
Central Asia Regional Economic Cooperation Corridors 2, 3, and 5 (Obigarm–Nurobod) Road Project  
(RRP TAJ 52042) 

ECONOMIC AND FINANCIAL ANALYSIS 

A. General 

1. Tajikistan is a lower middle-income country. Its gross domestic product (GDP) in 2017 
was $800 per capita, down in current dollar terms from $1,100 in 2014. Agriculture accounts for 
two-thirds of employment and generates one-fifth of GDP. The informal sector is large, particularly 
in rural areas and in agriculture. Household consumption, and therefore economic growth, is 
strongly dependent on the level of flow of remittances. Provisional World Bank data for 2017 show 
a remittance inflow of $2.2 billion, equivalent to 30% of GDP. Despite the fall in remittances in 
recent years, annual GDP growth during 2013–2017 averaged 6.8%. Tajikistan relies heavily on 
hydro power for its nonagricultural economy, generated by the Nurek hydro power plant, 70 km 
downstream of Rogun on the Vakhsh River. 

 
2. Exports are dominated by products with relatively little added value: raw aluminum, raw 
cotton, ores, and foodstuffs. Imports are dominated by the People’s Republic of China (PRC), 
growing from practically zero in 2000 to $1.7 billion in 2016, while exports to the PRC remained 
at just $30 million in the same year. Imports from the PRC are dominated by textiles, clothing, 
and machinery (including vehicles) and are important for the feasibility of the proposed project. 
The principal truck routes from the PRC (Xinjiang) to Dushanbe are (1) Irkeshtam–Sary Tash–
Karamyk–Dushanbe via the project road, which forms part of the Central Asia Regional Economic 
Cooperation (CAREC) corridors 2 and 5; (2) Kulma Pass–Khorog–Dangara–Dushanbe; and (3) 
Irkeshtam–Sary Tash–Osh–Batken–Khujand–Dushanbe. Route (i) is the shortest and fastest 
route and makes use of the project road, a section of the M41. Route (ii) is popular with shippers 
in the PRC but is very slow and hazardous and prone to closure in winter. The Karamyk border-
crossing point on route (1) was closed to third-party vehicles in late 2012, and vehicles from the 
PRC are now directed to use routes (2) or (3). The Karamyk border-crossing point is expected to 
be upgraded to international status in due course.  

 
3. The reservoir formed by the Rogun Dam is, as of late 2018, undergoing impoundment. 
The bridge that takes the project road across the Vakhsh River at Nurobod is expected to be 
flooded in November 2023. Under the without-project scenario, through traffic and vehicular 
access for villages between Obigarm and Nurobod will cease. Traffic will need to divert thereafter 
to a much longer route via Dangara, involving an additional 320 kilometers (km) of travel. 
 
4. The proposed project is a coordinated initiative involving multiple financing agencies to 
construct a new 75-km, class III bypass road along a new alignment between Obigarm and 
Nurobod. To minimize costs, the proposed project makes extensive use of the bypass alignment 
partially constructed between 1984 and 1990. ADB and the OPEC Fund for International 
Development will finance the section between Obigarm to Tagikamar, which is about 30 km. The 
European Bank for Reconstruction and Development will help finance another 44 km, and the 
Asian Infrastructure Investment Bank will help finance a 760-meter bridge across the Vakhsh 
River at Nurobod. Full benefits are only realized once the bypass and the bridge are complete. 
The bypass is expected to be complete by 2023 and the bridge by 2025. A temporary bridge will 
be built under one of the bypass road contracts to cover the period between late 2023 and the 
opening of the replacement bridge in 2025. Since the economic benefits that accrue from the 
completion of these sections are contingent on each other, this economic analysis considers the 
75-km road in its totality (the with-project scenario).  
 
5. Under the ADB-supported part of the project, about 30 km of all-weather access roads will 
also be constructed to serve 11 villages. The project also enhances the Ministry of Transport’s 

http://www.adb.org/Documents/RRPs/?id=52042-001-2
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(MOT’s) institutional capacity on asset management, and supports a suite of measures to improve 
women’s access to economic opportunities. While these components will have positive economic 
and financial impacts, neither their costs (marginal, at $0.4 million in financial prices) nor their 
benefits were quantified for inclusion in the economic analysis. 
 
B. Demand Estimates 

 
6. Estimates of traffic demand were made for the with- and without-project cases. Under the 
without-project scenario, not all traffic currently using the Obigarm–Nurobod road will choose to 
divert once the road is flooded; the diversion is so great that some trips will no longer be made. It 
was estimated that 40% of trips will be suppressed in this way.1 This trip suppression has an 
economic cost in the same way that generated traffic has an economic benefit. There are 
economic benefits from using the Karamyk border-crossing point (rather than the other truck 
routes between the PRC and Dushanbe), but shippers will only switch to Karamyk if the bypass 
road is built. In the with-project scenario, it is assumed that in 2024 the bypass will be complete 
and the Karamyk border-crossing point will be open to international traffic. 
       
7. To establish baseline traffic volumes, classified counts were undertaken in September 
2018 on the M41 road at the village of Hakimi, approximately 10 km south of Nurobod. 
Furthermore, traffic data at Obigarm from 2016 was referenced. The adopted base-year bypass 
traffic is 1,924 vehicles per day, based on these two sources. Detailed origin–destination surveys 
were also conducted, involving 900 roadside interviews held in September 2018. For passenger 
vehicles, 94% of trips observed at Hakimi were made within the Dushanbe–Vakhsh valley2 
corridor with a weighted average trip length of around 200 km. Most passenger trips are made by 
taxi. Goods vehicles travelled greater distances, although 86% of trips were within the same 
corridor. Just one vehicle had a non-Tajik registration and just one vehicle gave an international 
destination. The conclusions from the origin–destination survey results are that (i) substantially 
all trip ends are local or regional and are within the Dushanbe–Vakhsh valley corridor and 
(ii) there is essentially no transit traffic on the project road. 

 
8. As a background trend (regardless of the project), normal passenger and light-medium 
goods traffic is assumed to grow at 4.3% per year from 2019 to 2026, thereafter falling to 3.0%. 
Heavy goods traffic growth is expected to be closely related to GDP growth. Annual GDP growth 
for 2008 to 2017 was 6.6%; the ADB forecast for 2018 is 6.0% and for 2019 6.5%. For forecasting 
purposes, 6.2% is adopted, falling to 4.3% from 2027. 
 
9. Under the with-project scenario, there is no trip suppression and some traffic is diverted 
back from the longer routes to the project road via Karamyk from 2024. At 2018 levels of demand, 
it is assumed that 80 goods vehicles per day are diverted. In addition to long-distance traffic 
diverted back from Batken and Kulma to the project road, it can be expected that more passenger 
and light-goods trips will be made between the border area and Dushanbe and these will use the 
project road. Based on observed traffic on the Kyrgyz Republic side of the border just before 
closure in 2012, total additional traffic amounts to 388 vehicles per day at 2018 levels of demand. 
The resulting forecast traffic is shown in Table 1. 
 

 
1 Extensive diversions under the without-project scenario will deter a high proportion of trips. Perceived costs would 

rise by a factor of three. Conventional price elasticities lie in the range of –0.2 to –0.6, implying that a threefold price 
rise would reduce trips by 15%–40%. For the purposes of this evaluation, a 40% trip reduction is assumed. 

2 The Vakhsh is the name of the river below Nurobod. The term Vakhsh valley is used here to represent the valley as 
far as Karamyk, although above Nurobod there are two tributaries: the Sarkhob as far as Jirgatol, and the Khinkob 
that drains a catchment east of Tavildara. 
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Table 1: Forecast Traffic on the Project Road 
(vehicles per day) 

Year 
Small Passenger 

Vehicles a 
Light-Medium 

Goods Heavy Goods 
Truck-

Trailers Total  

2018 1,695 79 139 12 1,925 

2024b 2,267 125 205 26 2,623 
2029 2,996 234 284 71 3,586 

2034 3,474 271 351 83 4,178 

2039 4,027 314 433 96 4,870 
2044 4,668 364 535 111 5,678 
2048 5,254 410 633 125 6,422 

a  Includes cars, sports utility vehicles, and minibuses. 
b  From 2024 to 2027, traffic diverted back to the project road is subject to increase. 

Source: Asian Development Bank estimates. 

 
C. Economic Costs 

10. The economic costs of the project comprise (i) capital investment, which includes civil 
works, land acquisition and resettlement, as well as consulting services for construction 
supervision and social safeguards management; and (ii) the cost of road maintenance. Financial 
costs are converted to economic costs in line with ADB guidelines.3 All project costs are measured 
in 2018 economic prices expressed in dollars and using the world price numeraire. Traded goods 
are measured at world prices, whereas nontraded inputs at domestic prices are adjusted to 
subtract for indirect taxes and multiplied by a standard conversion factor, estimated at 0.98. In 
view of the low employment rates in Tajikistan, a shadow wage rate factor of 0.7 was adopted for 
unskilled labor. A shadow wage rate factor of 1.0 was applied to skilled and professional labor. 
The estimated cost at economic prices is $320 million. The economic cost per km is $4.25 million. 
A uniform expenditure profile is assumed over a 4-year construction period, 2020–2023. A 
residual value of 20% of the investment cost is assumed. 
 
11. Maintenance costs. The assumed maintenance regime for paved roads is shown in 
Table 2. In the absence of Tajikistan data, the rates and interventions are based on typical 
international prices and criteria. The bypass will have approximately 6 km of tunnels, but the 
operating and maintenance expenses of lighting and fan ventilation were not available at the time 
of reporting. Unpaved sections are subject to regraveling at an interval of 5 years at a unit 
economic cost of $5 per square meter, and grading twice per year at $1,000 per km. 
 

Table 2: Maintenance Interventions and Costs 

Intervention 
Economic Unit 

Cost Intervention Criteria 

50 mm overlay $13/m2 plus 
preparatory works 

10 year intervals, IRI≥9, post works IRI 
derived within HDM-4a  

Pothole patching $12/m2 Potholes>5/km, 85% patched, annual 
intervention 

Crack sealing $5/m2 Every 2 years, 85% sealed 
Winter and routine maintenance $1,500/km Annually 
HDM-4 = Highways Development and Maintenance Model Version 4, IRI = International Roughness Index, 
km = kilometer, m2 = square meter, mm = millimeter. 

a 8-year interval assumed for the bypass section. 

Source: Asian Development Bank estimates. 
 

 
3 ADB. 2017. Guidelines for the Economic Analysis of Projects. Manila. 
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D. Economic Benefits 
 

12. The main quantifiable economic benefits are savings in vehicle operating costs (VOCs), 
travel time costs, and emissions costs that would arise from traffic that would otherwise be 
diverted. No data are available to support crash cost estimates, and road safety benefits have 
been excluded. All project benefits are expressed in 2018 economic prices, in dollars, using the 
world price numeraire. Nontraded outputs (i.e., journey time savings) are multiplied by the 
standard conversion factor.  

 
Table 3: Vehicle Fleet Characteristics 

Item Unit 
Small Passenger 

Vehicles 2-axle Trucks 3-axle Trucks Truck-Trailers 

Axles Number 2 2 3 4 

Annual usage km/year 23,000 60,000 80,000 120,000 

Working time/year Hours 600 1,800 2,000 2,900 

Service life Years 10 8 12 14 

Number of passengers No 4.1 2.5 1.5 1.5 

Operating weight tons 1.2 8 20 30 

Vehicle equivalence factor ESAL 0.02 0.8 2.5 3.5 

Vehicle cost $ 15,000 54,000 60,000 100,000 

Tire cost $ 55 170 300 350 

Maintenance labor cost $/h 1.0 1.0 1.0 1.0 

Crew cost $/h 0 1.0 2.0 2.0 

Passenger working time $/h 2.0 1.5 1.5 0 

Passenger nonworking time $/h 0.6 0.5 0.5 0 

% of work-related trips % 75 0 0 0 

Value of cargo delay $/ton/h 0.0 0.1 0.1 0.1 

ESAL = Equivalent Standard Axle Load, h = hour, km = kilometer. 
Source: Asian Development Bank estimates and origin–destination survey. 
 

13. Vehicle operating cost savings. These arise from reductions in fuel consumption and 
vehicle wear and tear. Shadow prices of fuel, vehicles, tires, and labor, as well as operating 
characteristics of vehicles, were adopted as shown in Table 3. In addition to goods, trucks also 
carry small numbers of passengers; passenger numbers in Table 3 are based on the results of 
the roadside interviews. Retail gasoline and diesel prices in Dushanbe in August 2018 were 
TJS7–TJS8 ($0.74–$0.85) per liter. Fuel is subject to excise duty (€55/ton, or approximately 
TJS0.4 per liter). Deducting excise duty, and adjusting for expected long-term crude oil prices 
(based on data from the October 2018 World Bank Quarterly Commodity Outlook), gives a 
shadow price of $0.7/liter. Labor force participation rates in Tajikistan are low, exacerbated by 
dependence on remittances. Wages are also low. For crew and maintenance labor costs, a 

shadow wage of $1/hour is adopted.4  
 
14. Fleet average VOC components against different road conditions, as expressed in the 
International Roughness Index, are shown in Table 4. The most significant item is fuel, reflecting 
a moderately high proportion of heavy goods vehicles in the fleet and the poor alignment of the 
existing road. 
  

 
4 World Bank. 2015. Project Appraisal Document for 2nd Phase of the Central Asia Road Links Program. Washington, 

DC. 
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Table 4: Vehicle Operating Cost Components 
($ per vehicle-km) 

IRI, m/km Fuel Spares Capitala Othersb Total 

2.0 0.085 0.038 0.146 0.059 0.328 

6.0 0.086 0.051 0.155 0.062 0.354 
9.0 0.087 0.060 0.180 0.065 0.392 

IRI = International Roughness Index, km = kilometer, m = meter. 
a Equivalent annual cost of vehicle, computed using the optimal life approach. 
b Includes maintenance, crew costs, tires, and overheads. 
Source: Asian Development Bank estimates. 

15. Travel time savings. These have been assessed based upon the vehicle speed 
relationships included in the Highways Development and Maintenance Model Version 4 (HDM-
4), and monetized by applying values of time estimated for different categories of road users. 
Based on recent Tajik wages, working time is given a shadow price of between $1.5/hr (bus and 
truck passengers) and $2.0/hr (car passengers). Nonworking time is valued at 30% of working 
time. Goods in transit are unproductive and represent inventory costs. During the roadside 
interviews, goods vehicle drivers were asked about the loads they were carrying, but no useful 
information was obtained. The area north of Obigarm is known as a fruit and vegetable growing 
area (in particular potatoes) and so it is reasonably assumed that consumer goods are transported 
from Dushanbe while seasonal cargoes of fruit and vegetables are carried to Dushanbe or to local 
markets in Garm and Jirgatol. The value of reduced travel times can be substantial when time 
savings make additional trips possible (as could be envisaged here if traffic switched from a 5-
day trip via Kulma to a 3-day trip via Karamyk, or for a local trader obliged to divert via Dangara 
under the without-project scenario). For a load of 1 ton with a value of $10,000 and a discount 
rate of 9%, saving 1 hour is worth $0.10, which is the value adopted here. For finished goods from 
the PRC, unit values of this order are reasonable,5 and while they may be high for local produce, 
changes to the value per hour of delay have little influence on project economic indicators. VOC 
and journey time savings across the entire fleet and over the evaluation period are summarized 
in Table 5. The values shown apply to a trip from Vahdat to Nurobod via the project road (with-
project) and the southern route via Dangara (without-project). 
 

Table 5: Vehicle Operating Cost and Journey Time Savings  
Without-Project With-Project Saving 

Item IRI $/vkm IRI $/vkm $/vkm 

Vehicle operating cost 6 0.57 4.5 0.36 0.21 
Journey time values  0.12  0.08 0.04 

IRI = International Roughness Index, vkm = vehicle-kilometer. 
Note: all values are averages over the evaluation period. 
Source: Asian Development Bank estimates. 

 

16. Emission savings. Changes in pavement quality affect engine performance which in turn 
affects tailpipe greenhouse gas emissions. Avoiding incremental without-project emissions is a 
project benefit. HDM-4 was used to calculate changes in emissions from fuel consumption. The 
recommended ADB unit value of $36.30 per ton in 2016 is used, increased thereafter by a real 
rate of 2% per annum.  
 
17. Distribution of benefits. Distribution analysis for a project with multiple types of traffic is 
challenging in the absence of data on the poverty status of vehicle operators or passengers. 
Benefits accruing to the poor have been inferred from vehicle class using reasonable 

 
5 See, for example, the technical assistance on cross-border trade and transport, where a large sample of cargoes 

yielded an average value of $560/ton at 2006 prices, or approximately $18,000 for a 26-ton load at 2018 prices. 
(Asian Development Bank. 2004. Cross-Border Trade and Transport Facilitation. Manila (TA4536-AFG). 
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assumptions. VOC savings mainly accrue to vehicle owners and operators, although some are 
passed on to consumers through lower fares and freight rates. Most journey time savings accrue 
to passengers. Passengers in small passenger vehicles form the largest groups of poor 
beneficiaries (30% of total road user cost savings going to the poor), with smaller proportions of 
road user cost savings for light and medium-sized goods vehicles (10%), with heavy goods 
vehicles (1%) making up the remainder. It is estimated that 19% of benefits will accrue to the 
poor. 
 
E. Results of Economic Analysis 

 
18. The incremental benefits of reductions in VOCs, travel times, and emissions were 
compared with the initial investment costs and changes in operation and maintenance costs over 
a 30-year appraisal period (5 years implementation, including 4 years construction, and 25 years 
operation). Benefits which accrue to otherwise suppressed traffic (para. 6) are estimated using 
the “rule of a half”.6 A 9% discount rate is used. The results are presented using the world price 
numeraire. The results in Table 6 indicate that the project is highly economically viable, with a 
benefit–cost ratio of 3.7, an economic internal rate of return of 24.6%, and a net present value of 
$623 million.  
 

Table 6: Streams of Costs and Benefits 
(2018 world prices, $ million) 

Year 

Incremental costs Incremental benefits   

Investment Maintenance VOC Time Emissions 
Total 

Benefits Net Benefits 

2018 0.0 0.0 0.0 0.0 0.0 0.0 0.0 
2019 0.0 0.0 0.0 0.0 0.0 0.0 0.0 
2020 80.0 0.0 0.0 0.0 0.0 0.0 (80.0) 
2021 80.0 0.0 0.0 0.0 0.0 0.0 (80.0) 
2022 80.0 0.0 0.0 0.0 0.0 0.0 (80.0) 
2023 80.0 0.0 0.0 0.0 0.0 0.0 (80.0) 
2024 0.0 0.2 60.5 15.6 2.2 78.3 78.1 
2025 0.0 (0.3) 74.0 16.3 2.4 92.8 93.1 
2026 (7.2) 0.2 83.3 17.0 2.6 102.9 110.0 
2027 0.0 0.2 104.9 19.5 2.7 127.1 126.9 
2028 0.0 0.2 101.7 20.1 2.9 124.7 124.6 
2029 0.0 0.2 97.1 20.2 3.1 120.4 120.2 
2030 0.0 0.2 101.0 20.9 3.3 125.1 124.9 
2031 6.3 0.2 103.2 21.6 3.5 128.2 121.7 
2032 0.0 0.2 108.1 22.3 3.7 134.1 133.9 
2033 0.0 0.2 113.5 23.1 3.9 140.5 140.3 
2034 0.0 0.2 118.7 24.0 4.1 146.8 146.6 
2035 0.0 0.1 123.8 24.9 4.4 153.1 152.9 
2036 0.0 0.2 120.5 24.8 4.6 149.9 149.7 
2037 0.0 0.1 125.0 25.5 4.8 155.3 155.3 
2038 0.0 0.2 129.5 26.3 5.1 160.9 160.8 
2039 6.3 (0.2) 134.4 27.1 5.4 167.0 160.8 
2040 0.0 0.2 139.6 27.9 5.7 173.2 173.1 
2041 0.0 (0.3) 141.7 28.8 6.1 176.6 176.9 
2042 (7.2) 0.2 148.4 29.6 6.4 184.4 191.5 
2043 0.0 0.2 155.4 30.5 6.8 192.8 192.6 
2044 0.0 0.2 161.8 31.5 9.7 203.0 202.9 
2045 0.0 0.2 168.0 32.5 10.3 210.8 210.6 

 
6 A standard method used in transport economics which approximates the incremental benefits from generated traffic. 

It is calculated as half of the product of the difference in generalized cost and difference in demand arising from an 
intervention. In this case the difference in demand is 40% of with-project vehicle-km. Expressed as present values, 
the benefits thus calculated amount to 13% of total VOC and time-saving benefits. 
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Year 

Incremental costs Incremental benefits   

Investment Maintenance VOC Time Emissions 
Total 

Benefits Net Benefits 
2046 0.0 0.2 174.5 33.4 10.9 218.9 218.7 
2047 6.3 0.2 181.3 34.4 11.6 227.3 220.9 
2048 (64.0) 0.1 179.2 33.7 12.2 225.1 289.0 
PV at 9% 232 0.6 689 141 26.0 856 623 

% of total benefits 80.5 16.4 3.1 NPV ($ million) 623 
      EIRR (%) 24.6 
      BCR 3.68 

( ) = negative, BCR = benefit–cost ratio, EIRR = economic internal rate of return, NPV = net present value, VOC = 
vehicle operating costs. 
Source: Asian Development Bank estimates. 

 
19. Sensitivity tests were carried out to determine the effect of variations in key input 
parameters. Table 7 shows switching values of 366% with respect to construction and 
maintenance costs and 27% with respect to benefits, meaning that the project would still be 
economically viable if construction costs were to rise by less than 366% or the benefits to fall to 
27% or less of base-case values. The economic internal rate of return falls to 18.8% if the benefits 
of avoiding trip suppression are excluded from the without-project scenario and no traffic diverts 
to Karamyk even after the bypass is complete. Additional tests reflect a complete lack of fuel cost 
savings (VOC savings of –30%), a 2-year delay in project completion, and no Karamyk diversion 
benefits. Economic viability remains sound under all situations tested. 
 

Table 7: Sensitivity Analysis 

Case 
EIRR 
(%) 

NPV 
($ million) 

Switching Value 
(%) 

Base case 24.6 623 
Cost +20% 21.8 577 366 
Benefits –20% 21.2 452 27 
VOC savings –30% 20.4 416  
Cost+20% and benefits –20% 18.6 339  
2-year delay in completiona 21.0 476  
No Karamyk diversion benefits 21.3 428  
No trip suppression or Karamyk 
diversion benefits 

18.8 337  

EIRR = economic internal rate of return, NPV = net present value, VOC = vehicle operating costs. 
a final year of evaluation period unchanged. 
Source: Asian Development Bank estimates. 

 
F. Financial Analysis 

20. The project is nonrevenue generating. The project road will be maintained under the 
government’s maintenance program. Therefore, aspects of financial sustainability have been 
assessed from the viewpoint of the government’s ability to ensure the upkeep of the assets 
created and improved under the project.  
 
21. An assessment of the MOT’s road asset management practices and capabilities was 
carried out during project preparation. Since 2000, the government has invested substantially in 
rehabilitating the core road network, which eliminated much of the maintenance backlog. All four 
CAREC corridors (2, 3, 5, and 6) passing through Tajikistan have been significantly improved with 
the support of ADB and other development partners. The MOT’s road condition surveys revealed 
that about 85% of international roads (3,348 km) and 52% of secondary roads (2,129 km) were 
in good or fair condition in 2016.  
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22. During 2010–2019, the annual budget for winter and routine maintenance doubled, from 
TJS34.0 million to TJS68.0 million (Table 8). The compounded growth rate for the winter and 
routine maintenance budget was 7.2%, with an average annual inflation rate of 6.7%. 
The annual average incremental maintenance costs for the project are estimated to be in line with 
the current expenditure on international highways (about $2,000 per km). However, current 
budget allocation is insufficient to meet the overall network maintenance needs, especially for 
periodic maintenance. Financing for maintenance should be increased by shifting rehabilitation 
funds to routine and preventive maintenance to achieve higher service levels and increased asset 
life. 
 

Table 8: Budgetary Allocation to Road Maintenance, 2010–2019 
(TJS million) 

Item  2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 

Road maintenance budget  34.0 39.0 46.8 50.6 57.2 59.6 62.9 60.2 60.8 68.0 
Total MOT budget 145.6 196.9 196.4 216.8 263.6 154.0 109.9    

Road maintenance funding 
share of total MOT budget (%) 

5.4 8.7 5.0 4.9 4.4 6.2 7.0    

MOT = Ministry of Transport 
Source: MOT. 

 

23. The government has made continued efforts to improve road maintenance planning, 
budgeting, and efficiency through the development of a road asset management system (RAMS), 
and the piloting of performance-based maintenance (PBM) contracts. ADB and the World Bank 
have supported development of the RAMS, which is expected to be fed soon into a 
5-year rolling plan. ADB has further supported the piloting of four PBM contracts (covering a total 
of about 325 km) to increase participation of the private sector and improve maintenance 
practices. The MOT intends to gradually institutionalize RAMS and PBM approaches to enable 
upscaling and alignment with the government’s planning and programming processes. 
 
24. Recognizing the need to further expand its revenue base, the government has sought 
assistance from development partners to gradually (i) set-up a road asset management unit within 
the MOT, (ii) establish a dedicated road maintenance fund, and (iii) introduce tolling on selected 
highway sections. The government has agreed with ADB and development partners to develop 
and implement a 5-year road map (2020–2024), including the abovementioned measures, to 
improve road maintenance and asset management across the network.7 The road map will be 
translated into a government decree (or other appropriate government action acceptable to ADB), 
which should be adopted by June 2020. 
 
25. The government is committed to maintaining the project roads and facilities at the required 
standard, as reflected in specific covenants in the draft grant agreement. The government’s 
continuous efforts to advance the RAMS, PBM, and tolling agendas will further improve the overall 
road maintenance situation. It is therefore concluded that the MOT has sufficient financial 
capacity, within the government’s budgetary procedures, to meet recurrent expenditures to 
adequately operate and maintain the project roads. 

 
7 Road Asset Management Road Map (accessible from the list of linked documents in Appendix 2). 


