

Fund 
Type 

Project Title 
Approved 
Amount 

($ million) 
Date  

Approved 
Date 

Closed 

Expected 
Closing 

Date 

Road Transport 

13021 0471 ADF Mahaweli Area Roads Development 10.0 30 Sep 1980 05 Dec 1990  

18144 0753 ADF Trunk Roads Improvement 22.0 19 Nov 1985 16 Dec 1993  

19190 0864 ADF Second Road Improvement 36.5 24 Nov 1987 29 Nov 1996  

21175 0865 ADF Emergency Road Restoration 20.0 24 Nov 1987 24 Jan 1994  

20224 1312 ADF Third Road Improvement 55.0 15 Sep 1994 03 Feb 2005  

31056 1567 ADF Southern Provincial Roads Improvement 30.0 30 Oct 1997 27 Oct 2005  

28331 1649 ADF Road Network Improvement 94.7 08 Dec 1998 31 Dec 2008  

26522 1711 ADF Southern Transport Development  90.0 25 Nov 1999 25 Feb 2011  

31280 1986 ADF Road Sector Development 60.3 19 Dec 2002 14 May 2009  

37262 2080 ADF Road Project Preparatory Facility 15.5 13 Apr 2004  31 Dec 2015 

39183 9076 JFPR 
Public Works Restoration and Rehabilitation of Line Drainage 
Systems of Tsunami-Affected Local Government Roads 

2.0 04 Oct 2005 31 Oct 2008  

38357 2217 OCR National Highways Sector Project 150.0 15 Dec 2005 18 Jun 2013  

26522 2413 OCR Southern Transport Development Project (Supplementary Loan) 90.0 06 Mar 2008 05 Jul 2013  

39619 2546 ADF Eastern and North Central Provincial Road 70.0 16 Sep 2009  30 Sep 2014 

42254 2639 OCR Northern Road Connectivity 130.0 18 Jun 2010  30 Jun 2016 

42254 2640 ADF Northern Road Connectivity 24.4 18-Jun 2010  30 Jun 2016 

38357 2767 OCR Additional Financing National Highways Sector 85.0 05 Aug 2011  30 Jun 2016 

42254 2890 ADF Northern Road Connectivity - Additional Financing 68.0 14 Sep 2012  30 Jun 2018 

42254 2891 OCR Northern Road Connectivity - Additional Financing 30.0 14 Sep 2012  30 Jun 2018 

47182 3027 OCR Southern Road Connectivity 70.0 23 Sep 2013  30 Jun 2019 

47182 3028 ADF Southern Road Connectivity 5.0 23 Sep 2013  30 Jun 2019 

47273 3171 ADF Integrated Road Investment Program - Tranche 1 100.0 03 Oct 2014  30 Sep 2021 

47273 3221 OCR Integrated Road Investment Program - Tranche 2 98.0 11 Dec 2014  30 Sep 2019 

47273 3222 ADF Integrated Road Investment Program - Tranche 2 9.0 11 Dec 2014  30 Sep 2019 

47373 3325 OCR Integrated Road Investment – Tranche 3 175.0 23 Nov 2015  30 Sep 2021 

47273 
 

3326 ADF Integrated Road Investment – Tranche 3 25.0 
23 Nov 2015 

 
 30 Sep 2021 



 

Project 
No. 

Loan/ 
Grant 
No. 

Fund 
Type 

Project Title 
Approved 
Amount 

($ million) 
Date  

Approved 
Date 

Closed 

Expected 
Closing 

Date 

Water Transport 

LN0031 0031 OCR Colombo Port Tanker Berth 2.6 30 Mar 1970 19 Apr 1973  

31910 7153 NSO Colombo Port Development 43.5 11 May 1999 21 Sep 2006  

33019 1841 ADF Colombo Port Efficiency and Expansion 10.0 27 Sep 2001 31 Dec 2010 
 

39431 2319 OCR Colombo Port Expansion  300.0 27 Feb 2007 19 Jul 2013  

ADF = Asian Development Fund, JFPR = Japan Fund for Poverty Reduction, NSO = nonsovereign operation, OCR = ordinary capital resources. 
Source: Asian Development Bank databases. 



 

Table A1.2: ADB Project Preparatory, Advisory, and Capacity Development Technical Assistance to the Transport Sector of Sri Lanka, 
as of 31 December 2015 

Type TA No. Project Name 

Approved 

Amount 

($ million) 

Date 

Approved 
Date Closed 

Expected 

Closing 

Rail Transport 

AD 3410 Technical Assistance to Establish Public-Private Partnerships for Railways 0.15 08 Mar 

2000 

30 Sep 2003  

PP 9021 Colombo Suburban Railway Project 1.00 11 Dec 2015  31 Oct 2016 

Road Transport 

AD 0718 Institutional Strengthening of Ministry of Highways 0.20 19 Nov 1985 31 Dec 1988  

AD 1110 Institutional Strengthening of Road Development Authority 0.58 17 Jan 1989 31 Mar 1994  

AD 2152 Road Safety Study 0.80 15 Sep 1994 30 Apr 1998  

AD 3110 Reengineering of Road Sector Institutions 0.64 08 Dec 1998 30 Sep 2003  

AD 3110 Reengineering of Road Sector Institutions (Supplementary) 0.36 17 May 

2000 

30 Sep 2003  

AD 3691 Road Maintenance Budgeting and Expenditure Control 0.15 27 Jul 2001 30 Sep 2003  

PP 4074 Feasibility Study of National Highways Development 0.85 19 Dec 2002 22 Aug 2007  

AD 4075 Passenger Transport Services Improvement  0.50 19 Dec 2002 11 Jul 2007  

AD 4110 Community Information Services for the Poor 0.80 09 May 

2003 

27 Jul 2006  

CD 4178 Capacity Building for Financial Management of Road Projects 0.80 17 Sep 2003 31 Oct 2009  

AD 4315 Road Sector Master Plan 1.00 20 Jan 2004 25 Mar 2008  

AD 4736 
Capacity Building of the Environmental and Social Division of the Road 

Development Authority 
0.40 14 Dec 2005 16 Sep 2010  

AD 4748 
Independent External Monitoring of Resettlement Activities of the Southern 

Transport Development 
0.34 19 Dec 2005 21 Dec 2011  

AD 7065 Land Use Planning of the Southern Highway Corridor 0.30 06 Mar 

2008 

27 May 2010  

AD 7153 Establishment of a Central Procurement Unit in the Road Development 

Authority 

0.23 17 Oct 2008 30 Nov 2011  

AD 4748 
Independent External Monitoring of Resettlement Activities of the Southern 

Transport Development Project (Supplementary) 
0.18 25 Nov 2008 21 Dec 2011  

CD 7239 

Strengthening Road Development Authority in Implementation of the 

Environmental Management Plan of the Southern Transport Development 

Project 

0.15 12 Feb 2009 26 Nov 2010  

CD 7347 Capacity Development of the Provincial Road Agencies 0.80 16 Sep 2009 22 Aug 2013  

CD 7545 Capacity Development of the Northern Provincial Road Development 

Department 

0.50 18 Jun 2010  31 Dec 2015 

PP 7600 Multimodal Transport 1.00 17 Sep 2010 30 Jun 2013  

CD 7545 
Capacity Development of the Northern Provincial Road Development 

Department (Supplementary) 
1.00 14 Sep 2012  31 Dec 2015 

PP 8271 Southern Highways Investment Program 1.00 10 Dec 2012  30 Sep 2016 



 

Type TA No. Project Name 

Approved 

Amount 

($ million) 

Date 

Approved 
Date Closed 

Expected 

Closing 

PP 8473 Integrated Road Operation and Development Investment Program 1.00 27 Sep 2013  30 Jun 2016 

Water Transport 

AD 4121 Port Sector Master Plan 0.15 27 May 

2003 

30 Jan 2005  

AD = advisory, CD = capacity development, PP = project preparatory, TA = technical assistance. 
Source: Asian Development Bank databases. 



 

APPENDIX 2: ANALYSIS OF PROJECTS, GRANTS AND TECHNICAL ASSISTANCE 

 
 
A. Project Lending 

 
1. Both the government and ADB have benefited from many years of working in partnership. The 

full list of projects and this sector assistance program evaluation (SAPE) assessment are shown in Table 

A2.1. Section III of the main text provides a full discussion of project performance. 

 

B. Technical Assistance 

 
2. Three technical assistance (TA) projects amounting to $3 million were approved in the period 

2012–2015. A further 16 TA projects approved as far back as 1998 were ongoing, or relevant to, the 

period 2006–2012. The TA projects were categorized as follows: (i) five project preparatory; (ii) six 

capacity development; and (iv) eight advisory. All but one were for the roads sector. Full details are 

shown in Table A2.2. 

 

3. Supporting the Integrated Road Investment Program (iRoad) and Southern Road Connectivity 

Project were project preparatory TA projects, for which TA completion reports (TCRs) are not currently 

available. It appears they were of adequate quality as both new transport operations were approved. A 

TA for Capacity Development of the Northern Provincial Road Development Department 

(Supplementary) was also completed by July 2015. A TCR was not available to judge the quality of this 

supplementary TA or the original TA approved in 2010. However, the current evaluation team’s mission 

in March 2016 found that the original TA’s outputs were being utilized by the Northern Province Road 

Development Department. 

 

4. A project preparatory TA project approved in 2010 was to prepare potential multimodal 

projects.
1

 The TCR in 2014 rated the TA successful despite difficulties in coordination and 

recommended both agencies be involved in a subsequent project operation. An upgraded rail 

connection to the port and a remote container terminal were proposed. The proposed rail initiative was 

the first ADB activity with the railways since 2000–2003. 

 

5. Recognizing the need to strengthen provincial agencies, a capacity development TA was 

provided in 2010 for institutional development of provincial road agencies in Eastern Province and 

North Central Province. This was designed to: (i) modernize offices, (ii) improve business processes, and 

(iii) manage road assets, and to strengthen their ability to support the devolution process according to 

the 13th amendment of the Constitution.   

 

6. The capacity development TA for Implementation of an Environmental Management Plan for 

the Southern Transport Development Project approved in 2008 showed that the capacity of RDA’s 

Environment and Social Division Staff had improved. The TA followed up on the 2005 advisory TA for 

RDA’s Environment and Social Division, but no TCR is available. These TA projects paralleled two 

advisory TA projects conducted in parallel to provide external monitoring of the resettlement of the 

then disputed Southern Transport Development Project, which was satisfactorily implemented by 2011. 

A land use planning TA to guide developments in the Southern Highway Corridor and develop detailed 

development plans around highway interchanges was considered by the SAPE in 2012 to offer 

significant potential and was rated highly successful by the TCR of 2010. This view was confirmed by 

discussions with stakeholders during the field mission.  

 

                                                
1
 The TA prepared interventions in Sri Lankan Railway, which is under the Ministry of Transport and in Colombo port, which was 

under the then Ministry of Highways, Ports and Shipping. 



 

7. The advisory TA for the establishment of a central procurement unit in RDA to overcome 

procurement delays was approved in 2008 and completed in 2011 (18 months behind schedule). It was 

rated partly successful by the TCR published in 2012. The concept of a central procurement unit was 

intended to overcome the loss of capacity when project management units (PMUs) were disbanded. 

While a central procurement unit was established, it was found it did not have a mandate to undertake 

all RDA procurement as envisaged. Procurement continues to be mainly undertaken by individual PMUs. 

 

8. An advisory TA project for a road sector master plan was undertaken from 2004 to 2008 and 

was delayed for 3 years due to initial poor consultant performance and then the tsunami of 2004. The 

TCR rated the TA successful because the resulting plan formed the basis of the road subsector plan for 

the government’s National Planning Framework, 2007–2016.  

 

9. TA undertaken since 2006 has been focused on meeting immediate capacity development 

needs related to implementation or the management of safeguards. The TA projects have been found 

to perform well. They also appear to have been well received by the RDA. For example, the 

environmental and social functions of the RDA have been considerably strengthened, leading to an 

elevation in status to a separate division, the Environmental and Social Division, in 2011. By contrast, 

the PPER of the Road Sector Development Project in 2011 found that government ownership of TA 

activities was generally weak, the main example being the reform program consultancy undertaken 

from 2004. The PPER criticized the TA as too broad in scope and continuity lacking with too many one-

off activities. It was rated partly satisfactory by the PPER.   

 

10. However, the TCR report for the preceding TA on Reengineering of Road Sector Institutions (TA 

3110) rated the outputs as excellent and the TA as generally successful. It stated that the TA provided a 

“sound basis for determining ADB's future involvement in the sector in the country.” The outputs of the 

TA provided a road map on how the sector should be reformed and was pursued by ADB and the 

government until 2005,
2

 including activities of the subsequent reform consultants who were intended 

to assist RDA with their proposed reorganization. The recommendations on enhancing the capacity of 

the contracting industry, strengthening RDA’s capacity for implementation and administration of 

environmental and social safeguards, and establishing a road maintenance trust fund had either been 

implemented or agreed by 2006. While RDA did restructure, the PPER for the Road Sector Development 

Project found the reforms were in many aspects short of what was intended, including a mere 

renaming of their force account maintenance division. Areas where significant progress on reform was 

not made include improving the efficiency of public transport services, including those in urban areas, 

actions to reduce overloading of trucks including changes to legislation to give RDA the power to 

directly fine overloaded vehicles rather than leaving it to the police to conduct this role, and sustained 

support for road safety programs at the sector level rather than only on the basis of individual projects 

(e.g., via road safety audits). 
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 ADB. 2005. Report and Recommendation of the President for the National Highway Sector Project. Manila. Appendix 2.  



 

Table A2.1: Analysis of Transport Projects Ongoing after 2006  

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

1 Integrated Road 

Investment Program  

MFF loan ADF/OCR 

Tranche 1—approval 

October 2014, closing 

September 2021 

Tranche 2—approval 

December 2014, original 

closing September 2019 

Tranche 3—approval 

November 2015, original 

closing September 2021) 

Project is active. 

 

Strategic Agendas: 

 Environmentally 

sustainable growth 

 Inclusive economic 

growth 

 

Drivers of Change: 

 Governance and 

capacity 

development 

 Private sector 

development 

 

Gender Equity and 

Mainstreaming:  

 Effective gender 

mainstreaming 

 

Climate Change Impact: 

Medium; some 

adaptation works 

proposed. 

Impact of program: By 

2027, improved 

connectivity between 

rural communities and 

socioeconomic centers 

in Sri Lanka 

(assumption is 

“Government’s 

development strategy 

effectively coordinated 

with road sector 

investment”) 

 

Outcomes: Increased 

transport 

efficiency on project 

roads 

 

Indicators (by 2024): 

Increased transport 

efficiency on project 

roads; travel time on 

project rural roads 

reduced by 20% 

from 2013 rate; travel 

time on project 

national roads reduced 

by 10% from 2013 

rate; use of roads built 

or upgraded (average 

daily vehicle-km in the 

first full 

year of operation) 

reaches 2.8 million” 

Outputs: see “actual 

outputs.”  

Revised planned 

physical outputs: 

3,300 km of rural 

roads and 120 km 

of national roads in 

five provinces to all-

weather standards 

with PBM for 3 

years (rural) and 7 

years (national) 

 

Capacity 

development: 

Built the capacity of 

RDA for road asset 

management, 

project 

management, and 

contract 

administration. 

 

Project preparation:  

Carried out a 

feasibility study, 

and engineering 

design for the 

subsequent 

tranches. 

 Aide memoire and 

BTOR March 2015 – 

project is classified 

as B for involuntary 

settlement and B for 

environment. 

Tranche 1 – is under 

implementation in 

Southern Province – 

environmental 

monitoring reports 

indicate no 

compliance issues. 

Completed works 

appear to be of 

good quality. 

 Site visit by current 

SAPE team indicates 

no involvement of 

provincial council or 

local council staff in 

project so there was 

no capacity building 

for them. 

 Design and 

evaluation risk: 

designs were 

prepared in advance 

to ensure timely 

procurement and 

known land needs 

Current SAPE review: 

 First MFF for Sri Lanka. Allowed 

for a long-term partnership 

between the government and 

ADB on policy dialogue and 

capacity development within a 

large-scale program.  

 Rationale for project is strong. 

 Potential to meet inclusive and 

equitable growth targets. Project 

can only be sustained in 10 years 

if roads are maintained.  Physical 

design and close supervision 

does appear to ensure good 

quality initial construction. 

Program design does not build 

provincial or local capacity. 

 Road safety is a critical issue. 

However, it is hardly mentioned 

in RRP. The main risks are 

increased speed and traffic 

volumes. 

2 Southern Road 
Impact: 

Five priority  Project Current SAPE review: 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

Connectivity 

Original approval: 

September 2013/ June 

2013 

Project is active. 

 

Strategic Agendas: 

 Environmentally 

sustainable growth; 

 Inclusive economic 

growth 

 

Drivers of Change:  

 Private sector 

development 

 

Gender Equity and 

Mainstreaming: 

 Effective gender 

mainstreaming 

 

Climate Change Impact:  

 Mitigation: low; 

Adaptation: medium 

 Efficient road 

transport in the 

southern region 

(indicator: travel 

cost on linking 

roads). 

 

Outcome: 

 Improved road 

connectivity 

between the 

expressway 

network and the 

local transport 

network in the 

southern region 

(indicators: travel 

time, accident rate 

and volumes of 

people and goods 

moving). 

 

Outputs:  

 Improved capacity 

of national 

highways linking 

the expressway 

network in the 

southern region - 

refer to “actual 

outputs.”  

Indicators 

 Kilometers of 

roads to be 

upgraded; 15% of 

local workers 

employed for road 

maintenance to be 

women and/or 

national highways 

providing 

connectivity to 

three interchanges 

of the Southern 

Expressway: 

 B295 (2.5 km, 

Moratuwa–

Piliyandala) 

 B389 (2.1 km, 

Ratmalana–

Mirihana) 

 B157 (12.4 km, 

Southern 

Expressway–

Matugama) 

 A004 (2.1 km, 

Kirulapona–

Homagama) 

 B084 (14.4 km, 

Kesbawa-

Pokunuwita) 

Implementation. 

Consultant was 

mobilized on June 

2015. 

 BTOR indicates 

physical progress of 

first civil works 

package is on track. 

 Land acquisition for 

the Kirulapona-

Godagama Road 

(A004), Kesbewa-

Pokunuwita Road 

(B084), and 

Mathugama – 

Southern 

Expressway Road 

(B157) are still 

ongoing.  

 Key risk identified in 

the RRP was 

implementation 

delay due to need to 

prepare detailed 

engineering design 

and prolonged land 

acquisition and 

resettlement. To 

mitigate this risk, 

detailed design and 

bidding documents 

were prepared in 

advance using the 

Road Project 

Preparatory Facility 

to assist the 

government in 

implementing 

advance actions 

 Project rationale is strong. 

Improvements in design 

standards appropriate for all 

road users (vehicles, NMT and 

pedestrians).  Comment on 

DMF: Impact would be 

complicated to measure and is 

not much different to the 

outcome statement. It would 

have been better to talk about 

how many villages or centers 

were better connected.  

 Operational sustainability 

appears likely. RRP para. 20 

states that an “adequate budget 

allocation is expected. The 

government has earmarked a 

budget amount for 5 years of 

performance-based 

maintenance (used since 2010 

on ADB projects), which covers 

both routine and periodic 

maintenance.” SCRP roads are 

part of a series of national roads 

that are being upgraded to 

form a connecting network 

supporting the Southern 

Expressway and local towns. For 

the total national network, 

sustainability is an issue as it 

appears adequate maintenance 

funds are not available and one 

thirds of the national roads are 

not covered by recent condition 

surveys. 

 Road safety is a concern. The IEE 

for B084 identifies increased 

speed as a key risk but indicates 

that it was “assumed” that 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

from poor female-

headed 

households 

 Enhanced capacity 

of RDA in planning 

expressway 

connectivity 

improvement and 

in ensuring 

implementation 

readiness 

Indicators 

implementation 

program 

developed; 

detailed designs 

prepared. 

such as land 

acquisition and 

resettlement and 

procurement.  

traffic-related safety measures 

can mitigate this risk. 

3 Northern Road 

Connectivity + Additional 

Financing 

Original approval: 2010 

Additional approval: 

2012 

Project is active. 

 

Related TA 7545: 

Capacity development TA 

to strengthen the 

capacity of the Northern 

Provincial Council. 

Northern Provincial Road 

Development 

Department to prepare a 

capacity development 

plan, implement a basic 

road maintenance 

management system, 

including completing a 

database of a provincial 

Impact: Balanced and 

inclusive growth 

Outcome: 

Improved road 

connectivity  

 

Outputs  

Original project:  

Rehabilitate 110 km of 

national roads and 120 

km of provincial roads 

and bridges, plus 

rehabilitation of 

NPRDD’s office. 

 

Additional: 

Rehabilitate 143 km of 

national roads and 170 

km of provincial roads 

 

Indicators: 

 Impact: growth in 

 82.5% of 

national roads 

complete 

(December 

2015) 

 100% of 

provincial roads 

in North Central 

Province 

complete 

 Provincial roads in 

second project 

ongoing 

 Capacity building 

under additional 

financing 

completed 

successfully, 

based on 

interview with 

RDA (including an 

operational road 

BTOR (April 2014): 

“Implementation on 

track… No significant 

safeguard issues.” 

 

Annual Progress Report 

of Monitoring of 

Environmental and 

Social  

Safeguards 2015. No 

significant issues. 

 

SAPE 2012: Nil: “No 

implementation issues 

have arisen, as of IEM. 

Advance procurement 

became possible because 

of the RPPF. Advance 

action was approved for 

procurement of works 

and recruitment of 

consultants. The national 

Current SAPE review: 

 Rationale for project is strong. 

Improvement of national roads in 

existing right of way to connect 

provincial capitals or to connect 

from villages to the national roads. 

 One of the first projects to show 

evidence of learning from previous 

poor implementation experience. 

Project benefited from good project 

preparation by Road Project 

Preparatory Facility. 

 Sustainability of maintenance in 

medium term is considered a risk. 

Maintenance of project roads of 

SLRs150 million p.a. ear- marked 

but adequate maintenance for 

other 70% of paved roads unlikely. 

Under the loan covenant, the two 

provinces have to allocate 50% of 

vehicle licensing revenue for road 

maintenance. Northern Province 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

road inventory with 

updated conditions by 

June 2012 and preparing 

a prioritized 3-year 

rolling road investment 

plan. 

 

TA 7545 

(Supplementary):  

Additional activities:  

(i) building the capacity 

of NPRDD and NCPRDA in 

administering 

performance-based 

maintenance contracts; 

(ii) improving the 

awareness of the Road 

Development Authority 

(RDA), NPRDD, and 

NCPRDA 

on how to design and 

implement gender-

inclusive road projects; 

and (iii) raising the 

awareness 

of road users through 

training on road safety, 

HIV/AIDS, and human 

trafficking. 

 

Strategic Agendas: 

Inclusive economic 

growth 

 

Drivers of Change: 

Governance and capacity 

development 

Private sector 

development 

per capita annual 

income by 2018 

 Outcome: travel 

times on highway 

and local roads and 

accident rate by 

2015 (close of 

project) 

 Output: output 

indicators 

maintenance 

system), Northern 

Province. Road 

Permanent Road 

Safety Council 

proposed to be 

established as a 

result of the TA. 

component is on track 

and no delay is 

foreseen.” 

and North Central Province have 

not passed a resolution to 

authorize this. 

 Comment on DMF: Impact 

indicator not fully attributable. 

Outcomes and outputs measurable. 

DMF design appears mostly 

specific, measurable, achievable, 

relevant and time bound (SMART). 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

 

Gender Equity and 

Mainstreaming: 

No gender elements 

 

Climate impact: not 

stated 

4 

 

Eastern and North 

Central Provincial Road 

Approval: 2009. Project is 

active. 

 

Related TA: Capacity-

building technical  

assistance (TA) for 

institutional development 

of provincial road 

agencies in Eastern 

Province and NCP to  

(i) modernize offices,  

(ii) improve business 

processes, and  

(iii) manage road assets, 

strengthening their 

ability to support the 

devolution process under 

the 13th amendment of 

the Constitution. 

 

Strategic Agendas: 

Inclusive economic 

growth 

 

Drivers of Change: 

Governance and capacity 

development 

 

Gender Equity and 

Mainstreaming: 

Impact: Improved 

transport system in Sri 

Lanka (kilometers of 

road national and 

provincial roads 

upgraded in whole 

country by 2017) 

 

Outcome: (i) improved 

road network in 

Eastern and North 

Central Provinces 

(measured by volatile 

organic compound 

(VOC) reduction, travel 

time changes);  

(ii) improved 

institutional 

capacity (measured by 

reforms and staffing 

changes) 

 

Outputs 

 370 km of provincial 

roads are 

rehabilitated and 

improved, and 

selected bridge 

links are 

rehabilitated and 

replaced. 

 EPRDD and NCPRDA 

100% at December 

2015 

BTOR (April 2014): 

“Implementation on 

track… No significant 

safeguard issues.” 

 

SAPE 2012: 

“No implementation 

delays at the time of 

IEM. Few unusual 

mobilization or 

disbursement issues 

identified. “ 

Current SAPE review: 

 Rationale for project is strong. 

 No significant problems with 

implementation and safeguards. 

One of the first projects to show 

evidence of learning from previous 

poor implementation experience. 

Project benefited from good project 

preparation by Road Project 

Preparatory Facility. 

 Sustainability is considered a risk. 

As above. 

 Comment on DMF: Impact 

formulation inappropriate although 

measurable – would have been 

better to have measured village and 

town connectivity as for Sector 

Results Framework, 2011–2015.  

 

Draft PCR (February 2016): 

Project is highly relevant, highly 

effective, efficient, less than likely 

sustainable and with significant 

impact.  Sustainability was rated 

down in “anticipation of future 

financial and resource constraints.” 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

Effective gender 

mainstreaming from RRP 

(differs from PDS) 

Climate Change Impact: 

Adaptation: medium 

Mitigation: low 

project management 

capability is 

enhanced. 

 EPRDD's office has 

been improved. 

5 Colombo Port Expansion  

Approval 2007; closed 

June 2013 (2.25 years 

later than original closing 

date) 

 

Strategic Agendas: 

Sustainable economic 

growth 

 

Driver of Change: Private 

sector development 

High level impact in 

DMF: “improve 

economic 

competitiveness in 

ports.” 

 

Outcome  

 Reduce transport 

costs for exports 

 Increase trans-

shipment container 

volumes  

 

Outputs: See “actual 

outputs.” 

Improved harbor 

infrastructure 

completed by April 

2012: 

 Dredging and 

breakwater 

construction for 

three terminals  

 Establishment of 

a new marine 

operations center 

 Relocation of a 

submarine oil 

pipeline, 

provision of 

navigational aids, 

and construction 

of shore utilities.  

 South terminal 

construction 

completed on 

BOT basis by April 

2014 

PDS (2013): indicates no 

implementation issues 

SAPE 2012: 

 Suffered delays due to 

late loan effectiveness 

hinging on issue of 

letter to private 

operator 

 Loan became effective 

in June 2008 without 

effectiveness condition 

being met 

(subsequently waived). 

 New deadline to select 

an operator was also 

delayed. 

 Closing date extended 

two years to mid-

2013. 

PCR (July 2015): 

 Highly relevant; effective in 

increasing capacity; efficient due to 

PPP model, likely sustainable. 

Overall, project was rated 

successful.   

 Project was classified category C for 

land acquisition and relocation – no 

issues. Category A for environment. 

EIA prepared and no adverse issues.   

 PCR stated: “Project provided 

lessons on procurement for very 

large projects and need for good 

quality consultants and contractors, 

PPP structuring and contract 

packaging”. 

 

Current SAPE review:  

 The new PPP operator and the Sri 

Lankan Ports Authority have 

obtained ISO 9002 certification. 

This had not been achieved at the 

end of the earlier TA loan used for 

preparation. The current SAPE 

broadly agrees with the PCR’s 

conclusions but attention to the 

efficiency of port operations is 

needed, given regional 

competition. 

 DMF was modified in 2012 to 

reflect new guidelines. A single 

outcome indicator was selected: 

handling capacity in 2014 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

compared to 2006 baseline. 

Original indicators were expressed 

as growth rates in traffic or 

capacity from 2011 to 2015, 

meaning they were not completely 

measurable at project close. 

Modified DMF design is SMART. 

6 National Highways Sector 

+ Additional Financing 

Original approval: 2005, 

scheduled to close June 

2016.  

Additional approval: 

2011; scheduled to close 

June 2016. Project still 

active. 

 

Related TA 

Capacity Building of the 

Environmental and Social 

Division of the Road 

Development Authority. 

Approval December 

2005, closed September 

2010 

 

Strategic Agendas: 

Inclusive economic 

growth 

 

Drivers of Change: 

Partnerships 

 

Gender Equity and 

Mainstreaming:   

Some gender elements 

 

(For additional project 

but similar to that for 

DMF similar for both 

original and additional 

financing 

 

Impact: Expansion of 

economic 

opportunities 

(indicator: poverty 

index) 

 

Outcome: 

Improvement of 

national highway 

transport 

efficiency (indicators 

travel time, travel 

volumes, freight 

charges, overloading, 

fatality rate, increased 

allocation of 

maintenance budget, 

maintenance cost/km) 

Note: Only travel time 

was retained as an 

indicator for additional 

project. 

 

Outputs: 

(i) Improved road 

sector institutions 

measured by policy 

framework attached to 

 223 km of 

national highways 

– six links 

widened to two 

traffic lanes plus 

shoulders 

 108 km of “catch-

up maintenance” 

+ piloting 

performance 

based 

maintenance (1-

year included in 

works contract) 

 By 2008, 

“improved RDA 

productivity and 

capacity” in 

accordance with 

2004 agreement 

with World Bank 

and JICA. ADB 

supported RDA in 

policy and 

institutional 

aspects through 

Road Sector 

Development 

Project support 

use of private 

contractors, road 

maintenance and 

PDS (Dec 2015): 

indicates no 

implementation issues 

 

SAPE 2012: 

 Major changes of 

project scope were 

approved on 1 April 

2008 and 9 November 

2010. Original designs 

for ICB02 and ICB03 

were changed due to 

poor design by PPTA 

consultants.  

 Implementation delay 

was also due to  

(i) major design 

change because of 

inappropriate designs 

prepared at the 

feasibility stage, and 

(ii) legal action from a 

losing bidder. New 

tenders had to be 

solicited. As a result, 

project closing was 

extended by 15 

months. 

 Implementation of 

safeguard policies was 

delayed due to lack of 

commitment from 

Current SAPE review: 

 Project rationale is strong. Minor 

widening of key links connecting 

provincial capitals plus support of 

an agreed approach to sector 

reform. 

 Reduced attention to reform after 

initial gains. These gains included 

RDA restructuring, promotion of 

private contractors and early use of 

performance- based maintenance. 

Other attempts at reform were 

dropped, e.g., lack of enforcement 

mechanism for overloading remains 

a problem and opportunities for 

seeking private sector operation of 

expressways and their maintenance 

originally anticipated have not 

materialized. 

 Comment on DMF: DMF impact not 

directly attributable to project; 

outcome indicators appropriate but 

most were dropped for additional 

project. 
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PCR, PVR and PPER ratings or current 
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original project) RRP (ii) road length 

outputs. 

road safety 

 Additional 

financing covers 

62 km of national 

highways, 

comprising six 

link roads that 

provide access to 

the new Southern 

Highway in 

Western and 

Southern 

provinces 

relevant agencies. 

Resettlement 

compensation was 

delayed for ICB01 and 

ICB03. Complaints 

received from the 

affected people on 

compensation 

payments, now 

resolved. 

 Implementation of 

safeguards during 

implementation of the 

Additional Project was 

satisfactory as shown 

by the January 2015 

Independent External 

Monitoring report.  

7 Road Project Preparatory 

Facility (TA Loan) 

Approval April 2004; 

Closed June 2015 (7 

years later than original) 

 

Strategic Agendas: 

Inclusive economic 

growth 

 

Drivers of Change: Private 

sector development 

 

Gender: None 

Goal: (i) Support road 

development in Sri 

Lanka; and (ii) enhance 

road agencies’ capacity 

to implement projects. 

 

Purpose: (i) Enable 

road sector institutions 

to conduct pre-

construction activities 

without waiting for 

funds from external 

agencies; (ii) ensure 

readiness of the 

follow-on project. 

 

Outputs: (i) Road 

development facility 

for preconstruction 

activities completed; 

and (ii) close 

Successfully 

prepared ADB and 

other projects (for 

World Bank, PRC, 

JICA and domestic 

financing from 

2009) including the 

following ADB 

projects: 

 Northern Road 

Connectivity 

Project  

 Southern Road 

Connectivity 

Project 

BTOR (March 2014): 

 “On track” 

 Almost fully disbursed 

 RDA plans to use 

uncommitted funds to 

prepare an expressway 

and rural roads in two 

provinces. 

 

SAPE 2012: 

 Pre-termination of the 

initial implementation 

consultant due to poor 

performance (by 

2009); (ii) need for 

additional FS and 

designs; and (iii) lack 

of essential staff and 

resources. 

Current SAPE review: 

 The project has successfully met its 

goal and objectives. It substantially 

reduced implementation delays by 

improving the quality of project 

preparation, and avoided delays 

due to need for designs after 

appraisal and potential for cost 

overrun. The facility is likely to have 

been a key reason ADB’s recent 

projects have demonstrated high 

readiness with little delay. 

 Comment on DMF: 

Straightforward, measurable and 

appropriate. 
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PCR, PVR and PPER ratings or current 

SAPE) 

supervision on the 

preconstruction 

activities 

8 Road Sector 

Development Project 

(RSDP)  

Approval December 2002 

Closed June 2009 (1 year 

later than original) 

 

Related TA:  

 Reengineering of Road 

Sector Institutions (TA 

3110-SRI) 

 Second Provincial Road 

Improvement Project 

TA 2904-SRI) 

 Feasibility Study of 

National Highways 

Development (TA4074-

SRI) 

 Passenger Transport 

Services Improvement 

(TA 4075-SRI) 

Goal in DMF: 

“Economic 

development and 

poverty reduction in 

project target areas” 

measured by social 

indicators (e.g. 

poverty) 

 

Purpose: 

 Improvement of 

transport efficiency 

by strengthening 

national and 

provincial road 

institutions to 

perform their core 

role of strategic 

management and 

planning of the road 

network 

 Developing strong, 

competitive 

domestic capacity 

for road 

construction and 

engineering services 

 Investing in priority 

road improvements 

(980 km of 

provincial roads, 125 

bridges) 

 Part achievement 

of RDA provincial 

structures 

 Part 

strengthening of 

provincial road 

administrations 

 780 km of 

provincial roads, 

74 bridges. Some 

contracts 

terminated  

 Due to the 

detailed design 

consultant’s 

unsatisfactory 

performance, the 

design scope had 

to be reduced 

from 411 km to 

130 km and the 

resettlement and 

utility relocation 

plans and 

environmental 

and social 

studies removed 

from the 

contract 

 

 

 

SAPE 2012: 

 Implementation 

delays due to 

weather and 

availability of 

bitumen. agencies 

 Provincial council 

had not worked 

with ADB before 

and lacked capacity 

and knowledge of 

procedures 

 Subcomponents of 

the reform program 

were not adequately 

supervised by ADB 

and implementing 

agencies.  

 The western 

province was able to 

implement 

performance-based 

contracts where 

there were many 

contractors. The 

experience was not 

successful for other 

provinces. 

 The TA for 

passenger transport 

services 

improvement was 

rated unsuccessful 

by the TA report.  

PPER (December 2011): 

 Relevant; less effective (reform 

program could not achieve two-

third of the targets); efficient; less 

likely sustainable. Impact partly 

satisfactory.  

 “Road Maintenance Trust Fund 

(RMTF) was established but there is 

yet no arrangement for direct 

contribution to the fund from a fuel 

levy. RMTF operates only as a 

separate budget item, and the 

intended outcome of having a road 

fund so as to have total control in 

fund disbursements have not 

materialized. The extension of a 

road fund to the provinces has not 

occurred due to initial opposition 

by the provincial councils. Actual 

funding for maintenance of 

provincial roads remains at 40%–

70% of the required budget.” 

PPER (2011): 

 ADB performance: partly 

satisfactory. 

Current SAPE review: 

 Concurs with PPER ratings. 

 Comment on DMF: Purpose to be 

measured by specific indicators that 

are generally measurable but in 

general no baseline was specified. 

Impact not directly attributable to 

project; outcome indicators 

generally appropriate but some 

measurement issues. 
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9 Colombo Port Efficiency 

and Expansion. Approval 

September 2001; Closed 

December 2010 (6 years 

and 10 months later than 

planned) 

Sector or Area Goal in 

TA Framework: “An 

efficient and 

internationally 

competitive port in 

Colombo that can 

facilitate and 

accelerate 

economic development 

in Sri Lanka.”  

Indicator: Colombo 

Port capacity increases 

to 4  

million twenty-foot 

equivalent units by 

2007. Comment: not 

appropriate for a TA as 

cannot be achieved. 

 

Objective: 

Assist the government 

to create an 

environment that will 

allow (i) expanding 

private sector 

participation in the 

port sector;  

(ii) commercialization 

of public sector 

operations and thereby 

improved 

efficiency;  

(iii) adoption of a 

strategic approach to 

enlarging Colombo 

Port and maximizing 

private sector funding 

 

Indicators: Acceptance 

 Prepared physical 

works for the 

South Harbor 

Development 

and concession 

contract for PPP. 

 Remaining 

outputs were not 

delivered. 

 PCR published on 29 

July  2015 stated that 

the outputs under the 

first component 

entitled “Policy, 

Institutional and 

Regulatory” were 

“mostly achieved” 

including: (i) 

establishment of a 

ports regulator and of 

a Ports Competition 

Act to curb anti-

competitive behaviour 

by current operators; 

(ii) corporatization of 

Jaya Container 

Terminal; and  

(iii) establishment of 

ISO 9002 and obtain 

certification.  By the 

time of the PCR 

undertaken 4 years 

after the SAPE in 2012, 

items (ii) and (iii) could 

not be achieved. Item 

(i) also could not be 

achieved but the PCR 

stated that 

adjustments to 

contracts with current 

operators achieved 

some of the intended 

benefits of the 

proposed revised 

regulatory structure. 

 The TA loan for the Colombo Port 

Efficiency and Expansion Project 

(CPEEP) was rated less than 

effective as it was closed with only 

completion of project preparation  

Current SAPE review: 

 Project successfully prepared a PPP 

involving more than $500 million of 

investment. Even though the nature 

of the port is that it has monopoly-

like characteristics, its heavy reliance 

on transit trade means it is 

vulnerable to regional competition. 

Viewed in this light the project and 

the PPP may be regarded as a key 

indicator of success. Some 

unimplemented outputs (ISO 9002 

certification) have only recently 

been achieved indicating that 

reform efforts may take 

considerable time. 

 Comment on DMF: Several 

indicators were not appropriate for 

a TA. 
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by government of a 

Ports Authority Act, 

need for an 

independent regulator, 

and award of a 

concession. Comment: 

not fully appropriate 

for a TA as concession 

cannot be awarded. 

 

Components 

Policy, institutional, 

and regulatory issues: 

legal and institutional 

reforms; improving 

efficiency of the 

Jaya Container 

Terminal (JCT); and 

develop a strategy for 

a distribution hub. 

 

Indicators: Revisions to 

act and plans are all 

forms of “output 

indicators.” 

10 Southern Transport 

Development + 

Supplementary Loan 

Original approval 1999; 

closed 2006 

Supplementary approval 

2008; closed 2013 

 

Strategic Agendas, 

Drivers of Change (for 

supplementary) 

 None explicit 

 Poverty and road 

accident rate were 

High-level goal in DMF 

of supplementary loan: 

A mix of goals inside 

and outside the 

transport sector, e.g., 

“integrate 6th Region 

into economic 

mainstream,” “reduce 

poverty,” and “reduce 

accidents” – as for 

original project 

framework 

 

Direct Outcomes  

 126 km access-

controlled 

expressway of 

about from 

Kottawa to 

Godagama; the 

Galle (ADB 

financed section 

29 km) 

 Port access road, 

a 5.5 km access 

road  

 Road safety 

component, 

 Original closing date 

was 2006, extended to 

2013 with the project 

cost being exceeded 

by almost 200%, 

partly due to cost 

inflation but mainly to 

changes in design 

scope – see “actual 

outputs.” 

 Opened to traffic in 

November 2011 

 

BTOR (wrap up- 

PCR rating (Aug 2014): 

Overall rating: successful. 

PVR rating (December 2015): 

Less than successful due to low 

ratings on efficiency (less than 

efficient) and sustainability (less likely 

sustainable). The lower rating on 

sustainability was because the PVR 

considered that sufficient information 

showing projected revenue versus 

O&M needs was not provided by the 

PCR. The project was relevant and 

effective. 

Lessons: 
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prominent concerns 

 

For the original project, 

the TA on Reengineering 

of Road Sector 

Institutions supported 

proposed changes in 

RDA’s structure for more 

efficient and effective 

operations. The project 

was used as a means to 

foster dialogue on 

greater use of private 

sector contractors for 

maintenance and 

potential operations. 

 

For the supplementary 

project, a TA project on 

land use planning that 

was successfully 

completed and advised 

RDA on appropriate 

positioning of 

commercial and 

industrial land uses near 

the expressway. 

 Operation of 

highway – travel 

time and fatal 

accident rate 

 Increased economic 

opportunities for 

residents of region, 

measured by 

membership of 

investment and 

other organizations, 

the number of 

commercial 

establishments 

within 1.5 km of 

expressway and 

socioeconomic 

conditions in four 

baseline villages.  

 

Comment: First two 

Indicators for direct 

outcomes ”increased 

opportunities” do not 

appear to indicate an 

improvement in socio-

economic conditions. 

including 

consulting 

services and 

equipment to 

strengthen safety. 

 

The ADB 

component was 

to design and 

finance a 29.3 km 

two-lane section 

of an eventual 

four-lane highway 

(originally 

untolled) with at-

grade 

intersections. Due 

to delays and 

development 

changes, the 

project was 

increased to four 

lanes with grade-

separated 

junctions, which 

with the passage 

of time, explains 

the near 200% 

cost increase 

compared with 

approval.  

November 2012): 

 Opened to traffic in 

November 2011 

 No safeguard issues 

 Bids for performance-

based maintenance 

contracts exceeded 

engineers’ estimate 

 

SAPE 2012: 

 Project was almost 

100% completed at 

time of 2012 SAPE and 

its Appendix 8 and a 

separate Appendix 5 

on safeguard issues 

assessed the 

following: 

 All civil works were 

completed under first 

loan 

 Awarding of civil 

contracts faced 

problems in land 

acquisition and 

resettlement which 

were conditions for 

loan effectiveness 

 Issues included: lack of 

clarity of roles of RDA, 

supervision 

consultants, late 

mobilization of 

contractors and 

performance issues, a 

2003 flood, 

disbursement delays, 

environmental 

complaints from local 

 PCR lessons were derived from 

specific issues related to the project 

or  other very large projects (e.g., 

improve safeguard systems). 

 PVR offered an additional lesson: 

“Given complexities of safeguards, 

loan conditions” capacity 

development of all staff should be 

made a precondition of loan 

signing. TA is needed to improve 

project implementation 

performance. 

 

The current SAPE review:  

 The project has been instrumental 

in building the capacity of RDA for 

engineering, procurement, 

implementation, safeguards and 

O&M of large road infrastructure. 

The contracting and consulting 

industry has also benefited. The 

project has reduced travel times 

between Matara and Colombo 

from 5 hours to 1.5 hours and 

reduced fatalities. These changes 

were to a large extent deliberately 

sought by ADB since as a condition 

of effectiveness modern regulations 

for highway operation were 

introduced, a road safety fund was 

created, vehicle registration fees 

were to be allocated to a 

compulsory third party insurance 

scheme. However, it appears that 

the government did not consider 

the option of private sector 

operation or private sector 

maintenance, both raised as 

possibilities in the PCR. 
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communities and 

others. 

 Sustainability:  Traffic usage 

averaged 16,300 per day in 2015 

(northern section) up from 6,600 

per day in November 2011 growth 

of 35% p.a. On the ADB section (in 

south) growth was 17.9% p.a. 

Growth is due in part to extensions 

and improvements of connecting 

roads. 

 Revenue p.a. in 2015 was 

SLRs3.184 billion or three times 

actual O&M (toll collection and 

maintenance) cost. 

 However, early but as yet uncosted 

periodic maintenance works have 

been identified due to differential 

settlement near structures that will 

be costly to repair. There is no 

forward projection of revenue and 

maintenance cost. It appears likely 

that adequate O&M on the 

expressway will be carried out. 

 Traffic volumes of 16,000 vpd on 

the busiest section represent a V/C 

ratio of 0.27 (where capacity is 

defined as level of service C).  At an 

assumed medium-term growth rate 

of 15% p.a. over 10 years, traffic 

would grow by four times in 10 

years. This indicates the northern 

section may be close to capacity at 

peak periods in 10 years.  

11 Road Network 

Improvement 

Approval 1998; Closing 

December 2008 (original 

June 2005) 

 

TA on Reengineering of 

Goal in Project 

Framework: Enhanced 

economic growth 

through improved 

transport availability 

 

Objective: (i) Reduction 

 152 km Class A 

and B roads 

improved 

 124 km 

rehabilitated  

 77 bridges 

repaired 

PVR indicates that, 

despite delays in part 

due to the 2003 flood, 

implementation 

arrangements were 

generally complied with 

as were loan conditions 

PCR (December 2009):  

 Highly relevant; effective; less likely 

sustainable; institutional impact 

moderate; and overall successful. 

PVR (August 2010):  

 Agrees with PVR except for rating of 

institutional impact as moderate. 



 

No. Project Details  Project Design and  

Planned Outputs 

Actual Outputs Implementation Issues Assessment of Performance (review of 

PCR, PVR and PPER ratings or current 

SAPE) 

Sector Institutions 

(TA3110-SRI) 

in transport costs for 

people and freight;  

(ii) improved 

accessibility through 

improved capacity and 

lifespan of roads;  

(iii) more sustainable 

road network through: 

(a) enhanced sector 

management capacity 

and financing; and  

(b) increased private 

sector capacity for 

road construction and 

maintenance 

 

Outputs, physical: 187 

km of roads improved, 

156 km of road 

strengthened, 47 

bridges widened or 

strengthened, design 

and operation concept 

for Southern Transport 

Corridor established 

 

Institutional: Capacity 

of sector institutions, 

planning and 

management of 

maintenance 

improved, capacity 

building for local 

contracting industry 

 Repairs on 450 

km of roads 

 Provided three 

outputs for road 

construction 

industry (training) 

plus assisted RDA 

to prepare the 

Southern 

Transport 

Development 

Project. 

and covenants.  TA was rated generally successful.  

 

Current SAPE review: 

 Due to the passage of time it is not 

possible for the current review to 

add any new insights to those 

above.  

 Comment on project framework: 

Indicators for goal and objective 

not defined precisely. 



 

Table A2.2. Analysis of Technical Assistance Projects 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

1 PP 2013 8473 Integrated Road Operation and 

Development Investment Program. 

Approval September 2013, original 

close June 2014, revised June 

2016). Ongoing. 

 Output 1: Due diligence required 

for civil works. 

 Output 2: Mechanism of 

performance tracking and 

information management. 

 TA successfully prepared iRoad, a 

well-designed project 

2 PP 2012 8271 Southern Highways Investment 

Program. Approval December 

2012, original close June 2014, 

revised September 2016). Ongoing. 

 Preparing the Expressway 

Connectivity Investment Program 

– Facility (for approval 2017).  

The technical assistance is: (i) 

preparing an action plan to strengthen 

the institution and policy framework 

plan for expressway development and 

operation, (ii) recommending 

appropriate construction technologies 

for Sri Lanka's road sector, and  

(iii) providing technical support for 

project preparation to review the 

feasibility study and preliminary design 

of the Southern Expressway Extension, 

and (iv) improving the implementation 

readiness. The consulting firm began 

in August 2013 and was scheduled to  

complete its work by June 2014.  

Closing date was extended to 

September 2016. No TCR is available. 

No information on the performance of 

the consultants or the quality of 

current TA outputs has been provided. 

3 CD 2012 7545 Capacity Development of the 

Northern Provincial Road 

Development Department (Original 

+ Supplementary). Approval June 

2010, original close December 

2012, revised December 2015.  

 Activities added to original TA: 

(i) building the capacity of 

NPRDD and NCPRDA in 

administering performance-

based maintenance contracts;  

(ii) improving the awareness of 

the Road Development Authority 

(RDA), NPRDD, and NCPRDA on 

how to design and implement 

gender-inclusive road projects; 

and (iii) raising the awareness of 

road users through training on 

road safety, HIV/AIDS, and 

human trafficking. 

Many of the outputs of the TA were 

made available for the current 

evaluation, including the reports 

“Organizational Effectiveness of 

Northern Provincial Road Development 

Department,” “Maintenance Policy and 

Maintenance Standards,” and 

associated documents. A report 

entitled “Evaluation of Safety 

Improvements for Roads Rehabilitated 

in the Northern Road Connectivity 

Project” was also reviewed. The review 

found the transport agency to be well 

structured. Its main challenges were 

that several approved engineering 

positions were vacant and approval 

from Colombo was required to fill 

them. The agency had few resources 

and barely sufficient funds for routine 

maintenance. Extensive work had been 

done on safety awareness raising but 

at the completion of the TA in July 

2015 the proposed road safety 

committee had not been established. 

The evaluation team’s mission found 



 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

this was the case in March 2016 also. 

The review of road safety following 

rehabilitation was based on limited 

records and found some roads showed 

a reduction compared with the year 

before and none showed an increase. 

The evaluation mission found that the 

outputs of the TA were being followed 

by the transport agency. 

4 PP 2010 7600 Multimodal Transport. Approval 

September 2010, original close July 

2011, revised June 2012. 

 Supported preparation of 

investment projects to enhance 

freight transport to Colombo Port, 

improve the efficiency of the urban 

road network and the safety of road 

transport by shifting freight from 

road to rail, resulting in a reduction 

in vehicle operating costs, 

environmental impact, and travel 

times, and in improved access.  

 The TCR rated the TA “successful, as 

the design for the Multimodal 

Transport Project was prepared and 

the project is ready for 

implementation, although the 

ensuing loan has not yet 

materialized, as further discussions 

on the project design and 

implementation arrangements are 

ongoing within the government.” 

The major lessons from TCR report 

were: “Complex coordination 

arrangements … The TA combined 

preparing interventions in Sri Lankan 

Railway, which is under the Ministry 

of Transport and in Colombo Port, 

which is under the Ministry of 

Highways, Ports and Shipping. For 

the TA, the Ministry of Transport 

was the EA and Colombo Port was 

one of the major stakeholders 

consulted. As this resulted in delays 

in the coordination during TA-

implementation, it is recommended 

that in the ensuing project, Sri 

Lankan Railway and Colombo Port 

play a vital role for project 

implementation.” 

5 CD 2010 7545 Capacity Development of the 

Northern Provincial Road 

Development Department. 

Approval June 2010, original close 

December 2012, revised December 

2015 - extended).  

Scope: Capacity development TA to 

strengthen the capacity of the 

Northern Provincial Council–

Northern Provincial Road 

 Refer above.  



 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

Development Department to 

prepare a capacity development 

plan, implement a basic road 

maintenance management system, 

including completing a database of 

a provincial road inventory with 

updated conditions by June 2012 

and preparing a prioritized 3-year 

rolling road investment plan. 

6 CD 2009 7347 Capacity Development of Provincial 

Road Agencies. Approval 

September 2009, original closing 

February 2012 (revised Feb 2013).  

Scope: Capacity-building technical  

assistance (TA) for institutional 

development of provincial road 

agencies in Eastern Province and 

North Central Province to  

(i) modernize the offices,  

(ii) improve business processes, and 

(iii) manage road assets, 

strengthening their ability to 

support the devolution process 

under the 13th amendment of the 

Constitution. 

The draft PCR (February 2016) for the 

overall project stated that the “TA was 

successful in improving organizational 

structures, and in streamlining staffing 

and working procedures of EPRDD (IT, 

funding procedures and managerial 

and technical skills).” The draft TCR 

rated the TA successful in delivering 

anticipated outputs and outcomes.  A 

key lesson was that the delay in 

recruitment of TA consultants delayed 

project outputs and also resulted in 

complications in project execution. It 

was recommended that “to avoid this 

type of complication in the future, the 

recruitment process of relevant 

consultants should be advanced and 

strengthened.” 

7 CD 2009 7239 Strengthening Road Development 

Authority in Implementation of the 

Environmental Management Plan 

of the Southern Transport 

Development Project. Approval 

February 2009, original closing 

November 2010. 

TCR (October 2013): 

 Rated TA successful. 

Consultant’s report “Strengthening 

RDA in the Implementation of EMP for 

Southern Transport Development 

Project:  

 “The ability of ESD and Southern 

Transport Development Project staff 

to conduct and interpret field 

observations and monitoring has 

been improved. The capacity of ESD 

and Southern Transport 

Development Project staff to prepare 

monitoring reports has been 

improved. The capacity of ESD and 

Southern Transport Development 

Project staff to identify key issues for 

public communication through 

various mass media including the 

RDA Southern Transport 

Development Project website is in 

development.” 

8 CD 2008 7239 Establishment of a Central 

Procurement Unit in the Road 

Development Authority. Approved 

February 2009, original closing 

November 2010. 

TCR (May 2012): 

 Rated TA partly successful as most 

procurement done by regular RDA 

units. 

9 AD 2009 7065 Land Use Planning of the Southern 

Highway Corridor. Approval March 

TCR  

Rated TA highly successful. 



 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

2008, original closing May 2010.  Influenced land use planning in the 

corridor. Advised government to 

connect development nodes via 

other connecting roads not directly 

to expressway 

10 AD 2005, 

2008 

4748 Independent External Monitoring 

of Resettlement Activities of the 

Southern Transport Development 

Project (Original plus 

Supplementary). Original approval 

December 2005, closed September 

2010. Supplementary approved 

November 2008, closed December 

2011. 

TCR (May 2012): 

Rated TA successful. 

11 AD 2005, 

2008 

4736 Capacity Building of the 

Environmental and Social Division 

of the Road Development 

Authority. Approval December 

2005, closed September 2010. 

Provided to strengthen RDA in 

dealing with the environmental, 

social, and LAR aspects of highway 

development. 

No separate TCR available but the TA 

appears to have been successful given 

eventual compliance on Southern 

Expressway. 

12 AD 2004 4315 Road Sector Master Plan. Approval 

December 2004, closed March 

2008 

TCR (December 2009): 

Rated TA “successful in delivering the 

road sector master plan agreed with 

the Government, and provided the 

Government with capacity building in 

updating the master plan and 

implementation of safeguard 

activities.” However, execution was 

slow in part due to “poor 

performance” and tsunami-related 

delay. Plan was never updated.  

13 CD 2004 4178 Capacity Building for Financial 

Management of Road Projects. 

Approval September 2003; closed 

October 2009. 

TCR (September 2010): 

Rated TA successful. 

14 AD 2003 4110 Community Information Services 

for the Poor. Approval May 2003; 

closed July 2006. 

TCR (March 2007): 

Rated TA successful. 

15 PP 1997 2904 Second Provincial Road 

Improvement Project. Approval 

October 1997. 

 A consulting firm responsible for 

implementation of the provincial 

roads component was engaged to 

strengthen the PRAs and supervise 

the rehabilitation of the provincial 

roads. 

 The completed works were of 

sufficient quality and the 

performance of the implementation 

consultants and contractors was 

rated satisfactory by the PPER for the 

Road Sector Development Project. 

16 AD 1998 3110 Reform Program Consultancy. This 

was an apparent continuation of 

the TA: Reengineering of Road 

 The reform program consultants 

were fielded in September 2004 and 

worked through 2005. There were 



 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

Sector Institutions. Approved 

December 1998. 

about 70 targets in the reform 

program, but only about one-third 

of them were partly or fully 

achieved. The performance of the 

reform consultants was rated partly 

satisfactory by the PPER for the Road 

Sector Development Project.  

 The poor performance of the TA, in 

part because of ADB’s lack of timely 

supervision, as noted by the PPER for 

the Road Sector Development 

Project, may explain why RDA never 

achieved the main identified 

reforms. ADB ceased to pursue them 

after 2005. 

17 PP 2002 4074 Feasibility Study of National 

Highways Development. Approval 

December 2002; closed August 

2007. 

 TA was engineering design. 

PPER (2011) for RSDP: 

 Only 25% of outputs were 

produced.  

 Consultant performance for this 

component was rated 

unsatisfactory. 

18 AD 2002 4075 Passenger Transport Services 

Improvement. Approval December 

2002; closed August 2007. 

PPER (2011) for RSDP: 

  “TA meant to establish a regulatory 

framework for passenger transport 

services. It focused on improving 

public and private participation in 

the sector, through institutional and 

policy reforms. It was expected to (i) 

help the government introduce 

public–private partnerships in the 

sector; (ii) define a regulatory 

framework and list priority 

investments needed to upgrade 

passenger bus services; and (iii) 

assist four provinces in 

implementing the proposed reforms. 

The recruited consultant’s 

performance was poor and the 

consultant failed to provide the 

interim report. The government 

requested World Bank funding for 

an individual consultant to expedite 

the needed advice on the pressing 

issues of the bus sector. ADB 

transferred the remaining TA funds 

to project preparatory technical 

assistance (PPTA) for a 20 km bus 

rapid transit system, but failed to 

formally submit the proposal on 

time.”  

 TCR rated TA unsuccessful. PVR for 

the RSDP project agreed. 

 Poor performance of the TA and 

ADB’s lack of timely follow-up may 

be a key reason why ADB has not 



 

No. Type Approval 

Date 

TA 

No. 

TA Name Comment by SAPE Review 

promoted bus sector improvement 

since that time and why urban 

transport has been neglected in 

ADB’s portfolio. 

19 AD 2000 3410 TA to establish PPP for railways  TA prepared a strategy and action 

plan for establishing PPP in the 

railway sector. 

SAPE (2007):  

 “with no credible prospects for 

reform to make railways more 

efficient, ADB respected the 

government stance, and 

consequently did not engage itself 

intensively in railways development. 

However, in the context of 

transportation planning, intermodal 

transportation issues and interface 

problems should have been 

emphasized”. 



 

APPENDIX 3: PROFILE OF THE TRANSPORT SECTOR  

 

A. Overview 

1. Sri Lanka’s strategic location near the main sea lanes between Europe and Asia has contributed 

to its growth as a regional trading center. There is further potential for it to consolidate its position as a 

maritime and aviation hub, and as a tourist destination. Sri Lanka’s success will depend on having not 

only efficient ports and airports to connect globally, but also an efficient and connected domestic 

multi-modal transport system. 

B. Modal Roles 

2. Sri Lanka’s transport system consists of land, water, and air transport. Road transport was 

estimated to account for 95% of passenger-km and 97% of freight ton-km in 2011.
1

 Domestic air 

transportation is not widely used because of the small size of the country. Similarly, water transport is 

hardly used for either passenger or freight transportation. In 2011, buses supplied 55% of passenger-

km; private vehicles, 26%; para-transit, 10%; and goods vehicles carrying passengers, about 3% (Table 

A3.1). Railways accounted for the remaining 5%, although in the Colombo Metropolitan Region the 

railway’s share is 10%.  

Table A3.1: Estimated National Transport Activity, 2011  

 Vehicle-km 

(million) 

% Passenger- 

km (million) 

% Ton-km 

(million) 

% 

Buses 1,379 5 55,177 55  0 

Railways 9 0 5,365 5 134.8 2 

Private Vehicles 16,605 60 25,759 26  0 

Para-Transit 4,841 18 11,348 11  0 

Goods and Land 

Vehicles
a 

4,819 17 2,585 3 6436 97 

Water Transport 3 0  0 32 1 

Total 27,657 100 100,236 100 6,603 100 

a 
Passengers in goods transport vehicles constitute a significant proportion in rural areas. 

Source: A. Kumarage. 2012. Sri Lanka Transport Sector. Policy Note 2012. Prepared for World Bank. Colombo. 

3. The share of total passenger trips by private modes was less than the railways until about 1974 

and has since been increasing rapidly, even though bus ridership has also increased substantially as 

shown in Figure A3.1. Passenger trips grew by 6% per annum from 2005 to 2011 whereas GDP per 

capita grew at 5% in the same period. From 1991 to 2011, bus transport’s share of passenger trips 

declined from 62% to 56%, rail’s share declined from 6% to 5% and the share of private modes 

increased from 32% to 39% (Table A3.2). It is expected that the growth in the share of trips by private 

modes will continue with population and economic growth. 

 

 

 

                                                
1 A. Kumarage. 2012. Sri Lanka Transport Sector. Policy Note 2012. Prepared for World Bank. Colombo. 

 



 

 

Figure A3.1. Modal Share of Passenger Transport, 1958-2011 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

            Source: A. Kumarage. 2012. Sri Lanka Transport Sector. Policy Note 2012. Prepared for World Bank. Colombo. 

 

Table A3.2: Passengers Carried by Different Transport Modes, 2011 

Year Bus Rail Private Total 

1991 62% 6% 32% 100% 

2011 56% 5% 39% 100% 

Source: A. Kumarage. 2012. Sri Lanka Transport Sector. Policy Note 2012.  

Prepared for World Bank. Colombo. 

 

1. Motorization 

4. By the end of 2014, the total number of registered motor vehicles exceeded 5.63 million, of 

which approximately 3.76 million were estimated to be in regular operation. Of these, about one-third 

were four- or six-wheel vehicles. The ownership rate of private vehicles (cars, motorcycles and other) 

was 169 per 1,000 population or about 0.7 per household in 2014. Western Province had an ownership 

rate of 221 private vehicles per household. In addition, both North Western and Southern Provinces 

also exceeded the national average by recording ownership rates of 194 and 174 respectively. The 

other six provinces had private vehicle ownership rates that were lower than the national average. By 

comparison, much of Southeast Asia has average per capita private vehicle ownership rates of more 

than one vehicle per household.
2

  

5. Buses used for public transport make up about 27,000 units, representing about 1% of the 

fleet, while all forms of goods vehicles and trucks make up about 300,000 units. Two- and three- 

wheelers and goods vehicles that are categorized as “dual purpose” (passengers and freight) attract 

lower import duties than passenger cars, whose combined import duties are 300%–400%. This 

changed in June 2010
3  

when the government announced a 50% reduction in import duties on 

passenger cars and utility vehicles. As a result, vehicle registrations subsequently increased. However, 

an increase in import duties since early 2015 has reduced imports of all types of vehicle. Trucking is in 

                                                
2
 Including cars, motorcycles, and light duty pick-ups. 

3
 Ministry of Finance and Planning. 2010. http://www.treasury.gov.lk/docs/pressrelease/tax-reduce-20100602.pdf 

56% 

39% 

5% 

 

http://www.treasury.gov.lk/docs/pressrelease/tax-reduce-20100602.pdf


 

the hands of small and medium-sized enterprises, as is the car-hire industry. There are a few large taxi 

companies in Colombo. 

Table A3.3: Operational Vehicle Fleet, 2014 

Vehicle Type No. of Vehicles 

Omni buses 12,967 

Private coaches 32,094 

Dual purpose vehicles 294,375 

Private cars 410,917 

Land vehicles 92,979 

Goods transport vehicles 211,662 

Motorcycles 1,885,065 

Three wheelers 810,814 

Others 4,483 

Total 3,755,356  
Source: National Transport Commission. 2015. Transport Statistics. Colombo. 

 

Figure A3.2: Operational Vehicles by Type, 2014 

 
                                   Source: National Transport Commission. 2015. Transport Statistics. Colombo. 

C. Transport System 

1. Road Network 

6. The road network in Sri Lanka is classified as national, provincial, urban and rural depending on 

functionality and ownership. Of the total road network of 115,000 km, about 12,000 km are national 

highways, categorized as class A (trunk roads) and class B (main roads) and about 170 km are 

categorized as class E (expressways). They are administered by the Road Development Authority (RDA), 

a statutory body under the Ministry of Higher Education and Highways together with 4,450 bridges 

and other structures. The 18,000 km of provincial roads are managed by the provincial councils and 

designated as class C and D. There are about 65,000 km of local authority roads in both urban and 

rural areas. The remaining roads are estimated to total about 20,000 km and are owned or controlled 

by non-road agencies, for example, for irrigation or conservation purposes. Some are not maintained 

by any agency. The national road density is about 1.8 km per km,
2

 the highest in the South Asia. About 

15% of the total public network is paved (Table A3.4). 



 

Table A3.4: Growth of Road Network by Administrative Level 

Year RDA Provincial Urban Rural Total 

 Commencement of Road Building 

1905 6,024  6,024 

1959 7,034 12,070 19,104 

1990 10,447 14,916       2,791 66,054 94,208 

2002 11,760 15,743       5,200 77,800 110,503 

2014 12,289 17,614       5,480 80,000 115,383  
RDA = Road Development Authority. 

Source: Government of Sri Lanka, National Roads, RDA Planning Division; Ministry of Finance. 2014. 

Annual Report. Colombo. 

 

7. At the time of the 2012 SAPE, RDA data showed that that more than 40% of the 8,000 km of 

priority national roads, the core two-thirds of the network, was in poor condition.
4
 About 50% of the 

priority network had an international roughness index (IRI) of less than 5.5 in this period, meaning the 

roads were rated in good or excellent condition. Condition surveys were not performed on the other 

4,000 km of non-priority national roads. Since 2012, an increasing proportion of the priority national 

roads has been rated as being in good or excellent condition (68% in 2014). However, most of the road 

network consists of secondary roads (provincial, local) for which no reliable road condition data exist. 

However, as shown in Appendix 4, in Northern, North Central and Eastern Provinces where ADB has 

worked since 2008, about 25% of provincial roads are rated as being in good or excellent condition. 

There are no comprehensive data on local roads.   

 

8. Truck overloading remains a problem particularly in rural areas. RDA carries out regular surveys 

for identification purposes at about 50 locations using mobile weighing equipment on the national 

network. However, RDA has no powers to impose fines. Under the Motor Traffic Act, only the police 

can fine transgressors and although this was identified as a problem by ADB in 2000 it remains an 

impediment to reducing overloading. The minimum penalty is SLRs5,000 (about $40) per overloading 

incident. That is very low and enquiries with the police
5
 revealed that very few fines are formally issued. 

Further details are provided in Appendix 4. 

 

9. Sri Lanka currently has approximately 160 km of access-controlled toll expressway network with 

speeds limits in the range of 80-100 kph. The first stage of the E01 Expressway (Southern Expressway), 

which opened in November 2011, was Sri Lanka's first expressway and spanned a distance of 95.3 km 

from Kottawa to Pinnaduwa. This section of the expressway was funded jointly by ADB and the Japan 

International Cooperation Agency (JICA). The second stage of the Southern Expressway opened in 

March 2014 and extended over 30.7 km from Pinnaduwa to Matara. Colombo–Katunayake Expressway, 

a length of 25.8 km, was opened in October 2013 and connects Sri Lanka's commercial capital, 

Colombo, with Bandaranaike International Airport. The newest expressway, with a length of 18.9 km, is 

the Outer-Circular Expressway which connects the northern end of the Southern Expressway to national 

road A001 at Kadawatha. At present, construction on 23.9 km of Outer-Circular Expressway from 

Kadawatha to Kerawalapitiya is still on-going. The government recently came to an agreement with 

ADB to finance the first phase of the Central Expressway from Kadawatha to Mirirgama, about 37 km. 

The government’s targeted total network is 350 km by 2019.  

  

                                                
4
 International roughness index (IRI): 7 meters per km (m/km) > IRI < 10 (m/km) = poor condition; (ii) 5.5 > IRI < 7 = fair 

condition; (iii) 3.0 > IRI < 5.5 = good condition; and (iv) IRI < 3.0 = excellent condition.  

5
 Personal communication with the Sri Lankan police on 16 March 2016. 

https://en.wikipedia.org/wiki/Controlled-access_highway


 

2. Public Bus Services 

 
10. Bus is the principal mode of passenger transport in Sri Lanka. Bus services are provided by the 

state-run Sri Lanka Transport Board (SLTB) and by privately-run buses which are mostly owned by 

individual operators. SLTB has a fleet of about 7,000 buses and operates on about 1,500 bus routes 

island-wide. Privately owned buses are regulated under two categories: interprovincial and 

intraprovincial services. Interprovincial bus routes (about 450) are regulated by the central government 

through the National Transport Commission, whereas about 3,000 intraprovincial bus routes are 

overseen by the respective provincial councils. There are subsidized services provided for schoolchildren, 

as well as to remote rural areas and at night in suburban areas. These services are operated by both 

SLTB and private operators and regulated by the National Transport Commission  

 

11. In 2014, the total number of permits issued to private operators was 20,421, while the average 

number of buses operated on a daily basis was 18,534. Of these, 3,221 provide interprovincial services 

with the balance of 17,200 providing intraprovincial services. The government policy on bus operations 

is for 60% of total scheduled trips to be operated by the private sector and 40% by the public sector. 

However, in 2014 the total scheduled trips by private operators represented 74% of the total and by 

the government-owned SLTB 26%. At present about 96,000 persons are directly employed in providing 

bus services, of whom 36,000 are employees of SLTB. SLTB’s employee-per-operating bus ratio is just 

over 5.0 employees per bus whereas for private services it is 3.2. At least on this measure, private bus 

operators appear to be more efficient than SLTB. In addition, private buses receive no financial support 

from the government unlike SLTB. 

 

12. Buses carry over 55 billion passenger-km by operating over 1.3 billion km annually and 

accounted for about 55% of market share in 2011, with the SLTB carrying around one-third of this. 

However, the overall bus market share is decreasing because of the continuing increase in two- and 

three-wheelers and the slow progress in modernizing public transport. Although a national regulator, 

the National Transport Commission, has been set up along with provincial regulators, the regulations 

proposed so far have been intermittent, ineffective, and inconsistent over time and with each other. 

After many years of ad hoc fare increases, a fare index was introduced in 2004, which brought stability 

in pricing and investment. More recent attempts at introducing competitive bidding for route permits, 

enforcement of integrated timetables, rationalizing subsidies, and corporatizing individual owners have 

not been completely successful because of a lack of political support and agreement by the operators.  

 

3. Non-Fixed Route Modes 

 
13. Non-fixed route modes include taxi services, charter and school transport services. Generally, 

non-fixed route modes including three-wheelers are not fully regulated for safety or for the quantity 

and quality of service provision by any agency coming under the central government and provincial 

councils. But some of the provincial councils, including those in Southern Province, Uva, North Central 

Province and Western Province, have started to regulate three-wheeler services. Taxi services (by three- 

and four-wheelers) have become more popular because of their ready availability, and provision of 

door-to-door service, and ease of contact. They make a significant contribution to passenger 

transportation in both urban and rural areas. At present there are an estimated 810,000 three-wheelers 

in Sri Lanka, accounting for around 22% of the active motor vehicle fleet.  

 

4. Rail Transport 

 
14. The construction of the first railway line in Sri Lanka began in 1858 and the full extent of the 

country’s current rail network was achieved in 1923, when it reached 1,540 km in length. Since then 

https://en.wikipedia.org/wiki/Sri_Lanka_Transport_Board


 

except for a few new links and double tracking, lines have been removed or abandoned in several 

areas, reducing the overall network to 1,455 km.
6 

However, the restoration of track to Thalaimannar 

and Kankasanturai, which was removed during the civil war, increased the total length to 1,567 km. 

The railway network has 171 major stations, 169 substations, and 40 halts.
7 

The contribution of the 

railway to transportation from 2004 to 2014 is shown in Table A3.5. Sri Lanka Railways (SLR), which 

operates the railways, has 135 locomotives and power sets in active service, with 685 passenger 

carriages, 595 freight wagons, and 150 oil tankers in operating condition.
8

 

 

Table A3.5: Railways Annual Transportation, Passengers and Freight 

Year 

Train Journeys 

(million km) 

Passengers 

(million) 

Passengers 

(million km) 

Freight Ton 

(million) 

Freight Ton 

(million km) 

2005 7.8 114.4 4,357.6 1.50 134.8 

2006 8.0 105.6 4,311.8 1.65 138.2 

2007 8.3 110.3 4,766.9 1.70 134.8 

2008 8.9 105.0 4,681.0 1.69 120.7 

2009 9.0 101.8 4,567.8 1.64 114.0 

2010 9.1 101.3 4,352.8 2.70 162.8 

2011 8.3 96.1 4,574.1 1.93 153.9 

2012 9.4 106.0 5,039.3 2.06 143.4 

2013 9.9 118.7 6,257.3 1.91 132.4 

2014 10.3 129.5 6,841.9 1.86 150.6  
Sources: National Transport Commission. 2015. National Transport Statistics 2015. Colombo 

 

15. Private sector participation in railways is limited and restricted to noncore functions. At present 

SLR has a work force of 16,500 and its earned revenue covers only around 35% of its total expenditure. 

The balance is provided as an operating subsidy, together with all capital requirements. The railway has 

lost market share to road transport over recent decades and needs a more market-oriented approach to 

compete effectively. The annual railway operational details are summarized in Table A3.6. 

 

Table A3.6: Summary of Annual Railway Operational Details 

Annual Operations 2008 2009 2010 2011 2012 2013 2014 

Total number of trains 

scheduled 
127,384.00 117,927.00 120,042.00 119,532.00 122,578.00 127,154.00 130,060.00 

Total number of trains 

operated 

116,229.00 109,717.00 110,632.00 113,334.00 115,088.00 115,534.00 117,653.00 

Passengers (million km) 

carried (million) 

4,681.00 4,567.80 4,352.80 4,574.10 5,039.30 6,257.30 6,841.90 

Freight (ton million km) 

carried (million) 

120.70 114.00 162.80 153.90 143.40 132.40 150.60 

Train km scheduled (million) 8.77 9.32 9.48 9.19 9.60 10.36 10.80 

Train km operated (million) 8.41 8.98 9.09 8.34 9.35 9.93 10.29 

Number of cancellations 11,155.00 8,210.00 9,410.00 6,198.00 7,490.00 11,620.00 12,407.00 

On-time arrivals +/– 5 min.  
30,394.00 38,4830.00 38,926.00 41,290.00 40,407.00 42,032.00 38,744.00 

 Source: National Transport Commission. 2015. National Transport Statistics. Colombo 

 

16. The National Land Transport Policy envisages making rail an attractive and efficient mode of 

public transport by improving the utilization of existing resources and introducing modern equipment 

and infrastructure. It also seeks to enhance the commercial orientation of the railways and to develop 

the use of information and communication and rolling stock technology. The policy aims to expand the 

                                                
6
 National Transport Commission. 2014. National Transport Statistics. Colombo. 

7
 Department of Railways. 2015. Performance Report. Colombo. 

8
 National Transport Commission. 2015. National Transport Statistics. Colombo 



 

railway network.
9

 A proposal to electrify the suburban railway network from Veyangoda to Panadura is 

under discussion. 

 

5. Air Transport 

 
17. Sri Lanka’s Aviation Policy stipulates that multiple local carriers are to be promoted for 

international air services.  Currently, the only two international carriers registered in Sri Lanka are state-

owned. Sri Lankan Airlines is the successor to Air Lanka (previously Air Ceylon) and is fully owned by the 

government. Sri Lankan Airlines joined the Oneworld airline alliance on May 2014. Mihin Lanka, which 

began operations in 2007, is the other state-owned low-cost air services provider. The country’s air 

force has also entered the domestic air passenger transport service, joining several other private 

operators. 

 

18. Bandaranaike International Airport was built in 1958 and is located at Katunayake, 32 km north 

of Colombo. It is the main international airport in Sri Lanka. Its runway is 3,350 m in length and the 

airport handled around 55,000 flight movements in 2014. The annual passenger throughput in 2014 

was about 7.9 million (Figure A3.3), while cargo tonnage was over 200,000 metric tons, making it the 

largest non-Indian airport in South Asia region. At present, over 40 different air carriers, including nine 

cargo carriers, use the airport. An airport in Mattala that opened in March 2013 is regarded as the 

second international airport in the country but is currently not fully operational due to low demand. In 

addition, there are 13 domestic airports, most of which are currently used by the military. 

 

Figure A3.3: Passenger and Freight Traffic at Bandaranaike International Airport 

 

MT = metric tons 

Source: Airport and Aviation Services, 2014. Annual Report. Colombo 

6. Ports and Maritime Services 

19. The development of the 175-km canal network in the 18th century and the subsequent rapid 

growth of import-export activities after the opening of the Suez Canal led to Colombo becoming a 

focal point for inland traffic. Although inland waterways were instrumental in the economic 

development of Western Province, they were replaced by railways in the 19th century and by roads in 

the early part of the 20th century. Today most are unused and non-navigable. However, some sections 

have been redeveloped in recent times and are used for passenger boat services operated by the navy. 

 

                                                
9
 Government of Sri Lanka, National Transport Commission. 2009. Land Transport Policy. Colombo. Refer: http://www.ntc.gov.lk 
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20. Sri Lanka’s economy has been open to international trade, with exports and imports averaging 

more than 60% of GDP over the past two decades. The exception to this approach was the 1970s when 

the government pursued an inward-looking policy of import substitution. Ports and shipping play a 

vital role, although coastal shipping is relatively insignificant.  

 

21. Sri Lanka has four deep seaports: Colombo, Hambantota, Trincomalee, and Galle. However, 

only Colombo port has attained commercial significance. In general, 70% of the cargo throughput is 

transshipment to and from India. The container traffic levels of Colombo port peaked at 4.3 million 

twenty-foot equivalent units (TEUs) in 2013 just before the opening of the first terminal under the 

ongoing expansion project. The first stage of development involved construction of infrastructure 

financed by an ADB loan ($300 million) and the second involved an investment of $500 million and 

construction of terminal facilities by the private sector. The terminal was built, and is being operated, 

by Colombo International Container Terminals (CICT), a joint venture company between China 

Merchants Holdings (International) (CMHI) and the Sri Lanka Ports Authority (SLPA) under a 35-year 

build-operate-transfer agreement with the SLPA. The new terminal handled about 1.3 million TEUs in 

2015. Two more terminals are planned.  

 

22. Magampura Mahinda Rajapaksa port, located in Hambantota, is the second largest port in Sri 

Lanka. Phase I was completed in 2010. The port is currently intended to be used for break bulk cargo, 

vehicles and liquid cargo. While the traffic to this port is yet to develop, it has the potential to be an 

alternative to Colombo, especially for import and export cargo and potentially for coastal shipping. The 

extension of the Southern Expressway to Hambantota
10

 is currently under construction as is the 

extension of the Coastal Railway from Matara. The availability of land in Hambantota for logistics and 

distribution activities makes this port a potential alternative node for international shipping and 

logistics in future.  

D. Land Transport Performance 

1. Traffic Congestion 

23. Currently, heavy traffic flows are experienced in and around Colombo, with short sections of 

national road carrying in excess of 100,000 vehicles per day (vpd). Most class A national roads within 

20 km of Colombo carry between 20,000 to 50,000 vpd, while other class A roads in Western Province 

average around 10,000 vpd, decreasing to around 5,000 vpd elsewhere, except within urban areas 

where it increases. Class B national roads in most instances carry less traffic than class A roads. Urban 

congestion in Colombo and Kandy is increasing. For the road network as a whole average journey 

speeds are low and estimated to be as shown during 2015:
11

  

 

 Colombo and suburbs:10–20 kph 

 National Highways (Western Province):15–30 kph 

 National Highways (Wet Zone and Upcountry): 20–40 kph 

 National Highways (Dry Zone): 30–50 kph 

 Provincial Roads: 15–45 kph 

 Urban Roads: 10–30 kph 

24. Low speeds are due to the different attributes of parts of the network. In some rural areas the 

roads have poor geometry and are narrow. In populous areas, including Western Province, low speeds 

                                                
10

 Department of Transport & Logistics. University of Moratuwa. 2008. Feasibility Study for the Extension of the Southern 

Highway. Colombo. 

11
 University of Moratuwa. 2010. Transplan Estimates. Colombo. 

https://www.facebook.com/ColomboInternationalContainerTerminals?ref=hl


 

are caused by congestion, including roadside friction. Low speeds can also be due to poor road 

conditions. 

2. Road Safety 

 

25. The official fatality rate per 100,000 population increased steadily to 2010 after which there 

was a decline for the four years from 2010 to 2013 (Figure A3.4). In 2014, the number of fatalities 

reported by police records in 2014 increased by 3.3% compared with the previous year. The reported 

fatalities in 2014 were 2,440 or 11.67 per 100,000 population. Of the total fatalities, 1,998 were male 

and 442 female. According to these statistics, 47% of fatalities were vehicle occupants with the 

remaining 53% being represented by pedestrians, cyclists and other non-motorized transport users.  

 

26. In contrast, the World Health Organization (WHO) estimated Sri Lanka’s 2013 fatality rate to be 

17.3 fatalities per 100,000 population, which placed Sri Lanka in the group of countries regarded as 

having a high fatality rate.
12

 By comparison with its regional peers, Sri Lanka’s road safety situation 

deteriorated between 2010 and 2013.
13

 In 2013, WHO’s figures show that 40% of fatalities were 

pedestrians and cyclists and therefore more likely to include the poor, women and children and other 

vulnerable groups. The main reasons for the increase in traffic accidents are: (i) the increase in the 

vehicle fleet, (ii) undisciplined road usage, and (iii) poor road conditions. Although the extensive 

upgrading of the road network has included attention to design features to enhance safety, it has 

caused vehicle speeds to increase on the narrow or two-lane undivided roads that represent the bulk of 

the road network. Unsecured railway level crossings have also have been a significant source of 

accidents; of the 1,000 railway-road crossings in the network, only 200 have been protected.  Weak 

enforcement of on-road bus transport operations has also led to serious accidents as a result of their 

contest for revenue collection. 

 

Figure A3.4: Road Traffic Fatalities, 1938–2013 

 
Source: S.D. Dharmaratne, et. al. 2014. Road Traffic Crashes, Injury and Fatality Trends in Sri Lanka  

(1938– 2013). A Bulletin of the World Health Organization. 
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 World Health Organization 2015. Global Status Report on Road Safety. Geneva. Table A2. pp. 264-270 on the situation in 

2013. In 2013, Sri Lanka’s estimated fatality rate of 17.3 deaths per 100,000 population was estimated to be higher than all of 

it regional peers of India, Nepal, Pakistan and Bangladesh. 
13

  World Health Organization 2013. Global Status Report on Road Safety. Geneva. Table A2. pp. 244-251 on the situation in 

2010.  This report shows that Sri Lanka had an estimated fatality rate of 13.7 deaths per 100,000 population in 2010 that was 

estimated to be significantly lower than that for the nearby countries of India, Nepal, Pakistan but higher than that for 

Bangladesh.  



 

27. The National Road Safety Action Plan approved in 2012 provides a comprehensive framework 

for addressing road safety, and covers institutional strengthening, better enforcement of traffic rules, 

greater safety awareness, education and training for both drivers and the public, and modern road 

safety standards. Implementation of the road safety action plan will require sustained government 

attention and funding. However, funding for the road safety plan is not provided in the national 

budget.
14

  Reducing road accidents will require: (i) community and political awareness; (ii) effective 

institutional coordination, supported by appropriate legislation and enabling regulations; (iii) a 

stronger monitoring and enforcement mechanism for safety standards; (iv) regular safety audits; (v) 

adequate and regular financial commitments to implement safety standards; and (vi) comprehensive 

accident database management. 

3. Vehicle Exhaust and Greenhouse Gas Emissions 

28. Emission standards for new vehicles in Sri Lanka lag behind those in India and other Asian 

countries. Sri Lanka introduced Euro 2 standards for light duty vehicles in 2008, 22 years after the 

European Union and 3 years after India. It has proposed, but has not committed to, moving to Euro 4 

in 2016.
15

 India introduced Euro 3 nationwide in 2010 and Euro 4 in metropolitan cities at the same 

time and is proposing to move to Euro 5 in 2015–2016. India has adopted a similar approach for heavy 

duty diesel vehicles but no data are available for Sri Lanka on these vehicles. Similarly, details of the 

emission characteristics of in-use vehicles were not available to this review.  

 

29. GHG emissions from transport represent 88% of total GHG emissions from use of energy- 

related sources in Sri Lanka.
16

 Of this, 41% of emissions come from land transport and this percentage 

can be expected to grow along with increasing motorization. 

4. Logistics 

30. Sri Lanka’s logistics performance rose from 2.4 in 2007 to 2.7 in 2014 according to the 

Logistics Performance Index.
17

 The maximum is 5.0. There was general improvement across all the six 

dimensions of the index (Table A3.7).  Sri Lanka’s global rank improved slightly from 92 in 2007 to 89 

in 2014. By comparison, India’s global rank declined from 39 to 54 over the same period. However, Sri 

Lanka remains below several of the South and East Asian nations with which it currently competes. Its 

poor performance relative to its neighbours is due to inefficiencies in customs clearance, poor quality of 

trade and transport related infrastructure and ease of arranging competitively priced shipments. 

 

 

 

 

 

 

                                                
14

 World Health Organization 2015, op. cit. page 228. 
15

 Partnership for Clean Vehicles and Fuels, 2014. Developments in the Asia Pacific Region, Global Partners Meeting. 

http://www.unep.org/Transport/new/PCFV/pdf/10gpm/10GPM_AsiaRegionalUpdates.pdf accessed 25 February 2016. 

16
 International Energy Agency. 2011. CO2 Emissions from Fuel Combustion Highlights. Paris. pp 103-105. Electricity and heat are 

allocated to consuming sectors. 

17
 The World Bank’s Logistics Performance Index has been produced every 2 years since 2007 (2007, 2010, 2012, 2014 and 

2016). There were no data on Sri Lanka in the 2016 report. The overall score reflects perceptions of a country's logistics based 

on efficiency of the customs clearance process, quality of trade- and transport-related infrastructure, ease of arranging 

competitively priced shipments, quality of logistics services, ability to track and trace consignments, and frequency with which 

shipments reach the consignee within the scheduled time.” http://data.worldbank.org/indicator/LP.LPI.OVRL.XQ, accessed 

January 2016. The survey was designed and implemented with Finland’s Turku School of Economics. While the LPI is primarily 

aimed at measuring national level logistics from an international trade perspective, its components, particularly on quality of 

infrastructure, competitiveness and quality of logistics services, are relevant to the domestic economy, including rural freight 

movements. Source: World Bank, 2012. Connecting to Compete: Trade Logistics in the Global Economy. Washington. 



 

Table A3.7: Global Rank, Logistics Performance Index Scores,  

and Scores for Four Key Dimensions, 2014 

Country Global 

Rank 

LPI Score Customs Infrastructure Logistic 

Competence 

Timeliness 

Singapore 5 4.00 4.01 4.28 3.97 4.25 

Malaysia 25 3.59 3.37 3.56 3.47 3.92 

Thailand 35 3.43 3.21 3.40 3.29 3.96 

Indonesia 53 3.08 2.87 2.92 3.21 3.53 

India 54 3.08 2.72 2.88 3.03 3.51 

Pakistan 72 2.83 2.84 2.67 2.79 2.79 

Maldives 82 2.75 2.95 2.56 2.79 2.51 

Sri Lanka 89 2.70 2.56 2.23 2.91 3.12 

Bangladesh 108 2.56 2.09 2.11 2.64 3.18 

Myanmar 145 2.25 1.97 2.14 2.07 2.83 

LPI = Logistics Performance Index 

Source: Source: World Bank, 2014. Connecting to Compete: Trade Logistics in the Global Economy. Washington. 

 

E. Urban Transport 

 

31. In Sri Lanka 21 cities have municipal councils and function as regional centers for 

administrative, commercial, industrial, and educational activities. Traffic congestion during peak hours 

in the morning, mid-day and evening has become a common feature of almost all these cities.  

 

32. The most economically active area in the country is Colombo and its suburbs. An estimated 

250,000 vehicles enter the city of Colombo daily, carrying about 1 million passengers. In addition, the 

railway carries about 100,000 passengers to Colombo daily. Public buses carry 46% of passengers and 

the railway 10%, with the remaining 40% carried by private-owned vehicles. Although the majority of 

passengers are carried by public buses, they account for only 6% of road traffic, with the balance made 

up of private vehicles (87%) and freight vehicles (7%). This continuing increase in the use of private 

vehicles in urban areas has put enormous pressure on the urban road system, which in most instances 

cannot be widened easily. 

 

33. The government’s intention for urban transport is to promote public over private transport. In 

Colombo, the National Land Transport Policy outlined the strategy to promote high-occupancy vehicles, 

including high-quality public transport, but there has not been any initiative in this respect. Ad hoc 

measures, including implementation of one-way systems and the construction of flyovers at busy 

intersections do not provide sustainable solutions, although they ease traffic bottlenecks locally. A 

prefeasibility study for a bus rapid transit system and electronic road pricing was carried out by the 

National Transport Commission (NTC) in 2009. The Feasibility Study for Bus Rapid Transit on Galle Road 

carried out by the Ministry of Transport in 2014 is still awaiting implementation. The recommendations 

of the Urban Transport Study and the Colombo Metropolitan Region Transport Master Plan carried out 

by the Japan International Cooperation Agency (JICA) in 2006 and 2013 respectively have not yet been 

approved. However, the new Ministry of Megapolis and Western Development is currently reviewing its 

recommendations. 

 

34.  Kandy is located in mountainous terrain 116 km from Colombo in the Central Province. It is the 

country’s second busiest city with a population density of about 2,500 persons per square km. It was 

declared a world heritage site by UNESCO in 1988 and is a sacred place for the global Buddhist 

community because of the Temple of Tooth Relic. The demarcated Kandy Municipal Area (KMA) is 

about 12 km
2

 and is bounded by the Mahaweli River on three sides and the mountains to the south. 

Although privately owned vehicles represent 90% of total road traffic they carry only about 42% of 

passenger trips with 56% of passengers carried by public buses, which account for 10% of road traffic. 

The balance of 2% of passengers are carried by the railway. The low capacity of network infrastructure 



 

and inefficient demand management measures mean that the daily average speed of the network is 

below 12 kph. Based on the findings and recommendations of the Kandy City Transport Study
18

  and 

Kandy Transport Improvement Program,
19

 the World Bank is assisting the government to fine-tune 

proposals under its Strategic City Development Project. 

 

35. Other cities with traffic congestion include Jaffna, Galle, Trincomalee, and Kurunegala. These 

are regional centers like Kandy and Colombo. Galle and Trincomalee contain sea ports which can be 

further developed for international trade.  In addition, all four cities will be connected to the national 

expressway network in future. 

 

F. Institutional Arrangements 

 

36. The 13th amendment to the Constitution in 1989 allows a provincial council to make statutes 

pertaining to the regulation and provision of road transport services within the province, provided they 

are in conformity with national policy and acts of Parliament. There are three agencies in each province 

executing the functions that are devolved to the provinces. These are: (i) provincial road development 

authorities or in some cases departments, (ii) provincial road passenger transport authorities, and  

(iii) provincial commissioners of motor traffic. Other functions pertaining to transport between 

provinces, national highways, railways, and waterways are reserved for the central government and 

implemented through acts of Parliament, such as the Railway Ordinance, RDA Act, Motor Traffic Act, 

Civil Aviation Authority Act, Maritime Act, SLPA Act, and NTC Act. Figure A2.5 shows the different 

agencies and ministries set up under the different levels of government. 

 

37. The central government is assigned responsibility for transport policy and for interprovincial 

road transport as well as for national roads, railways, ports and aviation. Under the government that 

came to the power in 2015, oversight of transport is carried out by three ministries at the national 

level: (i) Transport and Civil Aviation; (ii), Higher Education and Highways; and (iii) Ports and Maritime 

Affairs. The Ministry of Provincial Councils and Local Governments also plays an important role. The 

Ministry of Finance is involved due to its role in financing and national planning. Other ministries that 

indirectly influence transport development programs include the new Ministry of Megapolis and 

Western Development, the Ministry of Environment and Natural Resources, and the Ministry of Land 

and Land Development.  

 

38. Transport regulatory functions are carried out by National Transport Commission, National 

Transport Medical Institute, Department of Motor Traffic, and Civil Aviation Authority, which come 

under the Ministry of Transport.  Transport infrastructure and services are provided by several state-

owned business enterprises, development agencies and government departments, including Airport 

and Aviation Services (Sri Lanka Limited), Sri Lanka Ports Authority, Sri Lanka Transport Board, Office of 

Merchant Shipping, Sri Lanka Airlines Limited, Mihin Lanka (pvt) Limited, Road Development Authority, 

Maganeguma, and Sri Lanka Railways. The Ministry of Provincial Councils and Local Government only 

plays a role as a facilitator between provincial councils and central government and the Ministry of 

Finance in relation to the transport sector. 

 

39.  Table A3.8 shows the responsibilities of agencies for each subsector. A key issue in the current 

institutional arrangements is the poor integration and coordination among agencies. There is no 

current mechanism for subsectoral coordination following the disbandment of the Inter-Ministerial 

Committee for the Coordination of Planning in Transport in 2011. There are also no institutional links 

between the agencies responsible for regulation of land use and the different transport agencies.  
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 A. Kumarage. 2014. Kandy Transport Improvement Program. Uni-Consultancy Services (submitted to the Ministry of Defense 

and Urban Development).  



 

G. Transport Policies 

 

40. There is no comprehensive transport policy or plan to support the government’s development 

priorities, in part because the government elected in August 2015 has not yet issued any new policy 

statements or plans. However, in Western Region, various large projects are being proposed by the new 

Megapolis Authority under the Ministry of Megapolis and Western Development. Proposals will be 

implemented through provincial councils, local councils, and the Urban Development Authority. New 

cities in Bandaragama, Kadawatha, Kottawa, and Kerawalapitiya surrounding the outer circular 

highway are proposed a part of the Megapolis Development Plan. Despite the prominent role of the 

private sector, the government does not have a clear policy in favor of encouraging private investment 

in investment and operations of transport. There has been no significant investment by private interests 

other than in the port of Colombo.  

 

41.  Connecting rural villages. Policies on infrastructure in the previous national development 

framework 2006-2017 (Mahinda Chintana) favoured heavy investment in poor areas for water and 

irrigation, access roads, education, health, and telecommunications. Region-specific disparities were to 

be addressed by specific interventions. While national, provincial and rural roads programs were 

underway when Mahinda Chintana was formulated, the plan promoted the improvement of roads in 

remote and rural areas through various projects and programs. By 2016, 100% of rural villages were to 

be connected to rural roads, 95% of which would be in good condition. 

 

Table A3.8: Main Transport Agency Functions in Sri Lanka 

Functions 

Transport Sector Agencies 

Rail 
Public Bus/Para-

Transit Modes 

Road, Traffic and  

Street 
Aviation 

Policy and Planning  

Policy and Strategic Planning MPF, MTCA, Sri 

Lanka Railways 

MPF, MTCA, NTC, 

Respective PRPTAs 

MPF, MHEH, 

Respective PCs, LGs 
MPF, MTCA 

Integration and Coordination 

(modes, infra, land use) 
MTCA (Sub-sectoral); None for Inter-sectoral 

Setting User Fees and 

Charges 

MTCA, Sri Lanka 

Railways 

NTC, Respective 

PRPTAs 
MFP 

CAA, Air Line 

Operators 

Program Development and Management  

Tactical Planning, Design, 

and Procurement  

Sri Lanka 

Railways 

NTC, SLTB, 

Respective PRPTAs 

RDA, Respective 

PRDAs, LGs 
CAA, AASL 

Maintenance Sri Lanka 

Railways 

SLTB, Private 

Operators 

RDA, Respective 

PRDAs, LGs 
CAA, AASL 

Financing 
MFP, Sri Lanka 

Railways 

MFP, SLTB, 

Respective PRPTAs 

MFP, RDA, 

Respective PRDAs, 

LGs 

MFP, AASL, Air Line 

Operators 

Service delivery, including operations & maintenance 

Service Specification and  

Arrangement of Provision of 

Services  

MTCA, Sri Lanka 

Railways 

MTCA, NTC, 

Respective RPTAs 

RDA, Respective 

PRDAs, LGs 

CAA 

Ticketing, Tolling and 

Marketing 

Sri Lanka 

Railways 

SLTB, Private 

Operators 

RDA, Respective 

PRDAs, LGs 

AASL, Air Line 

Operators 

Provision of Services (by 

contract or other) 

Sri Lanka 

Railways 

SLTB, Private 

Operators 

RDA, Respective 

PRDAs, LGs 

CAA, AASL 

Service Compliance 

management 

Sri Lanka 

Railways 

NTC, Respective 

RPTAs 

RDA, Respective 

PRDAs, LGs 

CAA 

Financing MFP SLTB, Private MFP, RDA, MFP, Air Line 



 

AASL = Airport & Aviation Services (Sri Lanka) Limited; CAA = Civil Aviation Authority; LGs = Local Governments; MFP = Ministry 

of Finance & Planning; MTCA = Ministry of Transport and Civil Aviation; NTC = National Transport Commission; PCs = Provincial 

Councils; PRDA = Provincial Road Development Authority; PRTA = Provincial Road Transport Authority; RDA = Road Development 

Authority; SLTB = Sri Lanka Transport Board 

Source: Independent Evaluation Department.  

 

Figure A3.5: Transport Sector Institutional Arrangements 

Source: Independent Evaluation Department. 
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42. National policy on land transport. Although it is now not official policy, the National Land 

Transport Policy (2010) states “the policy of the Government is to encourage the use of public 

transport, high occupancy vehicles and non-motorized transport. It will seek to influence modal shift 

from road to rail transport and from private modes to higher occupancy modes using regulatory and 

fiscal measures.” The policy was formulated by the National Transport Commission and the then 

Ministry of Transport and approved by the Cabinet of Ministers in 2010. It also sets out strategies and 

identifies key intervention projects. It is confined to railways, buses and public transport services and 

does not include roads or the maritime and aviation sectors. 

 

43. National Road Master Plan (2007‒2016). The only comprehensive strategic plan for the road 

sector is the National Road Master Plan (NRMP) for 2007–2016, prepared with ADB support under the 

Road Sector Development Project. This considered a list of investment programs under six 

complementary components: (i) construction of expressways and highways, (ii) widening of highways 

to three different standards, (iii) reduction of traffic congestion, (iv) road maintenance and 

rehabilitation, (v) bridge rehabilitation and reconstruction, and (vi) land acquisition and resettlement 

and all measures to protect social and environmental values. It described the financing strategy for 

roads as follows: “the financing strategy for the NRMP rests on four pillars, including: (a) long-term 

loans from international financing institutes, (b) allocations from the capital budget for investments, (c) 

the Road Maintenance Trust Fund (RMTF) initially for routine maintenance, and (d) private sector 

financing for commercially attractive highway projects.”
20

 

 

44. Development Plan of Sri Lanka Railways (2009). This plan anticipates that railways will increase 

their share of passengers from the present 6% to 10% by 2016 and freight from 2% to 5%. The 

strategies to be adopted to achieve this include operational improvements, passenger tariff 

rationalization, deregulation of freight tariffs, enhancement of non-fare revenues, new extensions, and 

new connections. It proposes viable replacement, upgrading, and modernization of railway assets. It 

does not envisage changing current department structure to a more commercial agency. The target for 

increasing rail’s modal share appears ambitious.  

 

45. Transport reforms. The institutional restructuring of RDA that began with assistance from ADB 

is not yet complete. Private sector funding and joint ventures into road investment and operations are 

yet to begin. The World Bank led an attempt in 2003 to convert Sri Lanka Railways from a department 

to an authority but it was not successful. The further development of the bus sector, which was 

reformed with World Bank assistance in the 1980s, faces resistance from the state monopoly bus 

operator. The trucking and para-transit subsectors continue to date with only very basic regulations, 

leading to oversupply in urban areas and safety and security issues.
21
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APPENDIX 4: SUSTAINABILITY OF ROAD MAINTENANCE 

A. Road Network Administration 

1. The road network in Sri Lanka is classified into (i) national roads, (ii) expressways (iii) provincial 

roads and (iv) local authority roads (urban and rural roads). About 12,000 km of national roads and 

some 4450 bridges (with a span of over 3 m) are managed by Ministry of Higher Education and 

Highways through the Road Development Authority (RDA). These roads generally connect provincial 

and regional capitals and provide access to places of national importance. In addition, an access-

controlled expressway network of about 160 km is also managed by RDA.  

 

2. Provincial roads comprise major and minor feeder roads to the national road network. Usually 

these roads are completely located within a province and served by public bus services. Provincial 

councils manage and maintain the roads through a statutory body, either a provincial road 

development authority (PRDA) or a roads development department (PRDD). The total network of 

provincial roads is about 17,600 km and with the roads in individual provinces ranging from 1,100 km 

to 2,400 km. 

 

3. Local authority roads are the bottom layer of the road network and are divided into urban 

roads and rural roads. Urban roads are located within municipal or urban council areas and generally 

provide access to urban households from nearby national roads or provincial roads. These roads are 

maintained by municipal councils or urban councils, who manage a total of 5,176 km of roads between 

them. Rural roads provide access to rural residential areas from nearby national and provincial roads. 

Divisional councils (pradeshiya sabhas) maintain these roads, which total about 60,000 km. Unlike the 

other roads, most of these roads are earth or gravel roads because pradeshiya sabhas lack funds to 

improve them.  

 

4. Other roads do not fall under any of these categories and are maintained by non-road 

agencies, including the Mahaweli Development Authority, Irrigation Department, Forest Department, 

Wild Life Conservation Department, Agrarian Services Department and Plantation Companies. In most 

cases these roads provide access to the rural population. An unspecified length of rural roads in each 

province is not maintained by any agencies. 

 

B. Institutional Arrangement for Road Maintenance 

 

5. National roads. RDA is responsible for maintenance of the national roads. It carries out its 

maintenance work through a separate division, Road Maintenance Management and Construction 

(RMM & C) which is headed by an additional director general who reports directly to the director 

general of RDA. Under the additional director general, 10 provincial director’s offices have been set up 

covering full geographical extent of the island. These are responsible for carrying out road maintenance 

work and small construction while representing RDA at the provincial level. These offices have 50–60 

officers carrying out accounting, engineering and administration functions. Each provincial director is 

supported by several chief engineers designated for each district in the particular province. There are 25 

chief engineer’s offices covering all districts in Sri Lanka and each has a technical staff of 25-35.  The 

functions assigned to the district chief engineer are further divided across two or three executive 

engineer’s offices, depending on the extent of the network in the particular district. The staff under the 

executive engineer are predominantly field staff, such as technical officers, work supervisors (similar to 

a foreman), drivers, operators, and labor. The executive engineer’s geographical area is subdivided into 

3-4 subareas designated as maintenance depot areas and a technical officer is responsible for roads 

within that area. This technical officer is assisted by 4-5 work supervisors. In summary, there are 10 

provincial directors, 25 chief engineers, 52 executive engineers, 322 technical officers, 376 work 

supervisors, and 4,024 permanent labor and 2428 contract labor at the regional level. This labor force 



 

carries out in various rural road construction and maintenance work supervised by the executive 

engineer.  

 

6. Expressways. Before the opening of the southern expressway in November 2011, RDA called for 

bids for a contractor to maintain the expressway. However, because of the uncertainty over the 

maintenance budget and the technical capacity of contractors, bids were cancelled and RDA decided to 

carry out the maintenance through its newly formed Expressway Operation and Maintenance 

Management (EO&MM) Division.  The division is headed by a director who reports directly to the 

director general of RDA. The director is supported by a staff of 779, of whom 110 are technical staff 

with remainder being 431 tellers and 238 other non-technical staff. So far all activities are centralized 

in the divisional office at Kahatuduwa, near the Southern Expressway.  

 

7. Provincial roads. PRDAs (or PRDDs) of the nine provinces carry out the maintenance work for 

their own provincial road networks. They have district-level offices headed by a chief engineer, assisted 

by two to three executive engineers. Some PRDAs (or PRDDs) possess a direct maintenance labor force 

but most periodic maintenance activities are outsourced because of the non-availability of machinery, 

equipment and labor.  

 

8. Local authority roads. These roads are maintained by municipal councils, urban councils and 

pradeshiya sabhas. Most municipal councils are limited to a geographical area less than 80 km
2

 and are 

the legislative bodies that preside over the 23 largest cities in the country. They maintain a separate 

engineering division for the maintenance of physical infrastructure, including roads located within their 

territory. This division is headed by a chief engineer who is supported by one or two engineers, 

technical officers and a labor crew. Similar arrangements can be seen in the 41 urban councils but 

these have fewer technical staff. There are 271 pradeshiya sabhas, responsible for an average size of 

about 190 km
2

. Maintenance of rural roads under their responsibility is supervised by technical officers. 

All three types of local authorities outsource most of their periodic maintenance activities because of a 

lack of machinery and labor. 

C. Road Maintenance Programming and Asset Management Systems 

1. National Roads 

9. The reengineering of RDA was implemented under the ADB-funded Road Sector Development 

Project from 2002 to 2008. The reengineering was intended to strengthen the road maintenance 

management system by (i) establishing an objective system; and (ii) developing capacity for planning 

and programming routine and periodic road maintenance works, using a pavement management 

system that includes economic rates of return. A consultant was recruited to (i) help the RDA 

implement road maintenance budgeting and expenditure control (RMBEC), (ii) install a computer 

system in the maintenance management unit, (iii) assist in routine and periodic maintenance 

performance and budgeting, (iv) carry out studies of maintenance methods and management to 

improve performance, (v) add bridge maintenance to RMBEC, (vi) assist in completing the development 

and implementation of the pavement management system, (vii) collect road condition data, (viii) 

develop an economic pavement maintenance policy, (ix) introduce a pavement periodic maintenance 

and rehabilitation program, and (x) establish minimum levels of service criterion.
1 

 

 

10. The Road Sector Development Project helped to improve the road maintenance management 

system. However, the RMBEC, which was developed for the maintenance management unit of RDA, 
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was not usable by 2010 because of its technical deficiencies, which were not corrected by the 

consultants. As a result, the requirement that the RMBEC include bridges was also not satisfied.  

 

11. The introduction of the highway development and management model (HDM-4), as a 

replacement for the RMBEC has been more productive. The training and documentation under 

subsequent World Bank technical assistance has supported the continuing use of the HDM-4. However, 

given that the prioritization of maintenance programs is usually based on a multitude of other 

technical criteria (e.g., traffic volume and axle loads) and non-technical criteria (e.g. political and social 

importance), the output of the HDM-4 is not directly used at present to determine the final annual 

maintenance programs, although it was intended to be used for the selection of maintenance activities 

under the Road Maintenance Trust Fund. Further, the economic pavement management policy referred 

in the Road Sector Development Project is limited to the inputs and outputs determined by the HDM-4. 

The absence of a multi-criterion approach does not facilitate the evaluation of non-technical criteria 

against technical criteria in objectively determining priorities.  

 

12. As a result of the inability of HDM-4 to cope with non-technical and some technical criteria, 

RDA continuously seeks assistance of provincial offices in preparing their annual road maintenance 

program. The provincial director identifies maintenance interventions required for upcoming year in 

consultation with divisional offices and budgets accordingly. The scale of work that can be 

accommodated for the next year is based on the allocation for the current year. The main parameters 

to consider in selection and prioritization, particularly for periodic maintenance, are prevailing road 

conditions, road usage by traffic, connectivity, and political interest. Once the annual program is 

finalized at the provincial level, provincial directors submit it to the RMM & C division of head office for 

further refinement. The RMM & C Division with the assistance of the planning division refines and 

verifies the selections and prioritization using available databases on road conditions, traffic levels and 

speeds. During this process provincial directors are also consulted. 

 

13. To complete the refinement and verification process, the RMM & C Division finalizes the annual 

maintenance program in discussion with the provincial directors, depending on funding limits. At 

present, the total maintenance allocation is distributed among provincial directors according to the 

proportions of their actual expenditure in previous year.  

 

14. Various issues in the asset management systems mean that the practice of road selection and 

prioritization for maintenance is still mainly based on physical observations of engineers and their own 

judgment of rate of deterioration. This raises concerns over the accuracy, reliability and consistency of 

these annual maintenance programs. The need for a new model which can simulate road deterioration 

more accurately based on surface type, climatic, and traffic levels has been re-emphasized in order to 

rationalize road maintenance programming. RDA is now working on a “‘Sri Lanka Road Asset 

Management System.” This will facilitate programming and budgeting of road maintenance functions 

based on the predicted deterioration of road sections. 

 

15. The Sri Lanka road asset management system is a centralised system for all types of road assets 

of national road network (A, B and E class roads). It will make road data widely available to all relevant 

stakeholders, and assist RDA in planning and earmarking budgets for road network maintenance on 

the basis of current and future predicted conditions. It is based on HIMS software. The outputs of HIMS 

can also be used as inputs for HDM 4 in analyzing network performance; prioritizing road maintenance 

and rehabilitation; conducting life cycle cost analysis, asset valuation, and risk analysis; and calculating 

road user and agency costs. The International Development Association has provided financial 

assistance. At present, the customization of HIMS has been completed and a consultant has provided 

training on the Sri Lanka Road Asset Management System for nominated RDA staff and carried out a 

user acceptance test. Calibration and collection of data for calibration is still on-going. 



 

2. Provincial Roads 

16. The selection and prioritization of provincial roads for maintenance is primarily determined by 

demands from the general public and political representatives of the province. However, annual 

programs for routine and periodic maintenance are often curtailed by the funds allocated by the 

central government based on the recommendations of the finance commission. Beside the central 

government allocations, parliament and provincial council members also provide finance through their 

portion of the decentralized budget to PRDAs (or PRDDs) for investing in the periodic maintenance 

work of their own designated list of roads. However, most PRDAs (or PRDDs) have begun to rationalize 

road selection and prioritization for maintenance and rehabilitation work based on traffic demand and 

road conditions, with public and political pressures as secondary criteria. Most of the PRDAs (or PRDDs) 

have already developed or are in the process of developing road maintenance management systems to 

rationalize this process where external TA capacity building support has been provided (Table A4.4). 

However, these agencies have not yet begun to fully use these systems and indicate they may have 

difficulty in obtaining suitable recurrent budgets to undertake new condition surveys in future.  

17. To improve programming for the rehabilitation and maintenance work of the provincial road 

agencies (PRAs) in Western, North Western, North Central and Uva provinces, RMBEC and the respective 

road inventories were developed in 2005 through finance from of the Road Sector Development 

Project. These were used to compile the budget estimates for the PRAs for 2006 but most PRAs gave up 

on the RMBEC after 2007 because the consultant could not correct the technical problems that arose 

when the road inventory database was being updated. Hence, the data collected in 2005 have not 

been updated and the program is largely unused. However, the Western Province PRDA has developed 

its own Excel-based program for maintenance management. Although officers from every PRA were 

trained in the use of HDM-4 under the Road Sector Development Project, it is still underutilized, except 

in Uva Province, where some renewed efforts are being made for its use through a later World Bank 

funded project. 

 

18. The capacity-building program facilitated through the technical assistance grant (TA 7347) 

attached to the Eastern and North Central Provincial Road Project gave a considerable impulse to 

efforts to strengthen road asset management procedures, including road maintenance, especially for 

the Eastern Province Road Development Department. The road maintenance management system 

(RMMS) established for both provinces is considered to be the key contribution made by the grant 

towards the road maintenance planning and budgeting (Table A4.4). Supply, installation and 

customization of an RMMS and development of a geographical information system (GIS) mapping 

system for Eastern Province and North Central Province were outsourced to Geoasset (Pvt) Ltd. The 

customized RMMS provides information to road engineers about the network and its condition and 

helps them to plan and program road maintenance and budgets effectively. The system consists of 

several software modules and provides data input, data management, graphical and tabular displays. It 

also shows maps and generates data files required by the HDM-4 application, which forms the central 

decision-support engine in the management of the lifecycle of a road network. Training on the RMMS 

was also included in the training program conducted under the capacity development program. A user 

manual was developed for the installation, operation and usage of the RMMS. The RMMS was 

calibrated with the necessary data and used to develop a three-year investment plan (2013–2015) for 

routine maintenance, periodic maintenance and rehabilitation, for both Eastern Province and North 

Central Province.  

 

19. Subsequently, the capacity-building program attached to the Northern Road Connectivity 

Project and facilitated through a grant (TA 7545) helped to develop RMMSs that were more or less 

identical to those developed for Eastern Province and North Central Province under TA 7347. In 

addition, the same TA purchased a road profiler meter for data collection in North Central Province and 

Northern Province in order to update the RMMS database. Staff of both road agencies were trained in 

RMMS and maintenance management under the TA. The Northern Province Road Development 

Department has also now developed a 3-year road investment plan using the RMMS (Table A4.4).  



 

D. Road Maintenance Financing 

1. National Roads 

20. Until 2006, the budgetary allocation for road maintenance was made directly to the Ministry of 

Highways
2

 through the domestic fund. Since January 2006, when the Road Maintenance Trust Fund 

(RMTF) was set up, the government has made its road maintenance allocations to the RMTF. The fund 

began with $30 million and was expected to increase by $4 million annually until 2010. As a condition 

of loan negotiations, the RMTF was established under the Trust Ordinance by a deed of trust, signed on 

December 2005. The RMTF is governed by a board of trustees appointed by the Ministry of Finance, the 

Ministry of Highways, and the Finance Commission. The board of trustees is supported by a secretary 

and secretariat appointed by the board. A technical advisory committee provides advice to the board of 

trustees and the secretariat on road maintenance programmes and related matters. The RMTF was 

originally established in the Ministry of Finance and operated in collaboration with the Ministry of 

Highways.  

 

21. Although the RMTF has been operational since 2006, neither the arrangement for a direct 

contribution to the fund from a fuel levy (SLRe1 per litre of petrol sold and SLRe0.5 per litre of diesel 

sold) nor the extension of RMTF to the provinces was realized. The recruitment of staff and the setting 

up of a secretariat did not occur either until 2012. Considering these failures, ADB, the government, 

and the World Bank jointly reviewed the work of the RMTF, 3 years after its creation, to evaluate its 

effectiveness in providing sustainable road maintenance financing, examine ways of improving its 

operations, and when appropriate, to bring forward legislation to establish a dedicated fund managed 

by an independent board. TA from the World Bank was adjusted to train staff in the Ministry of Ports 

and Highways in management of a road fund and new consultants were recruited for this purpose. As 

a result of this review, the RMTF was transferred from the Ministry of Finance to the Ministry of Ports 

and Highways by an extraordinary gazette notification (No.1651/20 of April 2010) and its functions 

were streamlined. The RMTF secretariat recommenced operations in March 2012 with an appointed 

secretary supported by a highway engineer, an administrative manager, a technical auditor, an IT and 

data assistant, a management assistant, an office assistant. and two drivers. Treasury transfers 

maintenance allocations to the Ministry of Ports and Highways, which in turn deposits money in the 

RMTF trust account.    

 

22. RMTF now carries out the following functions: (i) annual preparation of budget estimates based 

on the proposals submitted by RDA; (ii) annual allocation of the available budget once the 

government’s budget for the current fiscal year is published; (iii) regular disbursement of funds in 

response to disbursement requests from RDA and in line with the original proposal submitted (the 

consistency of this process mainly depends on the income cash flow into the fund from the Treasury); 

and (iv) financial and technical monitoring of the utilization of funds. However, direct contributions to 

the fund from a fuel levy and the extension of fund allocations to provinces have not yet materialized. 

Further strengthening of human resources and technical capacity, especially in terms of monitoring 

fund utilizations, is required.  

 

23. Budgetary allocations made for national roads through the RMTF were about SLRs3.0 billion 

per annum until 2009. The World Bank estimated that the total funding requirements for routine and 

periodic maintenance for roads from 2007 to 2013 were about SLRs81 billion but only SLRs38 billion 

was made available during the period. Furthermore, the allocated budget for national road 

maintenance was used for rehabilitation not regular maintenance
3

. A large proportion of this allocation 

is spent on rural roads and roads prepared for other special events at the requests of political 
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authorities. The amount allocated for maintenance was doubled in 2010 and peaked at SLRs7.8 billion 

per annum in 2011, although it was only a 1% increase due to an increased budget for new road 

construction and improvement However, the maintenance allocation has continued to decline since 

2012 and dropped to only SLRs3.7 billion in 2014 (Table A4.1). This was only 2.8% of the total 

allocation and in fact the lowest percentage allocation during last decade. Such a reduction may be 

justifiable in the very short term because of the extensive road improvement and rehabilitation work 

carried out during last few years (Figure A4.1). However, the practice is not sustainable in the medium 

term. 

Table A4.1: Annual Allocation for Road Maintenance, 2004 – 2014 (SLRs million) 

Year Maintenance Total 

Maintenance 

(% of total) 

2004 1,116 16,610 6.7 

2005 1,880 21,064 8.9 

2006 2,990 37,158 8.0 

2007 3,410 44,601 7.6 

2008 3,103 67,140 4.6 

2009 3,049 90,483 3.4 

2010 6,392 84,689 7.5 

2011 7,800 101,169 7.7 

2012 5,961 135,153 4.4 

2013 5,149 131,620 3.9 

2014 3,725 132,149 2.8 

                                             Source: Sri Lanka National Budgets 

 

Figure A4.1: Condition of National Roads, International Roughness Index, 2007-2014 

 

 
       Source: Planning Division, Road Development Authority. 

 

24. RDA uses its road maintenance allocations for: (i) routine maintenance; (ii) periodic 

maintenance; (iii) structural improvement; (iv) maintenance of lights, signal lights, road marking and 

installation of road furniture; (v) emergency or disaster work; and (vi) operation and maintenance of 

ferries. The routine maintenance allocation has been 24%–28% of the total allocation and periodic 

maintenance 33%–37% for 2014 to 2015.  If the funds allocated for any subcomponent are not fully 

utilized when closing for the end of financial year, funds are transferred to another subcomponent. 

RDA carries out periodic and routine maintenance by distributing funds to its provincial offices in line 

with their original budget proposals. However, RDA always complains that the full allocation cannot be 

used since the Treasury does not release the agreed imprest on time. 
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25. In 2012, the World Bank agreed with the government to cofinance 12 road rehabilitation 

projects through RMTF. Each party contributed $10 million and the project was executed from 2012 to 

2015. The World Bank contribution was facilitated through the Second Additional Financing of the 

Road Sector Assistance Project, which had a total allocation of $100 million. In addition to providing 

$10 million for civil work on the 12 road rehabilitation projects, the World Bank also provided $0.5 

million for the administrative costs of the RMTF. It also transferred savings from the Road Sector 

Assistance Project to complete the project through RMTF. 

2. Provincial Roads 

26. None of the provincial councils except in Western Province earn enough revenue to facilitate 

the maintenance work of their own provincial road network. The central government therefore 

provides a block grant to all provincial councils for their recurrent road work expenditures. The block 

grant is provided from domestic funds of the central government. Apart from the Western Province, 

the provinces get most of their recurrent budget from block grants from the central government. For 

the road sector, this includes salaries, overheads, and an allocation for recurrent maintenance which, in 

addition to other assets, includes a significant portion for expenditure of road maintenance.  

 

27. Provincial councils prepare their annual recurrent expenditure needs in consultation with the 

Finance Commission and request block grants through the national budget. The budgetary allocation is 

released through the Ministry of Local Government and Provincial Councils (MLGPC) and the Finance 

Commission. The block grant is usually released as a monthly imprest to the provincial councils.  

 

28. In addition to the block grant, central government also provides a provincial specific 

development grant (PSDG) to provincial councils to be utilized for capital works in the road sector. As 

for the block grant, the provincial councils have to negotiate with the Finance Commission and MPCLG 

to request and release of funds from the Treasury. The Finance Commission has the authority to 

supervise the progress of the performance of the agreed projects prior to releasing these grants. 

Provincial councils cannot deviate from the grant utilization guidelines provided by the Finance 

Commission. However, works financed under the PSDG are more or less periodic maintenance 

interventions, such as re-sealing and minor repairs to structures. They do not include improvement or 

rehabilitation work. Both the block grant and the PSDG are assumed to be used for routine and 

periodic maintenance of provincial roads.  

29. Table A4.2 summarizes the budgetary allocation and actual expenditure of the block grant and 

PSDG for Eastern Province, Northern Province, and North Central Province for the period from 2011 to 

2015. When compared with the actual requirement for maintenance funds the budget allocations for 

2015 were Eastern (47%), North Central (48%), and Northern (23%) or 38% across all three provinces 

(Table A4.3). 

Table A4.2: Road Maintenance Budgetary Allocation and Actual Expenditure, 2011-2015 

Agency Source 
 SLRs million 

2011 2012 2013 2014 2015 

EPRDD 

PSDG 
Budgetary Allocation 50.0 75.0 60.0 60.0 70.0 

Actual Expenditure 43.0 38.9 48.0 47.5 n.a 

Block Grant (Road 

Maintenance) 

Budgetary Allocation 41.7 38.0 33.6 86.0 117.4 

Actual Expenditure 41.7 5.8 33.6 51.8 n.a 

Total 
Budgetary Allocation 91.7 113.0 93.6 146.0 187.4 

Actual Expenditure 84.7 44.7 81.6 99.3 n.a 

NCPRDA 

PSDG 
Budgetary Allocation 250.0 210.0 181.0 185.0 187.0 

Actual Expenditure 230.4 71.6 144.7 160.0 n.a 

Block Grant (Road 

Maintenance) 

Budgetary Allocation 75.0 75.0 75.0 75.0 100.0 

Actual Expenditure 75.0 74.6 74.9 74.9 n.a 



 

Agency Source 
 SLRs million 

2011 2012 2013 2014 2015 

Total 

Budgetary Allocation 325.0 285.0 256.0 260.0 287.0 

Actual Expenditure 305.4 146.2 219.6 234.9 n.a. 

EPRDD = Eastern Province Road Development Department, n.a = not available, NCPRDA= North Central Province Road 

Development Authority, NPRDD = Northern Province Road Development Department, PSDG = provincial specific development 

grant.  

Source: EPRDD, NPRDD and NCPRDA Development Grant. 

3. Local Authority Roads 

30. Road maintenance, especially routine maintenance, is generally neglected by the local 

governments because of a shortage of funds. However periodic maintenance is carried out with the 

capital funds provided by provincial councils and their members although this is identified as road 

rehabilitation activity by the local authorities. Although municipal councils and urban councils are also 

underfunded, they are able to keep the road network in a satisfactory condition because the extent of 

the network they are responsible for is small.  

 

31. Funds for road maintenance are allocated in the respective local authority budget through 

recurrent revenues: revenues collected by the authority and the grants received from the government. 

About 30%–40% of the estimated annual recurrent revenue of local authorities is made up of 

government grants received via the respective provincial councils.  

E. Issues 

32. Maintenance of roads has always been a concern for road agencies, mainly because of the 

inadequacy of maintenance financing. Although the RMTF was established to facilitate maintenance 

financing for entire road network, its use is currently limited to the national road network. 

Furthermore, the fund is still not financed through a consistent road user charge system as had been 

anticipated when it was created. Despite these financing constraints, about half of the national road 

network was rehabilitated during the last 10 years, which may ease the maintenance burden in the 

short term. But all these roads will start to deteriorate during next 5 to 10 years and RDA needs to carry 

out a proper forecast on the road maintenance requirement for this period. This will be considered in 

the next 10-year master plan. In contrast to the national road network, the provincial and local road 

network has not been upgraded and hence the financial requirements for maintenance have remained 

unchanged over the years. Although central government has continuously supported both provincial 

councils and local governments, they repeatedly complain about the inadequacy of the allocations. The 

analysis of road maintenance financing shows that only one-third of actual requirements is facilitated 

though block grants and PSDG for both North Central Province Road Development Authority and 

Eastern Province Road Development Authority. This situation is even worse if the release of the limited 

allocated funds does not coincide with the cash requirements of the annual maintenance program. This 

causes delays in executing annual maintenance programs and often results in underutilization of the 

allocated budget by the end of the year.  

 

33. The institutional capacity of RDA in terms of its technical competence, equipment and 

machinery was enhanced by several TA projects and the Road Sector Development Project. However, 

the PRDAs (or PRDDs) still suffer from capacity constraints. The low salaries and incentive schemes for 

provincial council staff make it difficult for them to recruit and retain technically sound personnel. This 

is having an adverse impact on planning and execution of annual maintenance programs. In addition, 

none of the provincial councils has enough machinery and equipment to meet the demands of 

maintenance activities. Although some have acquired and maintain equipment, and possess a crew of 

direct labor, these are far below the levels required to maintain the overall network. Even outsourcing 

of work at the provincial level has become difficult because of the low capacity of local contractors.   

 



 

34. A road asset management system is a necessary tool in preparing and budgeting an annual 

road maintenance program. At present, preparation and budgeting of the annual maintenance 

program rely upon the expertise of engineers and secondary data sources for all road agencies, 

including RDA. However, RDA now has developed the Sri Lanka Road Asset Management System for 

national roads. This will be in place in 2017 after calibration with network condition data. The 

Provincial Road Development Agency in North Central Province and the Provincial Road Development 

Department in Northern Province and Eastern Province have completed the development of their road 

asset management systems and are currently collecting data for calibration.  All these agencies 

understand the importance of updating condition data regularly so they can make better use of asset 

management system, yet they have not been able to establish a proper mechanism to collect and 

update network condition data regularly because of equipment and technical capacity constraints. 

 

35. Current practices and methods for road maintenance reduce the effectiveness and efficiency of 

the process. The expenditure record shows that the cost of routine roadside maintenance is 

approximately 10 times that of routine surface maintenance.  Such costs can be reduced by using 

mechanized methods in vegetation control in roadside maintenance instead of manual methods which 

require deploying a crew of laborers. However, the amount of work done every day and the usage of 

material, machinery and labor are not recorded, which prevents an assessment of the effectiveness and 

efficiency of current maintenance activities. The technical awareness of field officers needs to be 

improved.   

 

36. Overloaded trucks damage roads and prevent them from reaching their full economic lives. 

Although roads that have been recently rehabilitated tend to have stronger pavements than a decade 

ago, overloading can cause premature pavement and bridge failure on national, provincial, and local 

roads. ADB has not discussed the threat of overloading in its project documents since the RRP for the 

National Highway Sector Project in 2005, although overloading is routinely addressed in ADB’s 

transport projects in other countries. An axle load survey conducted by RDA in 2006 showed that 43% 

of two-axle trucks and 57% of multi-axle trucks were overloaded. The amount of overloading appears 

to be 5%–10% for two-axle trucks, 70%–80% for three-axle trucks, 20%–30% for four-axle trucks and 

60%–70% for multi-axle trucks. The same survey revealed that all vehicles transporting soil or clay, 

fertiliser, grain, poultry food, fish and timber were overloaded, while 96% of cement, 99% of flour, 

91% of metal, and 83% petroleum transporting vehicles were overloaded. RDA carries out regular 

surveys at about 50 fixed locations in the national network. However, it has no powers to impose fines, 

since this resides with the police under the Motor Traffic Act. Although this was identified as a problem 

by ADB as early as 2000, the situation remains the same. Overloading is still common and presents a 

risk for premature failure of road assets. 

F. ADB Assistance for Sustainable Road Maintenance 

37. Road maintenance faces financing and capacity constraints. ADB has attempted to address 

these linked problems by: (i) coupling the 3–5 year performance-based maintenance period with civil 

works contracts; (ii) rationalizing road maintenance financing by establishing a trust fund financed by 

road user charges; (iii) deploying a capacity development program for road agencies; and (iv) involving 

local contractors as a part of their capacity development.  

1. Performance-Based Maintenance Contracts (PBMC) 

38. The clear negligence of road maintenance at the provincial level led to the introduction of 

PBMC under the Road Sector Development Project for provincial roads that have been rehabilitated in 

Western, North Western, North Central and Uva provinces. A maintenance period was to be financed 

through a road maintenance trust fund as stipulated in one of the loan covenants. However, as a result 

of the failure to establish the RMTF, only the Western Provincial Road Development Authority has 

implemented this, as it is the only provincial road agency receiving a substantial income of its own that 



 

can be allocated to maintenance. Fund scarcity means that other provincial road agencies cannot 

afford to implement the proposed system, even though they recognize the merits of the program.
4

 

Taking the inability of provincial road agencies to finance PBMC into account, the subsequent Eastern 

and North Central Provincial Road Project was formulated in such a way that PBMC was built-in with 

civil work contracts. In this case, 3-year performance-based maintenance is financed through the loan 

itself. In addition, the contractor who constructs a particular road package has to maintain the road for 

the 3-year PBM period under this new scheme. Using the same contractors for the maintenance 

obviously improves the quality of construction.  

 

39. This 3-year PBM period has assisted the Eastern Province Road Development Department and 

the North Central Road Development Agency in two ways. First, it has ensured a timely intervention for 

routine and periodic maintenance of the project roads for the first 3 years. Second, these initial 3 years 

provided sufficient time for both sides to prepare and build up their institutional and financial 

capacities for the maintenance of the roads during remaining lifetime of the road.  The effectiveness of 

the PBM is reflected in the present condition of the roads of Eastern and North Central Provincial Road 

Project, which have used PBM. All the roads, except some sections damaged by monsoon floods in 

Eastern Province, remain in good condition. Both the Eastern Province Road Development Department 

and the North Central Road Development Agency now practice PBM contracting effectively for their on-

going road works (financed by ADB).    

 

40. The recently constructed national roads (300 km) and provincial roads (272 km) under the 

Northern Road Connectivity Project also include a 5-year performance-based maintenance period. 

Similar arrangements have now been proposed for local authority roads (about 2,000 km) and 

provincial roads in 1,100 provinces under the on-going iRoad project. The same project has also taken 

steps to introduce output performance-based maintenance contracts (OPRC) for national roads (230 

km). OPRC, a further development of PBM, is a new concept for Sri Lanka, although the World Bank has 

been already planned a pilot project for a road section of national road A003. The focus of OPRC has 

been extended to cover (i) rehabilitation works to be carried out in order to bring the roads up to pre-

defined standards; (ii) improvement works aiming at adding new characteristics to the roads in 

response to new traffic, safety or other considerations; and (iii) emergency works comprising activities 

needed to reinstate roads after damage resulting from unforeseen natural disasters. OPRC will cover 

the proposed project roads for a period of 10 years.  

2. Road Maintenance Trust Funds 

41. An attempt to establish the Road Maintenance Trust Fund (RMTF) under the Road Sector 

Development Project has progressed well, after several setbacks over the years. The funding mechanism 

needs to be rationalized and extended to provincial levels. Despite the slow progress of the RMTF in 

2006 and its inability to cover the provincial roads, ADB has made many attempts to introduce a 

sustainable financing mechanism in subsequent provincial road projects. At the appraisal of Eastern 

and North Central Provincial Road Project, it was recommended that funding be formalized by 

establishing a road maintenance trust fund, to be financed through vehicle revenue license fees 

collected within the province. This was to ensure the sustainability of the road network after the 

completion of the performance-based maintenance contract. The total amounts raised from vehicle 

revenue licenses in 2014 was SLRs213 million for Eastern Province and SLRs496 million for North 

Central Province.
5

 If these amounts had been fully used for road maintenance, together with provincial 

council allocations (Table A4.2), the funding shortfalls for Eastern Province would have been reduced to 

SLRs82.7 million and North Central Province would have enjoyed a surplus of SLRs30.9 million in that 

                                                
4
 ADB. 2009. Project Completion Report: Road Sector Development Project. Manila 

5
 District secretariats in Eastern Province and North Central Province.  



 

year. Such small shortfall in funding requirements could be strategically avoidable or manageable by 

delaying certain maintenance activities and gradually increasing the revenue license fee.
6

 

 

42. Transferring revenue collected from vehicle license fees has the potential to make a 

considerable contribution and indeed to solve the financing problems in road maintenance at the 

provincial level. Although both the Eastern and North Central Provincial Road Project and the Northern 

Road Connectivity Project recommended fully transferring the revenue license fees to road maintenance 

trust funds at the provincial level, this has yet to materialize. Approval was granted by the board of 

ministers for Eastern Province, but not for North Central Province or Northern Province. As at end 2015, 

Western Province had also passed a resolution to transfer license fees to its road maintenance trust 

fund. 

 

43. Upon completion of the performance-based maintenance contract, RDA will take over the 

national roads and carry out maintenance through its regional offices, with financing provided through 

the RMTF. However, maintenance of provincial roads that have been improved in Eastern Province, 

Northern Province and North and Central Province may suffer when the performance-based 

maintenance contracts run out. Similar issues can be expected for the provincial and local authority 

roads of the on-going iRoad project. RDA, which is the implementing agency of the iRoad project, 

intends to hand over these provincial and local authority roads to the respective agencies after 

completion of the 5-year performance-based maintenance period, but there is no proper mechanism to 

improve the financing or build the capacity of these agencies for maintenance after they take over. This 

raises concerns about the sustainability of the improved road network in the long run.  

3. Strengthening Institutional Capacity 

44. The contribution of ADB TA projects during last decade to institutional capacity development in 

relation to road asset management and maintenance programming is discussed in Section C of this 

appendix. Training programs conducted at road agencies under different capacity development 

programs have improved their technical awareness of road maintenance management and planning. 

The technical assistance grant (TA 7347) attached to the Eastern and North Central Provincial Road 

Project helped to streamline the organization structure and functions of the Eastern Province Road 

Development Department and may improve the organizational procedures for maintenance 

management and planning, although these recommendations are yet to materialize. The construction 

of office buildings and purchasing equipment under the financing of Road Sector Development Project 

for North Central Province, the Eastern and North Central Provincial Road Project for Eastern Province 

Road Development Department and Northern Road Connectivity Project for Northern Province Road 

Development Department have created better working environments for officers for effective service 

delivery. 

45. Strengthening the capacity of province-based contractors has been identified as a major need 

in order to ensure the long-term sustainability of the provincial road network. Most national 

contractors are based in Colombo and leave the site immediately after the completion of construction, 

rarely returning, even during the defect liability period. Building up the capacity of province-based 

contractors would benefit both road agencies and contractors. Both the Eastern and North Central 

Provincial Road Project and the Northern Road Connectivity Project provided opportunities for local 

contractors to engage as subcontractors. This helped them to gather knowledge of construction 

methods and techniques. The Eastern and North Central Provincial Road Project provided an extended 

opportunity for local contractors to bid for road construction by reducing the size of the construction 

packages. This helped local contractors to be exposed to project management and contractual 
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procedures. However, this approach has been discontinued for the on-going iRoad project as the 

package sizes are too large for local contractors. 



 

Table A4.3: Status of Road Networks in Three Provinces and Maintenance Funding 

Province Type of Road 

Agency 

Road Lengths 

by Class (km) 

under 

Provincial 

Control 

Road  

Rehabilitated  

2011–2015 (km) 

Road 

Condition 

(paved 

roads only) 

Estimated 

Annual 

Maintenance 

Funds Needed 

to Keep 

Network in 

Current 

Condition 

Budget 

Allocation for 

Maintenance 

(2015) 

Roads under 

PBM (km 

and length 

of contract)  

Provincial Council 

Has Passed 

Resolution to 

Allocate Vehicle 

Fees for 

Maintenance 

Northern RDD 

 

C: 1,200 km 

D: 920 km 

Total: 2,120 

km  

40% unpaved 

60.1 km (WB) 

196.6 km (ADB) 

46.5 km (ADB) 

Total: 375.3 km 

Good: 18% 

Fair: 20% 

Poor: 62% 

SLRs650 

million 

SLRs150 

million (block 

grant + 

PSDG) 

197 km 

5 years, 

ongoing 

No 

North Central RDA 

 

C: 1,236 km 

D: 711 km 

Total: 1,947 

km 

27% unpaved 

75 km (NRCP, 

ADB) 

90 km (JICA) 

40 km (local) 

220 km (ENCPRP, 

ADB) 

Total: 425 km 

Good: 25% 

Fair: 35% 

Poor: 40% 

(paved 

roads only) 

SLRs600 

million 

SLRs287 

million (block 

grant + 

PSDG) 

75 km 

5 years –

ongoing + 

220 km 

3 years, 

completed 

No 

Eastern  RDD C: 824 km 

D: 242 km 

Total: 1,066 

km 

(25% 

unpaved) 

60 km (WB) 

358 km (JICA) 

166 km (ADB) 

Total: 584 km 

Good: 30% 

Fair: 25% 

Poor: 45% 

SLRs400 

million 

SLRs187 

million (block 

grant + 

PSDG) 

166 km 

3 years, 

completed 

Yes, but funds 

not allocated to 

date 

Total    1,384 km Refer 

above 

SLRs 1,650 SLRs 624 

(38% of 

need) 

272km 

ongoing 

 

ADB = Asian Development Bank; ENCPRP = Eastern and North Central Provincial Road Project; JICA = Japan International Cooperation Agency; NRCP = Northern Road 
Connectivity Project; PSDG = Provincial Specific Development Grant; RDA = Road Development Authority; RDD = Road Development Department; WB = World Bank. 

 



 

Table A4.4: Status of Asset Management Systems and Maintenance Resources in Three Provinces 

Province Force 

Account 

Status of Asset 

Management 

Systems 

Last Condition 

Survey 

Forward 

Maintenance Plan 

No. of contractors in 

province 

Northern No 

 

Installed in 2015 by 

ADB TA, operational   

Financed by 

ADB TA, 2015 

Yes, 3-year plan 

available prepared 

by TA 

3 (can bid over SLRs50 

million) 

North Central Yes 

 

Installed in 2013 by 

ADB TA, operational   

Financed by 

ADB TA, 2013 

Yes, 3-year plan 

available 

8 (can bid over SLRs50 

million) 

Eastern  No Installed in 2013 by 

ADB TA, operational   

Financed by 

ADB TA, 2013 

Yes, 3-year plan 

available 

3 (can bid over SLRs50 

million) 

ADB = Asian Development Bank; TA = Technical Assistance 
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APPENDIX 5: ROAD LENGTH OUTPUTS AND INVESTMENT BY SOURCE 2007-2015 

 

This appendix provides information on the funding of national road construction from 2006–2015 and 

sources of funding. It also provides information on the funding of provincial road construction for 

Northern, North Central and Eastern Provinces where ADB has working for several years. Information 

on road construction in other provinces was not available to IED. 

 

The key points are: 

 

• Table A5.1 provides information on lengths and cost of construction of national roads, 

consisting of expressways and other national roads from 2006–2015 as well provincial roads in 

the three provinces. These costs for nongovernment sources exclude land acquisition. The 

government cost includes land acquisition for other roads. 

• Table A5.2 shows the cost of construction for national roads by source of funds for 2006–2010 

and 2011–2015. 

• Table A5.3 shows the split between highway and expressway cost by source 2006–2015. 

• Table A5.4 shows a “top down” comparison of cost/km by funding source. For national arterial 

roads, ADB’s construction cost/km is comparable to that of World Bank and about half of that 

of all but one of the other sources. Similarly, for expressways, ADB cost/km is lower than that 

for the other two sources. This top down cost comparison may not always be reliable given:  

(i) different highway and expressway configurations (e.g., the spacing of junctions and number 

of lanes); (ii) terrain and geotechnical conditions, need for river crossings; (iii) material and 

labor unit costs that would have increased over the period 2006-2015. The comparison for 

national highways is considered more reliable than that for expressways as, although unit rates 

will have varied over the period, virtually all have two lanes and on average each funding 

source is likely to have constructed roads in similar physical environments.  

 

Table A5.1: Road Investment by Source, 2006–2015 

Roads Source of Funds Length 

(kilometers) 

Amount (SLRs 

million,  current 

prices) 

Under 

Construction 

in 2016 (km) 

National Roads (2006–2015) 

 ADB 1,151.2 80,763 147.1 

 World Bank 812.2 35,630 16.3 

 JICA (JBIC) 303.5 147,564 0 

 AFD/EU 632.8 13,982 0 

 EDCF-Republic of Korea 235.1 19,003 3.5 

 PRC 1,071.3 195,749 301.1 

 Government 1,195.7 345,395
a
 616.5 

 Other 816.6 52,980 748.1 

 Total 6,218.40 891,066 1,832.6 

Provincial Roads (2011–2015) 

Northern     

 ADB (NRCP) 196.6 4,060  

 WB 60.1 1,393  

 ADB (CAREP) 46.5 1,078  

 Total 375.3 6,531 n.a. 

North Central     

 ADB (ENCPRP) 220 3,381  

 JICA 90 1,383  

 ADB (NRCP) 75 1,153  

 Local 40 726  

 

 

Total 425 6,643 n.a. 



 

Roads Source of Funds Length 

(kilometers) 

Amount (SLRs 

million,  current 

prices) 

Under 

Construction 

in 2016 (km) 

Eastern      

 JICA 358 4,902  

 ADB 166 3,418  

 WB 60 1,235  

 Total 584 9,555 n.a. 

a
 Understood to include land acquisition cost for all highways where it is needed. 

Sources: Road Development Authority; Eastern Province Road Development Department; Northern Road Development 

Department; North Central Province Road Development Authority. Data for other provinces not currently available.  

Table A5.2: ADB and Other Donors’ Shares of Funding of National Roads, 2006–2010 and 2011–2015 

Source Amount 2006-2010, 

(SLRs current millions) 

% Amount 2011-2015 

(SLRs current millions) 

% 

ADB  34,276.87 12.16% 46,486.54 7.63% 

WB  18,907.64 6.71% 16,722.43 2.75% 

JICA  50,795.01 18.01% 96,769.45 15.89% 

PRC 7,642.99 2.71% 188,105.61 30.88% 

Other 170,343.52 60.41% 261,015.82 42.85% 

Total 281,966.02 100.00% 609,099.86 100.00% 

Sources: Road Development Authority; Eastern Province Road Development Department; Northern Road Development 

Department; North Central Province Road Development Authority.  

 
Table A5.3: Highway and Expressway Investment by Source, 2006–2015 

Source of 

funds 

Highways Expressways Total LKR (millions – 

current prices) 

Km LKR km LKR km LKR 

ADB 1,151.20 64,065 27.7 16,698 1,178.90 80,763 

World Bank 812.2 35,630  0 0 812.20 35,630 

JICA (JBIC) 303.5 30,764 86.5 116,800 390.00 147,564 

AFD/EU 632.8 13,982  0 0 632.80 13,982 

EDCF-Korea 235.1 19,003  0 0 235.10 19,003 

China 1,071.30 134,362 56.6 61,387 1,127.90 195,749 

Government 
1,195.70 292,778

a
 

Land 

Acquisition 
52,617 1,195.70

 a
 345,395 

Other 816.6 52,712 Road Safety 268 816.60 52,980 

Total 6,218.40 643,297 170.8 247,769.33 6,389.20 891,066 

a
 Understood to include land acquisition cost for all highways where it is needed. 

Sources: Road Development Authority; Eastern Province Road Development Department; Northern Road Development 

Department; North Central Province Road Development Authority; plus IED analysis. 

 

 Table A5.4: Highway and Expressway Investment Cost/Km, 2006–2015 

Source of funds Highways Expressways 

Millions LKR in Current Prices/km Millions LKR in Current Prices/km 

ADB 55.65 602.80 

World Bank 43.87 n.a. 

JICA (JBIC) 101.36 1,350.29 

AFD/EU 22.10 n.a. 

EDCF-Korea 80.83 n.a. 

China 125.42 1,084.58 

Government n.a. n.a. 

Other Not included n.a. 

Sources: Road Development Authority; Eastern Province Road Development Department; Northern Road Development 

Department; North Central Province Road Development Authority, plus IED analysis. 
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APPENDIX 6: DERIVATION OF IMPACT RATING 

 

Table A6.1: Derivation of Impact Rating 

Criterion> Relevance Effectiveness Efficiency Development 

Impacts 

Sustainability 

Weight
a
  20% 20% 20% 20% 20% 

Rating  Relevant Effective Efficient Satisfactory Less than likely 

Numeric Score
b
 2 2 2 2 1 

Weighted Score 0.4 0.4 0.4 0.4 0.2 

Total Weighted Scores to 

Rate Impact 

1.8 

Rating of Impact
c
 Successful 

a 
Weights as set out in ADB 2015. 2015 Guidelines for the Preparation of Country Assistance Program Evaluations and Country 

Partnership Strategy Final Review Validations. Manila. Table 1.  

b
 Following 4-point scale 0 (lowest) to 3 (highest).  

c  
Rating the combined score using the following scale 2.5 =< HS <= 3.0; 1.6 =< S < 2.5; 0.8 =< LS < 1.6; and 0.0 =< US < 

0.8. 

 


