
Inner Mongolia Road Development Project (RRP PRC 43029) 

ECONOMIC AND FINANCIAL ANALYSIS 
 

A. Project Context 
 
1. The project is located in the most northerly part of Inner Mongolia, within the municipality 
of Hulunbeier. The project area includes Manzhouli, a major international gateway for rail freight 
on the border with the Russian Federation (249,500 people, 24.2 million tons of freight in and 
out in 2009). It will also benefit the more sparsely populated and rural areas of Xinbaerhuyougi 
(36,500 people, 1.4 inhabitants per square kilometer [km2]) and Xinbaerhuzhuoqi (40,500 
people, 1.8 inhabitants per km2). The project also provides road connections serving two small 
border crossings with Mongolia (Arihasate and Ebuduge). 
 
2. The main project investment (output 1) is the upgrade of the S203 highway between 
Manzhouli and the town of Alatanemole, in Xinbaerhuyouqi, from a 6.5 meter-wide class III 
standard road to a 10.5 meter-wide half-class-I standard (Table 1), along a new parallel 
alignment. The investment is a phase in the planned upgrade of the S203 to full class-I standard 
(four lanes). Once complete, it will provide a high-class highway between Beijing and the 
Russian border at Manzhouli that is shorter by about 435 kilometers (km) than the current 2,135 
km route that starts on the G301 and goes through Changchun and Shenyang. Under output 2, 
the project will provide all-season paved road links to the communities of Wubuerbaolige Sumu 
(6,500 people) and Beier Sumu (3,500 people), which are currently accessible only by dirt or 
concrete roads that have mostly broken down. Under the project a rural road will be built 
between Manzhouli and the tri-country border point in Xinboluke with Mongolia and the Russian 
Federation, which has potential tourism development interest. Under output 3, road connections 
to the land ports of Arihasate  and Ebuduge will be upgraded. These border crossings link to 
mining areas being developed in Mongolia. They also enable border trade in daily necessities 
and construction materials with the urban center of Choibalsan in Mongolia (38,150 people, 
about 120 km from Arihasate), along Asian Highway 32.1 
 

Table 1: Road Investment Program Description 

km = kilometer, m = meter, pcu = passenger car unit, uc = unclassified. 
a 

Includes a 17 km concrete section. 
b
 Some short sections are in very poor condition. 
Source: Inner Mongolia Department of Transport and Asian Development Bank estimates. 

 
B. Traffic Forecasts 
 
3. Base-year traffic. In 2011, there were an estimated 1,300 vehicles daily on the 
Manzhouli–Alatanemole road (S203). As trucks account for 70% of counted vehicles on the 
S203, the equivalent average annual daily traffic in passenger car units (pcu) is higher, at 2,532 
pcu.2 This takes seasonal variations into account, with numbers ranging from a minimum of 250 
vehicles per day during the severe winter season to more than 2,000 vehicles per day during 

                                                
1
 The Government of Mongolia plans to pave the Choibalsan and Arihasate road by 2016.  
2
 Conversion factors used between number of vehicles and pcu are car = 1.0, bus and small truck = 1.5, medium to 
large truck = 2.0, and truck with trailer or container = 3.0. 

Output 
Length 

(km) 
Current 
Class Surface 

Width  

(m) 
Typical 

Condition

Planned 
Upgrade 

(Class / Width 
in m) 

Financial 
Cost  

($ million) 
Cost / km 

($ million) 
Output 1: S203 132 III Asphalt

a
 6.5 Poor Half-Class I/10.5 301.1 2.28 

Output 2: Rural Roads 286 IV/uc Dirt/Concrete 3.5 Very Poor 
Class III/7.5 or 
Class IV/6.5 

94.5 0.33 

Output 3: Border 
Roads 

104 III Asphalt 6.5–7.5 Fair
b
 Class II/10.5 74.5 0.72 
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summer. Rural road and cross-border road traffic estimates were derived from proxy data and 
limited duration counts.  
 
4. Without-project case. Transport demand is forecast to increase quickly. Growth in 
purchasing power reinforced by social transfers, public services, and investments will lead to 
higher household motorization rates and transport demand. The ongoing development of zinc 
mines in the Alatanemole area, coalfields on the Mongolian border next to Arihasate, and 
oilfields in Xinbaerhuzhuoqi and near Ebuduge will generate road traffic and induce local 
economic activity. Finally, the ongoing development of Manzhouli as a timber processing center 
implies that southbound truck traffic will increase steadily. Assumptions used in building the 
counterfactual case included (i) average annual gross domestic product (GDP) growth of 13% 
until 2015,3 10% from 2015 to 2025, and 7% until 2035; and (ii) traffic elasticities with respect to 
GDP of 1.10 for cars, 0.65 for buses, and 0.70 for freight (derived from historical trends in Inner 
Mongolia), assumed to drop gradually to 0.85 for cars, 0.40 for buses, and 0.60 for freight by 
2025 as economic development shifts to denser areas. Overall, traffic on all project roads is 
forecast to grow at an annual rate of 7.8% between 2011 and 2040.  
 
5. With-project case. The project will provide smoother riding surfaces and wider lanes 
than in the without-project case. This will support higher speeds on all roads, and lower vehicle 
operating cost (VOC) for those roads that are currently in very poor condition. An average 8% of 
generated traffic is estimated to result. No traffic diversion from the G301 was considered for the 
S203. This is because origin–destination surveys showed that currently all southbound traffic 
originating from Manzhouli was already using the S203. This may underestimate the potential 
for some traffic currently using railways to shift to the S203. Additional tourism traffic was 
considered for the roads to Xinboluke (150 vehicles/day by 2016) and Beier Sumu (75 
vehicles/day by 2016). Traffic forecast averages for outputs 1 and 2 are summarized in Table 2. 
 

Table 2: Traffic Forecasts in the With-Project Case 
(average annual daily traffic) 

Road 

Baseline (average by output)  Forecasts 

2011 % trucks % buses  2016 2021 2026 2034 

Output 1: S203 1,300 70 3  2,528 3,828 5,217 7,904 

Output 2: Rural 
Roads 

100 20 25  230 370 510 760 

Source: Asian Development Bank estimates. 

 
6. Border roads. Reliable data was not available for output 3. This is because the existing 
road and border facilities are of a very poor standard and do not provide a sound basis for 
estimating traffic after improvement, particularly since various major developments are expected 
to significantly affect economic activities in the area. For instance, companies from the People’s 
Republic of China (PRC) are in the process of negotiating several large contracts with the 
mining industry in Choibalsan in Mongolia. It is expected that this will result in considerable 
cross-border traffic from Choibalsan to Manzhouli, which is the rail head. From Manzhouli this 
traffic will move by rail to the rest of the PRC. The development of only a few new mines and 
oilfield areas in eastern Mongolia would be sufficient to generate a very large cross-border 
transport demand. Also, in the long term, development of the AH32 as an international trade 
corridor could create east–west export and import traffic between central Mongolia and 
northeastern PRC. The magnitude of this trade cannot be estimated with available information. 
 
 
C. Project Costs and Benefits 

                                                
3
 This is below the region’s recent performance. GDP growth was 18% on average from 2004 to 2011. 
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7. Project costs. The project economic costs are $366 million, implemented over 3 years 
(2013–2015). Project capital costs include the costs of the roadworks, design, supervision, 
management, resettlement, and environmental mitigation. Financial costs were converted into 
economic costs by (i) excluding financial charges, taxes, and price contingencies; (ii) using a 
shadow exchange rate of 1.08, calculated based on the PRC’s trade balance; and (iii) using a 
shadow wage rate factor of 0.75 for unskilled labor. The economic analysis was conducted in 
domestic price numeraire, using 2012 base-year estimates. 
 
8. Road maintenance costs and assumptions. Maintenance assumptions for the with-
project and without-project case were distinguished by road class, in line with current practices 
in Inner Mongolia. Road degradation was modeled with the Highway Design and Management 
Software-IV (HDM-IV). Assumptions include (i) routine maintenance in all cases; (ii) grading of 
dirt roads three times a year; (iii) rehabilitation of road pavements on class II–IV highways once 
their condition becomes very poor (international roughness index [IRI] of 8), at a cost of $0.16 
million per kilometer (km) for class III–IV roads and $0.33 million per km for class II roads; and 
(iv) overlay applied to the new half-class-I S203 when pavement condition becomes “fair” (IRI of 
4) at a cost of $0.43 million per km. The new asphalt concrete surfaces will require more routine 
maintenance than current roads but less minor repairs and rehabilitation as these are 
associated with older, weaker pavements. 
 
9. Vehicle operating cost savings. The project will reduce VOC by 25% for cars and 35% 
for trucks on all segments where the current road surface is either dirt or broken down concrete. 
The benefits will be more marginal for the roads that are already paved (0%–9% VOC saving) 
because higher speeds will lead to higher fuel consumption, partly offsetting the VOC reduction 
due to improved road surfaces. VOC considered in the economic analysis include fuel, 
lubricants, tires, spare parts, maintenance labor cost, and crew wages. These are based on 
current costs in Inner Mongolia after deducting taxes (Table 3).  
 

Table 3: Vehicle Fleet Characteristics 

Item 
Medium 
Car Bus Small Truck 

Medium 
Truck 

Heavy 
Truck 

Articulated 
Truck 

Economic Unit Costs             

New Vehicle Cost ($/vehicle) 15,900.00  60,300.00  23,800.00   39,700.00  63,500.00 95,200.00  

Fuel Cost ($/liter) 0.97 1.10 1.10 1.10 1.10 1.10 

Lubricant Cost ($/liter) 2.80 2.80 2.80 2.80 2.80 2.80 

New Tire Cost ($/tire) 111.00 349.00 183.00 294.00 365.00 381.00 

Maintenance Labor Cost ($/hour) 5.00 5.00 5.00 5.00 5.00 5.00 

Crew Cost ($/hour) 0.00 7.20 4.30 5.40 5.40 5.40 

Utilization and Loading             

Kilometers Driven per Year 15,000 70,000 40,000 60,000 70,000 75,000 

Hours Driven per Year 550 2,000 1,550 1,600 2,050 2,500 

Service Life (years) 10 8 7 12 10 10 
Source: Asian Development Bank estimates. 

 
10. Time savings. The project will reduce travel time by 5%–50% depending on road 
section (Table 4). The benefit is linked to the higher speeds that the straighter alignments allow, 
and to the smoother road surfaces. The widening of the S203 will also relieve road congestion, 
which is predicted to appear after 2022 during the summer season’s peak hours4 (volume–
capacity ratio reaches 0.8 during peak times).  

                                                
4
 The volume–capacity ratio on the current S203 is predicted to reach 0.8 at peak times after 2022 and 1.0 in 2027. 
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11. The unit value of work-related travel time was estimated to be CNY17.0 per hour ($2.70). 
The value was derived from the average wage in the project area (CNY13.1 per hour in 2010). 
Employer charges and overheads were assumed to be an additional one-third of the wage rate. 
To determine the future value of time, the 2010 baseline was inflated with an elasticity of 0.7 
with respect to GDP per capita. The value of nonworking time was estimated to be 25% of work 
time.5 
 

Table 4: Vehicle Operating Costs and Time Savings 

 Distance 

(km) 

Speed 

(km/h) 

Vehicle Operating Costs ($/100 km) 

Road 
Car Large Truck 

Before After Before After Before After 

Output 1: S203 132 70 92 27 27 118 107 
Output 2: Rural Roads 286 41 74 74 56 357 233 
Output 3: Border Roads 104 69 75 56 54 233 226 
km = kilometer, km/h = kilometer per hour. 
Note: Speed and cost values are Highway Development and Management Model (HDM)-IV outputs 

for 2020. 
Source: ADB estimates.  

 
12. Other benefits. The project roads will allow faster speeds but greater safety. The net 
accident reduction benefit was based on typical accident rates in the PRC by road class. The 
benefits were valued at $425,000 for avoided fatalities and $105,000 for avoided injuries.6 The 
benefits accruing to generated traffic were valued as half the benefits perceived for normal 
traffic, following standard practice.  
 
13. The project will have positive social impacts by enabling year-round access to the rural 
communities of Beier Sumu and Wubuerbaolige. The population of these soums7 frequently 
loses road access during winter because of snow blocks. Social benefits will include access to 
better health services, education, and reduced vulnerability to natural disasters as the project 
will shorten by 35 minutes the travel time to hospitals, high schools, and emergency services 
located in Alatanemole and Amugulang. 
 
D. Cost–Benefit Analysis 
 
14. Economic rate of return. The economic rate of return (EIRR) of the project’s costs and 
benefits over 25 years of operation is 13.2%, with a net present value of $37.9 million at a 
discount rate of 12%. The EIRR for output 1 (the S203) is 12.6% and for output 2 (rural roads) is 
14.8%. The EIRR for output 3 could not be determined because of the high level of uncertainty 
in traffic forecasts. Output 3 is believed to be economically viable based on the road’s potential 
for traffic growth (para. 6), and the significant unquantified cross-border benefits it will provide 
(para. 15). The detail of the costs and benefits of the project (output 1 and 2) is in Table 5.  
 
15. Unquantified benefits of output 3 (cross-border roads). The output will have 
significant positive impacts on cross-border trade with the eastern part of Mongolia, which 
currently lacks any paved road connections to Mongolia’s capital city and other countries. In 
addition to road infrastructure, the output will include streamlining cross-border procedures and 
upgrading the border points to year-round operation (currently only seasonal). This will facilitate 
                                                
5
 See World Bank. 2005. Transport Research Note 5: Valuation of Time Savings. Washington, DC.; and Ministere 
des Transports. 2004. Framework Guidelines for the Economic Evaluation of Transport Infrastructure Projects. 
Paris. 

6
 The benefit of an avoided casualty is equal to 70 times national GDP per capita. The ratio for serious injuries is 17 
times GDP per capita. International Road Assessment Program. 2010. The True Cost of Road Crashes. 
Hampshire. 

7
   Soums are districts and are second level of administrative sub-division in Mongolia. The 21 provinces of Mongolia 
are divided into 329 districts. 
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cross-border trade and stimulate economic activity on both sides of the border. It will also 
provide a more direct trade corridor between the PRC’s northeastern region and Mongolia. The 
improved road and trade facilitation will support year-round operation of the border points. It will 
enable development of more value-added economic exchanges between Hulunbeier and 
eastern Mongolia, instead of the existing border trade which is limited to the basic necessities.  
 

Table 5: Cost–Benefit Analysis Summary 
($ million) 

Year 
Capital 
Costs 

Recurrent 
Works 

Normal Traffic Generated Traffic Accident 
Reduction 

Net 
Benefits VOC Time VOC Time 

2013 80.6 0.1 0.0 0.0 0.0 0.0 0.0 (80.6) 
2014 144.6 (0.2) 0.0 0.0 0.0 0.0 0.0 (144.5) 
2015 95.2 (0.1) 2.4 2.6 0.0 0.0 0.0 (90.1) 
2016 (18.4) 0.4 23.5 7.3 1.0 0.5 1.8 52.1 
2017 0.0 0.4 5.7 5.1 0.1 0.3 2.0 12.9 
2018 (4.7) 0.4 8.8 6.3 0.3 0.4 2.2 22.2 
2019 0.0 0.1 9.9 7.5 0.3 0.4 2.4 20.4 
2020 0.0 (0.7) 12.9 8.9 0.4 0.4 2.6 26.0 
2021 0.0 (0.7) 16.0 10.7 0.6 0.5 2.8 31.3 
2022 0.0 (0.9) 19.6 13.4 0.7 0.6 3.0 38.1 
2023 (18.4) 0.3 24.0 17.3 0.9 0.7 3.2 64.2 
2024 0.0 2.1 13.6 18.2 0.4 0.7 3.4 34.2 
2025 45.4 1.4 17.4 22.0 0.5 0.8 3.6 (2.5) 
2026 32.3 (0.7) 24.8 29.2 0.8 1.0 3.8 28.0 
2027 0.0 (0.7) 35.7 35.1 1.3 1.2 4.0 78.1 
2028 0.0 (0.7) 41.5 39.7 1.6 1.3 4.2 89.0 
2029 0.0 (0.9) 48.2 45.8 1.9 1.5 4.4 102.7 
2030 (18.4) 0.3 56.3 53.7 2.3 1.6 4.7 136.7 
2031 0.0 0.2 39.9 52.5 1.4 1.5 4.9 100.1 
2032 0.0 0.2 46.9 58.3 1.8 1.6 5.2 113.5 
2033 2.2 (0.7) 53.3 64.8 2.1 1.7 5.4 125.7 
2034 8.3 (0.7) 58.1 72.6 2.2 1.8 5.7 132.9 
2035 30.2 (0.7) 61.8 79.7 2.4 1.9 5.7 122.0 
2036 0.0 (0.9) 67.4 85.5 2.6 2.0 5.7 164.2 
2037 18.6 0.2 74.6 91.4 3.0 2.2 5.7 158.1 
2038 0.0 0.2 52.7 76.7 1.9 1.8 5.7 138.7 
2039 0.0 0.2 57.4 77.0 2.2 1.8 5.7 143.9 
2040 (115.1) (0.7) 62.1 77.5 2.4 1.8 5.7 265.5 
NPV at 12% 249.7 0.1 133.9 126.9 4.9 4.4 17.6 37.9 

( ) = negative, NPV = net present value, VOC = vehicle operating costs.  
Note: Capital costs and recurrent works are net values. 
Source: Asian Development Bank estimates. 

 
16. Sensitivity analysis. The project’s rate of return is robust to increases in capital costs of 
10% (EIRR of 12.4%), to a reduction of vehicle operating cost and time savings benefits by 10% 
(EIRR of 12.3%), or to less than expected generated traffic (a 50% reduction gives an EIRR of 
13.1%). A 1-year increase in project implementation leads to a minimal reduction of the EIRR 
(12.5%), while a 1-year postponement increases it to 13.4%. Project viability is sensitive to 
traffic assumptions: a 10% lower long-term traffic growth rate would bring down the EIRR to 
9.8%.  
 
D. Financial Analysis 
 
17. The financial analysis and projections for the project were undertaken in accordance 
with the Asian Development Bank (ADB) Guidelines for the Financial Governance and 
Management of Investment Projects Financed by ADB (2002). The project roads will be 
implemented and operated by the Inner Mongolia Autonomous Region Department of Transport 
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(IMDT), which is a provincial government agency. Once upgraded, the S203 Manzhouli–
Alatanemole half-class-I highway will be tolled after 2 years of operation; the other roads will not 
be tolled.  

18. For the purpose of this analysis, the IMDT is considered to be a nonrevenue-earning 
executing agency on the following grounds:8 

(i) Less than 50% of the IMDT’s revenues come from direct user fees in the form 
of road tolls. The proportion in 2011 was 30.9%. Other IMDT revenues 
include (a) fuel tax revenues, which are specific to the transport sector, but 
the rate is set nationally and are collected by the Ministry of Finance (21.9%); 
(b) transfers from the Ministry of Transport (MOT), mainly originating from 
centrally collected vehicle purchase taxes (44%); and (c) budget allocations 
from the provincial and central governments, from their general budget 
(3.1%). 

(ii) The IMDT is not commercially oriented; it is a government agency and as 
such is not an organization set under commercial law. 

(iii) The IMDT does not have the authority to decide on the use of funds; its 
planning is approved by the MOT and its budget is approved by the provincial 
government. Most of the IMDT’s investments do not generate direct 
revenues. 

(iv) The IMDT is legally bound to set toll rates so that they cover loan repayment 
but do not generate a return on government equity. 

19. As the executing agency is considered nonrevenue earning, the financial analysis 
focused on (i) ensuring that the toll revenues on the S203 are sufficient to cover operation and 
maintenance expenditures, as well as the share of the debt financing costs related to those 
investments; and (ii) confirming that the IMDT had sufficient resources in the long term for other 
debt service and road maintenance. 

1. Financial Projections – S203 Upgrading 
 
20. The Manzhouli–Alatanemole half-class-I highway forms part of the Inner Mongolia 
national and provincial road network, and hence the toll rates that are standard across the 
province are taken as the base for calculating financial viability. Half-class-I roads rely on an 
open toll system where the users pay a fixed amount each time they go through a toll station. 
The prevailing base toll rate in Inner Mongolia for a half-class-I highway is CNY15 for a 
passenger car unit (pcu) at each passage through a toll station. The project highway will include 
two toll stations at each end, implying a CNY0.22 toll rate per kilometer (km). It is assumed that 
the toll rate is raised every 5 years by 12.6% to keep pace with a 3.0% domestic inflation rate. 
Operating revenues from tolls were based on forecast traffic as measured in vehicle-km as a 
proxy for actual trips through toll stations. This amount is adjusted to account for vehicles that 
are exempt from tolls (e.g., local agricultural vehicles), assumed to add up to about 10% of total 
trips. It was also assumed that about 20% of vehicle trips do not go through a toll station. No 
business tax is levied on the revenues as the highway will be operated by the government. 
Table 6 gives the base-year toll rates. 
 

Table 6: Assumed Toll Rates on Manzhouli–Alatanemole Expressway  
(CNY) 

Item Car Bus 
Small 
Truck 

Medium 
Truck 

Large 
Truck 

Trailer 
Truck 

Toll at each station 15.00 20.00 30.00 40.00 50.00 60.00 
Average toll per km 0.23 0.30 0.45 0.61 0.76 0.91 

                                                
8
 ADB. 2003. Operations Manual. OM G2/BP. Manila. 
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km = kilometer. 
Source: Hulunbeier Bureau of Communications. 

21. The computation of incremental operation and maintenance costs was based on the 
same assumptions as the economic analysis. No corporate income tax is paid on income as the 
revenues are directly collected by the government. Operation and maintenance unit costs are 
assumed to remain constant in real terms.  
 
22. The project will be funded for 39.8% by a long-term loan from ADB, 22% by a local bank, 
and 38.2% by the government (the MOT 15.9% and Inner Mongolia Autonomous Region 
22.3%). ADB's financing for this component is $200 million. The ADB loan will have a 25-year 
term including a 5-year grace period, and a US dollar London interbank offered rate (LIBOR) 
with a 0.15% commitment fee. Loan amortization is based on a customized repayment profile 
which limits capital repayments in the initial years to match traffic increase. The local bank loan 
will have a maturity of 20 years and an interest rate of 6.4%.  
 
23. The financial projections indicate that forecast toll revenues will be sufficient to cover 
incremental operation and maintenance costs as well as debt service to ADB and to the local 
banks (loan life coverage ratio of 1.0). The debt service coverage ratio is above 1.2 from the 
seventh year of operation. 
 

2. Financial Analysis – Sector 
 
24. The IMDT spent about CNY2 billion ($315 million) on road maintenance in 2010, which 
amounts to 4% of its budget for that year and about CNY15,000 ($2,400) per km. These 
relatively low numbers reflect an implicit strategy to upgrade the roads that were built in the past 
at low standards (i.e., in terms of pavement strength and width). As the road network is brought 
to higher standards, the IMDT’s road maintenance financing will need to increase by about three 
times to reach sustainable levels. Maintenance financing will be constrained initially by the 
region’s growing loan capital and interest repayment burden, but is expected to catch up by the 
time the heaviest maintenance works become due. This situation is common in the central and 
western parts of the PRC.9  
 
25. The project will only very marginally impact the IMDT’s financial balances. During project 
life (i) the IMDT’s counterpart financing will represent at most 0.03% of its 2011 budget; and 
(ii) debt service and operation and maintenance of the project roads will represent only 0.02% of 
its 2011 budget. These very low numbers indicate that the project presents a very modest 
financial risk with respect to the availability of resources to cover the project cost, the 
maintenance and operating needs, and the financial burden to the province. Table 7 gives the 
breakdown of the IMDT’s past and future revenues and expenditures. 

                                                
9
 See ADB. 2012. Financing Road Construction and Maintenance after the Fuel Tax Reform. Manila. 
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 Table 7: Revenues and Expenditures of the Inner Mongolia Autonomous Region Department of Transport  

(CNY million) 
2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017

1.    Revenues 

Fuel Tax and Other Revenues 2,367    2,748    3,090    3,586    4,120    4,942    5,862    6,449      7,094    7,803    8,583    9,442    10,386 

Subsidy from MOT 3,820    2,474    5,467    2,309    5,282    5,525    11,785 11,000   10,000 10,000 10,000 8,000    8,000    

Toll Revenue 1,265    1,804    2,560    4,112    5,001    7,280    8,266    8,927      9,642    10,413 11,246 12,146 13,118 

Subsidy from Central Government 354       400       500       1,000    652       290       189       200         200       200       200       200       200       

Government Bonds 0 0 0 0 2,000    1,000    0 0 0 0 0 0 0

Bank Loans 1,354    2,692    3,151    3,514    5,168    5,417    6,215    7,204      7,924    8,717    9,588    10,547 11,602 

Provincial Subsidy 19         47         249       1,260    1,500    796       642       1,200      1,200    1,200    1,200    1,300    1,300    

Total Revenues 9,179    10,165 15,017 15,781 23,723 25,250 32,959 34,980   36,060 38,333 40,817 41,635 44,606 

2.    Expenditures

Maintenance management 283       379       400       357       572       757       833       858         884       910       937       966       995       

Toll management 396       436       461       634       724       919       1,053    1,084      1,117    1,150    1,185    1,220    1,257    

Expenditure on transportation mgt. 6            7            7            19         18         15         10         10           10         11         11         11         12         

Other management expenditures 137       212       208       301       422       496       493       508         523       539       555       572       589       

Repayment of interest and principal 1,265    1,062    1,987    2,657    5,260    4,713    6,897    7,276      8,205    8,157    7,649    7,657    7,499    

Highway construction 6,350    6,954    10,867 10,371 15,281 16,993 22,186 23,397   23,474 25,424 27,991 29,073 31,619 

Maintenance engineering 498       636       997       1,015    1,007    1,295    1,411    1,454      1,497    1,542    1,589    1,636    1,685    

Other kinds of construction 155       418       -        300       300       -        300         250       500       800       400       850       

Balance 88         61         90         128       139       62         76         93           100       100       100       100       100       

Total Expenditures 9,179    10,165 15,017 15,781 23,723 25,250 32,959 34,980   36,060 38,333 40,817 41,635 44,606 

MOT = Ministry of Transport. 
Source: Inner Mongolia Autonomous Region Department of Transport and Asian Development Bank staff calculations. 
 

 
 
 


