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SECTOR ASSESSMENT (SUMMARY): TRANSPORT 
 

Sector Road Map 
 
A. Sector Performance, Problems, and Opportunities 
 
1. Context. Tajikistan has one of Central Asia's least developed transport sectors. While it 
inherited an extensive network of roads, railways, and airports from the former Soviet Union, 
inadequate maintenance, civil war damage, and disasters triggered by natural hazards have left 
it severely degraded. Roads are the dominant transport mode in Tajikistan, carrying 90% of 
passenger traffic and 70% of cargo traffic. Railways comprise 943 kilometers (km) of mostly 
single-track lines, located separately in Tajikistan’s north, center, and south. Tajikistan’s existing 
transport infrastructure, originally oriented toward Uzbekistan and the former Soviet republics, is 
constrained by restrictions at regional borders that discourage the efficient utilization of roads for 
cross-border trade. Improvements to road and railway systems are crucial to Tajikistan’s future 
economic development. 
 
2. Roads. The Ministry of Transport is the central governing body for Tajikistan’s transport 
sector. It has jurisdiction over 14,000 km of the road network comprising international, national, 
and local roads. Approximately 12,700 km of local roads (mostly rural, farm, and industrial 
access roads) are not under the Ministry of Transport’s jurisdiction. All roads are public property: 
28% are paved roads, 45% are bitumen-treated gravel roads, and the remaining 27% are gravel 
roads without any bitumen treatment. The road network was largely constructed before the 
1970s and 80% of the nation’s roads are in poor or very poor condition because of inadequate 
maintenance as a result of economic collapse after the breakup of the Soviet Union and the 
Tajik civil war. The road network is inadequate for present traffic volumes and loads—vehicle 
overloading has increased and road safety has deteriorated. The inherited network does not 
provide rural accessibility or optimize road user costs. Further, it has limited links to neighboring 
countries such as Afghanistan and the People’s Republic of China (PRC). Connectivity is being 
improved with development partner assistance, and the potential for road transport to support 
economic growth, poverty reduction, and social development is gradually being restored. A 
national road safety strategy was prepared in October 2015 with an initial focus on education, 
enforcement, and engineering. This includes an action plan approved by the Ministry of 
Transport, which is responsible for overseeing its implementation. 
 
3. Railways. Tajikistan’s railways were a part of the extensive railway network in the 
former Soviet Union, which was oriented toward Moscow. Consequently, the railway system 
consists of three disparate lines that are linked together on Uzbek territory. There is no direct 
rail link between Tajikistan’s north and south. In the north, a railway line crosses Tajikistan, 
linking Tashkent and the Fergana Valley in Uzbekistan. In the south, a line connects Dushanbe 
and the agricultural southwest with southern Uzbekistan and the rest of the former Soviet 
railway network, via Turkmenistan. In 2009, Tajikistan’s railways carried 14.5 million tons of 
freight, which dropped to 6.8 million tons in 2014. The significant drop in freight traffic after 2009 
was caused by a railway dispute with Uzbekistan because of a reduction in Uzbek transit 
through the northern branch of Tajik railways and complete blockade of the southern branch. A 
large number of locomotives and railcars need to be retired and major repairs are overdue. 
Signal equipment, communications, centralization, and shunting systems are badly in need of 
repair and upgrade. 
 
4. Aviation. Tajikistan has four major airports: Dushanbe, Khujand, Kulyab, and Kurgon 
Teppa. Because of its geography, topography, and climate, Tajikistan is regularly affected by 
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disasters such as floods, landslides, avalanches, and earthquakes that tend to isolate 
communities for long periods. Airports are therefore a critical lifeline for emergency 
communications and transport. Until 2010 the Tajik Air State Unitary Aviation Enterprise, a 
vertically integrated state monopoly, provided aviation services including operations through 
Tajik Air, airport operations, air traffic control, and fleet maintenance and repair. In 2010, the 
monopoly was broken up and its service areas were unbundled. Somoni Air, a privately owned 
carrier, has taken a large share of Tajik Air's former market. However, no major international 
airlines fly into Tajikistan except for Turkish Airlines (from Istanbul) and China Southern Airlines 
(from Urumqi). Overall Tajikistan's air transport system is expensive, inefficient, and has 
inadequate coverage. 
 
5. Sector governance. Greater road use accelerates pavement deterioration, which 
increases budget pressure for road maintenance. State budget allocations increased from 
TJS13.5 million in 2004 ($4.4 million) to TJS52.7 million in 2013 ($11.1 million). Current 
allocations are less than half of nationwide maintenance needs. Consequently, road 
maintenance is prioritized by road importance. The lack of alternatives to toll roads may divert 
revenue away from maintenance and reinvestment. 
 
6. Regional connectivity. Tajikistan borders Afghanistan for 1,206 km, the PRC for 
414 km, the Kyrgyz Republic for 870 km, and Uzbekistan for 1,161 km. Transport links provided 
by neighboring countries underscore the importance of regional cooperation for Tajikistan's 
economic growth prospects. Since 2000, Tajikistan dramatically improved its transport 
infrastructure to facilitate growth in regional trade, particularly with the PRC and other Central 
Asian countries. However, traffic through some border crossing points with Uzbekistan is 
completely blocked, while border crossing activities through operational border crossing points 
in key corridors reduce speeds by more than half and remain a barrier to regional trade.1 
According to the Central Asia Regional Economic Cooperation (CAREC) corridor performance 
measurement and monitoring, for road transport, the three most time-consuming activities are 
escort or convoy, waiting time, and loading or unloading. Tajikistan’s trade competitiveness is 
impeded by the high cost of transport logistics: it was ranked 131st (out of 150 countries) on the 
logistics performance index.  
 
B. Government’s Sector Strategy 
 
7. The National Target Development Strategy for the Transport Sector, 2011–2025 outlines 
the government’s long-term strategy for the transport sector.2 The strategy seeks to (i) provide 
infrastructure that can minimize transport costs; (ii) develop selected transport modes to 
enhance efficiency; (iii) exploit Tajikistan’s transit and tourism potential; and (iv) strengthen the 
competitiveness of domestic and international transport services.  
 
8. The strategy envisages an ambitious investment program of $9.3 billion over 15 years. 
Investments in the railway subsector account for 63% of total investments. Measured against 
Tajikistan’s current gross domestic product (GDP) and investment ratio, the investment program 
appears unrealistic. Planned annual investments of $623 million would triple the investments 
made in 2013 and would also exceed 22% of current GDP, which is nearly as high as 
Tajikistan’s overall investment ratio. 

                                                
1
 There are 25 border crossing points along Tajikistan’s border: 17 on the border with Uzbekistan, five on the border 

with the Kyrgyz Republic, two on the border with Afghanistan, and one on the border with the PRC. 
2
 Government of Tajikistan. 2011. National Target Development Strategy for the Transport Sector of the Republic of 

Tajikistan to the Year 2025. Dushanbe. 
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9.  A 2011 ADB-funded transport sector master plan highlights three strategic issues for the 
sector.3 First, since road transport is the most important mode of freight and passenger 
transport in Tajikistan, maintenance expenditures that reduce vehicle operating costs and travel 
times are essential. Capital investments should focus on completing the rehabilitation of national 
and regional road links, with priority given to those with the highest economic return and social 
benefit. Second, railway expenditures should focus on cost minimization and measures to 
ensure the railway network can adapt to changing markets. Third, civil aviation investments 
should be private sector driven—subject to the creation of an appropriate institutional 
framework—and should be financially self-sustaining, excluding investments in airport terminals 
and air safety and traffic control systems. 
 
10.  Tajikistan is a signatory of the Trans-Asian Railway Pact that links the railway systems 
of 28 countries in Asia and Europe, covering over 114,000 km (effective 11 June 2009). The 
pact was also ratified by Cambodia, the PRC, India, Mongolia, the Republic of Korea, the 
Russian Federation, and Thailand. It aims to facilitate freight and passenger traffic within Asia 
and between Asia and Europe through improved border transit facilities and processes. It will 
provide access to major ports for inland areas and landlocked countries such as Tajikistan. 
 
11. A 2009 road sector risk assessment carried out under the regional Governance and 
Capacity Development Initiative noted improvements in the governance of Tajikistan’s road 
sector. 4 However, inefficiencies relate to incomplete institutional and legal frameworks, the 
need to improve management capacity to implement modern practices, poor administration at 
local levels where budgets do not meet needs, and an overall lack of commercial vision for the 
sector’s future operations. Throughout the sector, institutional arrangements are conflicted 
between (i) carrying out regulatory functions that require oversight and monitoring of sector 
operations, and (ii) commercial activities that include the implementation of road projects.  
 
C. ADB Sector Experience and Assistance Program 
 
12. Sector experience. ADB’s investments focused on major road corridors of regional 
significance (i.e., CAREC program corridors). The railway subsector was not a priority, given the 
significant undertaking required to restore road serviceability, the substantial costs involved in 
railway system upgrading and expansion,5 and the uncertain development of Tajikistan’s 
railways.6 However, the size of ADB’s program in the transport sector, coupled with initiatives for 
policy and institutional reforms, has positioned ADB to influence government sector strategies, 
policies, and plans. ADB’s lead role in CAREC’s transport program contributed to its influence 
among other partners and stakeholders. ADB technical assistance played an important role in 
forging the direction and the performance of Tajikistan’s entire transport sector. 
  
13. ADB portfolio. ADB approved 12 loan and grant projects in the transport sector in 
1998–2015, including one policy-based program loan. The total amount of ADB’s transport 

                                                
3
 ADB. 2011. Developing Tajikistan's Transport Sector Master Plan. Manila. 

4
 ADB. 2009. Technical Assistance for Governance and Capacity Development Initiative (Phase 2). Manila. 

5
 Topography constrains the expansion of the railway network, which remains stagnant. Restricted network 

interconnectivity, limited and aging rolling stock and locomotives, and a heavy dependence on the Uzbekistan and 
Turkmenistan railway systems force Tajik travelers to resort to the more accessible and flexible road transport 
system. Although the state-owned Tajik Railways reported profits, it has no major investment in tracks or rolling 
stock. The northern line generates most of the profits, but this line alone provides an insufficient sales base. The 
continuing viability of Tajik Railways will depend on the diversification of its income sources.  

6
 Political factors play an important role in the state of Tajikistan’s railways. Since more than 60% of freight by 

railway was transit traffic originating from or destined for Uzbekistan, the scale of this traffic was largely outside the 
control of the Tajik authorities. 
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sector operations was $374.7 million, with assistance mainly for roads (including cross-border 
trade facilitation) and to a lesser extent, railways. The assistance mainly covers (i) rehabilitation 
and/or reconstruction of 400 km of CAREC Corridor 3 (Uzbekistan border–Dushanbe–Kyrgyz 
Republic border), 114 km of CAREC Corridor 6 (Ayni–Uzbekistan border), 80 km of the 
Dushanbe–Kulyab road, 87 km of the Vose–Khovaling road, 170 km of rural roads, and the 
modernization of regional customs and the development of border infrastructure; and 
(ii) nonphysical investments, including harmonizing highway design standards, strengthening 
implementation of the road maintenance financing system, facilitating transport cooperation 
among CAREC countries, providing sector institutional and policy support, and developing a 
transport sector master plan. ADB’s technical assistance program totaled $7.9 million, focusing 
on three areas: preparation of investments, institutional and policy support, capacity building 
and institutional strengthening for customs modernization. 
 
14. Coordination with Development Partners. Coordination with development partners is 
based on the joint country partnership strategy for 2010–2012, which is consistent with ADB’s 
CPS, 2010–2014. As the largest partner in the transport sector, ADB serves as the lead 
coordinating agency for the sector. Development partners active in transport include the 
European Bank for Reconstruction and Development (EBRD), the Islamic Development Bank, 
the Kuwait Fund, the OPEC Fund for International Development (OFID), and the Saudi Fund, in 
addition to bilateral donors such as the PRC. The CAREC program has a transport sector 
coordination committee that coordinates regional development partner activities, e.g., ADB 
cooperated with EBRD in the CAREC Corridor 3 (Dushanbe–Uzbekistan Border) Improvement 
Project in 2010 and with OFID in the CAREC Corridor 6 (Ayni–Uzbekistan Border Road) 
Improvement Project in 2012. A transport sector master plan for 2008–2025, prepared with ADB 
support, forms the basis for government strategic planning and provides a framework for 
coordination among development partners. 
 
15. Intended sector outcomes. ADB’s investments in the transport sector target improved 
transport infrastructure, enhanced road maintenance funding and management, increased 
competition in road operations and maintenance, better road safety, reduced cross-border 
barriers, and improved connectivity with CAREC neighboring countries. By delivering a more 
effective and efficient transport system, ADB’s investments in the transport sector will support 
sustained and more inclusive GDP growth. 
 
16. Indicative areas for interventions. ADB’s investments in 2016–2020 will continue to 
complement CAREC’s Transport and Trade Facilitation Strategy 2020.7 ADB operations will 
focus on regional cooperation, inclusive growth, and sustainability, with priority investments and 
technical assistance projects for road and railway development, road maintenance and safety, 
and trade facilitation, underpinned by long-term sector policy support and institutional capacity 
building. The mountainous terrain with remote villages makes access and connectivity difficult, 
especially for women. Such conditions limit the mobility of women and make it difficult for them 
to access markets, education and health facilities, and government offices. Gender-related 
activities will inform the design and implementation of related sector operations. Progress in 
achieving outcomes and outputs will be monitored through joint country portfolio performance 
reviews, project review missions, and project monitoring and evaluation indicators and systems.

                                                
7
  ADB. 2014. CAREC Transport and Trade Facilitation Strategy 2020. Manila. 
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Problem Tree for Transport Sector 
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