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BASIC DATA 
 

A. Loan Identification 
 
 1. Country 
 2. Loan Number 
 3. Project Title 
 4. Borrower 
 5. Executing Agency 
             6.          Amount of Loan 
 7. Project Completion Report Number 

 
 
Sri Lanka 
2546 
Eastern and North Central Provincial Road Project 
Government of Sri Lanka 
Ministry of Local Government and Provincial Councils  
SDR45,320,000 
PCR SRI 1591 
 

  
B. Loan Data 
 
 1. Appraisal 
  – Date Started 
  – Date Completed 
 
 2. Loan Negotiations 
  – Date Started 
  – Date Completed 
 
 3. Date of Board Approval 
 
 4. Date of Loan Agreement 
 
 5. Date of Loan Effectiveness 
  – In Loan Agreement 
  – Actual 
  – Number of Extensions 
 
 6. Closing Date 
  – In Loan Agreement 
  – Actual 
  – Number of Extensions 
 
 7. Terms of Loan 
  – Interest Rate 
   
                          – Maturity (number of years) 
  – Grace Period (number of years) 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 4 May 2009 
14 May 2009 
 
 
8 July 2009 
8 July 2009 
 
16 September 2009 
 
22 October 2009 
 
 
20 January 2010 
13 November 2009 
0 
 
 
30 June 2014 
30 September 2014 
1 
 
 
1.0% per annum during the grace period and 1.5% per  
annum thereafter 
32  
8  
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8. Disbursements 
  a. Dates 

Initial Disbursement 
 

21 April 2010 
 

Final Disbursement 
 

28 December 2015 
 

Time Interval 
 

68 months 
 

Effective Date 
 

13 November 2009 

Original Closing Date 
 

30 June 2014 
 

Time Interval 
 

55 months 
 

b. Amount($ million)  
Category or 
Subloan 

Original Allocation 
 
 
 

SDR                 $ 

Last Revised 
Allocation   

 
 

SDR 

Net  
Amount 

Available 
 
   SDR 

Amount Disbursed    
 
 
SDR                   $ 

Undisbursed     
    Balance 
 
 
     SDR 

1.Works 34,379,000 53,872,844 40,377,828 40,377,828 37,007,579 57,440,805 3,370,249 
2.Equipment 129,000 202,729 129,000 129,000 39,404 60,691 89,596
3.Consulting 
Services 

3,367,000 5,284,781 3,172,989 3,172,989 3,336,732 5,198,107 (163,743)

4.Project 
Management 

647,000 1,017,423 647,000 647,000 691,220 1,071,682 (44,220)

5.Interest 
During 
Implementati
on 

1,813,000 2,850,030 973,029 973,029 973,029 1,495,472 0

6.Unallocated  4,985,000 7,834,127 20,154 20,154 0 0 20,154
      
Total 45,320,000 71,061,934 45,320,000 45,320,000 42,047,964 65,327,745 3,272,036 
 
C. Project Data 
 

 1. Project Cost ($ million)  
Cost Appraisal Estimate Actual 

   
Foreign Exchange Cost 78.00 73.35 
Local Currency Cost   
 Total 78.00 73.35 
 

 2. Financing Plan ($ million) 

Cost Appraisal Estimate Actual 
A. Implementation Costs   

a. Borrower Financed 8.00 8.06 

b. ADB Financed   

Asian Development Fund (ADF) 67.19 63.80 
  Total 75.19 71.86 
B. Interest Cost    
     Interest Charges (ADB ADF) 2.81 1.49 
  Total 78.00 73.35 

ADB = Asian Development Bank, ADF = Asian Development Fund. 
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 3. Cost Breakdown by Project Component ($ million) 
Component Appraisal Estimate Actual 
Road and bridges improvement 52.30 56.39 
Project management  6.20 6.29 
Eastern Province Road Development office 
improvement 

1.00 1.12 

Taxes and duties 8.00 8.06 
Contingencies 7.70 0.00 
Financing charges during implementation
  

2.80 1.49 

Total 78.00 73.35 

 
 4. Project Schedule 
Item Appraisal Estimate Actual 
Date of contract with consultants   
Project implementation consultant –(Cardno) Q4 2009–Q4 2012 Q4 2009–Q2 2014 
Project implementation consultant – (URS)  Q4 2009–Q4 2012 Q4 2009–Q2 2014 
Infrastructure)   
Civil works contract   
Phase I packages   
     Kokkuvil–Sathurukondan–Thannamunai Village Q3 2011–Q1 2013 Q3 2011–Q3 2013 
     Road (4.85 km), New boundary road (2.4 km),   
     Valaiyaravu Bridge approach road (1.0 km),    
     Vavunativu–Aiyithiyamalai road (10.5 km)   
     Kanniya–Allesgarden road (3.2 km), Kaivaikal–  Q1 2010–Q4 2011 Q1 2010–Q1 2012 
     Kakamunai–Munaichchenai road (1.9 km), and   
     L.B. Channel road (16.0 km)   
Phase II packages   
     Construction of Parasangaswewa–Katukeliyawa Q1 2010–Q1 2012 Q3 2010–Q2 2012 
     road (32.5 km)   
     Construction of Anuradhapura–Oyamaduwa– Q1 2010–Q1 2012 Q3 2010–Q2 2012 
     Pemaduwa road (10.6 km) and Singharagama–     
     Ranorawa–Nikawewa road (26.3 km)   
Equipment and supplies   
     Supply and installation of local area networking   Q1 2012–Q1 2012 
     System   
     Supply and installation of computers and   Q1 2012–Q1 2012 
     Accessories   
   
EP = Eastern Province, NCP = North Central Province. 

URS = Project implementation consultant for North Central Province 
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 5. Project Performance Report Ratings 
 
 
 
Implementation Period 

Ratings 
Development 

Objectives 
Implementation 

Progress 

From 13 Nov 2009 to 31 Dec 2009 Satisfactory Satisfactory 
From 1 Jan 2010 to 30 Jun 2010 Satisfactory Satisfactory 
From 1 Jul 2010 to 31 Dec 2010 Satisfactory Satisfactory 
   
After the change of ADB performance rating system (effective from 1 January 2011) 
From 1 Jan 2011 to 30 Jun 2011 On track 
From 1 Jul 2011 to 31 Dec 2011 On track 
From 1 Jan 2012 to 30 Jun 2012 On track 
From 1 Jul 2012 to 31 Dec 2012 On track 
From 1 Jan 2013 to 30 Jun 2013 On track 
From 1 Jul 2013 to 31 Dec 2013 On track 
From 1 Jan 2014 to 30 Jun 2014 On track 
From 1 Jul 2014 to 30 Sep 2014 On track 

 
 
D. Data on Asian Development Bank Missions 
 
Name of Mission 

 
Date 

No. of 
Persons 

No. of 
Person-Days 

Specialization 
of Members 

Consultation mission 26 Nov–3 Dec 2008 4 28 a,b,c,c 
Consultation mission  22–24 Jan 2009 4 8 a,b,d,e 
Fact-finding mission 19 Feb–5 Mar 2009 4 56 a,b,c,c 
Appraisal mission 4–14 May 2009 5 50 a,b,d,c,f 
Social safeguard due diligence 
mission   

19–26 Oct 2009 2 14 h,g 

Inception mission 7–8 Dec 2009 5 5 b,g,e,i,j 
Review mission 26 Apr–11 May 2010 4 60 c,i,k,l 
Review mission  25 Oct–3 Nov 2010 5 45 c,i,k,l,o 
Review mission 28 Mar–7 April 2011 5 50 c,k,m,n,o 
Review mission 17–24 Oct 2011 4 28 p,k,n,o 
Review mission 3–12 Dec 2012 4 36 p,q,r,s 
PCR mission 19–24 Oct 2015 3 15 p,q,t 
     
PCR= Project Completion Mission 
 
a = project administration unit head, b = transport specialist, c = project implementation officer, d = social 
development specialist, e = social/sector resettlement officer, f = gender specialist (consultant), g = project 
implementation officer (road and transport), h = resettlement and social development officer, i = project 
implementation officer (agriculture and environment), j = consultant governance, k = disbursement officer, l = 
disbursement analyst, m = senior financial control assistant, n = associate finance control analyst, o = project analyst,  
p = senior project officer, q = social safeguard officer, r = environmental officer, s = assistant project analyst, t = 
country director.  



 
 

 

I. PROJECT DESCRIPTION 
 
1. The Eastern and North Central Provinces of Sri Lanka were adversely affected by the 
prolonged internal armed conflict in the country, which ceased in May 2009.1 The Government 
of Sri Lanka re-established civil administration in Eastern Province in 2008 and started 
development activities, including in adjacent provinces, to integrate and streamline the 
socioeconomic development in these provinces with the rest of the country. In line with the 
government objectives, the Eastern and North Central Provincial Road Project was formulated 
with the assistance of the road project preparatory facility (RPPF) during 2008–2009.2  The main 
purpose of the project was to re-establish connectivity within the two provinces and with the rest 
of the country. The project coincided with other government-sponsored development activities 
that focused on re-establishing civil life in the conflict-affected areas of the two provinces. 
 
2. The report and recommendation of the President (RRP), 3  dated 20 August 2009, 
identified the primary project output as rehabilitation and improvement of 370 kilometers (km) of 
provincial roads—220 km in North Central Province and 150 km in Eastern Province.4 The 
project was to be financed under an Asian Development Bank (ADB) loan of SDR45.32 million 
($70.00 million), supplemented by $8.00 million of government funding. Rehabilitation and 
improvement work was to include road pavements, bridges, culverts, and drainage systems of 
project roads, which were to be selected from long lists proposed by each province. The criteria 
for short listing roads for project adoption included economic internal rate of return (EIRR), the 
functionality of the road in connecting economic and social services and national highways, 
traffic volume, road conditions, poverty index, and the importance of the road for public bus 
services. To be eligible for inclusion in the project, a road had to achieve an EIRR of above 10%. 
A feasibility study was conducted under the RPPF to finalize the list of project roads and level 2 
designs5 for each road.6 
 
3. Selected project roads and bridges, including culverts and causeways, were grouped 
into contract packages on the basis of geographic proximity and estimated cost. Originally, there 
were 11 road packages and two bridge packages in each province. These were later increased 
by the addition of two road packages in Eastern Province and one bridge package in North 
Central Province, using loan savings. At appraisal, it was decided to include performance-based 
road maintenance contracts (PBRMCs) in the civil works contracts to secure the medium-term 
sustainability of the project roads. In addition, selected bridges and culverts were rehabilitated 
and replaced. 

                                                
1
 The internal armed conflict refers to the conflict between the government and the Liberation Tigers of Tamil 

Eelam. 
2
 The Road Project Preparatory Facility was approved by ADB’s Board of Directors in April 2004 (with a budget of 

$15 million) for the Government of Sri Lanka. The loan funds were to conduct road project preparatory work 
comprising feasibility studies, detailed designs, bid documents preparation and evaluation, and assistance with 
contract negotiations for both national and provincial roads. 

3
 ADB. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan and 

Technical Assistant Grant to the Democratic Socialist Republic of Sri Lanka for the Eastern and North Central 
Provincial Road Project. Manila. 

4
 In Eastern Province, ADB covered roads in Batticaloa and Trincomalee districts only, while the World Bank 

covered 70 km of roads in Ampara district. 
5
 This design concept is adopted in Sri Lanka for the rehabilitation of roads in flat terrain and does not involve any 

widening of the road corridor. The design is prepared based on field data collection and minimum topographic 
surveys, and quantities are calculated to 10% accuracy. Only typical and outline construction details are provided 
with the bid documents. The design is fine-tuned, after detailed topographic surveys, during the implementation of 
the contract.  

6
 Ministry of Local Government and Provincial Councils(MPCLG). 2008. Final Report - Feasibility Study: Sub Group 

II (N). Colombo. 
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4. Secondary outputs of the project were (i) enhancement of project management 
capabilities of the Eastern Provincial Road Development Department (EPRDD) and the North 
Central Provincial Road Development Authority (NCPRDA); and (ii) improvement of the EPRDD 
offices, by constructing offices for the provincial director and chief engineer in Batticaloa.  
Technical assistance of $0.8 million, attached to the loan, aimed to enhance the project and 
road asset management capabilities of the EPRDD and NCPRDA, improve their business 
procedures, and assist in modernizing their offices.7  
 
5. The Ministry of Provincial Council and Local Government (MPCLG)8 was the executing 
agency and the implementing agencies were the Eastern Provincial Council (EPC) through the 
EPRDD, and the North Central Provincial Council (NCPC) via the NCPRDA. 
 
6. The design and monitoring framework (Appendix 1) describes the outputs achieved, the 
outcome, and the success of the project towards meeting the wider impact. 
 

II. EVALUATION OF DESIGN AND IMPLEMENTATION 
 
A. Relevance of Design and Formulation 
 
7. Prolonged conflict resulted in stagnation of socioeconomic development in the Northern 
and Eastern Provinces and bordering areas of North Central Province. This led to higher levels 
of poverty and lower standards of living. Under development in these areas was a major 
obstacle to achieving the government’s Millennium Development Goal of reducing poverty for 
the entire country.9 Therefore, immediately after retaking control of these conflict-affected areas, 
the government sought urgently to restore the civil administration while developing infrastructure 
to synchronize regional socioeconomic standards with rest of the country. These government 
initiatives were well supported by the project. Primarily, the project contributed to improving road 
infrastructure, which was essential for carrying out other development activities. It also 
contributed to restoring the civil administration by strengthening and enhancing the capacity of 
road sector agencies and related contractors. Building and equipping offices under the project 
enabled the EPRDD to conduct its administrative and operational work. 
 
8. The project was consistent with ADB’s country partnership strategy 2009–2011, which 
recognized that achieving high and equitable growth would be vital in reducing poverty.10 A key 
obstacle to growth was the serious infrastructure bottleneck, especially in the transport network, 
which failed to provide adequate connectivity between global and domestic markets, and 
between the hinterland and economic centers. The project aimed to improve connectivity of the 
regional transport networks and links to the national network, thereby encouraging socially 
inclusive development. The country partnership strategy envisaged improved roads, in 
conjunction with a range of other carefully coordinated measures designed to strengthen 
administrative and absorptive capacity in poorer regions, to contribute to poverty reduction. 
Overall, the project was well aligned with the country partnership strategy by contributing to a 
reduction of regional development disparities in Sri Lanka. 
 
9. The design envisaged using local contractors to promote capacity development of the 
local construction industry. Although some contractors initially lacked knowledge of bidding 

                                                
7
    ADB. 2009. Technical Assistance to Sri Lanka for Capacity Development of Provincial Road Agencies. Manila. 

8
    Earlier known as the Ministry of Local Government and Provincial Councils (MLGPC). 

9
 Government of Sri Lanka. 2006. Mahinda Chinthana: Vision for a New Sri Lanka – A Ten-Year Horizon 

Development Framework 2006-2016. Colombo. 
10

 ADB. 2008. Country Partnership Strategy: Sri Lanka, 2009–2011. Manila. 
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processes and construction methods and were short of equipment, they progressively improved 
through involvement with the project. The civil engineering contracts provided for 3-year 
PBRMCs, which were key elements of the project, being beneficial in the medium term for both 
the contractors and the implementing agencies. The PBRMC period ensured continuous 
employment of the contractors and helped maintain the road network until the respective road 
development agencies gained capacity in terms of finance, human resources, and equipment to 
take over. Long-term maintenance of provincial roads is always a problem. The RRP 
recommended that dedicated provincial vehicle license fees for road maintenance be 
introduced. 
 
10. The feasibility studies conducted under the RPPF provided a sound basis for road 
selection, design, and implementation. The studies covered (i) engineering and traffic aspects, 
(ii) treatment options and cost estimates, (iii) social and environmental aspects, and (iv) 
economic aspects. The final list selected from long lists for each province was further refined to 
also account for fairness of distribution among different ethnic groups. Feasibility studies 
provided level 2 designs accommodating existing rights of way and recommended double 
bituminous surface treatment (DBST) for all project roads. These level 2 designs helped to 
speed up detailed design and therefore project implementation.    
 
11. ADB approved a minor scope change proposed by the government for two roads in 
North Central Province to improve access to the new development area identified by the 
government.11 Changes to the design of the Sinharagama–Ranorawa–Nikawewa road (package 
NCP10) and the Oyamaduwa–Thanthirimale road (package NCP11) comprised widening and 
changing the wearing course from DBST to asphalt concrete to allow for expected higher traffic 
loads.12  
 
12. In addition, towards the end of the project, two minor scope changes were introduced for 
the Eastern Province to use loan savings. At the government’s request, an extension of the 
Divulana–Vallavely road (2.4 km) was included as a contract variation to the EP08B package so 
as to complete the regional network. 13  Further, the Vanunathivu–Kokkadicholai road was 
included because of the high level of traffic expected to result from construction of a new bridge 
across the lagoon at Manmunai.14  

 
13. The overall project design focused on improving connectivity of provincial road networks 
and strengthening and enhancing institutional capacity. The project was highly relevant during 
implementation and remained so at completion. 
 
B. Project Outputs 
 
14. The RRP identified three project outputs: (i) rehabilitation and improvement of project 
roads, including rehabilitation or replacement of bridges; (ii) enhancement of project 
management capabilities of the EPRDD and NCPRDA; and (iii) improvement of EPRDD offices. 
The achievements are summarized in the design and monitoring framework (Appendix 1). 

                                                
11

 Oyamaduwa was selected by the government as a special development area and introduced new projects along 
with the annual educational and development exhibition organized on Independence Day on 4 February 2012. 

12
 ADB. 2010. Memorandum (24 September 2012) for the Eastern and North Central Provincial Roads Project - 

Minor Change in Implementation Arrangement. Colombo. 
13

 ADB. 2010. Memorandum (7June 2012) for the Eastern and North Central Provincial Roads Project - Request for 
a Minor Change to a Project. Colombo. 

14
 This bridge was opened for traffic in mid-2014 and was funded by the Japanese International Cooperation 

Agency.  
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1. Rehabilitation and/or Improvement of Roads and Bridges 

15. Table 1 presents the actual achievements in outputs compared to those anticipated at 
appraisal. Civil works were originally envisaged in 26 packages (13 in each province), based on 
their geographical location and convenience for contractors to mobilize and organize.  
 

Table 1: Project Outputs at Appraisal and Completion 
Component Unit Appraisal Completion 

A. 
A.1 

Rehabilitation and/or Improvement of Project Roads 
Eastern Province 

km 
km 

371.45 
151.39 

385.44 
165.74 

A.2 North Central Province km 220.06 219.70 
B. Rehabilitation and/or Replacement of Bridges, Culverts, 

and Causeways 
Nos. 43 91 

B.1 Eastern Province Nos. 19 42 
B.2 North Central Province Nos. 24 49 

km = kilometer. 
Source: Report and Recommendation of the President to the Board of Directors and project completion 
report findings. 

 
16. Table 1 shows that the project delivered greater than anticipated outputs in terms of 
length of roads and numbers of bridges and culverts rehabilitated or improved15. It achieved an 
extra 14 km of roads in Eastern Province under minor scope changes and the number of 
bridges and culverts structures increased by 48. Use of roads built or upgraded in 2014 is 
500,603 vehicle-kilometers and households with reduced flood risk were 3000. Around 386 
kilometers of provincial roads  have been built or upgraded.  Details of the completed works 
packages in each province are given in Appendix 2. 
 
17. All bridges selected for rehabilitation or replacement were located on project roads 
(Appendix 2). Table 1 indicates that the project rehabilitated or replaced 42 structures in Eastern 
Province and 49 in North Central Province. This was almost double the number planned at 
appraisal. There were two reasons for this: (i) monsoon flood damage during 2010–2011 
required the consultants to reassess cross-drainage requirements and designs, and (ii) land 
mine hazards on some roads in Eastern Province during appraisal prevented comprehensive 
field data collection. The number of existing culverts could only be identified later during contract 
implementation.16 The additions included seven bridges in North Central Province, as a new 
package (NCPBP03) funded out of loan savings. 
 

2. Enhancement of Project Management Capability of the Eastern Provincial 
Road Development Department and North Central Provincial Road 
Development Authority  

18. The project implementation consultants (PICs) provided on-the-job training, transferring 
hands-on project management skills to staff members from the EPRDD and NCPRDA. In 
addition, formal training programs delivered under the technical assistance (TA) successfully 
enhanced the overall project management capacities of EPRDD and NCPRDA staff. This 
helped staff members from the EPRDD and NCPRDA to implement PBRMCs under the project. 

                                                
15

  In terms of ADB Results Framework, the project contributed to the following indicators: i) 385.4 km of provincial 
roads were built or upgraded compared with the target of 370 km; ii) Use of roads built or upgraded is 500,603 
vehicle-kilometers in 2014 compared with the target of 480,580 vehicle-kilometers; iii) Households with reduced 
flood risk were 3,000 households; and iv) 2,300 hectares of land improved through irrigation, drainage and flood 
management. 

16
   At appraisal it had not been possible to assess the full requirement because of land mine hazards at the time. 
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19. Almost the entire staff of the EPRDD and NCPRDA, at different levels of management, 
benefitted from a capacity development program conducted under the TA, aimed at enhancing 
project and road asset management capabilities. Training programs were conducted at 
domestic and international levels. Modernizing basic office facilities with information technology 
(IT) and management information systems boosted institutional capacity, while improving the 
technical and managerial skills of the staff, especially in the EPRDD. Assistance under the TA 
was further extended to both the EPRDD and NCPRDA by provision of necessary office 
equipment including road management and maintenance system (RMMS) and Geographical 
Information System (GIS)  mapping system. (Appendix 1). 
 

3. Improvement of Eastern Provincial Road Development Department Offices 

20. Under the loan, two EPRDD offices—for the provincial director and chief engineer—were 
constructed in Batticaloa. In addition, the EPRDD office in Trincomalee was renovated. The loan 
also provided financial assistance to purchase computers and accessories and to establish local 
area networks.  
 
21. Apart from the loan, the TA also contributed to improving the EPRDD offices. The supply 
and installation of local area networks in the provincial director’s office and in other regional 
offices of the EPRDD were financed mainly through the TA. (Appendix 1). 
 
C. Project Costs 
 
22. At appraisal, project investment costs were estimated at $78.0 million, including taxes 
and duties of $8.0 million. The detailed project costs, as envisaged at appraisal and at 
completion, are summarized in Table 2. Full details are given in Appendix 3, including costs by 
component, category, and finance source. 
 
23. ADB financed the $70.0 million loan for the project and the government financed the 
balance of $8.0 million (for taxes and duties). At the request of the government (mid-2011), ADB 
reallocated $7.70 million from the “unallocated” category to cover extra costs incurred in 
contract awards ($0.33 million), construction of two buildings ($1.35 million), and repairs to flood 
damage during the 2010–2011 monsoon. Another reallocation was approved in mid-2013 to 
transfer savings under the categories of “interest” ($1.29 million) and “consultants” ($ 0.30 
million) to the category of “civil works” to introduce new contract packages to rehabilitate 
additional roads. 
 
24. At completion, the total cost was $73.35 million. The savings were mostly due to the 
appreciation of the dollar. 
 

Table 2: Project Costs at Appraisal and at Completion 
($ million) 

Item  Appraisal Completion 

A. Base cost 59.50 63.80 

B. Taxes and duties 8.00 8.06 

C. Contingencies 7.70 0.00 

D. Financing charges during implementation 2.80 1.49 

 Total 78.00 73.35 

Source:  Appendix 3 
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D. Disbursements 
 
25. An imprest account was established by the MPCLG17 at the Central Bank of Sri Lanka, 
to which loan disbursements were made in accordance with ADB’s Loan Disbursement 
Handbook (2007, as amended from time to time) and as agreed with the government. A second-
generation imprest account was also established for the project coordination unit of the MPCLG. 
In addition, second-generation imprest accounts were established for each provincial council 
and operated by the chief secretary. The disbursed amount of the loan is $65.27 million, which 
is 93.50% of the loan, and the balance of $4.55million. The use of second-generation imprest 
accounts facilitated easy disbursements. However, ADB had to extend the finance closing date 
by 2 months as the implementing agencies were not able to liquidate the advance in time. 
 
26. The projected and actual quarterly disbursements under the loan are compared in 
Appendix 4. In general, the performance of both awarding and disbursing contracts was 
exemplary, demonstrating the significance of project quality at entry with most of the feasibility 
and engineering activities completed prior to the start of project implementation using the RPPF. 
ADB’s first disbursement was made on 11 December 2009. Disbursements peaked in 2010 and 
2011, when phase 1 and phase 2 contracts were fully active and overlapping, and repairs to 
flood-affected roads were also under way. During the first year, from the third quarter of 2009, 
actual cumulative disbursements exceeded the projected disbursements because of early 
award of contracts.   
 
E. Project Schedule 
 
27. Appendix 5 compares the actual schedule with that envisaged in the RRP. The project 
was implemented in two phases for each province. A time lag of about 3 months was planned 
between commencement of each phase to reduce the initial workload of the MPCLG, EPC, and 
NCPC. Appendix 6 provides a chronology of main events during the project preparation and 
implementation. 
 
28. Out of 10 original packages included in phase 1 (five in each province), eight were 
awarded in November 2009, with civil works commencing in January and February 2010 and 
recruitment of the two PICs on 1 January 2010. The remaining two packages in Eastern 
Province were delayed pending a decision of the Appeal Court 18  (Appendix 6) and were 
eventually awarded in June 2011.  
 
29. By the end of 2010, all original packages in phases 1 and 2 were under implementation. 
Unusually heavy and persistent monsoon rains during December 2010–February 2011 
damaged most of the project roads and held up construction work in each province. This 
seriously impacted the progress of civil works and further time was required to repair damage. 
As the project was extended by only 3 months, accumulated delays in road rehabilitation 
contracts reduced the duration of the PBRMCs funded under the loan. As the cost associated 
with this non inclusion of a portion of the PBRMCs was less than 3% of the total cost, these 
remaining PBRMCs were funded by the government.  
 

                                                
17

   Footnote 8, p. 2. 
18

 A bidder challenged the procurement process of packages EP01 and EPBP03 at the Appeal Court and was 
granted an injunction order against the award of the two packages. Eventually the case was settled with the 
agreement of the bidder to rebid for the two packages. 
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30. The two new road packages (EP07A and EP07B) were completed by September 2014, 
while the new bridge package (NCPBP03) was finished by February 2014. The two building 
packages (under output 3) were completed on 15 April 2013 and 25 October 2013. 
 
31. The institutional capacity development program under the TA was delayed by 12 months 
because of late recruitment of the PBRMC consultant. One reason for the delay was the failure 
in the consultant negotiation process, which commenced in March 2011. All tasks were 
eventually completed by February 2013, nearly a year after the scheduled completion date.  
   
F. Implementation Arrangements 
 
32. Implementation arrangements remained basically as conceived in the RRP. The 
organizational structure adopted for both provinces is presented in Appendix 7. The MPCLG19 
was the executing agency, with overall responsibility for project coordination at the central level, 
including provision of policy and technical guidance and interagency coordination. The MPCLG 
undertook these activities through the existing project coordinating unit established under the 
ADB Road Sector Development Project 20and RPPF. The project coordinating unit was led by a 
project coordinator assisted by a chief accountant, office engineer, and support staff. 
 
33. The implementing agencies were the EPC (through the EPRDD) and the NCPC (through 
the NCPRDA). The implementing agencies were responsible for project management, including 
(i) procurement, (ii) day-to-day project implementation, (iii) withdrawal application certification, 
(iv) progress report preparation, (v) implementing PBRMCs, and (vi) maintenance of project 
accounts and completion of loan financial records for auditing purposes. For Eastern Province, 
the implementing agency was led by the EPRDD provincial director, assisted by the chief 
engineers, and various support staff members. For North Central Province, the implementing 
agency was headed by the NCPRDA general manager, assisted by the chief engineer of 
operations 1, the chief engineer of operations 2, the chief accountant, the office engineer, and 
various support staff members. 
 
34. The borrower established a national steering committee for overseeing and monitoring 
implementation of the project and overseeing the adequacy of overall funding. The committee 
was chaired by the secretary of the MPCLG21 and consisted of representatives from the Ministry 
of Finance and Planning (External Resource Department and National Planning Department), 
Finance Commission, and Ministry of Highways and Road Development, and chief secretaries 
of the EPC, NCPC, EPRDD, NCPRDA, and the project coordination unit. Representatives of the 
Central Environmental Authority, Geological Survey and Mines Bureau, and utilities agencies 
(electricity, telecommunications, water, and drainage) were invited members, as and when 
required. The committee met quarterly at the MPCLG, as intended. 
 
35. The EPC and NCPC established provincial coordination committees responsible for 
monitoring project implementation at the provincial level. Each committee was chaired by the 
chief secretary of the respective province, and consisted of a representative from the respective 
road agency (EPRDD or NCPRDA) and the PIC of the respective province (ex officio, 
nonvoting). Members of the Central Environmental Authority, Geological Survey and Mines 

                                                
19

   Footnote 8, p. 2. 
20

  ADB. 2002, Report and Recommendation of the President to the Board of director: Proposed Road Sector  
Development Project in Sri Lanka. Manila. 

21
   Footnote 8, p. 2. 
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Bureau, and utilities agencies were invited as and when required. Committees met quarterly at 
the respective provincial council offices, as intended.  
 
G. Conditions and Covenants 
 
36. Appendix 8 summarizes the compliance with conditions and covenants. All covenants 
were relevant, focusing on good governance and implementation practices. All covenants have 
been complied with, or are in the process of being complied with, except the covenant requiring 
a commitment by the provincial agencies to allocate the entire revenue from vehicle license fees 
to finance road routine maintenance22. The EPC passed a resolution to allocate 50% of revenue 
from vehicle license fees, and the NCPC is still working on one. As this is a covenant for the 
Northern Road Connectivity Project,23 ADB will continue to follow up with the government.   
 
H. Related Technical Assistance 
 
37. The capacity development TA was provided to support (i) modernizing the EPRDD’s 
offices, (ii) improving business processes, and (iii) enhancing management of road assets. The 
TA mainly focused on developing capacity of the EPRDD. Services were provided by (i) an 
international road operation and management specialist (24 person-months), (ii) a national 
specialist for pavement and materials (12 person-months), and (iii) a management information 
system specialist (12 person-months) during March 2011–February 2013.  
 
38. The TA was assessed successful in improving organizational structures, and in 
streamlining staffing and working procedures of the EPRDD (IT, funding procedures, and 
managerial and technical skills). Additionally, the TA assisted in establishing road management 
and maintenance systems (RMMSs) and GIS mapping systems for the EPRDD and NCPRDA. 
These provided information to road engineers about the network and its condition, and assisted 
them in effectively planning and programming road maintenance and budgets (Appendix 9). 
 
I. Consultant Recruitment and Procurement 
 
39. The MPCLG recruited PICs for each province according to the ADB Guidelines on the 
Use of Consultants (2007, as amended from time to time). The consultant teams served as the 
engineer for civil works contracts .24 They supported the EPRDD and NCPRDA in implementing 
the project and in strengthening their capacity for contract management, performance 
monitoring, and evaluation. PIC contracts for supervision services were awarded in December 
2009 to Cardno-Acil (Australia)25 for Eastern Province and to Scott Wilson India26 for North 
Central Province. 
 
40. ADB supported the government’s initiative for adopting advance procurement and 
provided necessary guidance and assistance. The advance action was approved by 
management on 29 January 2009 and the EPRDD and NCPRDA were supported by 

                                                
22

  A preventive, preventative or cyclical maintenance, is an essential part of the on-going care and upkeep of road 
23

  ADB. 2010. Report and Recommendation of the President to the Board of Directors: Proposed Loan and Technical 
Assistant Grant to the Democratic Socialist Republic of Sri Lanka for the Northern Road Connectivity Project. 
Manila. 

24
 As per the International Federation of Consulting Engineers (FIDIC) conditions of contract, the engineer 

administers the contract. 
25

 Cardno-Acil, in association with Engineering Consultants (Sri Lanka) and MG Consultants Sri Lanka. 
26

 Scott Wilson India in joint venture with Scott Wilson UK and in association with Resource Development 
Consultants Sri Lanka. Later the name was changed as URS Asia. 
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procurement specialists throughout the process. As requested by the government, national 
competitive bidding procedures, acceptable to ADB, were adopted for civil works contracts. 
Post-qualification had been exercised for civil works contracts, with a bid period of 30 days, 
applying a single-stage two-envelope bidding procedure. The use of these procedures was 
justified because contract sizes were relatively small and the project was located in a recently 
conflict-affected area, both circumstances making the work unattractive to foreign contractors. 
The positive experience of two previous ADB roads projects27 encouraged adoption of national 
competitive bidding. 
 
J. Performance of Consultants, Contractors, and Suppliers 
 
41. The performance of the consultants was rated satisfactory. Consultants had to cope with 
some less-experienced, small-scale, province-based contractors, as well as work with the 
EPRDD, which had weak institutional capacity. These facts were taken into account when 
assessing the performance of the consultants, together with the political complexity and 
emergency nature of the project. Despite these difficulties, the consultants were able to 
minimize delays caused by flood damage and successfully complete other additional tasks 
demanded during project execution. Their commitment in implementing environmental 
monitoring plans and controlling cost overruns was widely appreciated. In the early stages of the 
project, both PIC teams reviewed the level 2 designs and customized them for the individual 
project roads, with assistance of the respective contractors. Both PIC teams also assisted 
province-based, small-scale contractors by providing training in bid document preparation and 
construction management.  
 
42. The performance of contractors was rated satisfactory. Some road contractors 
completed works on schedule, while others exceeded the original target dates. Taking into 
account the adverse impact of initial post-conflict disruption, severe flood damage, and the initial 
low capacity of some of the province-based contractors, the overall performance is rated 
satisfactory.  
 
43. For road and bridge packages, seven out of the 12 contractors in Eastern Province were 
nonprovincial national contractors, as were five out of the eight in North Central Province. 
Because of the post-conflict situation, they took some time to mobilize and settle. They 
experienced difficulty in accessing materials and labor during the initial stages of construction. 
Moreover, because of inexperience, some province-based, small-scale contractors were late in 
completing initial contract formalities (such as obtaining securities, insurances, and engineer’s 
approval where necessary, and carrying out necessary surveys). Contractors found it difficult to 
recruit and retain staff because of the poor local living conditions.  
 
44. At the request of the provincial councils, more opportunities were provided for province-
based, small-scale local contractors under the phase 2 road packages. In addition to being 
involved as subcontractors for construction work, they were encouraged to bid for complete 
packages by reducing the sizes of individual packages in terms of estimated cost. This 
approach was successful; three small local contractors in Eastern Province and two in North 
Central Province were able to execute complete packages.28 This was a positive step by the 

                                                
27

  ADB. 2002. Report and Recommendation of the President to the Board of director: Proposed Road Sector 
Development Project: Manila; ADB. 1997. Report and Recommendation of the President to the Board of Directors 
on a Proposed Loan and Technical Assistance Grant to the Democratic Socialist Republic of Sri Lanka for the 
Southern Provincial Roads Improvement. Manila. 

28
  Small-scale local contractors awarded with complete packages are Manpower Group, LG Constructions, and Vijay 

Construct in Eastern Province, and DMC Constructions and Nirupama Constructions in North Central Province. 
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project in building local ownership and capacity in construction methods and management. A 
major weakness of some of these small contractors arose from lack of effective planning and 
limited experience in DBST work. By engaging with the project, they gained useful experience 
with International Federation of Consulting Engineers (FIDIC) standards and contract 
procedures. Their engagement was important in sustaining local industry, as well as for 
maintaining the road network in the long run.  
 
45. The performance of suppliers was rated satisfactory. There was one supplier for 
procurement and installation of local area networks, computers, and accessories for the EPRDD. 
In North Central Province, three suppliers provided office equipment and a generator, and 
refurbished the conference room. 
 
K. Performance of the Borrower and the Executing Agency 
 
46. The government (as borrower) and the MPCLG (as the executing agency) performed 
satisfactorily. Both had worked previously with ADB over many years and were well aware of 
ADB procedures. Advance procurement action adopted by the executing agency, with the 
intention of expediting project implementation, successfully enabled award of contracts for civil 
works as soon as the loan became effective. The MPCLG promptly intervened after loan 
effectiveness to recruit PICs for both provinces. As a result, civil works for phase 1 packages 
commenced in January 2010, only 1 month after loan effectiveness. The MPCLG maintained a 
good relationship and liaised promptly with ADB on required variations, scope changes, and 
actions for repair of flood damage. 
 
47. The borrower and executive agency performed very effectively during project execution. 
However, they were unsuccessful in achieving organizational requirements to ensure project 
sustainability. The EPC is still waiting for Ministry of Finance approval for new cadre positions 
proposed for the EPRDD under the capacity development program (Appendix 9). The lack of 
required human resources may jeopardize effective maintenance procedures. The NCPRDA 
also still needs to fill its required cadre positions, though it functions under a comparatively 
better organizational structure. Consequently, overall performance was downgraded to 
satisfactory.  
 
L. Performance of the Asian Development Bank  
 
48. The performance of ADB was rated satisfactory. ADB assisted the project since its 
formulation under RPPF funds. Processing of the project loan was relatively rapid; it took 4 
months from appraisal to Board approval in September 2009. The role played by ADB’s review 
missions was seen to be very helpful in keeping the project on track and in providing advice 
regarding technical issues, bid document preparation and evaluation, and loan administration. 
ADB’s intervention to ensure project implementation progress was appreciated, especially 
during the early stages when mobilization of contractors was slow and when EPRDD and 
NCPRDA actions in defining rights of way and setting up social and environmental safeguard 
measures were time consuming. ADB was proactive in carrying out awareness programs for 
project stakeholders whenever required. Workshops arranged by ADB on social safeguard 
policy statements (October 2009) and bid document preparation (December 2009) were helpful 
interventions. 
 
49. The executing agency and each implementing agency appreciated the ADB team’s 
knowledge of technical issues (which facilitated decision making and monitoring), and its 
understanding of the financial aspects. The executing agency and implementing agencies also 
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appreciated ADB’s timely decision making in consultation with agencies, on budget reallocations, 
release of contingencies, and approval of variations and scope changes, which enabled 
completion of outputs. The MPCLG also appreciated ADB’s assistance in recruiting international 
experts, including seeking a suitable road maintenance and operations specialist, given the 
shortage of experts in this discipline. 

 

III. EVALUATION OF PERFORMANCE 
 
A. Relevance 
 
50. The project is rated highly relevant. The project remained relevant at appraisal and 
completion. The project was designed to improve the road network in formerly conflict-affected 
areas in Eastern Province and North Central Province, thereby contributing to government 
initiatives to raise the socioeconomic status of the two provinces relative to that of the rest of the 
country. The lagging development of the provinces had been a major obstacle for the 
government in realizing its Millennium Development Goal of reducing poverty at the national 
level.29 The project was also consistent with ADB’s country partnership strategies for 2009–
2011 and 2012–2016,30 which promoted inclusive and sustainable economic growth to reduce 
poverty. Improving connectivity of the road network conformed to ADB’s focus on socially 
inclusive development by providing access for economic and social services for the poor and 
those who lived in formerly conflict-affected areas. Furthermore, the strengthening of the 
capacity of provincial road agencies satisfied ADB’s objective of better service delivery by 
decentralization of decision making, as well as the government’s process of power devolution 
adopted under the 13th amendment of the Constitution. The project conformed to the objectives 
of the government and ADB in reaching short- and long-term objectives at both regional and 
national levels. 
 
51. Although PBRMCs had been introduced under the Road Sector Development Project, 
this was the first project in which they were combined with construction contracts. ADB has 
successfully adopted this contract model for subsequent roads projects in Sri Lanka. The project 
therefore contributed to making this innovative model into industry good practice. 
 
52. The project structure, including the extent of work, remained largely as in the original 
design. Minor changes were adopted to deal with flood damage, use loan savings, and 
accommodate emerging needs in the provinces.  
 
B.  Effectiveness in Achieving Outcome 
 
53. The project is rated highly effective in achieving its outcomes of an improved road 
network in Eastern Province and North Central Province and strengthened institutional capacity 
of the EPRDD and NCPRDA. The outcome for the improved road network envisaged reductions 
in travel time and vehicle operating costs (Appendix 1). The project was highly effective in 
overachieving these targets, as indicated by travel time surveys31 conducted on sample project 
roads and the results of economic reevaluations (Appendix 11). Table 3 shows that outcomes 

                                                
29

 Government of Sri Lanka. 2006. Mahinda Chinthana: Vision for a New Sri Lanka – A Ten Year Horizon 
Development Framework 2006–2016. Colombo. 

30
 ADB. 2008. Country Partnership Strategy: Sri Lanka, 2009–2011. Manila; ADB. 2011. Country Partnership 

Strategy: Sri Lanka, 2012–2016. Manila.  
31

 ADB.2015. Eastern and North Central Province: Traffic Data Collection and Analysis for Eastern Province.  
Colombo. 
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exceeded appraisal targets by more than 100%. These estimates were based on dry weather 
conditions; greater reductions can be expected during the rainy seasons. 
 
54. Improved human capital and effective road asset management reflect the project support 
to build capacity in the EPRDD and NCPRDA. Apart from the organizational and procedural 
changes, all the other components proposed for the EPRDD under the capacity development 
program were achieved successfully. Enhancing technical and managerial skills of EPRDD staff, 
through training programs and modernizing office facilities with IT-related and other office 
accessories, raised the performance of the EPRDD. In addition, both the EPRDD and NCPRDA 
have gained confidence in using RMMSs and management information systems for their 
operational functions (Appendix 9). 
 

Table 3: Travel Time and Vehicle Operating Costs 
(%) 

Province Performance Indicator 
Reduction 

Target Achievement 

Eastern Province Vehicle operating cost per vehicle-km 30 42 

North Central Province Vehicle operating cost per vehicle-km 20 32 
Eastern Province Travel time saving for motorized vehicles 50 55 
North Central Province Travel time saving for motorized vehicles 30 40 
km = kilometer. 
Source: Design and monitoring framework (Appendix 1) and project completion report survey results (Appendix 11).  

 

55. As construction was restricted to the existing road corridor, there was no physical or 
economic and permanent or temporary displacement of people, other than one house that 
encroached on road reservations (D1 East Channel Bund Road, NCP08). The occupants of this 
encroachment were identified and highlighted during ADB’s social safeguards and due diligence 
mission.32 The NCPRDA provided the household with an alternative dwelling. In compliance 
with ADB guidelines, grievance redress committees (GRCs) were established to resolve 
environmental and involuntary resettlements issues within each divisional secretary division 
(chaired by the divisional secretary and including the chief engineer, a community mediation 
board, and a community leader). The GRCs functioned effectively to resolve issues quickly, 
amicably, transparently, and out of court. This ensured continuity of construction work. The 
implementing agencies EPRDD and NCPRDA) stated that no grievances of a serious nature 
were reported to the GRCs. During the construction stages, both women and men were 
employed but some wage disparity was observed among laborers.  
 

C. Efficiency in Achieving Outcome and Outputs 
 
56. The project is rated efficient in achieving its targeted outcomes and outputs. At appraisal, 
EIRRs were calculated for individual roads, and there was a requirement that only roads with an 
EIRR exceeding 10% were to be selected for the project. For this project completion report 
(PCR), economic reevaluations were carried out for individual project road sections and for the 
overall project, using actual construction costs (Appendix 11). Economic analyses of individual 
project roads indicate economically viable investments: EIRRs for individual roads range from 
12.0% to 33.5% in Eastern Province and 12.9% to 34.4% in North Central Province. The EIRRs 
for all the roads in each province are 18.1% for Eastern Province and 23.6% for North Central 
Province. The overall project has an EIRR of 21.1%. The economic analyses further indicate that 
savings in vehicle operating costs and travel time for motorized vehicles account for 60% of total 

                                                
32

 ADB. 2009. Memorandum of Review Mission (25 October–3 November 2010) for the Eastern and North Central 
Provincial Roads Project. Colombo. 
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benefits in Eastern Province and 34% in North Central Province. Savings for nonmotorized 
vehicles account for 6% over the design life of 20 years. Overall, the economic feasibility of the 
project is robust; it can tolerate adverse developments to primary benefit and cost categories and 
changes in parameters. 
 
57. All project stakeholders—the government, ADB, executing agency, implementing 
agencies, and contractors—contributed to raising the efficiency of the process. Advance 
procurement actions adopted by the government, and supported by ADB, facilitated award of 
contracts as soon as the loan was approved .Confining designs to level 2 principles during the 
feasibility study saved resources. The final designs, prepared during implementation, were 
better suited to actual site conditions and used fewer resources. The committees, set up for 
overseeing funding and progress of work (the national steering committee at the MPCLG level 
and provincial steering committees were active and met as frequently as planned. Efficiency 
was enhanced by close liaison between ADB, the executing agency, and the implementing 
agencies in resolving technical, administrative, and financial issues in a timely manner. 
Additional costs, due mainly to remedial works required after flood damage, were effected within 
the loan allocation. 
 
58. The project would have been rated highly efficient but, for the following, it was rated 
efficient: 

(i) Despite time extensions granted to contractors to account for flood damage and 
additional work, most packages were completed by the revised completion dates. 

(ii) Because of delays in completing construction, PBRMC responsibilities in some 
contracts were extended beyond the loan closing date and hence could not be 
financed under the loan. Because of this, about 3% of the total contract amount 
could not be used. The government bore these costs.  
 

D. Preliminary Assessment of Sustainability 
 
59. Project sustainability is rated less than likely. The introduction of performance-based 
road maintenance to road contracts and the TA support should have enabled the EPRDD and 
NCPRDA to attain a sustainability rating of likely, because 

(i) the PBRMC ensured timely intervention for routine and periodic maintenance of 
the project roads for the first 3 years;  

(ii) the initial 3 years provided opportunities for each agency to prepare and build their 
institutional and financial capacities for future maintenance of the roads; and  

(iii) the capacity development program provided under the TA (Appendix 9) gave a 
considerable impetus, especially for the EPRDD, to strengthen road asset 
management procedures; the RMMS established for both provinces enabled the 
implementing agencies to recognize required maintenance interventions well in 
advance and to prepare accordingly. 
 

60. However, in anticipation of future financial and human resource constraints, project 
sustainability was downgraded to less than likely. Financing road maintenance is always a 
concern for provincial agencies. Currently, financing for road maintenance is facilitated through 
the provincial specific development grants and block grants provided by the central government, 
with budgetary allocations made by the provincial councils. However, the inadequacy and 
inconsistency of such annual allocations reduce the ability of the agencies to run effective 
annual maintenance programs (Appendix 12). At appraisal, it was recommended that funds 
collected through the vehicle revenue license be dedicated for provincial road maintenance. 
However, this is still not fully functioning. Approval was granted by the board of ministers for 
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Eastern Province but North Central Province is yet to gain such approval. This needs to be 
followed up in future. Lack of human resources is also a concern for both the EPRDD and 
NCPRDA in planning and managing routine maintenance work. In both provinces the necessary 
cadre positions are yet to be filled. As a result, institutional sustainability is doubtful. 
 
E. Impact 
 
61. The project had a significant impact on improving living conditions and well-being of 
about 26,000 households in the formerly conflict-affected areas in each province. The main 
contributor to the well-being of the people was the restoration of peace in 2009. Thereafter, 
many development programs were implemented by the government and donor agencies to 
further raise living conditions of the people and to reduce poverty. Appendix 13 assesses the 
socioeconomic impacts of the project in detail. 
 
62. Most of the project roads were gravel surfaced before rehabilitation. Converting them to 
DBST has increased driving comfort. Moreover, pedestrians no longer experience a dusty 
environment during the dry seasons or slippery surfaces during the wet seasons. Public 
transport operators have been encouraged by improvements in the road network to provide 
more services between the rural and urban areas at affordable fares for all kinds of users. Such 
services have led to increased mobility and accessibility for rural communities, thereby 
enhancing the quality of life. Farmers benefitted from lowered transport costs and easier access 
to urban markets, enabling them to earn higher prices for their crops (Appendix 13). 
 
63. As expected in the initial environmental examinations, which were prepared in 
accordance with ADB's Environment Policy (2002) and Environmental Assessment Guideline,33 
there were no adverse environmental or social impacts observed during construction. In the 
early stage of construction, contractors did not practice proper dust control methods while laying 
base and sub-base materials.  
 
 

IV. OVERALL ASSESSMENT AND RECOMMENDATIONS 
 
A. Overall Assessment 
 
64. The project is rated successful, based on a review of its relevance, effectiveness, 
efficiency, and sustainability. It was designed to establish the connectivity of the road network, 
which was needed to carry out other complementary development activities for the formerly 
conflict-affected areas. During implementation, the project did not deviate from its original 
objectives and designs, except for minor scope changes for two roads in North Central Province 
to provide access to the national exhibition site, the additional cost for which was borne by the 
government. The fact that the project was able to exceed its planned outputs (with an additional 
15.35 km of roads and 48 road structures [bridges, culverts, and causeways]) without exceeding 
the planned budget indicates its success in terms of delivering outputs. This was despite 
needing to repair flood damage incurred during 2011–2012. Repairs were recovered through 
fund reallocation within the original budget. It is creditable that all construction packages were 
completed before loan closure despite an initial unfavorable political environment and bad 
weather during 2011–2012. This enabled the maximization of project benefits by using almost 
all funds available. Enhancement of the project management capabilities of the EPRDD and 
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NCPRDA, and construction of EPRDD offices, should contribute to the future sustainability of 
the agencies. 
 
 
B. Lessons 
 
65. Several lessons were learned during formulation and implementation: 

(i) Advance project preparatory and procurement actions facilitated the award of 
contracts soon after loan effectiveness. 

(ii) Introducing small contract packages enabled participation by smaller, province-
based local contractors, creating more local ownership and helping to develop 
the contractors’ capacities. As the scope covered under these packages was 
very small compared to the total scope of the project, implementation delays in 
one or two small contracts did not adversely affect overall project implementation.  

(iii) Most road agencies in Sri Lanka now prefer asphalt concrete surfacing over 
DBST because of lower maintenance interventions, although for asphalt concrete 
surfacing the initial construction cost is higher. The life cycle cost analysis 
conducted by the PCR mission (Appendix 12) shows that asphalt concrete is 
slightly preferable to DBST in terms of costs to the road agency and the road 
users, when the Average Daily Traffic is more than 500. 

(iv) Including a 3–4 year PBRMC in road rehabilitation contracts is effective.  
(v) Workshops conducted by the Sri Lanka Resident Mission increased the 

awareness among project stakeholders of ADB procedures and project 
management. Such programs showed positive results during implementation and 
can be expected to simplify processes in any future engagements with ADB. 
 

C. Recommendations 
 

1. Project Related 
 
66. Further action or follow-up. Proposals to fund future maintenance through vehicle 
revenue license fees collected within each province need to be followed up by ADB and the 
government as defined in the loan covenant. Implementation of capacity development program 
recommendations for the EPRDD also needs to be followed up. 
 
67. Timing of the Project Performance Evaluation Report. The timing of this report is 
proposed for about 3 years from the date of this PCR. 
 

2. General 
 
68. Project design advances or TA loans should be used during the preparatory phase to 
implement most, if not all, of the preconstruction activities before the project loan is approved. 
These activities include feasibility studies, detailed engineering, procurement, land acquisition 
and resettlement, and environmental safeguards. 
 
69. All selected province-based, small-scale contractors should be exposed to awareness 
programs regarding ADB’s payment procedures, bidding process, and social and environmental 
safeguard practices prior to implementation of a project. This would enhance performance 
during implementation. 
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DESIGN AND MONITORING FRAMEWORK 
 
Design Summary Performance Targets and/or Indicators Actual Achievement (as of January 2016) 
Impact   
Improved transport system in 
Sri Lanka 

By 2017:  
2,374 km of national highways and 6,000 km 
of provincial roads upgraded and 
rehabilitated 

By end of 2014, about 3,700 km (30%) of national highways had 
been upgraded and rehabilitated.

a
 

By end of 2014, approximately 3,800 km (20%) of provincial 
roads had been upgraded and rehabilitated.

b
  

Outcome   
Improved road network in 
Eastern Province and North 
Central Province

d
  

 

By project completion: 
 
Vehicle operating costs reduced by 30% in 
Eastern Province and 20% in North Central 
Province 
 
Travel time reduced by 50% in Eastern 
Province and 30% in North Central Province 
 
Improved management and operation of road 
network 

By completion of all project roads in 2014: 
Vehicle operating cost per vehicle-km reduced by 42% in 
Eastern Province and by 32% in North Central Province. 
Travel time cost per vehicle-km reduced by 59% in Eastern 
Province and by 44% in North Central Province as a result of 
reduction in travel time by about 55% for Eastern Province and 
40% for North Central Province following the improvement of 
project roads (Source: Appendix 11). 
 
Information management and road maintenance systems 
established in each province being used by NCPRDA, and to 
lesser extent by EPRDD, for rational decision making in the 
preparation of annual maintenance programs and budget 
proposals 

Outputs   
1. Provincial roads are 
rehabilitated and improved, 
and selected bridge links are 
rehabilitated and replaced. 
 
2. EPRDD and NCPRDA 
project management 
capability is enhanced.  

By project completion:   
 
Approximately 150 km of roads in Eastern 
Province and 220 km roads in North Central 
Province are rehabilitated. 
 
19 bridges and culverts in Eastern Province 
and 24 in North Central Province are 
rehabilitated and replaced.  
Five staff for each of EPRDD and NCPRDA 
are provided with on-the-job training with 
extensive hands-on project management 
skills.  

Achieved more than originally planned. 
 
Provincial roads:  
Eastern Province: 165.7 km rehabilitated 
North Central Province: 219.7 km rehabilitated 
Bridges and culverts: 
Eastern Province: 42 bridges and culverts rehabilitated 
North Central Province: 16 bridges replaced (including 7 box 
bridges), 17 bridges and 16 causeways rehabilitated 
Around 195 staff of EPRDD and NCPRDA, at different levels of 
management, benefitted under 17 programs conducted to 
enhance project and road asset management capabilities. The 
programs were conducted under the TA grant attached to the 
project loan (Appendix 9).  
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Design Summary Performance Targets and/or Indicators Actual Achievement (as of January 2016) 
3. EPRDD's office is 
improved.  

EPRDD's offices in Trincomalee and 
Batticaloa are improved.  

Provincial director’s and chief engineer’s office buildings in 
Batticaloa constructed and office in Trincomalee renovated 
(based on priority requirements of EPRDD), under the project 
loan basic office facilities (including computers, software, 
copiers, local area networks, etc.) acquired under the TA 
(Appendix 9). 

 

Activities with Milestones Actual Implementation Schedule 
Inputs at 
Appraisal Actual Input 

1.    Roads, Bridges, and EPRDD Office Rehabilitation and Improvement For Activities 
1 and 2: 
 
ADB: $70.00 
million  
 
Government: 
$8.00 million 
 

For Activities 1 
and 2: 
 
ADB: $65.32 
million  
 
Government: 
$8.06 million 
 

1.1 Contract award of civil works (phase 1) by 
October 2009 

Out of 10 original packages included in phase 1 (five in each 
province), eight were awarded in November 2009. The 
remaining two packages in Eastern Province were delayed 
pending a decision of Appeal Court and eventually awarded 
in June 2011. 

1.2 Contract award of civil works (phase 2) by 
March 2010 

Out of 16 original packages included in phase 2 (eight in 
each province), 12 were awarded by March 2010. The 
remaining four packages in Eastern Province were delayed 
as original bids were nonresponsive and required rebidding. 
These packages eventually awarded—three in September 
2010 and the remainder in November 2010. 
In addition, two building packages for Eastern Province 
were awarded in February 2012. 
When nearing completion of the original phase 2 packages, 
additional packages were added to utilize loan savings. 
These included two road packages and one bridge package 
for North Central Province. Road packages were awarded in 
March 2014 and the bridge package in May 2013 

1.3 Completion of all construction and 
maintenance works by December 2013   
 
Note: Milestones revised as of September 
2014 (Appendix 5) 

Out of 22 original road packages (11 in each province), 
construction of four packages (one in Eastern Province, 
three in North Central Province) was completed by 
September 2011.  
Of the remaining 18 packages, 14 were constructed by 
December 2012. 
The construction of the remaining three packages in North 
Central Province was completed by August 2013. The 
construction of the final package (EP01) was completed in 
June 2014.   
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Activities with Milestones Actual Implementation Schedule 
Inputs at 
Appraisal Actual Input 

All original bridge packages (four) were completed by 2014 
December. 
Constructions of two building packages in Eastern Province 
were completed by October 2013. 
Construction of the two additional road packages and the 
bridge package funded through loan savings were 
completed in September and February 2014. 

2.    Project Management     

2.1 Engagement of project implementation 
consultant by October 2009 

Delayed by 2 months. Cardno-Acil appointed for Eastern 
Province and Scott Wilson India appointed for North Central 
Province on 1 January 2010 

2.2 Project management on-the-job training 
completed by June 2013 

Capacity development program facilitated, under the TA, to 
enhance project management skills of EPRDD and 
NCPRDA staff. The program was completed by February 
2013. 

3.    Institutional Capacity Development  For Activity 3: 
 
ADB: $0.80 
million 
 
Government: 
$0.15 million 
(in kind) 
 

For Activity 3: 
 
ADB: $0.61 
million 
 
 

3.1 Engagement of capacity development TA 
consultant by March 2010     

The consultant was recruited and mobilized by 22 March 
2011.  

3.2 Preparation of capacity development 
plan, including organizational improvements, 
staffing allocation and assignments, training 
programs, and MIS requirements by June 
2010 

The draft capacity development plan was prepared in June 
2011 and amended a few times in consultation with EPC 
and EPRDD staff. The final capacity development plan for 
Eastern Province was submitted by November 2011 

3.3 Establishment of simple MIS consisting of 
peer-to-peer office local area network, basic 
office software, and EPRDD website by July 
2010  

Establishment of MIS and other related activities were 
completed in EPRDD in September 2012 and in NCPRDA in 
February 2013. 

3.4 Development of functioning road 
maintenance management system with 
completed provincial inventory and visual 
conditions data with base map by March 
2011  

The data collection for the RMMS was commenced in 
August 2011 in both provinces and completed by May 2012. 
The RMMS and GIS were established with its attributes in 
NPRDD by August 2012 and in NCPRDA in December 2012 

3.5 Annual maintenance works program by 
May 2011  

Annual maintenance works program for Eastern Province 
and North Central Province prepared and presented by 
December 2012 

3.6 Preparation of an objective road 
maintenance budget application for  

The maintenance budget application was prepared for 
Eastern Province by January 2013 
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Activities with Milestones Actual Implementation Schedule 
Inputs at 
Appraisal Actual Input 

FY2012 onward by June 2011     
3.7 Preparation of 3-year rolling road 
investment plans (2012–2014) by August 
2011 

Three-year rolling road investment plans for both provinces 
prepared by February 2013 Total Input Total Input 

$78.95 million $73.99 million 

ADB = Asian Development Bank, ENCPRP = Eastern and North Central Provincial Road Project, EPRDD = Eastern Provincial Road Development Department, 
GIS= Geographical Information System, NCPRDA = North Central Provincial Road Development Authority, PBRMC = performance-based road maintenance 
contract, RMMS= Road Maintenance Management System,  RRP = report and recommendation of the President, TA = Technical assistance 
a
 Government of Sri Lanka. 2015. Annual Report of the Ministry of Finance for 2014. Colombo. 

b
 Government of Sri Lanka, Ministry of Provincial Councils and Local government. 2015. National project director, personal communication. 

c
 Risks and assumptions have been removed from the impact statement (ADB. 2015. Updated Design and Monitoring Framework Guidelines. Manila). 

d
 RRP included “improved institutional capacity” as a second outcome. This has been deleted, as a design and monitoring framework may have only one outcome, 
as per ADB’s design and monitoring framework guidelines.

c
 The improved institutional capacity should be reflected in the improved road network outcome. 

Sources: ADB. 2009. Proposed Loan and Technical Assistance Grant: Eastern and North Central Provincial Road Project Manila; EPRDD. 2014. Borrower’s 
Project Completion Report: Eastern and North Central Provincial Road Project. Eastern Province. Trincomalee; NCPRDA. 2014. Borrower’s Project Completion 
Report: Eastern and North Central Provincial Road Project, North Central Province. Anuradhapura.



20        Appendix 2 

 
 

 

PROJECT ROADS AND PACKAGES 
Table A2.1: Roads and Packages in Eastern Province 

 

Phase Package
a
 

Roads Length (km) 

Code Name 
Package 
(Inception) 

Road  
(Completion) 

Package  
(Completion) 

Phase 1 EP01 EPBTC013 Kokkuvil–Sathurukondan–
Thannamunai 

18.75 4.59 19.01 

EPBTC015 New Boundary Road 2.47 
EPBTC020 Valalyaravu Bridge Approach 1.5 
EPBTC068 Vavunathivu–Aiyithiyamalai 10.45 

EP03 EPTCC006 Kanniya–Allesgarden 21.10 3.20 21.10 
EPTCC019 Kaivaikal–Kakamunai–

Munaichchenai 
1.90 

EPTCC025 L B Channel Road 16.00 
EP04 EPBTC069 Hensman Road 22.65 13.63 21.36 

EPBTC072 Vavichenai Access 4.80 
EPBTC091 Oddamavady–Meeravodai 1.49 
EPBTC095 Kiran Ferry Road 1.44 

EPBP02 EPBTC015 New Boundary Road 

 

 
13 bridges 

EPBTC020 Valalyaravu Bridge Approach 1 bridge 
EPBTC045 Divulana–Vellavely Causeway 
EPBTC057 Thalankudah–Manmunai–

Mavadimunmari 
Causeway 

EPBTC068 Vavunathivu–Aiyithiyamalai 4 bridges 
EPBTC069 Hensman Road 1 bridge 
EPBTC072 Vavichenai Access 6 bridges 
EPBTC095 Kiran Ferry Road 1 bridge 

EPBP03 EPTCC006 Kanniya–Allesgarden 

 

1 bridge 29 bridges 
EPTCC017 Kuchchaveli–Kallampathai 2 bridges 
EPTCC019 Kaivaikal–Kakamunai–

Munaichchenai 
5 bridges 

EPTCC025 L B Channel Road 8 bridges 
EPTCC028 Pankulam–Kivulekada–Thiriyai 13 bridges 

Phase 2 EP05 EPTCC028 Pankulam–Kivulekada–Thiriyai 25.00 25.00 25.00 
EP06 EPTCC017 Kuchchaveli–Kallampathai 22.10 9.70 22.10 

EPTCC028 Pankulam–Kivulekada–Thiriyai 12.4 
EP07A EPBTC027A Vanunathivu–Kokkadicholai 

 
7.00 7.00 

EP07B 5.95 5.95 
EP08A (12) EPBTC044 Police Station–Eruvil Road 1.40 1.42 1.42 
EP08B (8) EPBTC045 Divulana–Vellavely 20.00 12.40 22.40 

EPBTC049 Komariya–Mandur 10.00 
EP10A (13) EPBTC054A Thumankerny–Thikodai 2.33 2.50 2.50 
EP10B (14) EPBTC054B Thumankerny–Thikodai 2.33 2.50 2.50 
EP10C (15) EPBTC054C Thumankerny–Thikodai 2.33 2.00 2.00 
EP10D (10) EPBTC057 Thalankudah–Manmunai–

Mavadimunmari 
13.40 13.40 13.40 

EP11A Buildings Provincial Director’s Office 
(Batticaloa)  

1 building 1 building 

EP11B Chief Engineer’s Office (Batticaloa) 
 

1 building 1 building 
Total Length (Roads only) 151.39 165.74 165.74 

EP = Eastern Province, EPRDD = Eastern Province Road Development Department, km = kilometer. 
a
 Package number at inception is given within brackets if it is different to the number at completion. 

Source: EPRDD. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road Project. Trincomalee. 
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Table A2.2: Roads and Packages in North Central Province 
 

Phase Package
a
 

Roads Length (km) 

Code Name 

Package 
(Inception) 

Road  
(Completion) 

Package  
(Completion) 

Phase 1 NCP01 NCAMC012 Gonapathirawa/Senapura/Kagama/ 
Akkara 500 

31.20 13.00 31.10 

NCAMC022 Olukarada/Ganewalpola 6.45 

NCAMD020 Maradankadawela/Muriyakadawala 8.30 

NCAHC074 Galenbindunuwewa/Nikawewa 3.35 

NCP 08 NCPMC226 Kaduruwela Muslim colony 18.91 4.40 18.40 

NCPMC227 D1 East Channel Bund 11.70 

NCPMD230 Manikkampitiya Channel Bund 2.30 

NCP 10 NCAND118 Aluthgama/Asirithgama Road 28.00 5.80 28.00 

NCANC162 Oyamaduwa/Thanthirimale Road 22.20 

NCPBP1 Bridge 
Contract 

Bridges on NCAHD83/91, 
NCANC122/160/162/165 

  
12 Bridges/ 

14 Causeways 
NCPBP2 Bridge 

Contract 
Bridges on NCAMC012/022, 
NCPMC208,NCAMD020 

  
14 Bridges/  

2 Causeways 
Phase 2 NCP 02 NCAMD032 Andiyagala/Nanwaththegama 16.00 16.00 16.00 

NCP 3a NCAHD091 Gurugalhinna/Ellapothana/ 
Walahawiddawewa 

16.80 17.00 17.00 

NCP 3b (12) NCAHD098 Ranpathwila/Ellawewa 2.50 2.50 2.50 

NCP 3c (13) NCAMC026 Pothana/Ihalagama 3.55 3.60 3.60 

NCP 3d (14) NCAMC026 Pothana/Ihalagama 3.55 3.55 3.55 

NCP 06 NCANC165 Parasangaswewa/Katukeliyawa 32.50 32.50 32.50 

NCP 09 NCPMC208 Medirigiriya/Meegaswewa 30.15 17.90 30.15 

NCPMC267 Aselapura/Kurulubeddha 12.25 

NCP 11 NCANC160 Anuradhapura/Oyamaduwa/ 
Pemaduwa 

36.90 10.60 36.90 

NCANC164 Singharagama/Ranorawa/Nikawew
a 

26.30 

*NCPBP3 Bridge Contract (7 Bridges on NCAMC012)   7 Bridges 

Total Length (Roads only) 220.06 219.70 219.70 

KM = kilometer, NCP = North Central Province, NCPRDA = NCP Road Development Authority.  
a
 Package number at inception is given within brackets if it is different to the number at completion. 

Source: NCPRDA. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road Project. 
Anuradhapura. 
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PROJECT COSTS 
 

Project Cost at Appraisal and Completion  
($ million) 

Item 

Cost at Appraisal Cost at Completion 

Total 
ADB 

Share 
(%) 

Gov’t 
Share 

(%) 
Total 

ADB 
Share 

(%) 

Gov’t 
Share 

(%) 
A. Base / Investment Cost  
 1. Road and Bridge Improvement / Civil Work 53.12 100.0 0.0 57.44 100.0 0.0 
  a. Eastern Province

a
  26.72 100.0 0.0 29.46 100.0 0.0 

  b. North Central Province 26.40 100.0 0.0 27.98 100.0 0.0 
 2. Consultants 5.20 100.0 0.0 5.20 100.0 0.0 
  a. Eastern Province 2.60 100.0 0.0 2.56 100.0 0.0 
  b. North Central Province 2.60 100.0 0.0 2.64 100.0 0.0 
 3. Equipment 0.20 100.0 0.0 0.06 100.0 0.0 
 4. Taxes and Duties

b
  8.00 0.0 100.0 8.06 0.0 100.0 

 Subtotal A 66.52 88.0 12.0 70.76 88.6 11.4 
B. Recurrent Costs – Project Management

c
  

 1 Project Coordination Unit 0.20 100.0 0.0 0.29 100.0 0.0 
 2. Eastern Province 0.40 100.0 0.0 0.47 100.0 0.0 
 3. North Central Province 0.40 100.0 0.0 0.34 100.0 0.0 
 Subtotal B 1.00 100.0 0.0 1.10 100.0 0.0 

C. Contingencies        
 1. Physical Contingencies

d
  4.98 100.0 0.0 0.00 0.0 0.0 

 2. Price Contingencies
e
  2.69 100.0 0.0 0.00 0.0 0.0 

 Subtotal C 7.67 100.0 0.0 0.00 100.0 0.0 
D. Interest During Implementation

f
  2.81 100.0 0.0 1.49 100.0 0.0 

Total 78.00 90.0 10.0 73.35 89.0 11.0 
a  

Includes the improvement cost of office building in addition to road and bridge improvement.  
b
  At appraisal, taxes and duties computed at 12% of civil works contract values, foreign consultant remuneration, 

and equipment.  
c
  Recurrent costs cover incremental administrative expenditures including imprest account bank charges. 

d
  At appraisal, physical contingencies computed at 10% for civil works contract and consulting services contract 

values. 
e
  At appraisal, price contingencies computed at 2.4% for foreign exchange costs and 7.0% for local currency costs. 

f
  At appraisal, interest during construction estimated at 1% for the grace period (8 years). 
Source: Asian Development Bank. 2009. Report and Recommendation of the President to the Board of Directors: 
Proposed Loan and Technical Assistance Grant, Eastern and North Central Provincial Road Project. Manila; Project 
Completion Report computations; Asian Development Bank Sri Lanka Resident Mission. 
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LOAN DISBURSEMENTS 
 

Figure A4.1: Quarterly Disbursements, Actual and Projected  
($ million) 

 
Source: Project Completion Report computations, Asian Development Bank Sri Lanka Resident Mission. 

 
Figure A4.2: Cumulative Disbursements, Actual and Projected 

 ($ million) 

 
Source: Project Completion Report computations, Asian Development Bank Sri Lanka Resident Mission.
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JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND JFM AMJ JAS OND

A.Project Preparation

1. Loan Processing & Approval by ADB

2. Loan Signing & Effectiveness

B.Project Management

1. Recruit Project Implementation Consultant

2. Consulting Services Execution (Note 1)

C.Civil Works

1. Procurement (Advanced Action)

Phase 1 Packages (Except EP01 & EPBT02, all other 

packages awrded by December 2009; EP01 & EPBT02 awarded 

on 17th June 2011)

Phase 2 Packages (Awarded all original packages by on 18th 

Nov. 2010; Late additions are new packages introduced to utilize 

loan savings)

2. Construction Work (Note 2)

D.TA for Capacity Development of Provincial Road Agencies

1. TA Consultant Recruitment

2. Consulting Services

EPRDD = Eastern Province Road Development Department; NCPRDA: North Central Province Road Development Authority; PBM = Performance Based Maintenance; TA = Technical Assistance; RRP = Report & Recommendations of the President to the Board of Directors

Notes:

Sources: ADB.2009.Proposed Loan and Technical Assistance Grant, Eastern and North Central Provincial Road project: Report and Recommendations of the President to the Board of Directors (RRP).Manila ; EPRDD. 2014. Borrower’s Project 

Completion Report: Eastern and North Central Provincial Road Project, Eastern Province. Trincomalee; NCPRDA. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road Project, North Central Province. Anuradhapura

2014 2015 2016 2017
Item

2009 2010 2011 2012 2013

Note 2: Construction period erroneously pedicted as December 2011. It should be corrected as September 2011 ; Defect Liability Period is limitted for one year for each project road: scheduled and actual liability periods shown are only applicable for the 

latest completed

Note 1: Adjusted scheduled completion of consulting service to comply with revised scheduled completion of construction work (refer Note 2); Consultancy service for EP was compeleted latest by 30 June 2014.
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CHRONOLOGY OF MAIN EVENTS 
 

Year Date Events 

2008 26 Nov–
3 Dec 

Consultation mission 

 
27–28 
Nov 

Workshop in Dambulla to discuss institutional capacity building, public expenditure 
review, and project concept 

2009 
22–24 
Jan 

Consultation mission 

 
19 Feb–
5 Mar 

Fact-finding mission 

 15 April Management review meeting – ADB 

 
4–14 
May 

Appraisal mission 

 4 Jun Staff review committee meeting – ADB 
 8 Jul Loan negotiation 

 20 Aug Report and Recommendation of the President - Board circulation  

 
19–26 
Oct 

Social safeguard due diligence mission 

 28 Oct Workshop on social safeguard policy statement 
 31 Oct Workshop on OSPF grievance redress mechanism  
 16 Sep Project loan was approved 
 22 Oct Loan agreement was signed 
 13 Nov Loan declared effective 

 
14 Nov EPRDD issued notice of award for phase 1 packages of EP01, EP03, EP04, EPBT02, 

and EPBT03  

 
19 Nov MPCLG requested EPRDD to withdraw to notice of award and return bid security for 

packages EP01 and EPBT02 until further notice 

 
24–25 
Nov 

Contracts were signed for phase 1 packages in NCP  

 25 Nov ADB approved technical evaluation report for all packages in phase 2 in NCP  

 
19 Nov ADB issued approval for Cadno-Ecil Consultants as PIC for Eastern Province under 

negotiated contract with MPCLG  

 
20 Nov ADB issue approval for Scott Wilson Consultants as PIC for NCP under negotiated 

contract with MPCLG 

 
7 Dec ADB approved technical evaluation report for all phase 2 packages in Eastern 

Province and recommended rejection of nonresponsive bids for package EP08a, 
EP10a, EP10b, and EP10c and conduct rebidding 

 7–8 Dec Inception mission 

 
10 Dec Phase 1 contracts for packages EP03, EP04, and EPBT03 (3 out of 5) for Eastern 

Province were signed 
2010 11 Jan Commenced the civil work for phase 1 packages of NCP 01, NCP08, NCP10, 

NCPBP2   

 
18 Jan Commenced the civil work for phase 1 packages in Eastern Province except EP01 

and EPBT02 

 
23 Jan EPRDD issued notice of award for phase 2 packages of EP05, EP06, EP08b, and 

EP10d 
 24 Feb Commenced the civil work for phase 1 package NCPBP1   
 10

 
Mar Commenced the civil work for phase 2 packages EP05, EP06, and EP08b 

 
26

 
Mar Commenced the civil work for phase 2 packages EP10d in Eastern Province and 

phase 2 packages NCP02, NCP03b, NCP03d, NCP06, and NCP11 in NCP 

 
26

 
Apr–

11
 
May 

Review mission 

 11
 
May Commenced the civil work for phase 1 packages of NCP 03a and NCP03 
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Year Date Events 

 Jul–Aug Establishment of grievance redress mechanisms 

 
17

 
Sep EPRDD issued notice of award for phase 2 packages of EP08a, EP10a, and EP10b 

and commenced the work 

 
25

 
Oct–3

 

Nov 
Review mission 

 
18

 
Nov EPRDD issued notice of award for phase 2 packages of EP10c and commenced the 

work 
 Dec Monsoonal rain and flood cause damage to project roads 
2011 Jan–Feb Monsoonal rain and flood cause damage to project roads 

 
28

 
Mar–

7
 
Apr 

Review mission 

 22 Mar Recruited road maintenance planning and operation specialist  

 
17

 
Jun EPRDD issued notice of award for phase 1 packages of EP01and EPBT02 which 

were withheld before  
 3

 
Jun Completion of civil work for phase 2 package NCP03b 

 12
 
Jun Completion of civil work for phase 2 package NCP03c 

 29
 
Jun Completion of civil work for phase 2 package NCP03d 

 23
 
Jul Completion of civil work for phase 1 package EPBT03 

 5
 
Aug Commenced the civil work for phase 1 packages EP01 and EPBT02 

 
3

 
Oct Memo recommending reallocation of funds from “unallocated” category to “work” 

category for flood damage, upgrading office building, and contract awards 
 13

 
Sep Completion of civil work for phase 2 package EP10d 

 29
 
Sep Completion of civil work for phase 1 package NCPBP2 

 
17–24

 

Oct 
Review mission 

 11
 
Nov Completion of civil work for phase 2 package EP10b 

 31
 
Dec Completion of civil work for phase 2 package EP10c 

2012 10
 
Feb EPRDD issued notice of award for two building packages EP11a and EP11b and 

commenced construction under phase 2 
 16

 
Jan Completion of civil work for phase 2 package NCP02 

 15
 
Feb Completion of civil work for phase 2 package EP08a 

 25
 
Feb Completion of civil work for phase 1 package EP03 

 31
 
Mar Completion of civil work for phase 2 package EP10a 

 10
 
Apr Completion of civil work for phase 1 package NCP08 

 8
 
May Completion of civil work for phase 2 package EP06 

 
7

 
Jun Memo recommending to approve contract variation for EP08b to include additional 2.5 

km for rehabilitation 
 6

 
Jul Completion of civil work for phase 1 package NCPBP1 

 3
 
Oct Completion of civil work for phase 2 package NCP11 

 15
 
Oct Completion of civil work for phase 2 package NCP03a 

 27
 
Sep Completion of civil work for phase 2 package NCP06 

 29
 
Nov Completion of civil work for phase 2 package EP05 

 
3–12

 

Dec 
Review mission 

 31
 
Dec Completion of civil work for phase 1 package EP04 

2013 31
 
Jul Completion of civil work for phase 1 package EPBP02 

 15
 
Apr Completion of construction of phase 2 building package EP11a 

 30
 
Apr Completion of civil work for phase 1 package NCP10 

 7
 
May Commenced the civil work for phase 2 package NCPBP03 

 30
 
May Completion of civil work for phase 2 packages EP08b and NCP09 

 21
 
Aug Completion of civil work for phase 1 package NCP01 

 24
 
Sep Memo recommending to approve minor change in implementation arrangements 



      Appendix 6         27 
 

 

Year Date Events 

 25
 
Oct Completion of construction of phase 2 building package EP11b 

2014 6
 
Feb Completion of civil work for phase 2 package NCPBP03 

 10
 
Feb EPRDD issued notice of award for phase 2 packages EP07a and EP07b 

 10
 
Apr Commenced the civil work for phase 2 packages EP07a and EP07b 

 24
 
Jun Completion of civil work for phase 1 package EP01 

 26
 
Jun Memo recommending to approve reallocation of loan proceeds and the minor change 

to the project 
 31

 
Aug Completion of civil work for phase 2 package EP07a 

 9
 
Sept Completion of civil work for phase 2 package EP07b 

ADB = Asian Development Bank, EPRDD = Eastern Province Road Development Department, MPCLG = Ministry of 
Local Governments and Provincial Councils, NCP = North Central Province, NCPRDA = North Central Province Road 
Development Authority, OSPF = Office of the Special Project Facilitator. 
Note: Above chronology of events are given only up to the completion of all construction packages. Project will 
continue until September 2017 with 3-year, performance-based maintenance period commencing immediately after 
the completion of each package 
Sources: EPRDD. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road Project, 
Eastern Province. Trincomalee; NCPRDA. 2014. Borrower’s Project Completion Report: Eastern and North Central 
Provincial Road Project, North Central Province. Anuradhapura; ADB Sri Lanka Resident Mission aide-mémoire. 
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ORGANIZATIONAL STRUCTURE  
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

EP = Eastern Province, ERD = External Resource Department, FC = Finance Commission, MOFP = Ministry of Finance and Planning, MPCLG = Ministry of Provincial 
Councils and Local Governments, NPC = North Central Province, NPD = National Planning Department, PCR = project completion review, PIC = Project 
Implementation Committee, PRDA = Provincial Road Development Authority, PRDD = Provincial Road Development Department, TA = technical assistance. 
 

Note: Planned organization structure for ENCPRP was unchanged during implementation. The consultant for capacity development TA grant added by the PCR mission 
was not shown in the original structure. 
Source: Asian Development Bank. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan and Technical Assistance Grant, 
Eastern and North Central Provincial Road Project. Manila. 
 

Provincial 
Coordinating 
Committee 

• Chief secretary (Chairs) 

• PRDD 
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Contractors and Suppliers 
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Department 

Project Implementation Consultant Project Implementation Consultant 
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Provincial 
Coordinating 
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• Chief secretary (Chairs) 
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• MLGPC (Chairs) 
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(Executing Agency) 
Project Coordinating Unit 

 

Asian Development Bank 

Capacity 
Development 
Consultant 
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STATUS OF COMPLIANCE WITH LOAN COVENANTS 

 

Covenant  
Reference in 
Loan/Project 
Agreement  

Compliance  

(b) Except as ADB may otherwise agree, all Goods, Works and 
consulting services to be financed out of the proceeds of the Loan 
shall be procured in accordance with the provisions of Schedule 4 
to the Loan Agreement. ADB may refuse to finance a contract 
where Goods, Works or consulting services have not been 
procured under procedures substantially in accordance with those 
agreed between the Borrower and ADB or where the terms and 
conditions of the contract are not satisfactory to ADB. (P.A. Article II 
- Sec 2.03 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants)  

Complied with  

(c) EPC, NCPC, and NCPRDA shall at all times operate and 
maintain its plants, equipment and other property, and from time to 
time, promptly as needed, make all necessary repairs and renewals 
thereof, all in accordance with sound administrative, financial, 
engineering, environmental, and maintenance and operational 
practices.(P.A. Article II - Sec 2.11 (c)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

EPC, NCPC, and NCPRDA shall carry out the Project in 
accordance with plans, design standards, specifications, work 
schedules and construction methods acceptable to ADB. EPC, 
NCPC, and NCPRDA shall furnish, or cause to be furnished, to 
ADB, promptly after their preparation, such plans, design 
standards, specifications and work schedules, and any material 
modifications subsequently made therein, in such detail as ADB 
shall reasonably request. (P.A. Article II - Sec 2.04) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) ADB, EPC, NCPC, and NCPRDA shall cooperate fully to ensure 
that the purposes of the Loan will be accomplished. (P.A. Article II - 
Sec 2.07 (a)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(c) ADB, EPC, NCPC, and NCPRDA shall from time to time, at the 
request of either party, exchange views through their 
representatives with regard to any matters relating to the Project, 
EPC, NCPC, and NCPRDA and the Loan.(P.A. Article II - Sec 2.07 
(c)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

Except as ADB may otherwise agree, EPC, NCPC, and NCPRDA 
shall apply the proceeds of the Loan to the financing of 
expenditures on the Project in accordance with the provisions of the 
Loan Agreement and this Project Agreement, and shall ensure that 
all Goods, Works and consulting services financed out of such 
proceeds are used exclusively in the carrying out of the Project. 
(P.A. Article II - Sec 2.13) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

Except as ADB may otherwise agree, EPC, NCPC, and NCPRDA 
shall not sell, lease or otherwise dispose of any of their assets 
which shall be required for the efficient carrying on of its operations 
or the disposal of which may prejudice its ability to perform 
satisfactorily any of its obligations under this Project 
Agreement.(P.A. Article II - Sec 2.12) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

EPC, NCPC, and NCPRDA shall enable ADB's representatives to 
inspect the Project, the Goods and Works financed out of the 

Project 
Agreement 

Complied with 
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Covenant  
Reference in 
Loan/Project 
Agreement  

Compliance  

proceeds of the Loan, all other plants, sites, properties and 
equipment of EPC, NCPC, and NCPRDA, and any relevant records 
and documents. (P.A. Article II - Sec 2.10) 

(Article II – 
Particular 

covenants) 
(a) EPC, NCPC, and NCPRDA shall carry out the Project with due 
diligence and efficiency, and in conformity with sound 
administrative, financial, engineering, environmental, and road 
management practices.  
(b) In the carrying out of the Project and operation of the Project 
facilities, EPC, NCPC, and NCPRDA shall perform all obligations 
set forth in the Loan Agreement to the extent that they are 
applicable to EPC, NCPC, and NCPRDA.(P.A. Article II - Sec 
2.01(a) & (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) EPC, NCPC, and NCPRDA shall, promptly as required, take all 
action within its powers to maintain its legal existence, to carry on 
its operations, and to acquire, maintain and renew all rights, 
properties, powers, privileges and franchises which are necessary 
in the carrying out of the Project or in the conduct of its business. 
(P.A. Article II - Sec 2.11 (a)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(b) EPC, NCPC, and NCPRDA shall at all times conduct its 
business in accordance with sound administrative, financial, 
environmental and road management practices, and under the 
supervision of competent and experienced management and 
personnel.(P.A. Article II - Sec 2.11 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(b) Without limiting the generality of the foregoing, EPC, NCPC, 
and NCPRDA shall furnish to ADB monthly and quarterly reports on 
the execution of the Project and on the operation and management 
of the Project facilities as set out in paragraph 17 of Schedule 5 to 
the Loan Agreement. Such reports shall be submitted in such form 
and in such detail and within such a period as ADB shall 
reasonably request.(P.A. Article II - Sec 2.08 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(c) Promptly after physical completion of the Project, but in any 
event not later than 3 months thereafter or such later date as ADB 
may agree for this purpose, and as set out in paragraph 18 of 
Schedule 5 to the Loan Agreement, EPC, NCPC, and NCPRDA 
shall prepare and furnish to ADB a report, in such form and in such 
detail as ADB shall reasonably request, on the execution and initial 
operation of the Project, including its cost, the performance by 
EPC, NCPC, and NCPRDA of their obligations under this Project 
Agreement and the accomplishment of the purposes of the 
Loan.(P.A. Article II - Sec 2.08 (c)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) EPC, NCPC, and NCPRDA shall furnish to ADB all such reports 
and information as ADB shall reasonably request concerning (i) the 
Loan and the expenditure of the proceeds thereof; (ii) the Goods, 
Works and consulting services and other items of expenditure 
financed out of such proceeds; (iii) the Project; (iv) the 
administration, operations and financial condition of EPC, NCPC, 
and NCPRDA; and (v) any other matters relating to the purposes of 
the Loan. (P.A. Article II - Sec 2.08 (a)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) In the carrying out of the Project, EPC, NCPC, and NCPRDA 
shall employ competent and qualified consultants and contractors, 
acceptable to ADB, to an extent and upon terms and conditions 

Project 
Agreement 
(Article II – 

Complied with 



Appendix 8  31 
 

 

Covenant  
Reference in 
Loan/Project 
Agreement  

Compliance  

satisfactory to ADB. (P.A. Article II - Sec 2.03 (a)) Particular 
covenants) 

(b) EPC, NCPC, and NCPRDA shall enable ADB, upon ADB's 
request, to discuss the financial statements and financial affairs, 
from time to time, of EPC, NCPC, and NCPRDA with the auditors, 
appointed by EPC, NCPC, and NCPRDA pursuant to Section 
2.09(a) here above, and shall authorize and require any 
representative of such auditors to participate in any such 
discussions requested by ADB, provided that any such discussion 
shall be conducted only in the presence of an authorized officer of 
EPC, NCPC, and NCPRDA unless EPC, NCPC, and NCPRDA 
shall otherwise agree.(P.A. Article II - Sec 2.09 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(b) Without limiting the generality of the foregoing, EPC, NCPC, 
and NCPRDA undertakes to insure, or cause to be insured, the 
Goods to be imported for the Project and to be financed out of the 
proceeds of the Loan against hazards incident to the acquisition, 
transportation and delivery thereof to the place of use or 
installation, and for such insurance any indemnity shall be payable 
in a currency freely usable to replace or repair such Goods.(P.A. 
Article II - Sec 2.05 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) EPC, NCPC, and NCPRDA shall take out and maintain with 
responsible insurers, or make other arrangements satisfactory to 
ADB for, insurance of Project facilities to such extent and against 
such risks and in such amounts as shall be consistent with sound 
practice.(P.A. Article II - Sec 2.05 (a)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(b) EPC, NCPC, and NCPRDA shall promptly inform ADB of any 
condition, which interferes with, or threatens to interfere with, the 
progress of the Project, the 3 performance of its obligations under 
this Project Agreement, or the accomplishment of the purposes of 
the Loan. (P.A. Article II - Sec 2.07 (b)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

(a) EPC, NCPC, and NCPRDA shall (i) maintain separate accounts 
for the Project; (ii) have such accounts and related financial 
statements (balance sheet, statement of income and expenses, 
and related statements) audited annually, in accordance with 
appropriate auditing standards consistently applied, by independent 
auditors whose qualifications, experience and terms of reference 
are acceptable to ADB; and (iii) furnish to ADB, promptly after their 
preparation but in any event not later than 6 months after the close 
of the fiscal year to which they relate, certified copies of such 
audited accounts and financial statements and the report of the 
auditors relating thereto (including the auditors' opinion on the use 
of the Loan proceeds and compliance with the financial covenants 
of the Loan Agreement as well as on the use of the procedures for 
imprest account and statement of expenditures), all in the English 
language. EPC, NCPC, and NCPRDA shall furnish to ADB such 
further information concerning such accounts and financial 
statements and the audit thereof as ADB shall from time to time 
reasonably request. (P.A. Article II - Sec 2.09 (a)) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Being complied 
with 
 
Received the 
audit report for 
2014 on 5 
February 2016 

EPC, NCPC, and NCPRDA shall make available, promptly as 
needed, the funds, facilities, services, equipment, land and other 
resources which are required, in addition to the proceeds of the 
Loan, for the carrying out of the Project. (P.A. Article II - Sec 2.02) 

Project 
Agreement 
(Article II – 
Particular 

Complied with 
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Covenant  
Reference in 
Loan/Project 
Agreement  

Compliance  

covenants) 
EPC, NCPC, and NCPRDA shall maintain, or cause to be 
maintained, records and accounts adequate to identify the Goods, 
Works and consulting services and other items of expenditure 
financed out of the proceeds of the Loan, to disclose the use 
thereof in the Project, to record the progress of the Project 
(including the cost thereof) and to reflect, in accordance with 
consistently maintained sound accounting principles, its operations 
and financial condition. (P.A. Article II - Sec 2.06) 

Project 
Agreement 
(Article II – 
Particular 

covenants) 

Complied with 

Implementation Arrangements 
 
The Borrower shall designate MLGPC as the Project Executing 
Agency with overall responsibility for Project coordination at the 
central level, including provision of policy and technical guidance 
and interagency coordination. MLGPC shall undertake these 
activities through the existing project coordinating unit established 
under ADB loans 1986-SRI: Road Sector Development Project and 
2080-SRI: Road Project Preparatory Facility. The project 
coordinating unit shall continue to be led by a Project coordinator, 
assisted by a chief accountant, an office engineer, and support 
staff. (L.A. Schedule 5, Para 1) 

Loan Agreement 
(Schedule 05) 

Complied with 

EPC, through EPRDD, and NCPC, through NCPRDA, shall act as 
the implementing agencies with primary responsibility for project 
management, including - without limitation - (i) procurement; (ii) 
day-to-day project implementation; (iii) withdrawal applications 
certification; (iv) progress reports preparation; and (v) maintenance 
of project accounts and completion of loan financial records for 
auditing for the respective provinces. (L.A. Schedule 5, Para 2) 

Loan Agreement 
(Schedule 05) 

Complied with 

EPRDD shall be led by the provincial director, assisted by a chief 
engineer– Trincomalee, chief engineer–Batticaloa, chief 
accountant, an office engineer, and support staff. NCPRDA shall be 
led by a general manager, assisted by the chief engineer–operation 
1, chief engineer–operation 2, the chief accountant, an office 
engineer, and support staff. (L.A. Schedule 5, Para 3) 

Loan Agreement 
(Schedule 05) 

Complied with 

The Borrower shall establish a national steering committee, which 
shall be responsible for overseeing and monitoring implementation 
of the Project and monitoring the adequacy of overall funding for 
the Project and for non-Project roads. The national steering 
committee shall be chaired by the Secretary of MLGPC, and shall 
consist of representatives from: Ministry of Finance and Planning 
(External Resource Department and National Planning 
Department); Finance Commission; Ministry of Highways and Road 
Development; chief secretaries of EPC and NCPC, EPRDD, 
NCPRDA, and the project coordinating unit, and by invitation, as 
and when necessary, representatives from the CEA, Geological 
Survey and Mines Bureau, and utilities agencies (electricity, 
telecommunications, water, and drainage). The national steering 
committee shall meet as required but at least every quarter. (L.A. 
Schedule 5, Para 4) 

Loan Agreement 
(Schedule 05) 

Complied with 

Road Maintenance and Rehabilitation 
 
The Borrower shall ensure that:  

Loan Agreement 
(Schedule 05) 

Being complied 
with 
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Reference in 
Loan/Project 
Agreement  

Compliance  

(i) EPC (through EPRDD) and NCPC (through NCPRDA) maintain 
the Project roads to a proper standard, and that the benefits of the 
rehabilitated roads are realized over their expected lifetimes; (L.A. 
Schedule 5, Para 6 (i)) 
(ii) EPC and NCPC commit the entire revenue from vehicle license 
fees towards routine maintenance of the provincial roads in their 
respective provinces; (L.A. Schedule 5, Para 6 (ii)) 

Loan Agreement 
(Schedule 05) 

The board of 
ministers of 
Eastern Province 
has passed a 
resolution to 
dedicate the 
revenue from 
vehicle license 
fee to the 
maintenance of 
provincial council 
roads 

(iii) a provincial road investment plan (2012-2014), including road 
maintenance plan, will be prepared by 30 September 2011(L.A. 
Schedule 5, Para 6 (iii)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(iv) commencing Fiscal Year 2012, at least 70% of the periodic 
maintenance financing required for provincial roads under the road 
investment plan is made available to EPC and NCPC, and is 
increased by 10% annually until it reaches 100% of the required 
financing; (L.A. Schedule 5, Para 6 (iv)) 

Loan Agreement 
(Schedule 05) 

Being complied 
with 

(v) the funds required for road maintenance and rehabilitation are 
allocated annually and released on a timely basis. (L.A. Schedule 
5, Para 6 (v)) 

Loan Agreement 
(Schedule 05) 

Being complied 
with 

Institutional Strengthening 
 
EPC and NCPC shall implement the institutional development 
program resulting from the recommendations of ADB’s technical 
assistance for 'Capacity Development of Provincial Road Agencies' 
in accordance with the time frame set out in the program. (L.A. 
Schedule 5, Para 7) 

Loan Agreement 
(Schedule 05) 

Complied with 

Environment 
 
The Borrower shall ensure, and cause EPC through EPRDD, and 
NCPC through NCPRDA, to ensure that: 
(i) the project is undertaken and all project facilities are designed, 
constructed, implemented, operated, and maintained in accordance 
with the Borrower’s applicable laws and regulations and ADB’s 
Environment Policy (2002); (L.A. Schedule 5, Para 8 (i)) 

Loan Agreement 
(Schedule 05) 

Complied with 

iii) the EMP is implemented in accordance with its terms so that all 
adverse environmental impacts during construction and operation 
of the project are mitigated; and in the event of any unanticipated 
adverse environmental impacts, such impacts are reported to the 
CEA and ADB, and remedial actions taken to mitigate the impacts 
in consultation with the affected persons, the CEA and ADB; (L.A. 
Schedule 5, Para 8 (ii)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(iii) an additional environmental study is undertaken and Loan Agreement Complied with 
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Reference in 
Loan/Project 
Agreement  

Compliance  

corresponding approval from the CEA is obtained should there be 
changes in the project design that have significant environmental 
impacts; (L.A. Schedule 5, Para 8 (iii)) 

(Schedule 05) 

(iv) the IEE and EMP are updated, as necessary, during the course 
of project implementation, and submitted to ADB for approval; (L.A. 
Schedule 5, Para 8 (iv)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(v) reports on the implementation of the EMP are submitted to ADB 
on a semi-annual basis; (L.A. Schedule 5, Para 8 (v)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(vi) (a) all contractors are provided with the summary IEE and the 
EMP, implement the required mitigation measures as described in 
the EMP in a satisfactory manner, and report the implementation of 
the EMP on a regular basis, along with any deviation from the IEE; 
(b) the bidding documents for Works under the project include the 
requirement to comply with the EMP; and (c) the project 
implementation consultants closely monitor compliance with the 
EMP by the contractors. (L.A. Schedule 5, Para 8 (vi)) 

Loan Agreement 
(Schedule 05) 

Complied with 

Land Acquisition and Resettlement 
 
The Borrower shall ensure, and cause EPC through EPRDD, and 
NCPC through NCPRDA, to ensure, that: 
(i) the project makes every effort to avoid land acquisition; (L.A. 
Schedule 5, Para 9 (i)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(ii) in the event any land acquisition or resettlement becomes 
necessary, or any potential impact on indigenous peoples is 
identified, a resettlement plan is drawn up in accordance with the 
Resettlement Framework in consultation with the affected people, 
and in compliance with the applicable national laws, regulations 
and policies, ADB’s  
 
Involuntary Resettlement Policy (1995) and Policy on Indigenous 
Peoples (1998), and submitted to ADB for its approval; and (L.A. 
Schedule 5, Para 9 (ii)) 

Loan Agreement 
(Schedule 05) 

Complied with 

(iii) any such resettlement plan approved by ADB is implemented 
in accordance with its terms, including:  

(a) public disclosure of the resettlement plan and any updates 
thereof; 

(b) adequate budgetary support to cover the costs of land 
acquisition and resettlement; 

(c) full compensation at replacement cost and relocation of 
affected persons before the commencement of Works; 

(d) submission of external monitoring reports to ADB; and 
compliance with any other conditions and terms stipulated in the 
resettlement plan. (L.A. Schedule 5, Para 9 (iii)) 

Loan Agreement 
(Schedule 05) 

  Complied with 

Grievance Redress Mechanism 
 
Within 90 days of the Effective Date, the Borrower shall ensure that 
EPC and NCPC establish a grievance redress mechanism to 
redress any Project-related concerns raised by project road users 
and communities along the project roads. (L.A. Schedule 5, Para 
10) 

Loan Agreement 
(Schedule 05) 

Complied with 

Construction Labor Loan Agreement Complied with 
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The Borrower shall ensure, and cause EPC through EPRDD, and 
NCPC through NCPRDA, to ensure that the contractors: 
(i) provide appropriate information to, and create awareness among 
the construction workers on the risks of sexually transmitted 
diseases and HIV/AIDS; 
(ii) provide safe and healthy working conditions, including 
appropriate sanitation facilities for women workers; and  
(iii) comply with all applicable labor laws; provide equal pay for 
equal work; do not employ child labor; provide appropriate facilities 
for the children of the construction workers in construction 
campsites; and provide equal opportunities for women and men in 
the construction activities. (L.A. Schedule 5, Para 11) 

(Schedule 05) 

Governance 
 
The Borrower shall ensure, and cause EPC and NCPC to ensure, 
that all contracts financed by ADB in connection with the project 
shall include provisions specifying the right of ADB to audit and 
examine the records and accounts of implementing agencies and 
all contractors, suppliers, consultants, and other service providers 
as they relate to the Project. (L.A. Schedule 5, Para 12) 

Loan Agreement 
(Schedule 05) 

Complied with 

 
The Borrower shall ensure, and cause EPC and NCPC to ensure, 
that:  
(i) a project management and monitoring system is 

established; and the project targets, progress, and 
achievements are disclosed to the public at the EPRDD 
and NCPRDA head offices, construction sites, and their 
websites;  

(ii) all road rehabilitation and maintenance Works are 
outsourced to the private sector;  

(iii) procurement is not restricted by contractor registration 
rules; and  

(iv) bidding documents are standardized and FIDIC-based 
contract management is implemented. (L.A. Schedule 5, 
Para 13) 

Loan Agreement 
(Schedule 05) 

Complied with 

Counterpart Support 
 
The Borrower shall provide EPRDD and NCPRDA with adequate 
staff, resources, and facilities to implement the Project. The 
Borrower shall also make available all 
counterpart funds required for timely and effective implementation 
of the Project, including any funds required to make land available 
for the Project, to mitigate unforeseen environmental and social 
impacts and to meet additional costs arising from design changes, 
price escalation in construction costs and/or unforeseen 
circumstances. (L.A. Schedule 5, Para 14) 

Loan Agreement 
(Schedule 05) 

Complied with 

Reporting 
EPC through EPRDD, and NCPC through NCPRDA shall 
separately prepare and submit to ADB 

(i) within 15 days of the end of each month, monthly progress 
reports, with a copy to MLGPC, in a brief electronic form containing 

Loan Agreement 
(Schedule 05) 

Complied with 
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basic data, implementation progress, major issues/problems and 
proposed remedial measures, and work to be undertaken in the 
following period; and 
(ii) within 15 days of the end of each quarter, quarterly progress 
reports to MLGPC, which will consolidate and submit to ADB a 
report containing, in addition to the basic information provided in 
the monthly reports, any changes to implementation schedule, 
utilization of funds, achievement of outputs and outcome, and 
compliance with loan covenants. (L.A. Schedule 5, Para 15) 
Within 3 months of physical completion of the Project, MLGPC, in 
collaboration with EPRDD and NCPRDA, shall submit to ADB a 
project completion report with a detailed evaluation of the project 
design, costs, contractors and consultants’ performance, social and 
economic impact, economic rate of return, and other details as may 
be requested by ADB. (L.A. Schedule 5, Para 16) 

Loan Agreement 
(Schedule 05) 

Complied with 

Project Performance Monitoring and Evaluation 
 
EPRDD and NCPRDA, assisted by project implementation and 
technical assistance consultants under the Project, shall establish a 
project performance management system, with indicators, criteria, 
and reporting agreed by ADB. These indicators shall be monitored 
at inception and completion of the Project, both on the Project 
roads and select control roads. (L.A. Schedule 5, Para 17) 

Loan Agreement 
(Schedule 05) 

Complied with 

Project Review 
 
MLGPC, EPC through EPRDD, and NCPC through NCPRDA shall 
monitor project implementation in accordance with the schedule 
and time-bound milestones, and keep ADB informed of any 
significant deviations that may result in the milestones not being 
met. ADB and the Borrower shall undertake at least annual 
reviews, and special reviews as necessary, throughout the project 
implementation period. (L.A. Schedule 5, Para 18) 

Loan Agreement 
(Schedule 05) 

Complied with 
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TECHNICAL ASSISTANCE COMPLETION REPORT 
 
TA No., Country and Name:  Amount Approved: $800,000 
TA 7347-SRI: Capacity Development  of the Provincial Road 
Agencies 

Revised Amount: N/A 

Executing Agency: Ministry of 
Local Government and 
Provincial Councils 

 
 

Source of Funding: 
Technical Assistance 
Special Fund 

Amount Undisbursed: 
$188,317 

Amount Utilized: 
$611,683 

TA Approval 
Date:  

TA Signing 
Date:   

Fielding of First   
Consultant(s): 

TA Completion Date 
Original:  
29 Feb 2012 

 
Actual:  
28 Feb 2013 

16 Sep 2009  13 Oct 2009 23 Mar 2011 Account Closing Date 
Original:  
29 Feb 2012 

 
Actual: 
22 Aug 2013 

Description  
The main objective of the TA was to strengthen the capacity of the Eastern Provincial Road Development 
Department (EPRDD) and the North Central Provincial Road Development Authority (NCPRDA) to effectively carry 
out their main responsibility, i.e., managing and maintaining the provincial road network efficiently and economically. 
The technical assistance (TA) was piggy backed  to the loan L2546: Sri Lanka: Eastern and North Central Provincial 
Road Project. 
 
Expected Impact, Outcome, and Outputs 
The expected impact of the TA was to improve the effectiveness, efficiency, and economic sustainability of road 
management and maintenance processes of the EPRDD and NCPRDA by strengthening their institutional and 
technical capacity. Two major outcomes were enhancing the EPRDD’s organizational effectiveness and improving 
the capacity of the EPRDD and NCPRDA for sustainable road assets management. These two outcomes were 
expected to be achieved through the following outputs: 
 

a. Enhancing EPRDD’s organizational effectiveness: new management structure, streamlined staff allocation, 
enhanced work procedures, improved managerial and technical skills through training programs, and 
modernized basic office facilities with information technology (IT) and management information system 
(MIS). 

b. Improving capacity of EPRDD and NCPRDA for sustainable road asset management: customized road 
maintenance and management system (RMMS), 3-year (2013–2015) investment plan for routine 
maintenance, periodic maintenance, and rehabilitation. 

 
Delivery of Inputs and Conduct of Activities 
Delivery of inputs under the TA was delayed by about 1 year because of late recruitment of the international 
consultant on road maintenance planning and operation (RMPO), as there was a scarcity of consultants in that field 
and a failure in the negotiation process could not complete the recruitment of initially selected consultant. 
Subsequently, an RMPO consultant, who also was the team leader, was recruited and mobilized on 23 March 2011 
for 24 person-months. He was assisted by two national specialists: one assigned for pavement and materials and 
the other for MIS, with 12 person-months input for each. The pavement and materials specialist commenced 
services 2 months after mobilization of the team leader. The MIS specialist commenced work on 1 August 2012. At 
the inception, consultancy services were expected to be completed by December 2012 but they were extended until 
February 2013. The consultants submitted their inception report in June 2011. 
 
The consultants, in discussion with the EPRDD, prepared a capacity development plan. This plan was submitted in 
October 2011 and consisted of needs assessment, description of improvement programs with implementation time 
frame, and indicators and milestones for measuring progress and achievements. The plan proposed a new 
organizational structure, with new functional units and cadre positions for the provincial director’s office, as well as 
for divisional offices. The plan also recommended supplying computers and software, networking, developing a 
website for the Road Development Department, maintenance support for IT equipment, training staff, and preparing 
an IT policy.  
 
As proposed in the capacity development plan, 17 training events (workshops and seminars) were organized at 
provincial offices, domestic universities, and institutes, in addition to overseas institutes. These training events were 
conducted during October 2011–February 2013.  
 
An MIS was developed by the national TA consultant. This was based on the functional parameters of the EPRDD’s 
operating requirements (i.e., reporting, budgeting, financial management, accounting, and the new computerized 
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road maintenance system). The system consisted of a peer-to-peer office local area network and basic office 
software. The consultant also conducted in-house workshops and training related to the information system.  
 
The performance of executive agency and ADB is satisfactory. 
 
Supply, installation, and customization of a Road Maintenance Management System and development of a 
geographical information system (GIS) mapping system for Eastern Province and NCP were outsourced. The 
customized RMMS provides information to road engineers about the network and its condition and assists them to 
effectively plan and program road maintenance and budgets. Training on RMMSs was also included in the training 
program. A user manual was developed for the installation, operation, and usage of RMMSs. The RMMS was 
calibrated with the necessary data used to develop the 3-year investment plan (2013–2015) for routine maintenance, 
periodic maintenance, and rehabilitation for both Eastern Province and NCP.  
 
ADB, executing agency and consultants closely coordinated TA activities. The performance of executive agency and 
ADB is satisfactory. The performance of consultants was also rated satisfactory. 
 
Evaluation of Outputs and Achievement of Outcome 
The TA substantially achieved all outputs and outcomes. Organizational changes and work procedures proposed in 
the capacity development program were discussed at provincial and national levels of administration and were 
accepted to be implemented under the guidance of a steering committee set up with members of the provincial 
council and the EPRDD. However, some of these proposals are yet to materialize, pending approval of the new 
cadre positions by the Department of Management Services under the Ministry of Finance. However, other 
proposals, such as conducting training programs at domestic and international level for EPRDD staff and 
modernizing basic office facilities with IT and MISs, were completed satisfactorily. Apart from the supply and 
installation of local area networks in the provincial director’s office and in other regional offices of the EPRDD, the TA 
extended its assistance to both the EPRDD and NCPRDA by providing desktop computers, laptops, and other 
necessary office equipment, such as printers, photocopiers, cameras, scanners, binding machines, and fax 
machines, in addition to supplying licensed software (e.g., Microsoft Office, MDM4, AutoCAD, and Austroads). The 
TA also financed the purchase of four vehicles for the EPRDD and one vehicle for the NCPRDA. 
 
The RMMS and GIS mapping systems are currently established in both the EPRDD and NCPRDA and are used for 
rational decision making in the preparation of annual maintenance programs and budget proposals. 
 
Overall Assessment and Rating 
The TA is rated successful in delivering anticipated outputs and outcomes. Apart from the organizational and 
procedural changes which are yet to be implemented pending approval by the Department of Management Services. 
All the other components of the capacity development program were achieved successfully. Enhancing technical and 
managerial skills of EPRDD staff, through training programs and modernizing office facilities with IT-related and 
other office accessories, has raised the performance of the EPRDD and the NCPRDA.  
 
Major Lessons 
The delay in recruitment of TA consultants delayed the delivery of project outputs. One reason for the delay was the 
failure in the consultant negotiation process. To avoid this type of complication in the future, the consultant 
recruitment process should be advanced and strengthened.  
 
Recommendations and Follow-Up Actions 
The crucial follow-up action needed is to obtain approval for the proposed cadre positions proposed under the 
capacity development program. Once the approval is granted, the proposed organizational and procedural changes 
can be implemented and thereby the maximum benefits of the TA can be realized. Furthermore, it will be necessary 
to follow up on the availability of funding for the execution of the 3-year investment program developed under the TA. 

Source: Asian Development Bank. 2013. Final Report: Capacity Development of Provincial Agencies. Colombo. 
 
Prepared by:  A. Nanayakkara              Designation and Division:  Senior Project Officer (Road and Transport), SARD 

 
 

In preparing any country program or strategy, financing any project, or by making any 
designation of or reference to a particular territory or geographic area in this document, the 
Asian Development Bank does not intend to make any judgments as to the legal or other status 
of any territory or area. 
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Table A10.2: North Central Province 
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ECONOMIC REEVALUATION 

 
I. INTRODUCTION 

 
1. The economic reevaluation for this project completion report (PCR) was conducted to 
assess the economic viability of the Eastern and North Central Provincial Road Project, 
covering investments made for each individual project road, each province, and the overall 
project. Table A11.1 separately lists the project roads in Eastern Province and North Central 
Province, together with their lengths. 
 

Table A11.1: Project Roads 
 

Code Name 
Length  

(km) 

Eastern Province  

EPBTC013 Kokkuvil–Sathurukondan–Thannamunai Road 4.6 

EPBTC015 New Boundary Road 2.5 

EPBTC020 Valalyaravu Bridge Approach 1.5 

EPBTC068 Vavunathivu–Aiyithiyamalai Road 10.4 

EPTCC006 Kanniya–Allesgarden Road 3.2 

EPTCC019 Kaivaikal–Kakamunai–Munaichchenai Road 1.9 

EPTCC025 L B Channel Road 16.0 

EPBTC069 Hensman Road 13.6 

EPBTC072 Vavichenai Access 4.8 

EPBTC091 Oddamavady–Meeravodai Road 1.5 

EPBTC095 Kiran Ferry Road 1.4 

EPTCC028 Pankulam–Kivulekada–Thiriyai Road 37.4 

EPTCC017 Kuchchaveli–Kallampathai Road 9.7 

EPBTC027 Vanunathivu–Kokkadicholai Road 13.0 

EPBTC044 Police Station–Eruvil Road 1.4 

EPBTC045 Divulana–Vellavely Road 12.4 

EPBTC049 Komariya–Mandur Road 10.0 

EPBTC054 Thumankerny–Thikodai Road 7.0 

EPBTC057 Thalankudah–Manmunai–Mavadimunmari Road 13.4 

All Project Roads in Eastern Province 165.7 

 
North Central Province 

 

NCAMC012 Gonapathirawa–Senapura–Kagama–Akkara 500 Road             13.0 

NCAMC022 Olukarada–Ganewalpola Road  6.4 
NCAMD020 Maradankadawela–Muriyakadawala Road  8.3 
NCAHC074 Galenbindunuwewa–Nikawewa Road  3.4 

NCPMC226 Kaduruwela Muslim colony Road  4.4 

NCPMC227 D 1 East Channel Bund Road             11.7 
NCPMD230 Manikkampitiya Channel Bund Road  2.3 

NCAND118 Aluthgama–Asirithgama Road               5.8 
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Code Name 
Length  

(km) 
 NCANC162 Oyamaduwa–Thanthirimale Road             22.2 

NCAMD032 Andiyagala–Nanwaththegama Road  16.0 

NCAHD091 Gurugalhinna–Ellapothana–Walahawiddawewa Road  17.0 

NCAHD098 Ranpathwila–Ellawewa Road  2.5 

NCAMC026 Pothana–Ihalagama Road  7.2 

NCANC165 Parasangaswewa–Katukeliyawa Road  32.5 

NCPMC208 Medirigiriya–Meegaswewa Road  17.9 

NCPMC267 Aselapura–Kurulubeddha Road  12.2 

NCANC160 Anuradhapura–Oyamaduwa–Pemaduwa Road  10.6 

NCANC164 Singharagama–Ranorawa–Nikawewa Road  26.3 

All Project Roads in North Central Province 219.7 

Total Overall Project (Eastern Province and NCP) 385.4 
EPRDD = Eastern Province Road Development Department, NCP = North Central Province, NCPRDA = NCP Road 
Development Authority. 
Sources: EPRDD. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road Project, 
Eastern Province. Trincomalee; NCPRDA. 2014. Borrower’s Project Completion Report: Eastern and North Central 
Provincial Road Project, North Central Province. Anuradhapura. 
 

 

2. The economic evaluation compares the economic costs and benefits under the with-project 
and without-project scenarios. In the without-project scenario, road users are assumed to 
experience relatively higher vehicle operating costs (VOCs) and travel time costs as compared to 
the with-project scenario. 

II. APPROACH 
 

A. General 
 

3. The approach to evaluating the economic feasibility of the project follows the analytical 
framework of the Highway Development and Management (HDM) Model, which is based on the 
concept of pavement life cycle analysis.1 The key assumption is that road pavements deteriorate 
as a result of several factors, including traffic loading, climatic conditions, and maintenance 
regimes. Impacts of the road condition and design standards on road users are measured to predict 
economic resource consumption reflected in economic costs. Such road user costs comprise 
vehicle operating costs (fuel, tires, oil, spare parts, depreciation, and capacity utilization), costs 
of travel time for both passengers and freight, capital costs involved in the vehicle fleets, and 
costs to the economy of road accidents. The model ensures that traffic volumes would reach the 
capacity of the road (either in the with-project or the without-project situation), while not allowing to 
grow beyond the ceiling during the period under review. The primary inputs to the model include 
road characteristics and sectioning, proposed works interventions, vehicle fleet, VOCs, and 
value of passenger travel time, updated to the current year. 
 
4. The conversion factors used in the economic evaluation are based on world market price 
numeraire. As such, a standard conversion factor applies to the opportunity costs of skilled labor, 
unskilled labor, local resources such as construction materials and transport, as well as project 
outputs in terms of VOCs and value of passenger travel time. Unless otherwise stated, the 
conversion factor of 0.85 is used to convert financial prices into economic prices. 
 

                                                
1
 World Road Association (PIARC). 2002. HDM-4 Version 2. Paris. 
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5. As given in Appendix 2, all project roads in each province have been included in 24 road 
packages and five bridge packages. Construction in all these packages, except three road 
packages and two bridge packages, commenced in 2010. The construction period varied across 
different packages but, except for the three road packages and one bridge package, all packages 
were completed by the middle of 2013. Construction of the four remaining packages was 
completed by the end of 2014. For analysis purposes, it was assumed that the generation of 
benefits for all project roads started immediately after construction completion in 2013 and 
continued for 20 years with appropriate routine and periodic maintenance interventions, including 
the first 3-year performance-based road maintenance contract (PBRMC). 
 
B. Traffic Analysis 

 
6. The base-year traffic volume expressed in terms of average annual daily traffic (AADT), its 
composition, and future growth rates are key inputs to the economic analysis. The feasibility study 
conducted for the project provides an estimation of AADT in 2007 for all project roads 
individually.2 These AADT values were compared with the most recent AADT estimates available 
for Eastern Province for 20133 and North Central Province for 20154 to derive average annual 
growth rates for each project road. Such derived growth rates were used to establish AADT in the 
base year, which is considered as 2010. Table A11.2 shows the estimated base-year AADT for 
each project road in each province. 
 

Table A11.2: Base-Year Traffic on Project Roads 
 

Code Name 

AADT, 2010 

Motorized Nonmotorized 

Eastern Province 

EPBTC013 Kokkuvil–Sathurukondan–Thannamunai Road 968 481 
EPBTC015 New Boundary Road 2,738 747 
EPBTC020 Valalyaravu Bridge Approach 2,041 793 
EPBTC068 Vavunathivu–Aiyithiyamalai Road 355 120 
EPTCC006 Kanniya–Allesgarden Road 964 341 
EPTCC019 Kaivaikal–Kakamunai–Munaichchenai Road 987 567 
EPTCC025 L B Channel Road 391 250 
EPBTC069 Hensman Road 311 259 
EPBTC072 Vavichenai Access 977 137 
EPBTC091 Oddamavady–Meeravodai Road 1,969 1,650 
EPBTC095 Kiran Ferry Road 931 645 
EPTCC028 Pankulam–Kivulekada–Thiriyai Road 242 99 
EPTCC017 Kuchchaveli–Kallampathai Road 192 91 
EPBTC027 Vanunathivu–Kokkadicholai Road 732 425 
EPBTC044 Police Station–Eruvil Road 853 295 
EPBTC045 Divulana–Vellavely Road 794 308 
EPBTC049 Komariya–Mandur Road 231 98 
EPBTC054 Thumankerny–Thikodai Road 684 272 
EPBTC057 Thalankudah–Manmunai–Mavadimunmari Road 1,873 949 

North Central Province 

NCAMC012 Gonapathirawa–Senapura–Kagama–Akkara 500 Road  1,125 675 
NCAMC022 Olukarada–Ganewalpola Road  889 533 
NCAMD020 Maradankadawela–Muriyakadawala Road  998 599 

                                                
2
 MLGPC. 2008. Final Report -Feasibility Study: Sub Group II (N). Colombo. 

3
   ADB. 2015. Eastern and North Central Provincial Road Project: Traffic Data Collection and Analysis for Eastern 

Province. Colombo. 
4
    ADB. 2014. Estimation of Traffic in Low Volume Roads – Case Study for North Central Province. Colombo. 
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Code Name AADT, 2010 

NCAHC074 Galenbindunuwewa–Nikawewa Road  2,639 550 
NCPMC226 Kaduruwela Muslim colony Road  4,562 800 
NCPMC227 D 1 East Channel Bund Road  1,143 686 
NCPMD230 Manikkampitiya Channel Bund Road  4,308 600 
NCAND118 Aluthgama–Asirithgama Road  481 288 
NCANC162 Oyamaduwa–Thanthirimale Road  907 544 
NCAMD032 Andiyagala–Nanwaththegama Road  816 490 
NCAHD091 Gurugalhinna–Ellapothana–Walahawiddawewa Road  889 533 
NCAHD098 Ranpathwila–Ellawewa Road  1,660 996 
NCAMC026 Pothana–Ihalagama Road  354 93 
NCANC165 Parasangaswewa–Katukeliyawa Road  1,560 936 
NCPMC208 Medirigiriya–Meegaswewa Road  2,708 900 
NCPMC267 Aselapura–Kurulubeddha Road  717 430 
NCANC160 Anuradhapura–Oyamaduwa–Pemaduwa Road  2,032 550 
NCANC164 Singharagama–Ranorawa–Nikawewa Road  1,206 724 

AADT = Average Annual Daily Traffic 
Source: Project Completion Report consultant’s estimates. 

 
7. Table A11.3 shows the average composition, together with calculated standard deviation by 
vehicle type for motorized traffic flow. These are based on recent AADT estimates for 2013 in North 
Central Province and 2015 in Eastern Province. Motorcycles have become the dominant mode of 
motorized transport for all project roads, ranging from 29% to 86% of total composition, except for 
EPBTC072, where motorcycles represent only 14%, and NCPMD230, where motorcycles represent 
29%. Three wheelers, used on personal and hired bases, also form a significant proportion of traffic 
volume, accounting for more than 10% of motorized traffic for nearly 75% of project roads. Vehicles 
identified under car/jeep and van categories were observed rarely on these roads, recording a 
maximum of only 6.7% (car/jeep) and 9.8% (van). 
 
8. Public transport modes, categorized as minibus and standard bus, account for less than 2% 
of the motorized vehicle share for nearly 70% the project roads. In fact, 11 project roads do not 
have any public bus service in operation. Goods vehicles comprise 4%–10% of motorized traffic 
volume for most of the project roads. However, EPTCC017, NCANC162, NCPMC267, and 
NCANC164 have 20%–35% of goods vehicle share because of lorries transporting paddy, rice, and 
construction materials such as sand and soil. 
 

Table A11.3: Average Vehicle Composition on Project Roads 
(%) 

Type of Vehicle 

Eastern Province North Central Province 

Mean 
Standard 
Deviation Mean 

Standard 
Deviation 

Motorcycle 65.9 16.6 59.6 16.4 
Three-wheeler 13.6 9.3 16.9 7.4 
Car/jeep 1.4 1.0 1.8 1.8 
Van 1.1 0.7 4.6 3.0 
Bus 2.5 4.2 1.8 1.6 
Goods vehicle 9.2 7.7 9.7 7.8 
Farm and other 6.5 10.9 5.5 7.8 

Source: Project Completion Report consultant’s estimates based on the results of traffic surveys. 
 

9. Pedal cycles are the only mode of transport considered as nonmotorized for this analysis. 
As most of the project roads are through rural areas, cycles have become a popular mode of 
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transport in both provinces. Except for three project roads—EPBTC015, EPBT072, and 
EPTCC017—pedal cycles comprise more than 25% of traffic volume. 
 
10. Traffic growth trends were established by relating growth in population, per capita income, 
and agriculture and industry gross domestic product (GDP) of the province to the growth of buses, 
private vehicles, and goods vehicles for each of the two provinces.5 The linear relationships 
developed were used in deriving the likely future traffic growth. The projected vehicle fleet for 
2022 and 2032 were estimated using the linear regression equations developed with the relevant 
variables and growth of the vehicle fleet at provincial level since 2006. The vehicle fleet growth 
rate thus derived is taken as a proxy for traffic growth rate. The population growth rate observed 
for Eastern Province (0.8% per annum) and North Central Province (1.2% per annum) from 2005 
to 2015 was assumed to continue for the next 20 years. In case of per capita income growth and 
agriculture and industry GDP, linear projections of time series data for each province were used 
to estimate the projected values for 2022 and 2032. These values are used in the regression 
equations to estimate the projected vehicle fleet. The traffic growth rates thus derived are given in 
Table A11.4 and are used for traffic projections. 
 

Table A11.4: Traffic Growth Rates 
(%) 

Province 

2013–2022 2023–2032 

Public 
Transport 

Private 
Transport 

Freight 
Transport 

Public 
Transport 

Private 
Transport 

Freight 
Transport 

Eastern Province 4.5 7.2 5.3 3.7 3.8 3.2 

North Central Province 4.6 6.6 4.0 3.9 3.6 2.7 

Source: Project Completion Report consultant’s estimates. 
 

11. Road improvements would motivate road users to shift from nonmotorized to motorized 
modes, such as two and three wheelers. Such modal shifts were taken into account in estimating 
traffic growth rates for private vehicles and hence are not considered as generated traffic so as to 
avoid double counting. However, following the improvement, there would be a diversion of vehicles 
to project roads from other roads in competition. For these project roads it is presumed that such 
diversions would increase traffic by 10%. In addition, 10% of generated traffic for freight vehicles is 
also considered by taking productivity increases in the agriculture sector in project-influenced areas. 
 
C. Economic Benefits 

 
12. The following benefits were included in the economic evaluation: 

(i) Savings in VOCs, taking into account the speed and travel time in the with- and 
without-project situations for both motorized and nonmotorized transport.  

(ii) Savings in travel time for passengers and goods transported in motorized and 
nonmotorized modes. 

(iii) Savings in road maintenance costs. 
 

13. In addition to the above quantifiable benefits, nonquantifiable socioeconomic benefits, 
such as increased productivity of agriculture, improved access to health and education, and 
livelihood improvements, are also accrued because of the improved project roads. Such benefits 
are discussed and assessed in detail in Appendix 13. 
 
14. Following the upgrading of existing unsealed roads to bituminous surface and standard 
roadway cross-section, average speeds on the roads would almost double, reducing travel times by 

                                                
5
 Published data on Central Bank of Sri Lanka website. http://www.cbsl.gov.lk/ 
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40%–50%. Similar improvements to existing sealed roads in poor condition would result in 30%–40% 
travel time savings. The travel times with and without the project are estimated by the HDM Model, 
and the value of time saved is included in the analysis. The unit value of passenger time used in the 
HDM model is given in Table A11.5. The values of passenger times were estimated based on 
current income levels and published data in Sri Lanka using the methodology from the government 
manual, which defines users of public and private transport by income categories.6 The passenger 
value of time is assumed to grow in line with per capita income growth in real terms. Per capita 
income grew at an average of 5.2% in real terms during 2007–2014. For the analysis, a 3% per 
annum real per capita income growth is considered. The value of cargo delay per hour was derived 
as the opportunity cost of capital tied up in delayed cargo (value of cargo multiplied by the interest 
rate) and was estimated at SLRs22 for light commercial vehicles and SLRs66 for trucks. This 
assumes a cargo value of SLRs200,000–SLRs250,000 per ton for light commercial vehicles and 
trucks, an interest rate of 15%, and two-thirds of cargo vehicles benefited. The shadow wage rate 
factor for unskilled workers was applied to public transport users’ time value, assuming one-third of 
public transport users are unskilled workers. All time values were converted to border price 
equivalent. 
 

Table A11.5: Value of Travel Time for Passengers and Occupancy Rates 
 

Vehicle Type 

Value of Work 
Time  

(SLRs/hr) 

Value of Nonwork 
Time  

(SLRs/hr) 
Occupancy 

Rate 

Two and three wheelers 110.7 18.4 1.5 

Car/jeep 582.8 97.1 2.5 

Van 582.8 97.1 4.5 
Public transport 57.7 9.6 25.0–40.0 

Source: Project Completion Report consultant’s estimates 
 

15. The HDM Model is used to estimate the VOC for both motorized and nonmotorized traffic on 
each selected road under the with- and without-project situations. The model estimates VOC taking 
into account the speed, travel time, surface quality, road congestion, and vehicle characteristics 
(including fuel consumption rates).The net reductions in VOC are presented as savings.  
 
 

III. Economic Cost of Construction and Maintenance 
 

16. The cost estimates used in the analysis are based on the final construction costs of each 
project road. The costs include those for civil works, environmental impact mitigation (to control dust, 
noise, waste, and traffic disruption caused by construction), shifting utilities, quality control, 
construction supervision, project management, and physical contingencies. The estimated financial 
cost was converted to economic cost by removing taxes and duties and applying the standard 
conversion factor and shadow wage rate factor,7 as applicable. Operation and maintenance costs 
were also estimated for each year of the analysis period. 
 
17. All the bridges rehabilitated under the project are located on project roads. Because the 
economic analysis is conducted for individual project roads, the costs of respective bridges are 
added to the construction cost of the road in calculating the economic cost per kilometer. Table 
A11.6 give the range of economic cost variation in the two provinces. 
 

                                                
6
 Ministry of Finance and Planning Sri Lanka. 2001. Assessing public investment in the transport sector. Colombo. 

7
  A shadow wage rate factor of 1.00 for skilled and semi-skilled workers and 0.72 for unskilled labors was used based on 

consultant estimates.   
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Table A11.6: Economic Cost of Construction 
 

Category Surface Type 
Economic Cost 
(SLRs million/km) 

Provincial Roads in Eastern 
Province 

DBST 13.4–30.8 

Provincial Roads in North Central 
Province  

DBST 12.3–35.4 

Source: : Project Completion Report  consultant’s estimate based on borrower’s project 
completion reports for Eastern Province and North Central Province  

 
 

IV. Results of Economic Analysis 
 
18. Economic analyses conducted on individual project roads indicated that the investment was 
economically viable. Economic internal rates of return (EIRRs) ranged from 12.0% to 33.5% for 
Eastern Province and 12.9% to 34.4% for North Central Province. The estimated EIRR for all 
project roads in Eastern Province was 18.1% and in North Central Province 23.6%. The EIRR for 
the overall project is 21.1%. Table A11.7 summarizes the economic analysis results, including 
EIRRs and net present values. The cost–benefit stream for the overall project is shown in Table 
A11.8. 
 
19. The reevaluation demonstrated an adequate economic viability of the project with an EIRR of 
21.1% and net present value of SLRs5,642.0 million at a 12.0% discount rate. The economic 
analysis of the project further indicates that savings in vehicle operating costs account for 60% of 
total benefits, whereas savings in travel time account for 34% and savings for nonmotorized vehicles 
account for 6% over the design life of 20 years. Overall, the economic feasibility of the project is 
robust and can tolerate adverse developments to the primary benefit and cost categories and 
changes in parameters. VOCs per vehicle kilometer before and after construction (for first full year in 
operation) were reduced by 42% in Eastern Province and 32% in North Central Province. Similar 
assessments of travel time costs per vehicle kilometer revealed a 59% reduction for Eastern 
Province and a 44% reduction for North Central Province. According to the travel time studies 
conducted on sample project roads, travel time saving with the effect of road improvements is 
estimated at about 55% for Eastern Province and 40% for North Central Province on average.8 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                                                
8
   ADB. 2015. Eastern and North Central Province: Traffic Data Collection and Analysis for Eastern Province. Colombo. 
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Table A11.7: Economic Analysis Results 
 

Code Road Name 
EIRR 
(%) 

NPV 
(SLRs million)

a
  

All Project Roads Eastern Province 18.1 1,819.2 

EPBTC013 Kokkuvil–Sathurukondan–Thannamunai Road  19.7  76.6 
EPBTC015 New Boundary Road  33.5  141.5 
EPBTC020 Valalyaravu Bridge Approach  24.6  44.1 
EPBTC068 Vavunathivu–Aiyithiyamalai Road 13.0 20.0 
EPTCC006 Kanniya–Allesgarden Road 22.0 71.7 
EPTCC019 Kaivaikal–Kakamunai–Munaichchenai Road  23.1  48.1 
EPTCC025 L B Channel Road  12.9  25.7 
EPBTC069 Hensman Road  12.0  0.0 
EPBTC072 Vavichenai Access  18.0  74.6 
EPBTC091 Oddamavady–Meeravodai Road  26.4  64.1 
EPBTC095 Kiran Ferry Road  19.2  25.6 
EPTCC028 Pankulam–Kivulekada–Thiriyai Road  13.7  74.1 
EPTCC017 Kuchchaveli–Kallampathai Road  12.8  8.6 
EPBTC027 Vanunathivu–Kokkadicholai Road  22.8  173.2 
EPBTC044 Police Station–Eruvil Road  22.9  28.0 
EPBTC045 Divulana–Vellavely Road  22.6  224.5 
EPBTC049 Komariya–Mandur Road  13.9  27.0 
EPBTC054 Thumankerny–Thikodai Road  22.7  110.0 
EPBTC057 Thalankudah–Manmunai–Mavadimunmari Road  32.5  581.8 

All Project Roads in North Central Province 23.6 3,822.8 

NCAMC012 Gonapathirawa–Senapura–Kagama–Akkara 500 Road  14.5 39.6 

NCAMC022 Olukarada–Ganewalpola Road  17.0 37.1 

NCAMD020 Maradankadawela–Muriyakadawala Road  12.9 7.6 

NCAHC074 Galenbindunuwewa–Nikawewa Road  26.9 69.5 

NCPMC226 Kaduruwela Muslim colony Road  34.4 459.2 

NCPMC227 D 1 East Channel Bund Road  27.6 436.0 

NCPMD230 Manikkampitiya Channel Bund Road  33.0 205.2 

NCAND118 Aluthgama–Asirithgama Road  15.0 17.8 

NCANC162 Oyamaduwa–Thanthirimale Road  28.5 492.3 

NCAMD032 Andiyagala–Nanwaththegama Road  24.3 331.0 

NCAHD091 Gurugalhinna–Ellapothana–Walahawiddawewa Road  14.9 57.5 

NCAHD098 Ranpathwila–Ellawewa Road  23.9 125.5 

NCAMC026 Pothana–Ihalagama Road  14.6 25.2 

NCANC165 Parasangaswewa–Katukeliyawa Road  25.1 487.8 

NCPMC208 Medirigiriya–Meegaswewa Road  29.1 398.0 

NCPMC267 Aselapura–Kurulubeddha Road  26.3 223.3 

NCANC160 Anuradhapura–Oyamaduwa–Pemaduwa Road  23.7 116.3 

NCANC164 Singharagama–Ranorawa–Nikawewa Road  22.4 293.9 

Overall Project 21.1 5,642.0 
EIRR = Economic Internal Rate of Return, NPV = Net Present Value. 
a
 @12% discount rate. 

Source: Project Completion Report consultant’s estimates. 
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Table A11.8: Cost–Benefit Stream for Overall Investment of the Project 
(SLRs million) 

 

Year 
Capital 
Costs 

Recurrent 
Costs 

VOC 
Savings 

VOTT 
Savings 

NMT 
Benefits 

Net 
Benefits 

Discounted 
Benefits 

2010  1,940.7  (18.1)  0.0  0.0  0.0  -1,922.7  -1,922.7  

2011  2,298.5  (16.9)   81.6   2.1   25.2  -2,172.7  -1,939.9  

2012  1,424.0  (11.5)   132.6   3.2   39.0  -1,237.8  -986.7  

2013  288.6  (12.6)   175.2   4.0   47.1  -49.7  -35.4  

2014  226.8  (7.2)   653.0   267.2   110.9   811.5   515.7  

2015 (27.9)  (9.3)   925.6   464.1   116.9   1,543.7   876.0  

2016  -   (8.9)   1,133.6   500.3   157.5   1,800.3   912.1  

2017 (261.3)  (2.9)   1,277.1   538.9   176.6   2,256.9   1,020.9  

2018 (52.1)  (8.8)   1,034.7   569.1   154.9   1,819.6   734.9  

2019  352.1  (14.7)   1,062.5   608.7   151.8   1,485.5   535.7  

2020  173.2  (10.4)   970.6   646.8   105.0   1,559.6   502.1  

2021  -   (9.7)   1,190.0   701.7   143.2   2,044.6   587.8  

2022  -   (9.6)   1,332.9   759.0   157.7   2,259.2   579.9  

2023  18.3  (8.6)   1,469.3   824.3   165.4   2,449.1   561.3  

2024  75.4  (7.6)   1,616.5   904.7   169.7   2,623.1   536.7  

2025  557.8  (18.0)   1,554.6   953.1   128.7   2,096.5   383.0  

2026  202.6  (8.0)   1,877.5   1,023.4   171.4   2,877.7   469.4  

2027 (261.3)   8.6   2,064.3   1,088.4   187.6   3,593.1   523.3  

2028 (52.1)  (4.0)   1,767.5   1,125.3   173.1   3,121.9   406.0  

2029 (239.1)  (3.3)   1,811.2   1,172.1   173.4   3,399.1   394.7  

2030 (30.4)  (2.3)   1,733.1   1,211.4   134.4   3,111.6   322.6  

2031  588.2  (17.6)   1,990.2   1,275.0   171.7   2,866.2   265.3  

2032 (1,087.1)  (2.9)   2,213.3   1,339.5   189.0   4,831.8   399.3  

TOTAL 6,134.9 - 204.3  28,066.9  15,982.3 3,050.2 41,168.1 5,642.0 

NPV (SLRs million) @ 12% 5,642.0 

 
EIRR 21.1% 

( ) = negative, EIRR = economic internal rate of return, NMT = nonmotorized traffic, NPV = net present value, VOC = 
vehicle operating cost, VOTT = value of travel time. 

Source: Project Completion Report consultant’s calculations  
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ROAD MAINTENANCE AND SUSTAINABILITY  
 

I. INTRODUCTION 
 

1. The road maintenance activities aim to preserve the road assets in as near as possible 
to their constructed or renewed condition. For management and operational convenience, road 
maintenance is categorized as routine, periodic, and urgent according to time of implementation. 

(i) Routine maintenance comprises small-scale works such as roadside verge 
clearing and grass cutting, cleaning silted ditches and culverts, patching, and 
repairing potholes. The frequency of activities varies but is generally once or 
more per month. Routine maintenance ensures daily trafficability and safety of 
existing roads in the short run and prevents premature deterioration of the roads.  

(ii) Periodic maintenance covers activities on a section of road at regular and 
relatively long intervals. It aims to preserve the structural integrity of the road. 
These operations tend to be large scale, requiring specialized equipment and 
skilled personnel. They cost more than routine maintenance works and require 
specific identification and planning for implementation and often even design. 
Activities can be classified as resealing (sand sealing, remetaling, or overlaying 
of surfaces) and repairing culverts, drains, and bridges. Resealing works are 
generally undertaken in response to measured deterioration in road conditions. 
For a paved road, repaving or overlaying is needed about every 8–12 years; for a 
gravel road regraveling is needed about every 3 years. Such work is considered 
as rehabilitation work and is not considered to be periodic maintenance.  

(iii) Urgent maintenance is undertaken for repairs that cannot be foreseen but require 
immediate attention, such as collapsed culverts or landslide or flood damage that 
temporarily prevents the use of the road or compromises road safety. 
 

2. Maintenance of roads is always a concern for provincial councils because of inadequate 
funds, inconsistencies in fund releases, and poor institutional capacity. Although funds for road 
maintenance are allocated for both the Eastern Province Road Development Department 
(EPRDD) and the North Central Road Development Agency (NCPRDA) through the annual 
budget of the respective provincial councils, such allocations do not meet the financial 
requirements.   
 
3. This situation is further worsened if the release of the limited allocated funds does not 
coincide with the cash requirement of the annual maintenance program. This causes delays in 
execution of annual maintenance programs and often results in underutilization of the allocated 
budget by the end of the year. Institutional capacity in terms of technical personnel and 
equipment are also a concern for provincial road maintenance. Because of low salaries and 
incentive schemes paid to staff, provincial councils face difficulties in recruiting and retaining 
technically competent personnel on a continuous basis. This has an adverse impact on planning 
and execution of annual maintenance programs. In addition, neither the EPRDD nor the 
NCPRDA have sufficient machinery and equipment to meet the demands of maintenance 
activities. Although the EPRDD and NCPRDA have acquired and maintain some equipment, 
and possess a crew of direct labor, these are far below what is required to maintain the overall 
network. 
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II. ROAD MAINTENANCE FINANCING 

 
A. Budgetary Allocation 

 
4. At present, the major sources of funding for road maintenance are block grants and 
provincial-specific development grants, which are allocated to the EPRDD and NCPRDA 
through the provincial budget. The EPRDD is not entitled to earn any revenue because it 
functions as a department. The NCPRDA is an authority and is therefore allowed to raise its 
own revenue and arrange its own financing for maintenance, but its grant allocation is largely 
earmarked for other commitments. Table A12.1 summarizes the budgetary allocation and actual 
expenditure for Eastern Province and North Central Province for 2011–2015. 
 
Table A12.1: Road Maintenance Budgetary Allocation and Actual Expenditure, 2011–2015 

(SLRs million) 
 
Agency Source 

 
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  

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  

Total Budgetary Allocation 91.7 113.0 93.6 146.0 187.4 

Actual Expenditure 84.7 44.7 81.6 99.3  

NCPRDA PSDG Budgetary Allocation 250.0 210.0 181.0 185.0 187.0 

Actual Expenditure 230.4 71.6 144.7 160.0  

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  

Total Budgetary Allocation 325.0 285.0 256.0 260.0 287.0 

Actual Expenditure 305.4 146.2 219.6 234.9  

EPRDD = Eastern Province Road Development Department, NCPRDA = North Central Province Road Development 
Authority, PSDG = provincial-specific development grant. 
Source: EPRDD and NCPRDA  

 

5. Although fund allocation is made at the start of each fiscal year through provincial 
council budgets, actual allocation is usually delayed and ultimately only partially released by the 
end of the year. Normally, funds are intended for release on a quarterly basis, upon requests 
made by the respective agencies. Although the EPRDD and NCPRDA request funds on a 
quarterly basis, the full amount is not granted because of shortages of available funds. This 
results in original programs being delayed until towards the end of the year. The release of 
funds usually becomes faster by the end of the year, but because of capacity constraints road 
agencies find it difficult to complete all activities envisaged in the original program during a short 
period of time. This leads to underutilization of funds and failure to complete the original 
maintenance programs.  
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B. Finance Requirement for Maintenance 
 

6. Assessment of the annual financial requirement for road maintenance is important for 
setting up a financing strategy that ensures an adequacy and consistency of funding sources. 
Based on current market prices and maintenance practices, an estimate of annual financial 
requirements for maintenance per unit length of road (with 3.5–4.0 meter carriageway) has been 
calculated (Table A12.2). This includes a breakdown by major maintenance activities: routine, 
periodic, and emergency. All routine maintenance activities are assumed to be conducted for 
each kilometer of road at regular time intervals of once or more per month. Periodic 
maintenance activities such as resealing and repairs to structures (including culverts, bridges, 
and causeways) are required to be performed annually for each kilometer. Intervention periods 
assumed for resealing are 3 years for a given kilometer and 5 years for repair of structures.  
 

Table A12.2: Finance Requirement for the Maintenance of Unit Length  
(SLRs) 

Item Activity 
Estimated Cost  
(per km per year) 

Routine 
maintenance 

Weeding and clearing ditches 50,000 

Pothole management 40,000 

Maintenance of signs and marking 25,000 

Other (crack sealing, edge repairs, and shoulder repairs, etc.) 30,000 

Subtotal 145,000 

Periodic 
maintenance 

Resealing (once in 3 years for each km or else 25% of network 
for each year; cost of sand sealing estimated at 
SLRs600,000/km) 

150,000 

Repair to structures (once in 6 years for each km; cost of 
repairing structures estimated at SLRs300,000/km) 

50,000 

Subtotal 200,000 

Emergency maintenance 15,000 

Total 360,000 

km = kilometer. 
Source: Project Completion Review consultant’s estimates 

 

 
7. Considering geographical proximity and the similar traffic and climate conditions of the 
two provinces, it was assumed that the scale and frequency of maintenance work would be the 
same for each province. Therefore, an annual funding requirement for maintenance, estimated 
at SLRs360,000 per km (Table A12.2), is assumed to be the same for each province. The 
EPRDD currently maintains a road network of 1,098 km, and the NCPRDA 1,951 km. Therefore, 
the annual funding requirement for maintaining the total road network in Eastern Province would 
be approximately SLRs395 million and in NCP SLRs700 million. However, the actual allocation 
made through provincial budgets in 2014 was only about SLRs99.3 million for Eastern Province 
and SLRs234.9 million for North Central Province (Table A12.1). Thus, there was a shortfall of 
SLRs295.7 million in Eastern Province and SLRs465.1 million in North Central Province.  
 

III. PROJECT INTERVENTIONS FOR STRENGTHENING ROAD MAINTENANCE 
 

8. Taking the aforementioned financial and capacity constraints into account, there were 
several initiatives in the project to formalize and strengthen the road maintenance functions in 
future. Such initiatives included (i) coupling the 3-year performance-based maintenance period 
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with civil works contracts, (ii) a recommendation to allocate provincial revenue collected from 
annual vehicle license fees to road maintenance, and (iii) deploying a capacity development 
program through a technical assistance grant attached to the project loan. 
 
A. Performance-Based Road Maintenance Contracts  

 
9. Prior to execution of the project, the EPRDD used to carry out routine maintenance 
activities through its direct labor and casual labor. However, for the periodic maintenance 
interventions, it formed small-scale contract packages and called for bids. Only contractors 
registered with the Provincial Council were allowed to bid for these contracts. In contrast to the 
EPRDD, the NCPRDA did not possess a direct labor force. Hence, it used to carry out routine 
maintenance activities through laborers recruited on a contract basis for all subdivisions. The 
NCPRDA did not have a proper mechanism for periodic maintenance activities. Both provinces 
used to hire machinery whenever required. 
 
10. The project greatly helped both the EPRDD and NCPRDA to improve their maintenance 
practices by bringing PBRMCs1 to their notice. 
  
11. Although PBRMCs have been introduced before, this was the first project in which the 
performance-based maintenance period was coupled to civil works contracts. In other words, 
the contractor who is contracted to rehabilitate a particular road package has to maintain the 
same for the 3-year PBRMC period. This 3-year PBRMC period assisted both the EPRDD and 
NCPRDA in two ways. First, it ensured timely intervention for routine and periodic maintenance 
of the project roads for the first 3 years. Second, this initial 3 years provided sufficient time for 
both sides to prepare and build their institutional and financial capacities to maintain the roads 
after the initial 3 years.  
 
12. The effectiveness of PBRMCs is reflected in the present condition of the roads. All 
project roads, except some sections of a few roads damaged recently by monsoonal flood in 
Eastern Province, remain in good condition. The EPRDD has taken corrective measures to 
rehabilitate the damaged road sections. Both the EPRDD and NCPRDA now use PBRMCs 
effectively for their ongoing roadworks. This approach has helped them to resolve the 
maintenance issues resulting from a lack of institutional capacity of technical staff, laborers, 
equipment, and machinery.  
 
B. Dedicate Vehicle License Fee for Road Maintenance  

 
13. At appraisal, it was recommended that road maintenance be financed through vehicle 
revenue license fees collected within the province. Since the amount is primarily determined by 
the tare weight and functional category of the vehicle, revenue license fees can be considered 
as a fair compensation and reflect the damage caused to the roadway. As such, adopting 
revenue license fees for road maintenance can be justified by the fact that the road users have 
to contribute to the maintenance in proportion to the damage that they actually cause to the 
roadway. 
 
14. The revenue collectable mainly depends on the operational vehicle fleet, not on the 
registered vehicle fleet. Users of vehicles which are not in an operable condition are registered 
but usually do not hold a revenue license for such vehicles. The total operational vehicle fleet in 

                                                
1

 World Bank. An Introduction to Performance-Based Road Maintenance Contracts. http://www-      
esd.worldbank.org/pbc_resource_guide/trn.htm (accessed 7 May 2016). 
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Eastern Province is estimated at 227,917 and in North Central Province 232,883.2 Although 
both provinces have similar-sized fleets, the fleet in Eastern Province consists of more low-
charged vehicles such as two wheelers, three wheelers, and tractors. The total amounts raised 
from those vehicles with revenue licenses in 2014 was estimated at SLRs213 million in Eastern 
Province and SLRs496 million in North Central Province.3 If these amounts had been fully used 
for road maintenance, together with provincial council PC allocations (Table A12.1), the funding 
shortfall for Eastern Province would have been reduced to SLRs82.7 million while North Central 
Province would have enjoyed an excess of SLRs30.9 million in that year. Such small 
deficiencies in funds could be strategically avoidable or manageable in the following ways: 

(i) Delaying certain periodic maintenance activities (such as resealing and repairing 
structures) by 1–2 years. Such a strategy could ease the annual shortfall. 

(ii) Gradually increasing the revenue license fees at a rate slightly higher than the rate of 
increase of road maintenance requirement. This should also take into account 
construction price escalation. However, ongoing road network development activities 
reduce the finance requirement, especially for the periodic maintenance activities. 
Furthermore, recent trends in using asphalt concrete for upgrading lead to further 
reductions in maintenance. 

(iii) Vehicle fleet growth of 4% for Eastern Province and 6% for North Central Province 
would also increase revenue, thereby compensating for construction price escalation. 
 

15. In general, transferring revenue collected from vehicle license fees makes a 
considerable contribution and indeed solves the road maintenance financing issues at the 
provincial level. Although the recommendation was made to fully transfer the revenue license 
fees to road maintenance trust funds at the provincial level, this has yet to happen. Approval 
was granted by the board of ministers for Eastern Province; approval is yet to be gained in 
North Central Province. This needs to be followed up in future in line with the project loan 
covenant.  
 
C. Strengthening Institutional Capacity 

 
16. The capacity building program provided through the technical assistance gave a 
considerable impetus, especially for the EPRDD, to strengthen road asset management 
procedures, including road maintenance. This is discussed in detail in Appendix 9. 
 
17. The road maintenance management system (RMMS) established for both provinces is 
considered to be the key contribution made by the grant towards road maintenance planning. It 
enabled the EPRDD and NCPRDA to recognize required maintenance interventions well in 
advance and to prepare accordingly. The grant also assisted in the streamlining of the 
organizational structures and functions, with new cadre positions for the project director’s office, 
as well as new divisional offices for the EPRDD. Although these recommendations are yet to 
materialize, this was a valuable commitment towards increasing the efficiency of the EPRDD in 
service delivery. In addition, the TA grant provided assistance to improve technical and 
managerial skills of staff through domestic and overseas training programs.    
 

IV. LIFE TIME COST ANALYSIS FOR ROAD PAVEMENTS  
 

18. Road pavement construction with asphalt concrete requires higher initial investment 
compared to double bituminous surface treatment (DBST). However, the greater durability and 

                                                
2
  National Transport Commission. 2014. National Transport Statistics. Colombo. 

3
  District Secretariats for Eastern Province and North Central Province. 
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lower maintenance requirements of asphalt concrete ease the long-term financial burden of 
maintenance on the road agencies. In contrast to asphalt concrete surfacing, DBST requires 
comparatively low initial investment but leaves a higher financial burden on the road agencies in 
the long run because of the higher frequency of maintenance interventions required. These 
contradictory advantages and disadvantages of asphalt concrete and DBST create uncertainty 
in road agencies when selecting suitable pavement alternatives to maximize their benefits. 
Usually, road agencies choose DBST over asphalt concrete as the agency can provide more 
kilometers of sealed road with the available construction budget. But it does not necessarily 
indicate that DBST is the more beneficial pavement option in the long run. 
 
19. Taking into account the pros and cons of the two alternatives, the project completion 
report (PCR) mission decided to conduct a life cycle cost analysis to determine which alternative 
was the more beneficial for the road agency, as well as for the road users. The analysis was 
conducted over a life cycle period of 20 years for a unit length (1 kilometer) of single-lane road 
(3.5 meters wide) which carries about 1,000 vehicles in both directions daily. The cost 
parameters given in Table A12.3 were used for the analysis. 
 

Table A12.3: Estimated Costs for Construction and Maintenance Items for Asphalt 
Concrete and Double Bituminous Surface Treatment  

(SLRs) 

Item Unit AC DBST 
Initial construction per km 14,100,000 9,800,000 

Pothole patching m
2
 750 530 

Crack sealing m
2
 330 330 

Side maintenance including 
weeding and clearing ditches, 
white washing, etc. 

per km/year 300,000 300,000 

Edge repairs m
2
 1,400 1,200 

Shoulder repairs m
2
 220 220 

Periodic surface treatment 
(Est. at 40% of initial cost) 

m
2
 1,600 1,100 

AC = asphalt concrete, DBST = double bitumen surface treatment, km = kilometer, m
2
 = square 

meter. 

Source: Project Completion Review  mission. 

 
20. It was assumed that asphalt concrete requires surface treatment after 12 years and 
DBST after 8 years. The costs for such surface treatment were estimated at the rate of 40% of 
their respective initial construction costs. Salvage value at the end of 20 years is considered as 
20% for asphalt concrete and 10% for DBST. 
 
21. Life cycle cost analysis was carried out using the Highway Development and 
Management (HDM IV) model. Table A12.4 presents a summary of road agency and road user 
costs. 
 
22. Table A12.4 indicates that there is no significant difference, either in road agency cost or 
road users’ costs, between asphalt concrete and DBST over a period of 20 years. In fact, 
asphalt concrete shows a slightly lower life cycle cost than DBST in terms of total cost for both 
road agency and road users. This highlights the fact that using asphalt concrete for a provincial 
road which carries about 1,000 vehicles per day is marginally better in terms of life cycle cost. 



58        Appendix 12 
 

 

 
 

This becomes even more favorable for road agencies because they require less maintenance 
intervention for asphalt concrete during its life time.  
 
 

23. Similar analyses were repeated for the traffic levels of 500 and 2,000 vehicles/day to 
perceive the trend in total cost (i.e., aggregation of road agency and user costs). Table A12.5 
summarizes the results of these analyses with an indication of probable saving in total cost by 
using asphalt concrete over DBST at different traffic levels. It clearly shows that asphalt 
concrete becomes more beneficial when traffic level increases, although the calculated saving is 
small.  
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Construction Maintenance Total Construction Maintenance Total

2015 14,100,000  14,100,000  9,800,000     -                  9,800,000      -                   -                   14,100,000    9,800,000       

2016 -                348,967       348,967       -                 342,865         342,865         5,058,996       5,075,585       5,407,963       5,418,451       

2017 -                750,000       750,000       -                 750,000         750,000         5,283,028       5,309,797       6,033,028       6,059,797       

2018 -                364,263       364,263       -                 355,771         355,771         5,515,765       5,548,634       5,880,028       5,904,405       

2019 -                341,239       341,239       -                 336,350         336,350         5,760,017       5,799,186       6,101,256       6,135,536       

2020 -                784,348       784,348       -                 778,974         778,974         6,016,619       6,062,092       6,800,967       6,841,066       

2021 -                347,771       347,771       -                 341,862         341,862         6,286,703       6,338,208       6,634,474       6,680,070       

2022 -                351,542       351,542       -                 345,043         345,043         6,572,145       6,628,842       6,923,687       6,973,885       

2023 -                795,695       795,695       -                 4,705,348      4,705,348      6,873,797       6,935,500       7,669,492       11,640,848     

2024 -                360,269       360,269       -                 352,408         352,408         7,192,008       7,149,968       7,552,278       7,502,376       

2025 -                363,425       363,425       -                 355,053         355,053         7,414,803       7,359,747       7,778,228       7,714,801       

2026 -                806,758       806,758       -                 797,862         797,862         7,647,703       7,578,023       8,454,461       8,375,885       

2027 -                5,926,000    5,926,000    -                 360,849         360,849         7,891,909       7,805,213       13,817,909    8,166,061       

2028 -                342,037       342,037       -                 364,024         364,024         7,989,900       8,040,134       8,331,936       8,404,158       

2029 -                784,023       784,023       -                 807,400         807,400         8,222,645       8,283,067       9,006,668       9,090,467       

2030 -                346,150       346,150       -                 370,990         370,990         8,463,067       8,535,508       8,809,217       8,906,498       

2031 -                348,412       348,412       -                 4,291,608      4,291,608      8,711,368       8,800,349       9,059,779       13,091,957     

2032 -                790,817       790,817       -                 818,870         818,870         8,968,268       8,977,415       9,759,085       9,796,285       

2033 -                353,375       353,375       -                 383,169         383,169         9,234,898       9,242,930       9,588,273       9,626,099       

2034 -                356,096       356,096       -                 387,758         387,758         9,513,394       9,519,324       9,869,490       9,907,082       

2035 (2,820,000)   798,990       (2,021,010)  (980,000)       832,640         (147,360)        9,808,328       9,807,054       7,787,319       9,659,694       

TOTAL 11,280,000  15,660,175  26,940,175 8,820,000     18,078,845   26,898,845   148,425,361  148,796,576  175,365,536  175,695,421  

Year

Road Agency Cost Road User Cost Total Cost

AC DBST
AC DBST AC DBST

 
 

 
Table A12.4: Summary of Road Agency and Road User Costs for Asphalt Concrete and Double Bituminous Surface 

Treatment 

Source: Project Completion Review Mission. 
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Table A12.5: Summary of Total Cost for Asphalt Concrete and Double Bituminous 
Surface Treatment at Different Traffic Levels 

 

Item Unit 
Traffic Level (vehicles/day) 

500 1,000 2,000 
Total cost AC 100,273,344 175,365,536 328,816,717 

DBST 100,286,278 175,695,421 330,125,120 

Saving in using AC Amount 
(SLRs) 

12,934 329,885 1,308,403 

% 0.01 0.19 0.40 

AC = Asphalt Concrete, DBST = Double Bitumen surface Treatment, SLR = Sri Lanka Rupee        
Source: Project Completion Review mission. 

 
V. CONCLUSIONS AND RECOMMENDATIONS 

 
24. Road maintenance has become a burden for the EPRDD and NCPRDA, mainly because 
of inadequate funding and inconsistency of fund release. Analysis of maintenance financing 
from 2010 to 2015  clearly indicate that the EPRDD receives only about 25% of its actual 
maintenance requirement, and the NCPRDA receives 34%. In fact, even these amounts have 
not been released on the regular basis required to keep the annual programs on track. Apart 
from financial burdens, both agencies face institutional capacity issues, which have an adverse 
impact on planning and execution of annual maintenance programs. Taking all these concerns 
into account, several initiatives were included in the project to assist both agencies to overcome 
these issues in both the short run and the long run.  
 
25. Introduction of PBRMCs as a built-in component of civil works contracts relieved some of 
the financial burden on each agency in the short term. It also provided space to gain the 
necessary capacity improvement for later takeover. Furthermore, both agencies now use 
PBRMCs in their own projects as a good practice for easing the maintenance burden during the 
first few years after construction.  
 
26. In addition, the project also recommended that revenue collected through the vehicle 
revenue license fees be dedicated to road maintenance. Calculations made herein prove that 
fully transferring revenue collected from vehicle license fees would be more or less adequate to 
finance road maintenance in each province. The project also supported institutional capacity 
building, especially in the EPRDD, as a measure for ensuring road network sustainability in the 
long term.  
 
27. Most road agencies now prefer asphalt concrete surfacing over DBST because of lower 
maintenance needs, although the initial construction cost is higher. The life cycle cost analysis 
conducted by the PCR mission shows that asphalt concrete is slightly preferable to DBST in 
terms of costs to the road agency and road users.  
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SOCIOECONOMIC IMPACT  
 

I. INTRODUCTION 
 
1. Implementation of the Eastern and North Central Provincial Road Project, financed by 
the Asian Development Bank (ADB), started in 2009, immediately after the end of the 30-year 
conflict between the Liberation Tigers of Tamil Eelam and the armed forces of the Government 
of Sri Lanka. Project interventions in the Eastern Province were confined to the conflict-affected 
Batticaloa and Trincomalee districts. In the North Central Province, it covered some parts of 
conflict-affected Anuradhapura and Polonnaruwa districts that bordered the formerly conflict-
affected region. The project aimed at improving the transport connectivity in Eastern Province 
and North Central Province, efficiently linking the rural provincial areas with national and urban 
areas, improving the transport of goods and services, and improving people’s access to both 
economic and social assets and services. It envisaged that improvements to the road network 
would open up the communities to a range of new opportunities; increase availability and 
frequency of transport services; and improve access to markets, employment opportunities, and 
social services. Altogether, the project anticipated a significant contribution to the recovery 
processes of the conflict-affected region and overall improvement in the economic growth and 
well-being of the communities in those regions.  
 
2. With the rehabilitation of 370 kilometers (km) of provincial roads (150 km in Eastern 
Province and 220 km in North Central Province) and their culvert and bridge links and the 
improvement of the transport network, the project also expected to reduce vehicle operation 
costs by 30% in Eastern Province and 20% in North Central Province and travel time by 50% in 
Eastern Province and 30% in North Central Province.1  The savings accumulated from the 
project, however, enabled the project to move beyond the original planned targets and to 
conclude with the rehabilitation of 385.2 km of roads (165.7 km in Eastern Province and 219.5 
km in North Central Province). The benefits from the project were not confined to any specific 
ethnic or social group. It did not provide any specific gender-related benefits. However, it 
anticipated that women would benefit from (i) labor work that was generated during project 
implementation; (ii) improved road shoulders that would ensure the safety of women who walk 
along roads accompanying their children to schools, temples, and clinics as well as women who 
are engaged in roadside vending; (iii) safer, cheaper, and easier transport services for garment 
factory workers; and (iv) additional incomes from selling food and beverages to construction 
workers.2 
 
3. The roads earmarked for rehabilitation in the four districts were selected from a list 
prepared by the provincial authorities, and the final selection was based on a set of criteria such 
as the role of a road in connecting to economic and social services and national highways, 
traffic volume, road conditions, poverty index, and the importance of the road to provision of bus 
services.3 Double bituminous surface treatment was applied for road rehabilitation, whereas 
sections that were frequently inundated were rehabilitated with concrete pavements. Bridges 
and culverts were also rehabilitated and replaced as required. There were altogether 17 work 
contract packages in Eastern Province and 14 packages in North Central Province. 

                                                
1
 ADB. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan and 

Technical Assistance Grant to the Social Republic of Sri Lanka for the Eastern and North Central Provincial Road 
Project. Manila (Project Design and Monitoring Framework [Annex 1]). 

2
 Footnote 1. Summary Poverty Reduction and Social Strategy.  

3
 ADB. 2009. Memorandum of Understanding of the Fact Finding Mission (19 February – 5 March 2009) for the 

proposed Eastern and North Central Provincial Roads Project. Manila. 
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4. The project’s share for provincial road improvement was about 14% of the provincial 
road network in Eastern Province and 11% in North Central Province. Provincial councils of the 
two regions agreed to dedicate the revenue generated from vehicle licensing fees to road 
maintenance.4 The rehabilitation work of the selected roads, wherever possible, was confined to 
the existing right of way to avoid or minimize land acquisitions.  
 
5. The project also focused on enhancing the institutional capacity of the provincial road 
authorities for efficient project implementation, and the management and maintenance of road 
assets. The total cost of the project was estimated at $78 million, of which $70 million formed a 
loan from ADB while the balance of $8 million came from the Government of Sri Lanka. The 
executing agency of the project was the Ministry of Local Government and Provincial Councils. 
The implementing partners were the Eastern Province Road Development Department (EPRDD) 
and the North Central Province Road Development Authority (NCPRDA) together with their 
respective provincial councils. The project implementation period was from October 2009 to 
December 2014.  
 
6. This report presents the results of a social impact study carried out (June–August 2015) 
as part of the project completion report (PCR) mission, with the objectives of assessing how the 
rehabilitation of provincial roads in the two provinces have improved connectivity to the wider 
road network, transport system, and urban centers and provided access to a variety of physical, 
economic, and social assets and services; how these indicators were linked to the development 
of diverse infrastructure and services including transport systems; the social and economic 
impacts of the roads on communities; and the overall contribution of the roads to the 
development of other infrastructure and utility services.  
 

II. STUDY METHODOLOGY 
 
7. The study adopted a qualitative approach as it allows for cross-comparisons of pre- and 
post-project situations as perceived by communities, and a better understanding of the broader 
social changes, including changes in community behaviors, social structures, and relationships 
since the completion of project interventions. The study focused on eliciting the experiences and 
perceptions of the project’s beneficiaries and implementers. Individual and group consultations 
conducted with project beneficiaries who lived beside the rehabilitated roads provided insights 
into a range of social and economic impacts of the project on beneficiary communities. Short 
interviews conducted with representatives of the project implementing agencies provided the 
implementers’ perspective on the overall project, its benefits and impacts, and the issues 
encountered. Literature reviews mainly pointed to observations and evaluations of the project 
financier and the project executing agency.  
 
8. A sample of 12 rehabilitated provincial roads (three roads from each of the four project 
implementing districts) was selected for the study. Except for the Medirigiriya–Meegaswewa 
road (Polonnaruwa district), civil works on the remaining 11 subprojects had been completed in 
2012. This allowed a reasonable consolidation phase for the maturation of expected project 
benefits and for the surrounding communities to feel the impacts of the rehabilitated roads. The 
other criteria considered for the selection of the sample included the roads’ connectivity, 
presence of a comparatively bigger resident population served by the roads, and the availability 

                                                
4
 ADB. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan and 

Technical Assistance Grant to the Social Republic of Sri Lanka for the Eastern and North Central Provincial Road 
Project. Manila. 
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of communities alongside the roads for consultation. Details of the sample of road projects are 
given in Table A13.1. 
 
9. The number of project beneficiaries participating in the consultations was 135, 
comprising 89 men and 46 women. Among them were 63 farmers; 37 small-scale businessmen; 
21 housewives; 3 students; and the balance 11 belonged to a variety of occupational groups 
such as drivers, masons, and manual laborers (Table A13.2). Provincial project directors and 
technical officers of the EPRDD and NCPRDA were also interviewed. The assessment 
outcomes presented and discussed in this report are confined to the selected subprojects, and 
examples from subprojects are quoted in support of evidence. Abbreviations for road names 
have been used in the text for readers’ convenience.  
 

Table A13.1: Sample of Road Projects Selected for the Socioeconomic Impact Study 

No. District Division/s Name of Road and Abbreviation 

Road 
Length 

(km) 
Completion 

Date 
1. Anuradhapura Wilachchiya Anuradhapura–Oyamaduwa–

Pemaduwa Road 
(NCANC160) 

AOP 10.60 Oct 2012 

2. Anuradhapura Horowpathana Gurugalhinna–Ellapothana–
Walahaviddawewa Road 
(NCAHD091) 

GEW 17.00 Oct 2012 

3. Anuradhapura Palagala Andiyagala–Nanwattegama 
Road (NCAMD032) 

AN 16.00 Jan 2012  

4. Polonnaruwa Polonnaruwa East Channel Bund Road 
(NCPMC227D1) 

ECB 12.02 April 2012 

5. Polonnaruwa Polonnaruwa Kaduruwela Muslim Colony 
Road (NCPMC226) 

KMC 4.40 April 2012 

6. Polonnaruwa Medirigirya Medirigiriya–Meegaswewa 
Road (NCPMC208) 

MM 17.90 May 2013 

7. Batticaloa Porathivupattu Thumankerny–Thikkodai 
Road (EPBTC054) 

TT 7.00 Mar 2012 

8. Batticaloa Manmunai South 
Eravurpattu 

Police Station–Eruvil Road 
(EPBTC054) 

PSE 1.40 Feb 2012 

9. Batticaloa Manmunai West 
Eravurpattu 

Hensman Road (EPBTC069)  13.60 Dec 2012 

10. Trincomalee Mutur and 
Seruwila 

L B Channel Road 
(EPTCC025) 

LBC 16.00 Feb 2012 

11. Trincomalee Kuchchaveli and 
Gomarankadaw
ela 

Pankulam–Kivulekada–
Thriyai Road (EPCC028A) 

PKT 25.00 Nov 2012 

12. Trincomalee Kinniya Kaivakal–Kakamunai–
Munaichchenai Road 
(EPTCC019) 

KKM 1.90 Feb 2012 

Source: Eastern Provincial Road Development Department. 2014. Borrower’s Project Completion Report: Eastern 
and North Central Provincial Road Project. Eastern Province. Trincomalee; North Central Provincial Road 
Development Authority. 2014. Borrower’s Project Completion Report: Eastern and North Central Provincial Road 
Project, North Central Province. Anuradhapura. 
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Table A13.2: Project Beneficiaries Consulted 

No 
Name of 

Road 

Gender Status or Occupation 

Male Female Farmer Business Housewife Student Other 

1. AOP road 9 4 11 1   1 

2. GEW road 9 3 9 3    

3. AN road 6 6 7 4   1 

4. ECB road 10 3 4 6 3   

5. KMC road 6 1 4 3    

6. MM road 15 3 9 7 2   

7. TT road  7 2 2 4 2  1 

8. PSE road 4 5   4 2 3 

9. Hensman road 6 8  2 8 1 3 

10. LBC road 7 1 7  1   

11. PKT road 4 9 10 2   1 

12 KKM road 6 1  5 1  1 

 Total  89 46 63 37 21 03 11 

Source: Project Completion Report social impact study, 2015.  
AOP= Anuradhapura–Oyamaduwa–Pemaduwa Road,  AN = Andiyagala–Nanwattegama Road 
GEW= Gurugalhinna–Ellapothana–Walahaviddawewa Road, ECB= East Channel Bund Road 
LBC= L B Channel Road, MM= Medirigiriya–Meegaswewa Road, PSE= Police Station–Eruvil Road  
PKT= Pankulam–Kivulekada–Thriyai, KKM= Kaivakal–Kakamunai–Munaichchenai 
TT= Thumankerny–Thikkodai 
 

III. SOCIOECONOMIC PROFILES OF EASTERN PROVINCE AND NORTH CENTRAL 
PROVINCE 

 
A. Eastern Province 
 
10. Eastern Province comprises three districts—Ampara, Batticaloa, and Trincomalee. In 
2001, the province had a total population of 1.41 million, which had increased to 1.53 million in 
2012. This increase is partly due to the return of internally displaced people to their homelands 
at the end of the conflict in 2009. The province’s current population consists of 46.4% males and 
53.6% females.5 The ethnic composition of the province includes 39.5% Tamils, 36.9% Muslims 
and 23.2% Sinhalese.6  The population living below the poverty line (head count index) of 
SLRs3,624 per person per month is 11.0%, far above the national figure of 6.7%. However, 
when compared with the province’s poverty level in 2007 (14.8%), a significant reduction in 
poverty levels could be observed and this may be largely due to the government’s post-conflict 
recovery interventions in this region.7 The province’s share of gross domestic product (GDP) in 
2012 was SLRs473.7 billion or 6.3% of national GDP. A slight increase in the province’s 
contribution to national GDP is observed since 2008, when it was only 5.6%. A remarkable 
increase in the annual per capita income is also observed, with a rise from SLRs119,131 (66.0% 
of the national level)) to SLRs304,043 (81.6% of the national per capita income) in 2012.8 
 
B. North Central Province 

                                                
5
 Government of Sri Lanka, Department of Census and Statistics. 2013. Household Income and Expenditure 

Survey 2012/13. Colombo. 
6
 Government of Sri Lanka, Department of Census and Statistics. 2012.Census of Population and Housing 2012. 

Colombo. 
7
 Government of Sri Lanka, Department of Census and Statistics. 2013. Household Income and Expenditure 

Survey 2012/13. Colombo. 
8
 Government of Sri Lanka, Central Bank of Sri Lanka. 2014. Sri Lanka Socio-Economic Data 2014. Colombo. 
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11. North Central Province comprises Anuradhapura and Polonnaruwa districts. Its 
population increased from 1.1 million in 2001 to 1.2 million in 2012. Of its present population, 
males constitute 47.1%, while the female population is 52.9% (footnote 8). The ethnic 
composition of the province includes 90.9% Sinhalese, 8.0% Muslims, and 1.0% Tamils 
(footnote 8). The population living below the poverty line (head count index) of SLRs3,624 per 
person per month is 7.3%, which is slightly above the national figure of 6.7%. Compared with 
the corresponding figures for 2009, when only 5.7% lived below the official poverty line, a 
significant increase in the poverty levels within the province is observed. This increase can be 
partly attributed to recurrent natural disasters, such as floods and droughts, that affected the 
province during this period. The province’s contribution to GDP in 2012 was SLRs354.23 billion 
or 4.7% of national GDP, a percentage that remained unchanged from 2008. The per capita 
income in the province, however, increased from SLRs117,384 (65.7% of the national level) in 
2007 (footnote 6) to SLRs280,469 (75.2% of the national per capita) in 2012 (footnote 7). 
 
C. Road Conditions in Eastern Province and North Central Province in 2008 
 
12. In 2008, the length of the provincial road network of Eastern Province was around 1,098 
km, of which only 20% was in good condition. Some 30% of the provincial roads were gravel or 
earth roads. An assessment in 2008 observed that about 65% of provincial roads in Eastern 
Province were in poor or very poor condition and required rehabilitation and reconstruction. In 
North Central Province, of a provincial road network of 1,951 km, only around 30% was in good 
condition. Gravel and earth roads constituted 37% of the road network. About 22% of the 
provincial roads in North Central Province required reconstruction, while another 18% required 
rehabilitation. Vehicle speeds remained low and vehicle operating costs were high, and rural 
enterprises were constrained by poor transport facilities. Some areas did not have even basic 
bus services. The provinces did not generate sufficient funds required for their regular road 
maintenance, which eventually resulted in rapid deterioration that reduced the life cycle of the 
roads (footnote 5). Allocations from the central government and the provincial councils were 
inadequate to cover all maintenance costs. In addition, roads and the transport sectors in both 
Eastern Province and bordering areas of North Central Province suffered immensely as a result 
of the prolonged conflict and neglected maintenance. 
 

IV. SOCIAL IMPACTS 
 
A. Improved Connectivity 
 
13. The rehabilitation of the provincial roads, together with improved transport services, 
strengthened the connectivity of the relatively isolated rural communities with the large network 
of urban and peri-urban centers, service-providing institutions, markets, and employment 
opportunities. Significant changes resulting from this improved connectivity were observed in 
the communities that lived beside the improved roads, such as increased mobility of people, 
movement of goods and services to and from the villages, emergence of new economic 
activities and service centers, increased access to better health and educational services, and 
competitive market outlets. Social changes that were linked to improved connectivity will be 
elaborated upon later in this report. 
 
14. Table A13.3 shows how the improved provincial roads are linked to other national and 
regional urban centers and increased connectedness. Public transport services provide direct 
access to these urban centers in the North Central, North Western, Central, and Western 
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Provinces, or to onward connections to reach such destinations. For example, there is a direct 
transport service that starts from the Medirigiriya–Meegaswewa road and proceeds to Kandy 
town in the Central Province and Colombo in the Western Province. Similarly, a bus service 
operates between the LBC road and Colombo. This road is also frequently used by pilgrims 
from outstations who visit the Seruwila sacred area. Though transport services do not operate 
on the KMC road, people either walk or travel by motorcycle or three-wheeler for 2 km to the 
nearest towns of Onagama or Kaduruwela to make onward connections. The villages along the 
PKT road, which are largely inhabited by resettled families who were displaced during the 
conflict, benefit immensely from the improved road and the transport services when they visit 
relatives living in other areas such as Horowpathana. 
 

Table A13.3: Connectivity of the Roads to Urban and Peri-Urban Centers 
 

No. Name of Road District Connectivity to Urban/Peri-Urban Centers 
1. AOP Road Anuradhapura Thanthirimale and Anuradhapura (NCP); 

and Dambulla (CP) 
2. GEW road Anuradhapura Horowpatahna and Anuradhapura (NCP) 

3. AN road Anuradhapura Thambuttegama and Anuradhapura (NCP); 
Mahawa, Kurunegala, and Nikaweratiya 
(NWP); and Dambulla (CP) 

4. ECB road Polonnaruwa Kaduruwela, Diaysenpura, and Medirigiriya 
(NCP); and Trincomalee (EP) 

5. KMC road Polonnaruwa Kaduruwela town (NCP) 

6. MM road Polonnaruwa Medirigiriya and Hingurakgoda (NCP); 
Kandy (CP) and Colombo (WP) 

7. TT road Batticaloa Kalavanchikudi, Bakiniela, Poarthievu, and 
Palugama, and Ampara district (EP) 

8. PSE road Batticaloa Kalavanchikudi, Eruvil, Pathirippu, 
Marathamunai, Kalmunai (EP) 

9. Hensman road Batticaloa Chenkaladi, Athimale, and Batticaloa (EP) 
10.  LBC road Trincomalee Kanthale, Mutur, and Seruwila (EP) and 

Colombo (WP) 
11. PKT road Trincomalee Trincomalee (EP) and Horowpathana (NCP) 

12. KKM road Trincomalee Trincomalee and Kanthale (EP) 

Source: Project Completion Report social impact study, 2015.  
 AOP = Anuradhapura–Oyamaduwa–Pemaduwa Road, AN = Andiyagala–Nanwattegama Road 
 GEW = Gurugalhinna–Ellapothana–Walahaviddawewa Road, ECB = East Channel Bund Road 
 LBC = L B Channel Road, MM = Medirigiriya–Meegaswewa Road, PSE = Police Station–Eruvil Road  
 PKT = Pankulam–Kivulekada–Thriyai, KKM = Kaivakal–Kakamunai–Munaichchenai, TT = Thumankerny–Thikkodai 

 
15. Transport services on most of the rehabilitated roads are also directly connected to 
Dambulla, one of the central wholesale markets in Central Province. This linkage facilitates easy 
access for farmers and traders to transport their agricultural produce to this market. 
 
16. Some roads function as by-roads that reduce long-distance travel. For example, the AN 
road is frequently used by those who travel to various destinations in the North Western 
Province. The TT road provides a similar shorter route for people who travel to Ampara district. 
The Hensman road is yet another shorter route to reach Athimale and Batticaloa. People who 
use these roads benefit not only from the reduced travel time but also from the reduced vehicle 
operating costs.  
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B. Improved Transport Services 
 
17. Since the rehabilitation of the provincial roads, transport services operating on these 
roads have increased significantly. Transport services included both state-owned public 
transport services run by the Sri Lanka Transport Board, as well as transport services operated 
by private individuals (para-transit modes), who are issued with permits by respective provincial 
councils (Plate 1). In addition, a large number of private vehicles, such as motorcycles, three-
wheeler taxis, and mini-vans, also benefit immensely from the improved road conditions. Three-
wheeler taxis and vans operated by private individuals on these roads and available at 
affordable rates have become a para-transit mode for villagers. Table A13.4 presents a 
comparison of the increase of motor traffic on the rehabilitated roads in North Central Province 
during 2007–20149 and in Eastern Province during 2007–2015.10 
 

 
Plate 1: Public and private transport services 

 
  

                                                
9
 ADB. 2014. Estimation of Traffic in Low Volume Roads – Case Study for North Central Province. Colombo.  

10
 The figures presented are based on a traffic count survey carried out as part of the present study. 
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Table A13.4: Increase of Motor Traffic on Rehabilitated Roads 2007–2014/15 
 

No. Name of Road 

Annual Average Daily Traffic of 
Motor Transport 

Annual Growth 
Rate 

2007 2014/15 2007–2014/15 
1. AOP Road (Anuradhapura) 977 2,240 12.6 
2. GEW road (Anuradhapura) 220 980 23.8 
3. AN road (Anuradhapura) 1,095 1,200 1.3 
4. ECB road (Polonnaruwa) 1,759 1,860 0.8 
5. KMC road (Polonnaruwa) 3,491 5,030 5.4 
6. MM road (Polonnaruwa) 2,708 6,180 12.5 
7. TT road (Batticaloa) 815 873 0.9 
8. PSE road (Batticaloa) 727 1,089 5.2 
9. Hensman road (Batticaloa) 306 397 3.3 
10.  LBC road (Trincomalee) 106 499 21.4 
11. PKT road (Trincomalee) 67 308 21.1 
12. KKM road (Trincomalee) 260 1,259 21.8 
Source: Asian Development Bank. 2014. Estimation of Traffic in Low Volume Roads – Case Study for North 
Central Province, Colombo; Traffic Count Survey in the Eastern Province of the Project Completion Report social 
impact study, 2015.  
 
18. Roads on which only the Sri Lanka Transport Board ran public transport services prior to 
rehabilitation now also have private sector transport services. Poor road conditions, frequent 
damage caused to vehicles, excessive travel times, and high operational costs discouraged 
many transport providers from operating on such roads. Since road rehabilitation, not only has 
the number of service providers increased but also the reliability, frequency, size, and number of 
vehicles that operate on these roads has increased. Table A13.5 compares the changes in 
transport services on the rehabilitated roads before and after the project, as recalled by the 
villagers. 
 

Table A13.5: Transport Services on Rehabilitated Roads: Pre- and Post-Project 
 

No 
Name of 

Road Pre-Project Situation Post-Project Situation 
1. AOP road 

Anuradhapura 
Small vans of private 
individuals, quite irregular  

SLTB buses operate almost 10 times per day at 
half-hour internal; one school bus and one school 
van also available 

2. GEW road 
Anuradhapura 

People walked almost 11 
km to either 
Walahaviddawewa or 
Gurugalhinna to get 
connected to a bus 

SLTB buses operate seven times a day between 
Walahawiddawewa and Anuradhapura town from 6 
a.m. to 7 p.m.: a private bus to Kurunegala; and a 
school bus. People no longer have to walk as buses 
go via their villages  

3. AN road 
Anuradhapura 

One single private bus. 
There was no direct bus 
service to Dambulla; 
people either had to walk 
or travel by carts. 

SLTB buses operate four times a day to Kekirawa 
and Dambulla; two buses run to Colombo and 
Kandy; and one private school van is available; two 
buses belonging to garment factories pick up and 
drop garment factory workers. 

4. ECB road 
(Polonnaruwa) 

Only a few small buses 
operated; the road was 
too narrow for two buses 
to pass 

Buses operate about 10 times a day; a school bus 
service is also available. 

5. KMC road 
(Polonnaruwa) 

No buses operated on this 
road. 

No buses operate on this road. 

6. MM road Only three buses Buses operate almost every hour; a school bus 
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No 
Name of 

Road Pre-Project Situation Post-Project Situation 
(Polonnaruwa)  operated and they were 

irregular 
service is also available.  

7. TT road 
(Batticaloa) 

SLTB buses operated 
twice a day but irregularly 

There are two private buses that operate between 
6.30 a.m. and 5.00 p.m. 

8. PSE road 
(Batticaloa) 

There was no bus service.  One private bus operates for three times a day until 
6.30 p.m.  

9. Hensman road 
(Batticaloa) 

One SLTB bus operated 
three times a day 

SLTB buses operate five times/day; private buses 
operate four times/day; a school bus service is 
available; bus services available until about 6 p.m. 

10. LBC road 
(Trincomalee) 

Buses hardly operated 
because of poor condition 
of the road 

SLTB buses operate twice a day to Mutur; one bus 
runs to Colombo; a private bus operates to 
Kanthale; a school bus service is available. 

11.  PKT road 
(Trincomalee) 

Only two buses operated. Two or three SLTB and private buses operate 10 
times/day; two buses run to Trincomalee and 
Horowpathana 

12. KKM road 
(Trincomalee) 

Buses hardly operated 
because of poor condition 
of road 

SLTB buses operate three times/day; a private bus 
also operates on this road; buses to Trincomalee 
and Kanthale use this road.  

Source: Project Completion Report social impact study, 2015.  
AOP = Anuradhapura–Oyamaduwa–Pemaduwa Road,  AN = Andiyagala–Nanwattegama Road 
GEW = Gurugalhinna–Ellapothana–Walahaviddawewa Road, ECB = East Channel Bund Road 
LBC = L B Channel Road, MM = Medirigiriya–Meegaswewa Road, PSE = Police Station–Eruvil Road  
PKT = Pankulam–Kivulekada–Thriyai, KKM = Kaivakal–Kakamunai–Munaichchenai 
TT = Thumankerny–Thikkodai 

 

C. Travel Convenience and Reduced Travel Time 
 
19. The improvement of public transport services, as well as para-transit modes, have 
greatly increased the convenience for people and reduced their travel time. Table A13.6 shows 
how the travel time of the villagers to different destinations has fallen, with improved transport 
services operating on a selected number of improved roads, as perceived by the villagers. 
 
20. A large number of households who live in the villages around Oyamaduwa, Pemaduwa, 
Medirigiriya, and Meegaswewa areas have several members working in the civil defense force. 
Most of these security personnel, who use motorcycles to travel to their work destinations, now 
find it easier and quicker to travel on their motorcycles because of the improved road conditions. 
They could also now use the public transport services.  
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Table A13.6: Comparison of Travel Time in Pre- and Post-project Situations 
 

No. Name of Road Travel Time Pre-Project  Travel Time Post-Project  
1. AOP Road 

(Anuradhapura) 
3 hours to reach Anuradhapura  30 minutes to reach 

Anuradhapura  
2. GEW road 

(Anuradhapura) 
5 hours to reach Dambulla 1.5–2.0 hours to reach 

Dambulla 
3. AN road 

(Anuradhapura) 
Several hours to reach 
Thambuttegama as there was no 
proper transport service 

1 hour to reach 
Tambuttegama 

4. MM road (Polonnaruwa) 2.5 hours to reach Medirigiriya 1 hour to reach Medirigiriya; 
20 minutes to Medirigiriya by 
motorcycle 

5. Hensman road 
(Batticaloa) 

1.5 hours to reach Batticaloa or 
Chenkaladi by motorcycle (25 
km) 

30 minutes to reach 
Batticaloa or Chenkaladi by 
motorcycle (25 km) 

6.  LBC road (Trincomalee) Had to stay overnight in 
Trincomalee as travel took 
several hours  

1 hour to reach Trincomalee 

7. PKT road (Trincomalee) 3 hours to Trincomalee; almost 1 
day to go and return from 
Trincomalee or Horowpatahna 

30 minutes to reach 
Trincomalee 

Source: Project Completion Report social impact study, 2015. 

 

21. Because of the availability of vehicles in the villages and the improved road conditions, 
villagers living around the GEW road found it easier to carry patients in emergencies. People 
living along the ECB road also remarked on the increased travel convenience after the widening 
of the road, which had been a narrow track without adequate space for two vehicles to pass 
each other. They also observed the benefit of road improvements particularly in emergency 
situations when people have to rush critically ill patients to hospital. Women living around the 
rehabilitated PSE road mentioned the convenience of walking along the road shoulders during 
their visits to Kalavanchikudy hospital and market. Pregnant mothers, who attend maternity 
clinics in Kekirawa or Dambulla hospitals, also benefitted from the rehabilitated AN road and its 
regular transport services. 
 
D. Benefits for School Children 
 
22. The rehabilitation and improvement of provincial roads has benefitted school children in 
numerous ways. Public transport services exclusively for school children began operating on a 
majority of the roads that were rehabilitated under the project (Table A13.5). For example, a 
school bus service started operating between Hensman road and Akkaripattu in Ampara district. 
Apart from state-run transport services, para-transit modes such as minivans or three-wheelers 
operated by private individuals are also available for the transport of school children. Three-
wheeler owners who operate on the PSE road provide transport for children for a monthly fee of 
SLRs1,000 per child. Children who earlier travelled on their bicycles now use public transport 
services to go to school. Furthermore, children can return home early after school or attend 
private tuition classes because of the regular bus services that now operate on the rehabilitated 
roads.  
 
23. Meanwhile, children who continued their education in the village schools because of lack 
of transport facilities to and from their villages have sought admission to urban schools such as 
those in Kekirawa, Medirigiriya, Hingurakgoda, and Anuradhapura. It was reported that around 
120 children from communities along the Hensman road now attend schools outside their 
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villages. People recalled that, whereas in the earlier times when students could not go to school 
because of road flooding or irregular transport services, school attendance rates have now 
increased with better and more reliable transport facilities and road improvements. Children also 
started attending private tuition classes conducted in towns. Some students after their tuition 
classes would return home around 8.30 p.m. On such occasions, their parents would either go 
personally on their motorcycles or hire three-wheelers to pick-up their children and bring them 
back home. The numbers of children who use their own bicycles to travel to schools and private 
tuition classes has also increased. In the villages around the AN road, children also benefitted 
as the teachers can now make home visits to conduct tuition classes. Regular school 
attendance of children and their pursuit of better educational facilities and opportunities will 
obviously, in the long run, contribute to increased literacy levels in rural areas and access to 
formal employment opportunities.  
 
E. Development of Other Infrastructure and Utility Services 
 
24. Rehabilitation of roads also led to the development of several other infrastructure and 
utility services in the villages located beside those roads. For example, several nonelectrified 
households living along the rehabilitated roads were connected to grid electricity. They included 
households living along the TT, MM, PKT, and AN roads. New electricity supplies have 
significantly contributed to improving the social life of the villagers, providing a better home 
environment for children to engage in their studies, decreasing household expenditures on 
energy consumption, and, on some roads, reducing threats from wild elephants. On the MM 
road, a new telecommunications tower was installed, thereby improving villagers’ 
communication options; and the village school in Meegaswewa, which earlier had classes only 
up to grade 7, was upgraded to a secondary school with classes running up to grade 11. 
Villagers living along the AN road observed an improvement in the family health services 
provided by village midwives. Household water connections were provided to families living 
along the AOP road, together with road rehabilitation, and the Dayata Kirula exhibition that was 
held at Oyamaduwain 2012.11 A People’s Bank was established at Peyamaduwa, which greatly 
increased people’s access to banking services. Improvements in different infrastructure and 
utility services eventually enhanced the lives of people in rural areas and reduced out-migration 
of people from rural to urban areas in search of better services and facilities. 
 
F. A Positive Outlook 
 
25. Communities had suffered great hardships as a result of deteriorating road conditions. 
Irregular and unreliable transport services, impassable and insecure roads during flooding, 
restricted mobility and limited access to services, frequent damage to vehicles, difficulties in 
marketing agricultural produce and obtaining a fair price, and having to pay higher prices for 
household commodities are some of the critical issues that were encountered by communities 
who lived beside the deteriorated provincial roads. Frustrated by the lack of initiative on the part 
of authorities to repair and improve the roads, people living around the ECB road used to call it 
a “barren road” as they could not foresee any development of the road. People living adjacent to 
the AN road had planted banana seedlings right in the middle of the road in protest at the failure 
of the authorities to improve the road conditions.  
 

                                                
11

  Dayata Kirula is an annual educational and development exhibition organized by the government on 
Independence Day. 
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26. The rehabilitation of roads has benefited a large number of people who live beside those 
roads. Information sources from the department of census and statistics (footnote 8) account for 
the presence of around 81 grama niladhari divisions12 located within the impact area of the 
study sample of 12 roads, with an estimated population of over 26,000 households (Table 
A13.7). Apart from this local population, who directly benefited from these rehabilitated roads, 
traders and businessmen have frequently used these roads for their business activities, and 
long-distance travelers have cut short the travel time and distance to their final destinations.  
 

Table A13.7: Grama Niladhari Division and Household Populations in Impact Area of 
Rehabilitated Roads 

No Name of Road No. of GNDs No. of Households 
1 AOP road  11 5,116 
2 GEW road  4 1,050 
3 AN road  7 1,344 
4 ECB road 7 2,064 
5 MM road 9 4,503 
6 KMC road 4 1,233 
7 TT road  6 1,344 
8 PSE road 2 544 
9 Hensman road  5 1,504 
10 LBC road  7 1,456 
11 PKT road 14 2,800 
12 KKM road  5 3,108 
 Total 81 26,066 
GND = grama niladhari division.  
Note: A grama niladhari division is a village-level administrative unit. 
Source: Census of Population and Housing, 2012.  
AOP = Anuradhapura–Oyamaduwa–Pemaduwa Road,  AN = Andiyagala–Nanwattegama Road 
GEW = Gurugalhinna–Ellapothana–Walahaviddawewa Road, ECB = East Channel Bund Road 
LBC = L B Channel Road, MM = Medirigiriya–Meegaswewa Road, PSE = Police Station–Eruvil Road  
PKT = Pankulam–Kivulekada–Thriyai, KKM = Kaivakal–Kakamunai–Munaichchenai 
TT = Thumankerny–Thikkodai 
 

27. Rehabilitation and improvement of these provincial roads has brought about significant 
social changes, as discussed in the preceding sections of this report, and a range of economic 
benefits to those deprived communities. Despite recent damage caused to some sections of a 
few roads that were rehabilitated, almost all the people consulted for this study held a positive 
view on the construction work of the roads and the enormous benefits that the road 
rehabilitation project has been able to bring to their communities. People were of the view that 
“the road is much better than it used to be earlier.” One woman said, “we did not lose any land 
for road widening. If asked, we would have given our land voluntarily, because having a good 
road is much better than losing a little land.” The chief engineer for the EPRDD observed that 
the most vital benefit to the communities is the “psychological satisfaction” that people gained 
after road rehabilitation. He said, “people in this province have always lived with damaged and 
dilapidated gravel roads. They have never seen a ‘black color’ road in their communities. If they 
saw such a road, it was only in towns. Now they can see black color roads running in front of 
their homes.” 

V. ECONOMIC IMPACTS 
28. This section of the report discusses the impact of the rehabilitated provincial roads on 
the livelihood activities of the adjacent communities, their incomes, and asset accumulation.   
 
 
                                                
12

 Village-level administrative unit. 
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A. Traders Coming to Villages 
 
29. Rehabilitation of provincial roads has had a significant bearing on the livelihood activities 
of the farming communities. Prior to road rehabilitation, farmers in the surrounding villages had 
to carry their paddy harvests and other crops that they cultivated (such as maize, green gram, 
and sesame) to the purchasing centers that were located in the urban or peri-urban areas, 
sometimes 10–20 km away. Hardly any traders came to the villages to buy their produce, 
primarily because of the bad road conditions. Transportation of paddy and other agricultural 
produce to the towns was costly. Tractors would charge SLRs60–SLRs100 (depending on the 
distance) for a single 50–60 kg sack of paddy. A tractor would carry about 30 sacks of paddy at 
a time and the farmers would pay around SLRs2,500–SLRs3,000 or more for transportation, 
depending on the load that they wanted carried. Not only did the farmers have to bear the 
transport costs, but they also suffered financial losses at times when the purchasing centers 
offered lower prices for their produce. In such instances, farmers had very little power to 
negotiate for a higher price, as they feared a possible refusal by the purchasing centers and the 
additional costs that they might have had to bear to transport their stocks back to the village. 
Farmers facing such situations had little choice other than to sell their produce at a lower price.  
 
30. This situation, however, changed dramatically with the rehabilitation of the roads. 
Traders from all parts of the region began coming to the villages to buy the farm produce. 
During harvesting seasons, 15–20 traders would come from areas such as Horowpathana, 
Kahatagasdigiliya, Vauvnia, Maradamunai, Polonnaruwa, Dambulla, and sometimes Jaffna and 
Colombo to purchase produce such as paddy, maize, sesame, green gram, and chilies from the 
villagers. Meanwhile, some private individuals established their own paddy purchasing centers 
in the villages to buy produce and sell to wholesale traders coming from outside. For example, 
there are four paddy collecting and weighing centers along the AOP road. The number of 
vehicles that come to buy paddy or get their paddy weighed has increased since road 
rehabilitation (Plate 2). 
 

  
Plate 2: Rice mills 

 
31. Although a few farmers still carry their produce to purchasing centers in the cities in their 
own tractors in order to fetch a higher price (villagers around the AN road), the majority of 
farmers opt to retain their produce at home and sell it to the traders coming to their villages. 
Overall, the farmers did not experience much difficulty in finding buyers for their produce. They 
would connect with traders directly via mobile phones and inform them when stocks were 
available for sale. This saved not only the transport costs that farmers had to bear earlier but 
also the risk of losing any income resulting from low prices offered at the purchasing centers in 
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the towns. Obviously, the financial transactions between farmers and traders that occurred 
within the villages reduced the overhead costs of marketing and travel time, and at times 
increased profit margins.  
 
32. Another interesting observation was the extensive use of part of the rehabilitated roads 
for drying paddy during harvesting seasons (Plate 3). Farmers reported that the use of modern 
machinery for harvesting (that they called “tsunami machines”) requires immediate dehydration 
of paddy in order to meet the quality standards set by the government paddy purchasing centers 
and the private traders. Paddy which is not properly dried and has a high moisture content will 
be rejected by the traders. This in turn would cause heavy losses to farmers. Many farmers who 
cultivate large areas of paddy land 1 to 4 hectares do not have sufficient space within their own 
homesteads to engage in this drying process. They would, therefore, transport their paddy in 
tractors and three wheelers on to the road, sometimes as early as 4 a.m., encroaching on part 
of the road space to dry their paddy during the daytime. Thus, in addition to their transportation 
benefits, the rehabilitated roads are indirectly bringing other benefits to farming communities. 
Roads provide space for farmers’ post-harvest processing activities, which in turn reduces the 
rejection rates of their produce and their financial losses, while ensuring higher incomes. In 
addition, owners of para-transit vehicles, whose tractors and three wheelers are hired for 
transporting paddy, also benefit from supplementary incomes received from this seasonal 
activity. Farmers consulted during the study were appreciative of the added benefit of road 
rehabilitation and the space available for their post-harvest paddy processing.  
 

 
Plate 3: Part of a road used for drying paddy (GEW road) 

 
 
B. Delivery of Goods to Villages 
 
33. Another significant impact on the livelihoods of the villagers was the enormous benefits 
that small and medium-sized entrepreneurs in the villages gained from improved road 
conditions. This includes people who operate small grocery stores, restaurants, hardware shops, 
outlets for fertilizer and agro-chemicals, and small shops that sell household goods. With the 
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improvement of the road conditions, a large number of private sector manufacturing agencies 
have begun entering the villages with stocks of manufactured goods. A variety of items such as 
food products, medicines, household goods, hardware items, and agro-chemicals are delivered 
to the small business outlets in the villages, either by direct purchase or through a line of credit 
(Plate 4). Apart from the big manufacturing agencies in Colombo, which have ventured into 
direct marketing with the villagers, there have been a number of other medium-scale 
entrepreneurs in the local areas who also have gained access to such village-level marketing. 
For example, a van coming from Kahatagasdigiliya delivers bakery products to tea kiosks in the 
remote villages along the GEW road in Horowpathana. 
 
34. In the circumstances, the village entrepreneurs, who earlier had to buy their marketable 
commodities from wholesale outlets in the nearby towns or in Colombo, no longer need to 
depend on such external markets because the required goods are now delivered to their 
doorstep at controlled prices. A woman entrepreneur, who runs a grocery store of multiple items 
on the MM road, said, “In those days we had to buy our goods from Kinniya (near Trincomalee) 
and transport them by carts. Now we no longer have to do that, because delivery vans bring all 
that we need.” The transport costs that entrepreneurs had to bear in carrying the purchased 
goods back to the village, which eventually was added to the price paid by the consumer, were 
also saved and they are now able to sell their commodities at a fair price. The consumers also 
do not perceive a significant price difference in the commodities sold in the villages and the 
prices of the same commodities sold in the towns. A housewife on the TT road remarked, “We 
now do not have to buy things from Kalavanchikudy. We can buy them from the village 
groceries for the same price.” 
  

 

 

Plate 4: Delivery vans  

 
35. People’s dependence on markets outside the village has decreased gradually and local 
entrepreneurs are able to attract and increase their clientele. As a result, incomes of the village 
entrepreneurs have also begun to increase. An entrepreneur on the KKM road said that his 
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income from the restaurant has increased almost by 40%. The only exception was the situations 
observed by some entrepreneurs operating along the PKT and KKM roads in Trincomalee 
district, who complained of a decrease of their business incomes as a result of people now 
travelling quite often to towns and buying their necessities from urban markets. Three-wheeler 
drivers operating on the PKT road also complained of their dwindling incomes as a result of 
many households using their own three wheelers and motorcycles for travel.  
 
C. Development of Commercial Activities 
 
36. Road improvements and the development of transport services have led to the 
emergence of a range of economic activities in the surrounding villages, such as the expansion 
of existing business enterprises or investments in new enterprises. A large number of 
commercial establishments, such as banks, lending institutions, and insurance companies, and 
other business outlets for computers and associated software, electronic goods, frozen food, 
ready-made garments, and household furniture have emerged along a number of the 
rehabilitated roads (Plate 5). 
 

 

 

  
Plate 5: New commercial enterprises (AOP road) 

 
37. Apart from external investments in the above-mentioned commercial ventures which 
have been set up in the villages, local populations have also started a variety of income-
generating activities along the rehabilitated roads. This includes grocery stores, beauty salons, 
food preparation, dress making, brick manufacturing, and vehicle repairs (Plate 6). For example, 
grocery stores and tea kiosks along the AOP road, which earlier carried out their business 
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activities in temporary structures, have not only moved into permanent structures but have also 
scaled up their operations. Quite a few grocery stores were set up along the PSE road as well. 
Farmers in the communities adjacent to the AOP road, who are engaged in cattle farming, are 
now able to easily transport their milk to collecting centers in the village. Tractors that were 
deployed earlier to collect milk from cattle farms living along the TT road are now replaced with 
better and covered vehicles. Several women living along the GEW road have begun to sell 
cooked food to salesmen who regularly come in delivery vans. Many women on the MM road 
have also started dress-making businesses. 
 

   

  
Plate 6: Small and medium-sized enterprises 

 
38. Heavy vehicles carrying metal, timber, soil, and sand run along the AN and LBC roads. 
A number of vehicle repair shops, service stations, and welding workshops have been set up 
since the rehabilitation of the MM road. Selling petrol and diesel is another economic activity 
commonly seen in several other places, such as along the AN and MM roads, where the 
gasoline stations are remote. 
 
39. While some village entrepreneurs have begun expanding and diversifying their existing 
business activities, people from outside have also begun migrating to areas closer to the 
rehabilitated roads to set up new businesses. They either bought or leased land to set up 
various business activities.  
 
40. On the rehabilitated KKM road, a number of people are engaged in mobile vending in 
small lorries and three wheelers. Goods that they sell include rice, a variety of spices, 
vegetables, bakery products, and household items such as plasticware. Rosan is a youth who 
comes in a three-wheeler from a village that is 20 km away to sell incense sticks to shops and 
groceries by the roadside. His marketing area covers a radius of about 100 km.  
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41. Examples of entrepreneurship are shown in Plate 7 and described in the box below. 
 

  

  
Plate 7: Diversified enterprises 

 
Examples of Income-Generating Activities 

1. Chandralatha, the vade seller 
Chandralatha, a middle-aged woman living by the 
AOP road, started preparing vade (a snack made 
out of dhal and undu flour) during the road 
construction work so that she could sell them to 
the construction workers. Though construction 
work is over, Chandralatha continues to engage 
in her business as she can now sell her vade to 
the commuters on the road and people in her 
neighborhood. She prepares 50 vades out of dhal 
and another 50 out of undu flour every day. She 
has a small mobile cart parked by the roadside to 
keep her vade, and she fries them here as well. 
Each vade is sold for SLRs10 and her daily 
income is around SLRs1,000.  
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2. Nalin, the hairdresser  
On the same AOP road, Nalin, a former member 
of the civil defense force, left his job and opened 
a hairdressing salon and a vegetable sales outlet. 
He learnt the art of hairdressing from his father, 
who was a traditional hairdresser. He has around 
10–12 clients per day and earns SLRs600–
SLRs700 per day. A variety of items he requires 
for hairdressing, such as soap, shampoo, oil, and 
perfumes, are bought from the delivery vans that 
come to the village. He also earns additional 
income of around SLRS1,000 per day from his 
vegetable outlet, for which he buys vegetables 
grown by the villagers as well as from the lorries 
that come to village to sell vegetables. His 
monthly income is much higher than the income 
he received as a security officer in the civil 
defense force, which was around SLRs15,000. 
 

 
 

3. Kunasekeram, the hardware shop owner 
who diversified his business 
Kunasekaram owned a hardware shop in the 
Thikkodai grama niladhari on the TT road long 
before the road rehabilitation. This hardware 
shop also sold household goods in addition to 
building construction materials. However, his 
business remained small as his clientele was 
mainly from the local neighborhood. With the 
rehabilitation of the TT road, Kunasekeram 
observed a substantial increase in the number of 
vehicles such as three wheelers, motorcycles, 
tractors, lorries, delivery vans, and paddy 
harvesting machines (during harvesting periods) 
moving frequently on the TT road.  
 
As the gasoline station was located about 10 km 
from the village, demand for petrol and diesel 
grew greatly. Therefore, Kunasekeram made use 
of this entrepreneurial niche and added selling 
petrol and diesel to his hardware business. In 
addition, he also started selling agro-chemicals in 
a part of his hardware shop as there was no 
sales outlet for these products in the surrounding 
area. Kunasekeram remarked, “I did not want to 
sell agro-chemicals earlier because transporting 
them from town on bad roads was risky. The 
bottles and cans could have broken up on the 
way. But now the agro-chemicals are delivered to 
my doorstep by the companies. So I opted for it.” 
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4. Kirupparayagam, farmer and cattle rearer. 
Kirupparayagam lives by the TT road. Since the 
rehabilitation of the road, he has established a 
sales outlet in the village for petrol, diesel, and 
engine oil, primarily because of the increased 
demand for such goods from motorcyclists and 
those who run three wheelers and tractors. 
Engine oil cans are delivered to him by the 
manufacturing companies. 

5. Palakinathan, worked in the Middle East for 
few years. On his return home, he engaged 
himself in farming activities in his own village. In 
2013 (after road rehabilitation), he decided to set 
up a grocery store by the TT road. He bought a 
piece of land in this area and built his store. 
Though he buys some of his commodities from 
Kalvanchikudy, 13 km away, his main source of 
supply is the delivery vans that come to the 
village. He does not have to incur a transport cost 
when he buys goods from the delivery vans. And 
any perishable commodities that he cannot sell 
are taken away by the delivery companies. His 
risks and losses are therefore minimal. People 
from the surrounding villages as well as road 
commuters are his clientele. 
 

 

6.Sameera, a young entrepreneur in 
Gomarankadawela (PKT road). Sameera is 
running a vehicles and spare parts sales outlet. 
After road rehabilitation, he added selling 
motorcycles to his business because of the 
growing demand for motorcycles. He is able to 
sell 3–4 per month. 
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7. Keethan is a young welder who comes from 
20 km away. He operates a welding workshop 
on the Hensman road. The welding workshop 
was started about 5 months ago on land taken on 
lease. This young entrepreneur is frequently 
approached for his services by three-wheeler 
owners, motorcyclists, and harvesting machine 
operators. 

 
 

D. Asset Formation 
 
42. Rehabilitation of the roads has encouraged a large number of households to accumulate 
assets in the form of motorcycles, three wheelers, and tractors, while some others have 
invested in transport services and bought passenger buses to run on rehabilitated roads. It was 
reported that almost one in every five households living along the AOP road now owns a three 
wheeler, which they use either for their private purposes or for hiring. Meanwhile, paddy 
collectors in the village have bought tractors and lorries to transport their paddy. One such 
paddy collector owns three tractors and two lorries. On the GEW road, almost every household 
owns a motorcycle while several other households have three wheelers. There are about 150 
two-wheel tractors in the village and another 20 four-wheel tractors. On the same road, two 
villagers operate private buses. Almost all the households along the AN and ECB roads have 
either a motorcycle or a three wheeler for their private use. One villager operates a private bus 
to Dambulla from the AN road. A similar situation was observed on the MM road where people 
invested in motorcycles, three wheelers, and passenger buses. People along the KKS road 
reported that the number of three wheelers that operated on this road increased from about five 
per day to 100 per day after the road rehabilitation. The number of three wheelers operating on 
the PSE road ranged from 30 to 40 per day. Similar asset accumulation has been reported from 
all other areas adjacent to the rehabilitated roads. 
 
43. The earlier sections described the emergence of new commercial enterprises, both small 
and medium scale, and the diversification of existing business enterprises. Such commercial 
entities also account for the accumulation of physical and financial assets of the villagers and 
the increase of their household incomes. It is also interesting to note that villagers who were 
earlier dependent on a single source of income, i.e., agriculture, have now been able to 
supplement their household incomes with nonagricultural livelihood sources, such as 
commercial ventures and providing para-transit services. 
  
44. Though it is not possible to establish a direct link between road rehabilitation and land 
prices, improved road conditions and transport facilities would have obviously added a value to 
the land assets of the villagers. People reported increased land values in their respective 
villages, but the prices varied across districts as well as within the district, depending on location. 
 
E. Decreased Vehicle Operation and Maintenance Costs 
 
45. One of the factors that induced many villagers to invest in vehicles was the improved 
road conditions. Since road rehabilitation vehicle owners perceived a significant decrease in the 
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damage and breakdowns caused to their vehicles and the associated maintenance costs. One 
paddy mill owner on the AOP road mentioned that his lorry had to be stationed in the garage for 
15–20 days per month for repairs because of constant breakdowns after running on bad roads. 
Villagers observed that public transport services were unreliable and irregular prior to road 
rehabilitation, largely because of the constant breakdowns of vehicles. Poor road conditions 
also increased the vehicle operation costs because of the relatively longer time taken for 
reaching the respective destinations (Table A13.6). Improved road conditions have significantly 
contributed to reducing both vehicle operation and maintenance costs and increasing the 
reliability of services.  
  
F. Employment and Incomes 

46. Local labor had been extensively used by contractors for civil work construction. On 
almost all the roads, people reported village men and women working on road rehabilitation 
work. Hardly any manual labor was brought in by contractors from outside. This provided 
employment for numerous men and women for 12–15 months or sometimes more. A review 
mission by ADB in October 2011 observed that 70% of the unskilled work force was female 
workers from the adjoining villages, and that they were able to utilize their daily incomes for the 
benefit of their families.13 Some male laborers around the EW and AN roads who established a 
good rapport with their respective contractors continue to work under them and periodically 
migrate outside to work in construction-related projects undertaken by those contractors. This 
has ensured continuous employment and income for those villagers.  
 
47. As described in the preceding sections, rehabilitation of roads increased people’s 
investments in a variety of commercial ventures and para-transit services. The increase in the 
number of three wheelers, buses, vans, and tractors generated self-employment, particularly for 
school drop-outs and unemployed youth who are now able to derive reasonable incomes by 
hiring those vehicles. On the other hand, small and medium-sized enterprises that have 
emerged in the villages after the rehabilitation of the roads also provide employment and stable 
incomes for unemployed youth, or they generate supplementary sources of incomes to farmer 
families. The women, who previously were mostly confined to domestic chores, are now 
proactively engaged in commercial activities, sharing responsibilities with their husbands or 
running enterprises independently in the absence of their husbands. Thus, it can be concluded 
that rehabilitation of provincial roads has brought enormous economic benefits to the villages in 
the form of increased investments, asset accumulation, employment, and income generation.  
   

VI. RESETTLEMENT IMPACTS 
 
A. Land Acquisition and Resettlement 
 
48. Except for one project road in the Polonnaruwa district, rehabilitation of the rest of the 
provincial roads did not lead to any land acquisitions, displacements, or resettlement. The 
rehabilitation work was confined to the existing rights of way of the roads as much as possible to 
avoid any land acquisitions. Attempts to relocate some encroachers of road reservations along 
the KMC road for road widening were later abandoned by the NCPRDA because of the 
objections raised by the encroaching households and small businesses who operated 
commercial units by the side of this road. Thus, road rehabilitation was confined to the existing 
right of way. Instances of cutting down some fruit trees and timber species during the 
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 ADB Sri Lanka Resident Mission. 2011. Review Mission 17–24 October 2011 and Wrap Up on 14 November 
2011 Back to Office Report. Colombo. 
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rehabilitation of the GEW road were reported, but the affected parties were compensated for 
their losses by the NCPRDA.  
49. One vulnerable household who lived in a temporary shelter on the right of way of the 
ECB Road in Polonnaruwa had to be relocated for the rehabilitation of the road. The household 
consists of husband and wife, while their married children lived elsewhere. The household was 
engaged in their traditional occupation of manufacturing baskets (eakle) and coir brooms, 
winnowing fans, and other household items. The household had been living in a temporary 
structure built on the road reservation for several years. Since they lived by the roadside, they 
did not have a major problem in marketing their products.  
 
50. In compliance with the ADB Involuntary Resettlement Policy (1995), a short resettlement 
plan was developed and the household was resettled on 250 square meterof land in Gallalla 
(flood plains, closer to Manampitiya), provided by the divisional secretary. A dwelling was also 
provided by the NCPRDA (Plate 8). The household was also allowed to salvage the material 
from the demolished structure.  
 

  
Plate 8: Dwelling prior to resettlement in 2009 Dwelling after resettlement 

 
51. The affected family is of the opinion that their resettlement has had some adverse 
impacts on their livelihood activities as the household lost its market by the roadside. Their 
current residence is a few meters away from the main road. However, the family still produces 
winnowing fans and watti (open baskets), and both the husband and wife travel to village fairs to 
sell them. Both of them are in their old age. The household has electricity and water and they 
are getting government subsidies provided for poor households.  
 
B. Grievance Redress Mechanism 
 
52. In compliance with ADB policy guidelines, grievance redress committees (GRCs) were 
established, which provided a forum for any aggrieved parties affected by the project to report 
their issues and complaints and seek redress. The GRCs set up for each individual civil works 
contract drew their members from senior government officers, leaders of religious institutions, 
community leaders, representatives of the contractors, the employer, and the engineer of each 
project. Public complaint registers were maintained at the office of the contractor, and the 
assistant resident engineers at site level dealt with the complaints received. It is reported that no 
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grievances of a serious nature were reported to the GRCs in North Central Province and minor 
complaints brought to the notice of the contractor or engineer were resolved amicably.  
53. Overall, the general public extended their cooperation to the project as they recognized 
the importance of rehabilitating the roads, which had been neglected for several years.14 Neither 
of the GRCs in Eastern Province received any grievances.15 An ADB review mission in April–
May 2011 also noted the establishment and functioning of the GRCs. Information on grievances 
and public complaints, if any, were included in monthly progress reports. 
 

VII. ENVIRONMENTAL IMPACTS 
 
A. Mitigation of Adverse Environmental Impacts 
 
54. The ENCPRP did not cause any comprehensive, broad, diverse, or irreversible adverse 
environmental impacts. 16  The project was classified category B in compliance with ADB 
environmental guidelines. Initial environmental examinations were prepared, and the project 
proposal was approved by the Central Environmental Authority. Recommendations from the 
environmental authority were incorporated in the environmental management plans (EMPs) as 
well as in bidding documents.  
 
55. Bidding documents for civil works included a summary of the initial environmental 
examinations and EMP, and the contractors were required to submit environmental 
management action plans prior at the commencement of civil works. Contractual obligations of 
the contractor required them to (i) provide appropriate information and create awareness among 
construction workers on the risks of sexually transmitted diseases and HIV/AIDS; (ii) provide 
safe and healthy working conditions, including appropriate sanitation facilities for women 
workers; and (iii) comply with all applicable labor laws, provide equal pay for equal work, prohibit 
the employment of child labor, provide appropriate facilities for the children of construction 
workers in construction camp sites, and provide equal opportunities for women and men in 
construction activities.17 
 
56. Environmental officers were appointed under the project to monitor the implementation 
of the EMPs. Reports on the implementation of EMPs were submitted to ADB semiannually. 
However, an ADB review mission in October–November 2010 noted the negligence of proper 
dust control during laying of base and sub-base material in some civil works contracts in both 
Eastern Province and North Central Province, and advised the contractors to ensure effective 
implementation of the EMPs. 18  During this present study, beneficiaries of the rehabilitated 
provincial roads observed that they hardly experience any inundation of roads since the 
rehabilitation and the new culverts constructed have controlled flooding during the rainy season. 
The dust that was generated by the dilapidated tarred surface of the roads and polluted the 
environment and caused irritation to both commuters and residents has been effectively 
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 Government of Sri Lanka, North Central Provincial Road Development Authority. 2014. Project Completion Report 
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15
 Government of Sri Lanka, Project Coordinating Unit of ENCPRP, Ministry of Local Government and Provincial 

Councils. 2014. Quarterly Progress Report for Eastern and North Central Provincial Roads Project, 3rd quarter up 
to end September 2014. Colombo. 

16
 ADB. 2009. Memorandum of Understanding of the Appraisal Mission (4–19 May 2009) for the proposed Eastern 

and North Central Provincial Roads Project. Manila. 
17

 Government of Sri Lanka, Ministry of Local Government and Provincial Councils. 2014. Draft Project Completion 
Report for Eastern and North Central Provincial Roads Project. Colombo.  

18
 ADB Sri Lanka Resident Mission. 2011. Review Mission 25 October–3 November 2010, Back to Office Report. 
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controlled. Road improvements have also reduced threats from wild elephants, according to 
community members on the GEW and TT roads. 
 

VIII. CONCLUSIONS 
 
57. A feasibility study conducted for provincial roads identified a number of adverse impacts 
on communities caused by deteriorated road conditions and poor transport facilities.19 The study 
identified a number of related issues, such as (i) the inability of teachers and children to go to 
school and their loss of school time due to road inundation, (ii) difficulties for employees to 
report for work on time, (iii) spoilage of a high proportion of agricultural produce in transit, (iv) 
increase in the frequency and severity of accidents, (v) pregnant mothers having to seek early 
admissions to hospitals because of poor transport services, (vi) community having to incur 
heavy expenses because of lack of public transport, and (vii) reluctance of people to visit banks 
and other economic centers. 
  
58. As elaborated in the preceding sections of this report, the ENCPRP succeeded in 
addressing most of these issues and bringing about a positive change in the lives of 
communities, who had suffered immensely from poor road conditions and lack of transport 
services. Project interventions have equally benefitted both men and women and the three 
ethnic communities—Sinhalese, Tamils, and Muslims. Meanwhile, the project’s resources have 
been equitably distributed over both rural and peri-urban areas and its impacts have been 
significantly felt by the rural communities as compared with their counterpart urban communities. 
This is largely because of the worse conditions that prevailed on rural provincial roads 
compared to the roads in the peri-urban areas and their relative isolation from the larger 
networks of services, markets, and infrastructure. Furthermore, as the project’s impact area in 
both provinces had been affected by conflict, its interventions to rehabilitate the roads reinforced 
and complemented the accelerated rehabilitation and recovery processes that were carried out 
by the government during the same period.  
 
59. The project made a significant contribution to the improvement of the connectivity of the 
communities within the larger society, steering productive economic and financial relations 
between rural and urban areas, generating employment and incomes, mobilizing private sector 
investments in transport and commercial enterprises, and reducing regional disparities. Poor 
and isolated rural communities have begun to realize the benefits of road improvements, which 
in the long run will further augment their growth of production, infrastructure development, and 
capital accumulation, and reduce poverty. In the peri-urban areas where poverty levels are 
comparatively low, road improvements will add value to the already established infrastructure 
and enhance service delivery and livelihood activities with the improved access facilities. 
 
60. Except for one single road rehabilitation project, the project did not lead to any land 
acquisitions and resettlements. One squatter household that was displaced because of road 
widening was provided with resettlement assistance required for their relocation.  
 
61. The project did not lead to any adverse environmental impacts. Temporary impacts 
arising from civil construction works have been effectively mitigated through the implementation 
of EMPs, contractual obligations of the contractors, grievance redress mechanisms, and close 
monitoring and supervision.  
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