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PROJECT AUTHORIZATION

PAKISTAN Balochistan Road
Project No. 391-0510

1. Pursuant to Section 531 of the Foreign Assistance Act of 1961, as amended
the (FAA), I hereby authorize the Balochistan Road Project for the Islamic
Republic of Pakistan (the Cooperating Country), involving planned obligations
of not to exceed Ninety Million United States dollars (US $90,00C,000) in Grant
funds over a seven (7) year period from the date of authorization, subject to the
availability of funds in accordance with the A.ID. OYB/allotment process, to
help in financing foreign exchange and local currency costs for the Project. The
PACD is December 31, 1996.

2. The Project will contribute toward the Government of Pakistan’s goal of
accelerating the integration of Makran Division into the socio-economic
mainstream of Pakistan. The Project P se is to promote economic growth in
Makran by linking Makran to the national highway network; and to privatize
certain road maintenance functions. The Project will include (1) construction of
the Bela-Awaran-Turbat road, and (2) the establishment of a comprehensive
road maintenance system, including development of a toll system and related
technical assistance.

3. The Project Agreement(s) which may be negotiated and executed bg the
officer(s) to whom such authority is delegated in accordance with A.I.D.
regulations and Delegation of Authority shall be o the following
essential terms and covenantd and major conditicns toge with such othie
terms and conditions as A.I.D. may deem appropriate.

Commodities financed by A.I.D. under the Project shall have their source and
origin in the United States (A.LD. Code 000) or Pakistan as their place of
nationality, except as A.LD. may otherwise agree in writing. Except for ocean
ahi]FBin&tdhe suppliers of commodities or services shall have the United States
(A.1.D. e 0008 or Pakistan as their place of nationality, except as A.I.D. may
otherwise agree in writing. Ocean shipping financed b{eA.I.D. under the project
shall, except as A.ID. may otherwise agree in writing, be financed only on flag
vessels of the United States.

b. Conditions and Covenants
(1) Conditions Precedent

Except as A.I.D. may otherwise agree in wntmx, rior to any disbursement of
funds under this Project, or to the issuance by A.ID. of any documentation
pursuant to which such disburgement will be made, the cooperating country
shall furnish to A.LD., in form and substance satisfactory to A.LD:




2.

(i) A written opinion of counsel acceptable to A.I.D. that
the project Agreement has been duly authorized and/or ratified by, and executed
on behalf of the Grantee, and that it constitutes a valid and lega y binding
obligation of the cooperating country in accordance with all of its terms:; and,

(ii) A written statement setting forth the names and titles
of the persons holding or acting in the office of the representative of the
cooperating country named in the project agreement and representing that the
named person or persons have the authority to act as the representative or
representatives o? the Grantee, together with a specimen signature of each such
person certified as to its authenticity.

(2) Covenants
(i)  Road Maintenance Financing
Except as A.LLD. may otherwise agree in writing, the Coo rating Country shall,
within three years of the date of execution of the Proj KI:reement, establish a

toll system, acceptable to the Cooperating Country and A.I.D., for financing the
cost of maintaining the constructed Bela-Awaran-Turbat road.

(i)

Except as the Parties may otherwise agree in writing, the Communication and
Works (C&W) Department, Government of Balochistan (GOB), shall, within two
years of the date of execution of the Project ment, establish a system of
privatizing road maintenance activities acceptable to the Cooperating Country

and ALD.
(iii) Annual Allocation for Training in C&W Budget

AT
Except as A.1.D. may otherwise agree in writing, within a year of execution of
the lgo;ect Agreement and every year thereafter, Communication and Works
will al.loca:e tl:en amount in its budget, acceptable to A.I.D. and the GOB, for the
training o new entrants into maintenance te
ea::lll)l.l'illﬁxed by the technical assistance teaim™" management eystem

(iv)

Except as the Parties may otherwise agree in writing, Communication and
Works will reorganize the Communication and Works Department for road
maintenance management activities, in 2 manner acceptable to the Cooperating
Country and A.LD., within two years of the date of execution of the Project

Agreement.
NApproved [ 1 Disapproved
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Heretofore, an overextended provincial Communication and Works Depurtment
has been attempting to perform nearly all maintenance under force account.
Project-funded expertise will assist in designing the maintenance system and,
together with relevant training, will improve C&W’s contract supervision and
quality control capabilities, to ensure adequate oversight over the privatized
maintenance operations. Selected equipment pieces will be provided to augment
C&W’s capacity to respond to emergency maintenance situations.

To render the maintenance program sustainable, serious funding constrairts
must be overcome. To this end, with project-funded technical assistance, a toll
gystem will be designed and put into place whereby the Government of
Balochistan will auction off road toll collection rights to private contractors.

L. Project Issues
1. Toll Roads

The project provides a development of a toll road concept to generate sufficient
resources to cover a portion o?the road maintenance costs. The Government of
Balochistan has the authority to implement toll taxes on roads. This authority
has seldom heen exercised by the Government to establish a toll road system,
although on some of the bridges in Balochistan a toll collection system is in

lace. The funds generated &rough toll collection on bridges have proved

elpful for the GOB in meeting the maintenance expenses of the bridges.
Collection of tolls can provide a substantial amount of money for the routine
maintenance of the BKT road which can ease the present government budgetary
constraints. In USAID/GOB discussions during the project paper preparation,
the Additional Chief Secretary, GOB, agreed, in Hrincip e, to the establishment
of a toll system for the BAT road. As the road toll system is being established ™
the GOB may face some political and administrative problems.

2. Privatization of Road Mainf Activiti

The road maintenance component of the Project will focus on up-grading the
capacity of the C&W department to develop and implement a comprehensive
road maintenance program through private sector as well as force
accounts. The Mission firmly believes of privatization of road maintenance will
be beneficial for the GOB, and the road users while the concept may be
accepted, it may also pose some problems because of the resu.ﬁ:ant redundancy
of some in-house permanent labor as the C&W payrolls engaged to carry out the
road maintenance activities.

3. Road Construction

Usirg AID direci full and open competition procedures, plans are to procure
cousiruction services of a lfg firm as a prime contractor with Pakistani
sub-contractors or a U.S. - Pakistani Joint Venture under one contract for the
entire 376 km. BAT road. USAID has ienced that local construction
contractors lack experience and find it difficult to manage and plan road and
bridgs conastruction ccatracts even of a much smaller size corpared with
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BAT roads. As this road is of vital importance to the GOB and the people living
in the Makran Division, the risk of contracting local construction contractors
should not be taken. The entire 376 km. BAT road has been lumped into one
construction contract to attract a U.S. firm of good repute. While possibility of
delays and management problems cannot be ruled out completely with U.S.
construction firms, USAID expects management problems to a lesser extent and
looks forward to the completion of the project witE.in limited delays. The unit
rates for the estimated cost of road construction have been worked out keeping
in mind awarding the construction contract to a U.S. firm, yet with such a ong
road to be constructed, there is a concern with any increase in unit rates, the
overall cost of construction will rise significantly.

4. Reorganization of C&W Department for Road Maintenance
Management.

The project provides a covenant that C&W will reorganize its department for
road maintenance management activities in a manner acceptable to GOB and
USAID. This reorganization will provide an opportum'tﬁ for the GOB to utilize
the maintenance management techniques acquired by the C&W staffin their
association with the long term technical assistance team during the project life,
and the exposure to in-country and overseas training in road management. This
reorganization will also be beneficial to the GOB in planning, programing,
monitoring and evaluating long term road maintenance golicies. ile there
can be no argument against the reorganization of C&W department, since

change is not easily accepted by all in an organization there might be a problem
in eﬂgecting this change.

II. PROJECT BACKGROUND
A.  Achievements Under BALAD

The onﬁing Balochistan Area evelopment (BALAD) Project was authorized in
1984. The current PACD is December 31, 1991. The Life of Project AID funding
level is $46 million. BALAD has focused on construction and improvement of
roads and bridges, improvement of traditional karez irrigation systems together
with introducin'lghrelated improvements in :giculture and on-farm water
management. The target area has been Makran Division.

The FY 1988 project evaluation found that the project had made significant
development contributions, primarily through &e rovision of infrastructure.
In its concluding comment, referring to possible follow-on activity, the
evaluation report stated, "The most important intervention is still basic
infrastructure, such as the Bela-Awaran-Turbat road, which is central to any
follow-on activity... even integrated approaches to rural development are
unlikely to be successful unless the basic infrastructure is first in place."

BALAD funds are at this time also being used to assess the prospects for private
i:;nestnlx)ent in Makran. The scppe of work for this initiative is provided in
ex P.
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BALAD initiatives most closely related to the Balochistan Road Project include
initiation of a road condition survey procedure to determine maintenance
requirements of the various road elements, introduction of traffic counts,
implementation, on a trial basis, of a maintenance system for gravel roads in
Makran, development of geometric standards for road works (recently approved
by the Secretary, Provincial C&W Department), construction of the major Kech
River Bridge at the Turbat end of the proposed Bela-Awaran-Turbat (BAT)
road, design of the Awaran-Turbat section of the BAT road, and initiation of
reconstruction of portions of the Bela-Awaran section of the BAT road.

The basic lack of a systematic road maintenance program was identified as one
constraint to further development of Makran during the preparation of the
BALAD Project Paper. Since virtually all of the roads under the jurisdiction of
Makran C&W are gravel roads, BALKD focussed on developing an approach to
maintaining these roads. The efforts concentrated on the technical aspects of a
maintenance program, but did not approach the problem from the perspectives
of scarce budgetary resources and a rapidly deteriorating equipment fleet that
has had little in the way of preventive maintenance. Some degree of success has
been achieved in demonstrating that C&W can effectively maintain gravel
roads. Two of the most heavily used road segments were placed under the trial
motor grader brigade maintenance program, and while the maintenance was
being performed, the service level provided was far higher than in the past.
However, once project support for the experiment was withdrawn, C&W went
back to its previous practices and the road began to deteriorate. The users of
the road, having become accustomed to the service level provided during the
intervention of the project, have applied pressure to C&W to reinstitute the
approach demonstrated under the project. C&W is now going back to that
practice.

BALAD project funds were provided for the reconstruction of the 101 km road
from Bela to Awaran. An direct contract was awarded to a local
construction firm in September 1987 with a contract period of 30 months. In
June 1989, because of perceived ina equacies in contractor's performance, and
the assessment that a partial termination would be the best approach to
successful completion of the entire Bela to Turbat Road, a portion of the contract
was terminated for convenience in the best interest of the U.S. Government.
Thereafter, progress continted at an unacceptably slow pace despite the
reduced scope of work. The remaining portion of the work was terminated in
mid May 1990.

Although 14% of the contracted work has been completed, this mainly involves
preparatory stages of the road work, with the result that not a single kilometer
of the road has actually been completed. Hence, the entire length of road
remains to be constructed under t%e Balochistan Road Project. As a result of
lessons learned regarding weaknesses of local construction firms, a U.S. firm
will be the prime construction contractor under the new project.



III. PROJECT RATIONALE
A.  Perceived Problems

Balochistan, the largest Province of Pakistan with an area of 347,190 square
kms and a population of 4.31 million, occupies almost 44% of the total area of
quli@stan; yet this arid region supports only 4% of the nation’s population of 107
million,

Development in the interior of Balochistan confronts formidable obstacles
because of disadvantages stemming from the small and scattered population,
lack of water, poor infrastructure, distance from major markets and lack of
labor skills. The province still lags behind the rest of the country in
infrastructure, and as evidenced by other indicators: Education: The combined
male/female literacy rate is at a dismal 12%, compared to the national literacy
rate which is 26%. Balochistan’s literacy is the lowest in the country, reflecting
inadequate provision of schooling facilities, as well as social considerations that
inhibit female enrollmant in educational institutions. In comparison to the
national rate of 16% Balochistan female literacy is 4%. Electricity: The
scattered nature of the population over a wide expanse makes extension of an
electricity grid prohibitively expensive. At present, less than 26% of the
province’s 5,700 villages have access to electricity. Health: Since only 43% of
the province population has access to drinking water, the incidence of water
borne disease is high. Medical facilities are grossly inadequate to tackle these
diseases. There is only one doctor for over 14,000 persons. The only well
equipped hospital in the entire province, in Quetta, provides speciali

treatment to patients drawn from all over Balochistan. Roads: There has been
improvement in the road network, but the distribution is aysven. The northern
parts of the province have a better network of paved roadsuxa.n the southern
and western parts.

The Makran Division of Balochistan has a total area of 5.4 million hectare or
54,000 sq. km. Of this area, however, less than 1% is irrigated. Between 35 and
40% of the total area of Makran is denuded. Rainfall varies from 8 to 7 inches
per year. The total agopulat;ion of Makran is approximately 650,000 (around 14%
of Balochistan’s total). About 95% of the go ation lives on less than 5% of the
land area. The population is concentrated around the irrigated oases along
rivers between the mountain ranges that dominate the two northern districts,
and along the coast.

Agriculture, especially date cultivation, provides the main economic base for
most of the people of Makran as 67% of the total labor force derives a portion of
its livelihoosefgom agriculture. Because of the low level of rainfall, dry land

ing is & marginal undertaking. In the river valleys, however, an estimated

7,600 hectares are under cultivation. Besides the major crop of dates, wheat,

barley, rice, pulses, vegetables, fodder and citrus fruits are grown. Most
agricultural produce in Makran is locally consumed. Small land holdings,
outdated technology and lack of capability constrain large scale commercial
production. All agriculture in Makran, excegt for fodder and dates, can be
characterized as subsistence. A large part of the local vegetable demand is filled
by producers from other parts of Balochistan and Sindh, although local
vegetable production is increasing every year.
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Marine fisheries have the potential to be one of the most important sources of
increased income for the people of Makran. Starting about 20 miles west of
Karachi and ending at the Iran border to the west, the historic Makran coast
stretches for nearly 400 miles. Most of this northern Arabian Sea coast lies in
Makran Division, the remainder in Kalat Division. During 1986, marine fish
production on the Makran coast was 91,300 metric tons, valued at nearly $15
million. Fishing provides employment to about 20,000 fishermen in Mafqan.
Most of the fleet used for fishing is still non-mechanized and fishing activities
are restricted to those which can be undertaken close to shore. The output is,
therefore, low. There are no facilities on the coast to process the fish catch.
However, during recent years, efforts have been made to modernize the fishing
industry in Balochistan. A modern harbor has been constructed at Pasni,
another is planned for Gwadar and efforts are underway to provide advanced
fishing equipment to local fishermen.

1. Need for the Road

Balochistan Province of Pakistan and, within that province, Makran Division,
the project’s target area, are among the least developed areas in Pakistan.
Economic activity in Makran responds to demand from Karachi, the country’s
leading industrial city and port. Karachi is also Makran’s most important
supplier of goods. Road linEs between Makran, located in the south-west corner
of Pakistan on the Arabian sea and the Iranian border, and Karachi are in
extremely poor condition. Furthermore, roads within Makran Division linking
the important towns are at best gravel tracks. These have ceased to exist in
places, having degenerated into vehicle paths in the area’s clayey and sandy
soils. The state of the road network is a significant impediment to improving
agricultural production and resultant economic development in the region.

The total provincial road network of Balochistan is 10,861 kms., ot which only
2,112 kms. are paved. Out of 3,320 kms. of road in Makran, onfy 94 kms. are
paved. Most of the paved roads have not been constructed to minimal
engineering standards. Drainage on the existing road network is inadequate,
resulting in suspension of traffic during the rainy season. The deteriorated
condition of the roads deters investment in public trans , and whatever
transportation is available is very expensive. At present, travel time from
Turbat to Karachi is over twenty-four hours with the heavily laden tracks
taking up to three days. In the absence of an efficient road network, there is
limited economic activity. Development of non-traditional crops, such as
tomatoes, for which Makran has demonstrated an agro-climatic comparative
advantage, is constrained by the impracticality of access to the Karachi market.
The lack of job opportunities for young educated Makranis, seen as resulting
from continued negligence of development in the region, has created resentment
among the population.

Strong political imperatives argue for construction of the road. A concrete,
physic link to Karachi will, on the one hand, serve to assuage local
inhabitants’ complaints about federal government neglect. On the other hand,
effective land lines of communigation will end the target area’s physical
isolation. Baloch ties to their tribal brethren across both the Iranian and
Afghan borders underscore, from the government'’s perspective, the need to
integrate Balochistan into the national mainstream, with road infrastructure
seen as a gine qua non to integration.
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Physical isolation fosters general lawlessness. The desert wastelands of
Makran serve as an avenue through which opium-based narcotics pass on their
way out of the country. An end to the areas’s isolation will make the conduct of
such activities far more difficult.

2. Sustainable Maintenance Program

Protection of investments in road infrastructure will depend on a sustainable
maintenance program. Adequate maintenance of the major road to be
constructed under this project, as well as other Balochistan roads, is beyond the
capgcity of C&W to implement, and demonstrably difficult for government to
fund.

The same bureaucratic organization within the C&W Department of the
Government of Balochistan handles construction and rehabilitation of roads in
addition to maintenance. Maintenance, for which there are never sufficient
funds, is effectively relegated to the back seat. A systematic ﬁproach to
identifying actual maintenance requirements for the provincial network is not
currently employed; nor is great effort devoted to correlating physical
maintenance needs accurately with funding requirements. To simplify matters,
gardsticks (resource requirements), have been established to determine the

udget requirements for each category of road. Even with adoption of a more
systematic approach to maintenance and application of measures to enhance its
capabilities, C&W will remain drastically overextended. Contracting private
firms to undertake road maintenance instead of the present practice of
performing maintenance under force accounts represents a viable solution.
C&W’s contract supervision and monitoring capabilities would, however, need to
be sharpened.

Resource availability is another problem area. Over the past four to five years,
budget requests have been filled only to the extent of approximately 50-60% of
requirements. As the road network continues to deteriorate, funds are
channelled away from road maintenance and into road rehabilitation

C&W finds itself in a vicious circle as it pays less attention to the existing road
network, the rate of deterioration increases and the funds needed to rehabilitate
the system escalate tremendously. In the absence of an infusion of maintenance
funds, the deterioration will not stop. This project will identify resources to be
tapped to finance road maintenance. To this end, the road to be upgraded under
this project will be turned into a toll road. Depending on the degree of success of
this effort, other roads are expected to be made into toll roads to generate funds
for maintenance of those particular segments.

A primary objective of the GOP is to achieve the national integration of its
diverse peoples and provinces into the mainstream of national life, both
economically and socially. The,Seventh Five Year Plan pr?oared by the
Planning Commission of the GOP and covering the period from 1988-1993
states, “the most significant challenge to public policy today lies in combatting
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the growth of divisive social and political forces within the country which have
not so far been mitigated by public policies." In Balochistan, local perceptions of
estrangement from national life resulting from geographic isolation, cross
border ethnic affinities, and traditional antipathy toward government authority
have exacerbated the historically tenuous nature of government control. The
Balochistan Road Project responds to these centrifugal forces b;y forging a
physical link between the target area and Karachi, the country’s major
commercial center.

GOP policy pronouncements urging greater private sector involvement in road
maintenance implementation and financing find support in the project’s thrust
to shift maintenance responsibilities to private contractors and to establish a
toll system. The Seventg Five Year Plan, in its Transport and Communications
section, includes the following elements pertinent to tgis discussion:

"In the road sub-sector, the highway development program will be
broadened by the induction of the private sector and the realization of
road user charges;"

"Toll roads will be developed and tolls will be collected on all those
sections on the National {-)Iighway which are either newly constructed or
improved;"

"The private sector will be given incentives for participation in the
shipping and road sub-sectors.”

It is implicitly clear from these statements of strategy articulated by the
Planning Commission of the GOP, thet road maintenance sur rt cannot
adequately be funded from governmental budgets alone and that the ’
Balochistan Road Project’s maintenance privatization objective both reflects and
addresses GOP efforts to expand their road maintenance resources.

C. Relationship to AID Policy and Strategy

The Project is consistent with the Mission's current Country Development
Strategy Statement (CDSS), and will help to achieve the overall development
objectives of the U.S. economic assistance program to Pakistan. To help
ameliorate the exisﬁ.ng gap in development between the country’s "la

areas” and those that have achieved greater economic progress, the SSg
presents a strategic focus on overcoming isolation by providing physical
infrastructure. A portion of USAID’s planned activities in the lagging areas,
therefore, consists of large, highly visible physical infrastructure projects to link
these areas with the rest of the country and to stimulate local economic
progress. In this connection, the CDSS makes Sﬁecial reference to improving
the 376 kilometers Bela-Awaran-Turbat road - the focal activity of this project
connecting Makran to Karachi, the country’s largest commercial market.

In privatizing certain road maintenance functions, the project will be
implementing an important AID policy thrust. Recoguzi.ng the shortcomings of
the present, public sector approach to maintenance, the government and U

are collaborating in developing a program that will include private toll collection
to finance maintenance operations, as well as use of private maintenance
contractors.
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IV.  DETAILED PROJECT DESCRIPTION
A.  Project Goal and Purpose

The goal of the project is to accelerate the integration of Makran Division of

Balochistan into the socio-economic mainstream of Pakistan. The project

Kur ose is to link the Makran Division, Balochistan Province, to the national
ighway network; and to privatize certain road maintenance functions.

B. Achievements and Qutputs

At the end of six years, the project is expected to have accomplished the
following achievements and outputs:

1.  Construction Component

Achievement: Makran is linked with the national highway network and the
country’s foremost commercial center, Karachi.

Output: 376 kms. of road constructed to American Association of State Highway
Transportation Officials (AASHTO) standards for rural roads.

Achievement: Increased external demand for Makran products and increased
demand in Makran for consumer and capital goods.

Output: Increased flow of key Makran-produced commodities, viz., livestock
and fresh or processed dates, tomatoes, fish to external markets and increased
inflow to Ma.gran of consumer goods, agricultural inputs and equipment.

Output: Trafhic volume to and from Makran increases by 45 percent to 270
vehicles per day during the first year after completion of construction.

2. Road Maintenance Component

Achievement: A functioning, comprehensive, sustainable road maintenance
program

Output: Provincial C&W Department has the capacity to implement a
comprehensive road maintenance and management system, including the
capacity to produce implementable annual maintenance plans.

Output: At least 26 percent of funds required for maintenance of the BAT road
will be generated from private sources.

Output: A privately operated toll system is in place.
Output: Private firms awarded broad maintenance contracts are responsible for

all maintenance activity on discrete sections of road for periods of at least one
year each, in this manner covering the entire BAT road.
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C. Project Comnponents
1. Road Construction

The project will construct the road from Bela to Turbat via Awaran. This 376
km. Bela-Awaran-Turbat (BAT) road will form the principal line of
communication to Makran Division. The road consists of two distinct sections:
(1) a 136 km. Bela-Awaran Road (BAR) section starting at Bela, and (2) the 240
km. Awaran-Turbat Road (ATR) segment.

The first 35 km. section of the BAR is present'y a 4 meter wide double surface
treateu road constructed by the Government of Balochistan, Communication
and Works Department, Lasbella Division. Due to sub-standard construction,
the road pavement has deteriorated to such an extent that it needs to be
dismantled. A new road pavement will be constructed in this section. The
inferior road geometry of this segment, sharp narrow horizontal curves and
steep grades, will also be improved for the safety of travelers. The remaining
101 im section of the BAR begun under BALA]% is a gravel and stone track.
USAID funded construction work on this section was initiated through a local
construction firm in September 1987. Severe construction delays were
encountered, resulting in 14% of the work completed during the 30 months of
contract time. Initially, USAID reduced the contract from %Ol xms. to 56 kms.
for the convenience of the U.S. Government. With continued slow progress,
USAID decided to obtain a no-cost termination settlement with the construction
firm for the reduced contract. The remaining work for this 101 km. segment
v}illhbe coxélbined with the tender package to be advertized for the other section
of the road.

The existing section from Awaran to Turbat is a 4 meter wide gravel track
developed from an old camel trail. The existing track follows the natural ground
profile with abrupt rise and fall at the numerous stream crossings. In this
section, a paved road will be constructed with necessary bridges and culverts.

Near Turbat town, C&W, Makran Division, has paved 22 km. of the road, but
this section has prematurely deteriorated to sucg an extent that the road
avement and culverts need to be dismantled. A new road pavement with new
x culverts will be constructed.

2. Road Maintenance
a. Upgrade Capacity of GOB C&W Department
(1) Technical Assistance

Project funds will provide technical assistance and training to the C&W staff
responsible for road maintenance. The role of C&W will be redefined, with
consultant assistance, to focus on certain aspects of the comprehensive road
maintenance program, primarily the development of planning documents and
monitoring work to be performed by private sector firms. Initially, assistance
will be provided to C&W to develop a procedure to identify the extent of the
system and conduct a survey of the dig':arent road elements in the network. The
information collected will be used to determine which road segments can be
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placed into a road maintenance program and which sections have deteriorated
to such an extent that maintenance will no longer serve a useful purpose. In
addition to the identification effort, kilometer markers will be installed on each
stretch of road for which a condition survey has been completed. At the same
time, consultants will work with C&W to prepare a simple nurnbering system
for all roads in the inventory of each circle. 'Igw effort to collect the necessary
information will either be completed with in-house C&W staff or by engaging a
local consultant, probably under the host country contracting mode, to do the
work on behalf of C&W.

While information on the network is being collected, performance standards for
the different road maintenance tasks for routine, periodic and emergency
maintenance activities will be developed with consultant assistance. These
standards will be developed in considerable detail. The performance standards
are expected to identify actual maintenance requirements significantly more
accurately than the yardsticks currently employed. The performance standards
will form the basis for a comprehensive road maintenance management system.
The application of performance standards to derive maintenance costs is
discussed in the description of "Private Sector Implementation of Maintenance
Activities," Section IV.(%.2.b. below.

The project-funded consultants will assist C&W to develop an implementation
approach that moves away from traditional means of pe orming maintenance
by force accounts to one of increased privatization through the letting of
maintenance contracts to private firms. Monitoring the work performed by the
private sector contractors will then assume primary importance, since quality
control will depend on continuing oversight. C&W has 1n place an

organizational structure to perform this function.. The (K._oject will build ug)on
this structure, with slight modifications, to enable the different levels of the
organization to provide the necessary control on quality and to feed information
back into the system so that adjustments can be made. Project funded technical
assistance will recommend organizational modifications perceived as necessary
and project funded training will ensure that C&W supervisory personnel are
capable of supervising private contractors so that performance standards are
eftectively applied.

(2) Training

The training effort will focus primarily on in-country, on the job instruction of
C&W supervisory staff and private sector personne involvedJ in maintenance.
Training amounting to approximately 53 person months will be provided. In
addition, specially tailored courses will be given at regional institutions, such as
the Asian itute of Technology in Bangkok, mainly in the fields of
maintenance planning and management for a total of approximately 23 person
months of short-term third country training.

(3) Commodities

Project funds have been designated for the procurement of comparatively light
pieces of equipment for emergency use by C&W in the road maintenance
program, to complement the privatization of major, routine road maintenance
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functions. The equipment will be placed in the C&W inventory and will be
initially used to train personnel of C&W and prive ‘e sector firms interested in
road maintenance. The amount of equipment to be procured is sufficient for the
maintenance of the BAT road, but falls short at the overall requirement for
C&W. As the privatization initiative takes hold, the equipment will be
transferred to road maintenance programs in other circles. The equipment list
is shown in Section IV.D., "Procurement Plan."

b.  Private Sector Implementation of Maintenance Activities

The project will depart from the traditional approach em loyed for routine road
maintenance programs by introducing the involvement o? rivate sector firms.
Such procedures are already being used by the National Hi ghway Board (NHB)
in its maintenance program for the national highway system. Under the NHB
effort, private contractors have been identified to maintain certain sections of
the national highways. Work under that program has been going on for the past
two years with mixed results. The NHB has recognized that there will be a
learning period where both NHB and contractors become familiar with what is
expected and how to best accomplish the assigned tasks.

Another example of contract maintenance is employed by C&W itself, though
the contracts let are usually for periodic and emergency maintenance activities
requiring a higher level of expertise than C&W has available. Prime examples
of such contract maintenance functions performed are pavement overlays or
resealing, bridge and culvert repairs, and maintenance of deteriorating
retaining walls. In a third example, the USAID/GOP Road Resources
Management (RRM) Project will introduce contract maintenance for the
established routine maintenance program in Sindh Province. This effort is in
the early stages of implementation and the lessons learned under that project

ill be incorporated into the effort under this project.

Learning from these three private sector maintenance initiatives, the pro'fct
will change the traditional approach toward road maintenance employed by
C&W from one that relies on force account operations to an approach that
increasingly delegates maintenance res nsﬁ:eilities to private contractors. To
begin the process, project development funds are being provided to engage the
U.S. Federal Highway Administration (FHWA) to review the C&W
organizational structure with regard to road maintenance (the complete scope of
work for this effort is contained in Annex O). This effort will focus on defining
the extent to which privatization of the routine maintenance functions can be
undertaken in the project. Because of the nature of the tasks to be performed
for the two categories of roads in the C&W inventory, paved and gravel, private
sector involvement will be limited initially to the paved road system. Though
this represents only about 15% of the total length of roads in the C&W network,
the level of investment in paved roads is significantly higher and deserves a
higher level of immediate attention.

The generalized methodol%gy to be followed will be similar to that employed for

the contract efforts by C&W foy periodic (as opposed to routine, on-going)
maintenance, with some slight‘modiﬁcatiom. g‘he definition of what work is to
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be performed will come from the performance standards to be developed for
routine maintenance and the cost to complete the performance standards will be
derived from the estimated resource requirements in terms of material,
equipment and labor needed to do the work. The project funded consultants will
work with C&W to prepare unit rates for each performance standard, The C&W
staff, with assistance from the consultants, will take information on the status
of each road from the condition surveys and quantify the minimum level of work
that is necessary to satisfy the performance standard requirements. With the
quantum of work established and the unit costs estimated for each performance
standard, an engineer’s estimate can be prepared for the annual routine
maintenance work to be performed for a particular road. In consideration of the
fact that virtually none of the contractors to be engaged during the first few
contracting cycles will have had routine maintenance experience, orientation
training will {e offered to interested private firms to ensure uniform quality of
work. A comprehensive description of the types and extent of the training fo be

iven is contained in the Training Plan (see section IV.D.). In addition, the

&W field staff will continue to be responsible for monitoring the work to
ensure proper quality control.

To work toward a system with complete involvement of the private sector in at
least routine maintenance for the paved road system, the project will put in

lace all of the necessary preliminary data gathering and training programs to

aunch the program for the Bela-Awaran-Turbat road upon its completion. The

roject consultants will coordinate with groups working with the and the
{)JSAID consultants for the RRM project to learn from the experiences of these
two activities. Though it is too early to predict how fast this new approach can
be put into place, an effort will be made to institute this process for other paved
roads in eitger Makran or Kalat divisione. Potential candidates include the
recently completed AID-financed approach roads for the Kech Rivé¥¥brid
outside Turbat town. The totai length of these approach roads is ap roximately
4.2 Kms with extensive stone pitching that will need constant attenﬁon. A
second posgibility is the 5 km. stretch of road leading out of Bela going toward
the zero point of the BAT road.

¢ Road Maint Finang

The project will develop systems and mechanisms to plan and implement a
comprehensive road maintenance program for paved roads. As indicated in
Section I1.C., "The Problem", even with adequate systems, trained personnel
and private sector firms willing to take on road maintenance responsibilities,
the effort will fall short of its objectives if sufficient financing for the program is
not provided. To address this concern, the project will institute a toll road
system for the BAT road to demonstrate to the GOB that a toll road can
generate significant resources to at least cover the recurrent costs of a road
maintenance program. C&W has been delegated the authority to levy tolls on
roads and bris 8 under its jurisdiction. Toll collection rights will be auctioned
off to private bidders. Toll booth locations and toll rates will be predetermined.
AU -commissioned survey has shown that transport owners are willing to
pay a toll for an upgraded wellymaintained road, since they will realize
significant savings from the improved road.
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The question of how much can be expected to be generated from tolls has been
examined. The anticipated rates are based on the savings the transport owners
will realize from reduced crew commissions as determined by the survey of
transport owners that now use the BAT road (see Annex K).” A sensitivity
analysis, employing a consulting firm’s traffic volume projections, determined
how much in tolls must be collected to cover the anticipated maintenance costs
for the life of the road and compared this with the savings in crew commissions.
The results prove that sufficient savings occur to permit the GOB to set toll
rates to cover a major portion of the routine maintenance costs. Project-funded
experts will assist in finalizing the toll rates for the BAT road and designing the
mechanism to engage the private sector in toll collection.

Discussions with the GOB have been encouraging, reflecting government,
recognition that demands on funds at the disposal of the G(§B are greater than
funds available and, consequently, alternative resource generation schemes
must be employed to meet demand. The GOB has included a discussion of
instituting a toll road approach to financing road maintenance in their Project
Paper equivalent, the PC-1 document.

D. Cost Estimates and Financial Plan

The total cost of the Balochistan Road Project is $90.0 million of ESF. Table I
resents a summary of costs and Table II, summary of cost estimates and a
ancial plan. This is followed by Table III which presents a detailed project
budget. Table IV describes projected expenditures for each fiscal year over the
life of the project.

The basic assumptions made in preparing the budget include a compounded 10

cent annual inflation rate for goods and services procured in the United ‘™»
get;tes and a b percent compounded per annum inflation rate for dollar financed
local currency costs. In calculating tﬁa rate, we assumed an inflation rate of 10,
gercent and an annual devaluation of the rupee of 5 percent, which leaves a net

cent inflation rate. In addition, a 7.3 percent contingency factor was

selected to cover unexpected changes in the estimated level of services over the
life of the £roject implementation. An excha:lge rate of one U.S. dollar equals
Pakistan Rupees 21.60 was used in budget calculations.

Procurement of (foods and services requiring local currency will be handled by
both USAID and the implementing contractors. However, USAID will maintain
administrative control over ﬁmdl?%or technical assistance/contractor costs and
training in the third country and traveling in the third country as well as
in-country.

Listed below are the major project elements and cost estimates for each item,
less inflation and contingency factors:

1.  Technical Assistance

The Project will fund the serviges of two separate contractors, to be selected
under AID-direct full and open competition procedures. The first firm, which
will provide 80 person months of long-term technical assistance and 16 person
montas of short-term technical assmga' nce of expatriates and 2,738 person
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months Pakistani staff, will be responsible for the construction supervision of a
276 km. of BAT road. The second gﬁm will provide 54 person months of
long-term technica! assistance and 4 person months of short-term technical
assistance of expatriate plus 264 person months Pakistani staff and will be
responsible for the Road Maintenance component of the project.

The total estimated cost for technical assistance is $6,009,000, $5,567,450 for
long-term technical assistance and $432,550 for short-term technical

assistance. The total contract costs will be funded by AID. These contracts will
be AID-direct contracts with direct payment and under U.S.G. audit
cognizance. In the event the U.S.G. does not audit, funds can be made available
from the contingency for non-federal audit.

2. Training

Qut of a total budget of $200,000 for training, $133,000 have been allocated to
finance short-term courses for 28 participants in the third country on the
subjects of Road Maintenance Planning and Road Maintenance Management.
Dollars 67,000 will be spent on in-country short training courses in the fields of
(1) Road Construction, and (2) Road Maintenance over the life of the Proiect.
Training will be implemented either directly by the USAID or via the A.E%D
AID-direct contract.

3. Commodities

Api)roximately $1,378,000 in commodities will be financed by AID. This amount
includes $735,000 to procure 12 pickup trucks, 16 vibro rollers, 16 plate
compactor and 6 flatched trucks from offshore and $648,000 to purchase various
items of road maintenance equipment from local markets. All commodities will
be procured and paid for directly by A.LD.'s Commodity Management Office and
included within the USAID arrival accounting system.

4. Construction

Dollars 62,127,000 have been budgeted to construct 376 km.
Bela-Awaran-Turbat road. This 376 km. of road has been divided into three
segments: (1) 35 km. Bela-Awaran road, will cost an estimated $5,212,000; (2)
101 km. Bela-Awaran road will cost an estimated $15,202,000; and (3) 240 km.
Awaran-Turbat road will cost approximately $41,713,000. AID-direct
contracting will be used along with AID-direct payment. Non-federal audit
coverage is planned.

6.  Other Costs

Dollars 885,000 have been set aside to finance other costs. These include,
$112,136 for an interim evaluation to be conducted in FY 1994 and $112,138 for
the final evaluation in FY 1996. These evaluations will be AID-direct contracts
and support will be provided by USAID.

Two Non-Federal Audits have also been dplanned: one in FY 1993 at an
estimated cost of $55,000 and the second in FY 1996 at a cost of $65,000. Six
different of roads studies will be conducted for a total estimated cost of
$640,726 during the life of the project.
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This Cost Estimate and Financial Pian reflect sufficient detail for project
planning and current cost estimates. USAID has determined that the project
concept 18 feasible and the project cost estimates are reasonably firm for tf‘xe
projefc_;t slements. Thus the requirement of FAA, Section 611(a) has been
satisfied.
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SUMMARY OF LIFE OF PROJECT COSTS
BY PROJECT ELEMENTS
{($ 000}

Project Line Iteas

Life of Project

. e e we - we e

! l. Technical Assistance 6,000 '
: 2. Training 200 '
H 3. Cossodities 1,378 :
: 4, Construction 62,127 H
: H
i S. Other Costs a8s '
H Sub-Total: 70,590

: Inflation 13,276

: 4. Contingency (71 plus) 8,134

: GRAND TOTAL 90,000 :
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V. IMPLEMENTATION PLAN
A. Implementation Schedule

Commence
Action

March 1989

April 1990

May 1990
May 1990

June 1990
June 1990

June 1990
June 1990
July 1990

July 1990
July 1990
Augest 1990

Sept. 1990
Sept. 1990
Oct. 1990

Nov. 1990
Dec. 1990

Action

Final construction plans,
specifications, cost estimates
for road

PIO/T for A/E for construction
supervision and design review

PC-1 approved by PDWP
PIO/T for A/E services for
construction supervision and
design review issued
Environmental Assessment
CBD notice for expression of
interest for construction
contract

PP reviewed

Anticipatory approval of PC-1

PASA with FHWA for administra-

tive analysis of C&W, GOB
Project authorized

Grant Agreement signed

CBD solicitation notice or
request for proposals for A/E
services for construction
supervision and design review
PC-1 approved by CDWP
ECNEC approval of PC-1

A/E services proposals for
construction supervision and
design review received

A/E services proposals evaluated

MOtiations and award of
contract

Responsible
Party

Contractor

USAID
GOB

USAID
1QC

USAID
USAID

USAID .
USAID
USAID/GOP

USAID
GOB/GOP
GOP

Contractors
USAID/GOB

USAID

Complete
Action

March 1990

May 1990
May 1990

July 1990
Oct. 1990

June 1990
June 1990
July 1990

Sept. 1990
July 1990
July 1990

Sept.1990
Sept. 1990
Sept. 1990

Nov. 1990
Nov. 1990

Dec. 1990



Jan. 1991
Mar. 1991
Mar. 1991

Apr. 1991
June 1991

July 1991
Augest 1991
Sept. 1991

Sept. 1991
Oct. 1991

Dec. 1991
Jan. 1992

April 1992

Oct. 1992

Oct. 1992
Nov. 1992
Dec. 1992
Jan. 1993
Janf 1993

Feb. 1993
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Design review
PIO/T for construction services

CBD notice for construction
services published

Distribution of RFP/IFB documents

Construction proposals/bids
received

Construction proposals/bids
evaluated

Negotiation and award of
construction contract

Notice to proceed to construction
contractor

A/E construction supervision

Mobilization of construction
contractor

Construction of road

First batch of participants
receive short-term training
in road construction

Second batch of participants
receive short-term training in
road construction

PIO/T for Long-Term Technical
Assistance Team (LTTA) issued

CBD notice LTTA published
Proposals received

Proposals evaluated

Contract signed with LTTA
Third batch of participants
receive short-term training in

road construction

LTTA mobilized

Contractor

USAID

USAID
USAID

Contractors

USAID/GOB

USAID

USAID
A/E

Contractor
Contractor

USAID/Part/
A/E Firm

e
USAID
USAID
Contractors
USAID
USAID/LTTA
T
LTTA

Mar. 1991
Mar. 1991

Apr. 1991
Apr. 1991

June 1991
July 1991
Aug. 1991

Sept. 1991
Sept. 1991

Apr. 1992
Aug. 19956

March 1992

May 1991

Oct. 1992
Oct. 1992
Nov. 1992
Dec. 1992
Jan. 1993

Oct. 1993

Feb. 1993



March 1993
March 1993

April 1993

June 1993
Sep. 1993
Jan. 1994

Jan. 1994

April 1994

April 1994

May 1994
May 1994

July 1994
Sept. 1994

Jan. 1995
July 1995
July 1995
July 1996
July 1996
Aug. 1996
Dec. 31, 1996
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LTTA starts working with GOB

Short-term training plan for

Maintenance Management System

(MMS) developed

Fourth batch of participants
receive short-term training in
road construction

First batch of participants
receive training in MMS

Second batch of partici ants
receive training in MMS

Third batch of participants
receive training in MMS

Fourth batch of participants
receive training in roa
construction

Fifth batch of participants
receive training in road
construction

Develop and clear PIO/C for
road maintenance equipment

Mid-term evaluation

Prepare procurement documents
for road maintenance equipment

Procurement announced in CBD
and Bids received

Offers evaluated and contracts
awarded

Equipment delivered
Final field inspection
Road maintenance

Close out of contracts
Project compleﬁon report
Final evaluation

LTTA

LTTA
USAID/Part/
A/E firm

USAID/Part
LTTA

USAID/Part
LTTA

USAID/Part
LTTA

USAID/Part/
A/E firm

USAID/Part
A/E firm

USAID
IQC/USAID
IQC/USAID

USAID

USAID
Supplies
USAID
Contractor

USAID/Cont.

Contractor
IQC/USAID
PACD

June 1995

April 1993
May 1983
July 1993
Oct. 1993

Feb. 1994

Feb. 1994

May 1994

May 1994

May 1994

June 1994

August 1994

Oct. 1994
May 1995
July 1995
July 1996

July 1996
Aug. 1996



1. AID Responsibilities

The Project Officer, situated in the Office of Engineering, USAID Islamabad,
will have overall responsibility for project monitoring and implementation. He
will be assisted by a Project Engineer (Construction), situateg in the Office of
Engineering in USAID Karachi. The Project Engineer will have technical
monitoring responsibility for read construction. He will monitor and inspect the
road construction and construction supervision activities of the A&E firm, and
administratively approve the contractors’ invoices. He will also agsist the
Project Officer with the technical and documentation requirements associated
with managing direct AID contracts. Additional technical support will be

rovided to the Project Engineer from the expertise available in the
fnfrastructure Division, Office of Engineering. The Project Officer will directly
monitor the activities of the technical assistance team selected for the road
maintenance development program. He will coordinate with the GOB officials
to review and approve road maintenance management schemes, training
programs and procurement plans for road maintenance equipment.

Another key contributor will be the BALAD Project Officer. This person, located
in Quetta, will be responsible for interfacing regularly with GOB officials at the
Additional Chief Secretary, Planning and Development, and Secretary of
Finance levels. As the spearhead of the Balochistan development effort, the
BALAD Project Officer will maintain a pivotal liaison role between the BRP
Project Officer and the planning elements in the GOB.

The Office of Project Development and Monitoring and the Office of Contracting
and Commodities will assist the Project Officer in all contracting and
procurement transactions under this project.

2. Host Country R biliti

The Project Agreement for the Balochistan Road Project will be executed by
USAID and the Economic Affairs Division, Government of Pakistan. The
technical implementing entity will be the Government of Balochistan C&W
Department.

As road construction will be an AID direct contract, the role of C&W will focus
on progress reviews and approval of project implementation documents. For the
road maintenance program, training programs and road maintenance
equipment procurement, the Secretary (C&W) and the Chief Engineer (Design)
will work closely with project funded consultants in the process of establishing
the maintenance management and toll road systems, and the USAID in

procuring the required equipment.

The GOB will contract private firms to undertake various aspects of the
maintenance program, including toll collection, road condition surveying and
actual maintenance implementation along given road sections.
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A provincial level steering committee for the project will also be established by
the Government of Balochistan with the Additional Chief Secretary, Planning
and Development, as Chairman, and Secretary C&W, Chief Engineer (Design),
Chief Engineer, Khuzdar, and Secretary, Finance, as its members. USAID will
be represented by the Chief, Office of Engineering, the Chief Engineering
Advisor, BRP Project Officer, BALAD Project Officer, and representatives from

the Office of Project Development and Monitoring. The committee will meet

quarterly or as necessary.

e USAID Project Officer will prepare quarterly

re%orts on progress to be reviewed by the Steering Committee. The committee
will also review the recommendations of the road maintenance contractor and
facilitate the implementation of privatization of maintenance and of toll road

operations.
C. n n . -
1.  Construction of Engineer’s Camp
Commence Responsible Complete
Oct. 1990 Construction of Engineer's Camp Contractor March 1991
Road and Drai Constructi

Commence Responsible Complete
Action Action Party Action
May 1991 Mobilization - Contractor Nov. 1991
May 1991 Establishment of temporary camps

for staff and labor Contractor Sept. 1991
June 1991 Setting out for road construction Contractor Oct. 1991
Sept. 1991 Subgrade preparation for road

construction Contractor Jan. 1994
Oct. 1991 Culverts construction Contractor Mar. 19956
Nov. 1991 Sub-base preparation for road

construction Contractor July 1994
Dec. 1991 Base-course preparation for road

construction Contractor July 1994
Feb. 1992 Bridge construction Contractor Mar. 1996
Aug. 1994 Prime coat for road construction Contractor July 1996
Mar. 19956 Double surface treatment for road

construction Contractor Aug. 1996
July 19956 Clearing and winding up operation = Contractor Nov. 1996
Aug. 1996 Maintenance period Contractor Aug. 1996
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Technical assistance will primarily be provided by a firm to be selected under
AID direct full and open competition procedures. An A/E firm, possibly a
consortium of U.S. and Pakistani firms, will be selected for the review of the
road design and the bid documents for construction of the road. (The design and
bid documents have been prepared by another joint venture of U.S. and
Pakistani A/E firms.) The selected A/E firm will also be responsible for the
construction supervision of the works.

b.  Road Maintenance

A second contractor will be selected for the road maintenance program by us
AID using full and open competition procedures. The selected contractor will
have extensive experience in the development and monitoring of road
maintenance management systems. The contractor’s team will review existing
maintenance manaﬁement practices and will recommend improvement in the
system to prolong the sustainability of the existing road network. It may
recommend modifications in the C&W organizational structure and position
descriptions. It will assist in the development of road maintenance performance
standards. It will also develop training programs for the C&W staﬂpti improve
their skills in budgeting, planning and programming road maintenance
activities, as well as for private sector maintenance contractors. Buildin’g upon
the FHWA pre-project work, the team will undertake a study options for &)e
privatization of maintenance activities and will develo; ares to be
adopted in contracting for maintenance services. The will design and
assist C&W with the implementation of a practicable toll aystar to mobilize
resources for maintenance.

2. Road Constructior Services

The procurement for construction services will be under one contract for tké
entire 376 Km BAT road. The road construction contractor will be competitively
selected by USAID under full and open competition procedures. It is
contemplated the contractor will be a U.S. &':n as the prime with Pakistani
subcontractors, or a US/Pakistani joint venture. Selection criteria will be
established to determine the capabilities of the firms participating in the
procurement process.

3. Commodities

To support the development of a comprehensive maintenance program, the
roject will fund commodities in addition to training and technical assistance.
g‘he projected budget cost of commodities, including adjustments for inflation
and contingencies, totals $2,151,000 thereby absor ing only a modest part of the
project bu&et. The procurement of the commodities is planned for the 4th year
of the project so that they will arrive at the end of the road construction period.
The purpose of the commodity procurement is to provide the Government of
Balochistan's technical implementing agency, the Communication and Works
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Department, the wherewithal to augment small local contractors’ equipment,
pools and to perform minor road maintenance tasks. Equipment for road
maintenance will be procured directly by USAID/Pakistan in accordance with
A.LD. procurement policies and procedures.

Funds provided under the project will be used to procure pickup trucks, road
maintenance vehicles and equipment. These commodities are shown in Annex
Q. Much of the equipment to be procured is available locally and within the
capacity of local suppliers to service and repair.

With the exception of the project vehicles, it is anticipated that all of the
commodities will have their source and origin in the %m’ted States or Pakistan.
It is also anticipated that the current blanket source and origin waiver for
Mission procurement of right-hand drive vehicles (State 083178) will be
renewed annually and be in existence during the proposed procurement period.

The major provincial counterpart agency related to the project implementation
is the GOB C&W Department. The capacity and experience of this Department
to manage construction works as big as the BAT road is not adequate. The

remature failure of the first 36 km. paved BAR and the 22 km. paved road
getween Turbat and Hoshab is an example of the inability of C&W to manage
construction works. The experience of tge C&W Department to invite bids,
evaluate technical proposals, negotiate and manage contracts in accordance
with recognized practice is also limited. The US Mission in Islamabad has
the necessary expertise and experience to complete the procurement.



Item
No.

Nature of Commodity

6.
7.

9.

10.
11.
12.
13.

14.

VEHICLES

2.5 Ton Pickup Trucks

1.5 Ton Pickup Trucks
1 Ton Yibro Rollers
Plate Eompactor

Flatbed Trucks

Water Trailer, 1000 Gal.
Industrial Tractor
Bucket for Tractor

Blade for Tractor

Trolly

Asphalt Sprayer, 100 Gal.

Asphalt Mixing Plant
Concrete Mixer, 1/3 Cy

Hand Tool Sets

0242w/

TABLE V

Proposed Commodity Procurement

Quan- Probable Waiver
tity Source Requirement
6 Japan Blanket
Source & Origin
6 Japan to GEO Code 935
16 U.S.A
16 U.S.A
6 GEO Code Source & Origin
935
16 Local
16 Local
6 Local
8 Local
16 Local
16 Local
16 Local
6 Local
6 Local

Procurement Proposed

CBD/AID Bullitin
CB8D/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin

CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin
CBD/AID Bullitin

Source Responsi- Method of

Origin bility Procurement Advertise

935 A.1.D. RFP

935 A.1.D. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP

935 A.1.D. RFP

000/391 A.I.D. RFP

000/391 A.I. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP

000/391 A.I.D. RFP Not required
Small Value

000/391 A.I.D. RFP Not required
Small Vvalue
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E. Training Plan

The training effort under the project will primarily be directed toward entities
and individuals involved in the road maintenance program, C&W officials as
well as private sector maintenance contractors. C&W supervisory staff will
receive primarily in-country, on-the-job training, supplemented by specially
tailored short-term courses at regional institutions, such as the Asian Institute
of Technology in Bangkok, focusing on maintenance planning and management.
The private sector participants will be given in-country seminars offerin
orientation to the maintenance management system. In addition, the C&W
staff associated with road construction and rehabilitation will be exposed to
modern construction management methods through on-the-job training at the
Bela-Awaran-Turbat construction site.

The specific training needs of C&W staff and private sector contractors to be
associated with the maintenance program will be identified in the early stages
of the technical assistance effort. Asthe road maintenance program will follow
the course of action developed for the district councils under the RRM project,
the training program will be patterned after the plan established for tﬁ)e m
project. In those instances where there is overlap, the C&W staff wiil be put
through the RRM training program, space permitting. At a minimum, the
modules developed under tﬁe RM project can be used with modifications to fit
the requirements of this project.

As part of the scope of work for the technical assistance team, a comprehensive
training plan will be prepared to address the requirements of C&W and private
sector maintenance contractors. Prelimiiary identification of training needs
has resulted in the training program shown in Table VI. The plan will also
contain a proposed methgﬂo ogy for conducting the training and
institutionalizing the training effort. The intent will not be to create a "training
cell"in C&W to handle the training activities, but, rather, to get C&W to budget
a certain amount each year for training and prepare an annual training
pr:.gram for new entrants into their system or refresher courses for incumbent
statf. In addition, private sector firms will be encouraged to participate in the
training program using their own resources to finance their participants.
Project funds will initially be provided to launch the training effort for both
private and public sector participants on a limited scale. A continued program
will be the responsibility of C&W and private contractors interested in
participating in the privatization of the maintenance program.



TRAINING
(DAYS)

TABLE VI

TRAINING LOCATION %
TYPE OF INSTITUTION

ELRIPTIN (F CORES

Contract Adeinistration &
Quality Control

NN

CEs, XENs, S0s, Sub Es +
Private Fims :

XENs, 90s & 9b Es

XENs, D0s, Sb Es +
Private Fims

XENs, SD0s, Engireers &
Sb Es

Various sites

Various sites

Various sites

Yarfous sites

Yarious sites

Yarfous sites

Concepts and principles of road maimtenance
including types, costs, material and equipment
estimating and scheduling maintenance tasks.

Land surwey, Tayout and inspection of rural
roads using basic traffic principles. Also
includes drainage structures, retaining walls,
berms and shoulders informetion.

Topics include precipitation and drainage
needs, soil types, types of drains, calculating
sizes, layout and maintenance of drainage systams.

Cammon soi1 types, soil testing in field and
Taboratory, campacting procedures, methods and
equiprent used, planning/ supervising/testing
compacting activities.

Basic management concepts/princi ples and
how to apply them to increase Jab performance,
e.g., camumnication skills, organization

dewelopment, performance ewaluation and training.

Concepts/techniques of pre-terder and

contract planning. Drawing up, reading and
interpreting contract drawings and documents plus
aarding and monitoring contracts, site tests.

(%]
c



TRAINING
(DAYS)

TABLE VI [Continued]

TRAINING LOCATION & EXRIPTIN OF CORTS
TYPE OF INSTITUTION

Preparation of Estimate
Documents

Bridges & Cul \erts

Road Maintenance Supervision

Road Maintenance - Plamning

Road Mxintenence - Managmment

CE - Chief Engineer

SE - Suerintening Engineer
XEN - Execttiwe

0 - Sub Division Officer
Sb E - Sib-Engireer

00954

XNs, 0s & &S

¥ENs, 90s & Sb Es

XNs, 90s, Engineers,

CE, &, XEN + D0s

CE, & & XN

Varfous sites Concepts and techniques required for
estimating. Includes design data, plans,
sections, rate schedules for labor, materials,
star rates and analysis, formats and preparation.

Various sites Cowers types/differences of camon cul verts such
as bax, pipe, masonry arch and reinforced
concrete. Also construction supervision of
bridges and culwerts by contractors.

Various sites Principles of road inspection to determine
condition and maintenance requirements.
Preparation of work plans, how to delegate
authori ty, moni tor/evaluate work activities.

AIT - Asian Institute How to plan/design rural roads, to Jrepare
of Technology  specifications, estimate costs, select materials,
improwe soil properties, select equiprent,
maintain equipment using proper techniques for
reporting, moni toring and control.

AIT - Asian Institute How to apply basic managament principles,
of Technology  dewelop maintenance plans, set up implementation
schedules, how to dewelop reporting, monitoring
and evaluating systems and dewloping techniques
for efficient use and maintenance of equiprent.

I
(¥
—

|
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F.  Evaluation Plan

Two major types of evaluations are planned for the Balochistan Road Project:
semi-annual internal reviews and external evaluations. They are described
below in terms of the critical issues to be addressed, general types of data
required and method of collection, specific criteria to assess progress on private
sector initiatives, and the manner in which the evaluations will be

implemented. Detailed scopes of work will be developed prior to the actual
evaluations. The mid-term evaluation is planned for May 1994, after one year of
technical assistance for the road maintenance effort, ¢ 1 the final evaluation for
August 1996.

The monitoring effort for purpose level tracking described in Annex N will
provide current progress and performance data with respect to key management
and impact indicators and information on the use of project resources. This
information will be fed into the semi-annual Project Implementation Reviews.
These reviews will be conducted by USAID, in cooperation with the
implementing contractor and appropriate GOB representatives. These internal
reviews will be coordinated by the (yfﬁce of Project Development and
Monitoring, with assistance from the Project Officer, with the intent to ensure
that the implementation of the project is proceeding toward the desired pur
according to plan. The project reviews W1i| examine project progress towards
the achievement of purpose level indicators and outputs; and the performance of
the implementing contractors and the GOB (C&W) Department in meeting
project commitments and requirements. Aplfropriate actions to resolve any
1dentified problems will be agreed upon at the reviews.

2. External Evaluations

A mid-term external evaluation will examine the project’s implementation as it
relates to the goal, , outputs and impact on beneficiaries. Mid-term
evaluation concerns will include timing, level and quality of major inputs,
including technical services, commodities and co. ction. Immediate and
readily measurable outputs will be documented and assessed. This will permit
USAIB and the GOB to review the actual versus planned progress towards
project objectives. Socio-economic impact on the project area, in terms of
increased private sector business activity related to construction activities will
be examined in this evaluation.

Specifically, this evaluation will measure: (a) efforts on establishing tolls for the
BAT Road; (b) drafting and approval by GOB of legislation announcing the
tolls; (c) methodology to be used to collect tolls; and, (d) privatization of routine
maintenance activities on the approach roads for the Kech River bridge and
possibly the 5 Km paved section of the BAT road beginning at Bela.

A final evaluation of the project will summarize the final level of inputs and
outputs provided throughout the activity, end-of-project status regardi
achievement of objectives, an estimate of the sustainability of development
accomplishments (such as movement by C&W to initiate tolls on other major
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roads, privatization of road maintenance of the provincial paved road network
and modification in the C&W organization to better plan and implement a
comprehensive maintenance effort), socio-economic changes in the project area
and ?essons learned from this particular project as guidance for future similar
development activities.

3. Data Collection

It is anticipated that the data collected for the various evaluations will be
detailed, comprehensive and allow for comparative analyses. The purpose level
monitoring etjfa'ort will provide information which is based on key variables or
indicators that facilitate implementation tracking. This information system
includes administrative records and rapid low cost studies. This data will easily
feed into semi-annual project reviews as well as providing a chronology for use
in external evaluations.

Baseline data for Makran have already been collected under the BALAD
Project. This will facilitate comparisons on socio-economic transformations in
the project area.

4. Evaluation Implementation

A cooperative approach to evaluations between USAID and the GOB will be
employed. This 18 based on the premise that agreement on directionhprogress
an«f possible needs for change is important for all parties to ensure effective
implementation.

The two major GOB organizational units that will be represented in the
evaluations include the C&W Department and the GOB Planning and
Development Department.

VI. SUMMARY PROJECT ANALYSES

Complete technical, administrative, social soundness, economic/financial and
energy analyses are contained in Annexes I-M; the following are abstracts.

A, Technical Analvsi
1. Road Construction

The project will construct the 376 km. long Bela-Awaran-Turbat (L AT) road
which will provide access for Makran Division to Karachi. The overall road
consists of two distinct sections: (1) a 136 km. Bela-Awaran Road (BAR)
starting at Bela and (2) the 240 km. Awaran-Turbat Road (ATR).

The first 35 kms. of the 136 km. BAR is an existing 4 meter wide road with a
Double Bituminous Surface Treatment (DBST) pavement constructed in 1984
by the Government of Balochistan (GOB), Communications and Works (C&W)
Department. Because of the existing deteriorated condition of the road, it will
be dismantled and new construction provided. The project will fund
improvements to upgrade this section. A 6.6 meter paved roadway with 1.5
meter shoulders and a DBST pavement will be consg-ucted and the existing
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drainage structures improved. USAID began work on the 101 km. middle
section of the road under the first BALAD project, but encountered construction
delays. Due to inability of the local construction contractor to complete the
project on time, part of the contract was initially terminated for the convenience
of the U.S. Government and eventually USAID opted for a no-cost termination
settlement agreement with the construction firm for the reduced contract. The
remaining work for this 101 km. segment will be combined with the tender
package to be advertised for the other section of the road.

The existing 240 km. section from Awaran to Turbat is a 4 meter wide gravel
track. Near the town of Turbat, a 22 km. portion of the track has been paved by
C&W, Makran Division. Since the 22 km. paved section has deteriorated, the
pavement will be dismantled and a new pavement structure will be
conistructed. The existing box culverts will also be dismantled to permit the
construction of new culverts. On the existing 4 meter gravel track, construction
of a 6.6 meter paved DBST roadway with 1.5 meter hard shoulders is planned.

A joint venture of an American A/E firm and a Pakistani A/E firm has designed
the 376 km. BAT road. The roadway geometrics have been designed in
accordance with AASHTO standards for rural roads permitting a traveling
speed of 65, 65 and 80 km/hr depending on the terrain, with a maximum 8%

grade.

The roadway structure standards are based on the AASHTO design ofuide (1986)
for ten years’ life; this was the most technically sound design met. compared
with other alternatives.

2. Road Maintenance

The road maintenance effort is traditionally performed by the C&W Department
primarily through force account. The more complicated and costly periodic
activities are normally contracted out on a competitive bid basis using local
contractors. The organizational structure of C&W provides for the same
management, planning and monitoring group to perform not only road
maintenance, gut also road rehabilitation and construction functions.

The road network is basically defined in terms of gross kilometers of roads in
the two gnmary categories of (1) paved and (2) earth or gravel roads. C&W has
established yardsticks for the financial requirements for each type of road on a
per kilometer basis, irrespective of the road condition.

Under the Balochistan Road Project, the implementation of the road
maintenance program will deviate from the traditional approach of C&W to
carry out the maintenance tasks with inhouse staff. The project will shift the
responsibility for implementation of the road maintenance program from the
C&W direct staff to the private sector with C&W continuing to ensure quality
control and mana%ing the road maintenance program. Privatization of road
maintenance will follow established practices utilized by C&W in contracting for
road rehabilitation or upgradigg work.
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3. Toll Financing of Road Mainf

The financial demands the improved BAT road will place on GOB resources
available for road maintenance have spurred USAID to look at other means of
generating funding for maintenance. The current practice is for the recurrent
costs to come from the provincial treasury; the traditional approach to budget
requests has been to use the yardstick methodology. USAHS) as reviewed
alternatives to generating additional revenues for road maintenance in general
and for the BA’F road specifically. The approach that is technically the most
feasible, considering the present situation in Pakistan, is toll financing, using
the private sector to collect and manage the toll process. This was confirmed by
a USAID-commissioned study on estaglishing a toll system for the BAT road.
From the information on (1) traffic density and configuration, (2) the cost to
maintain the BAT road, and (3) the ability of transporters to pay, toll rates can
be established for the road which will be used to determine the floor price for
the GOB to auction the rights to collect tolls on the BAT road.

The C&W Department is the Government of Balochistan body responsible for
the development of buildings and roads in Balochistan Province.

The C&W Department is admim'stratively headed by a Secretary subordinate to
the Minister, a political figure, and is divided into three sections, the first two
corresponding to geographical areas of res?onsibility. the third to a functional
specialty. (A diagramatic sketch showing the organization is g-ilven in Annex J).
E};ch section is headed by a Chief Engineer. The two geographic sections are
composed of "circles” headed by Superintending Engineers who, in turn,
supprvise district-level Executive Engineers. The third section is responsible for
esign.

Funds for provincial roads are generated within the province from taxes.
Complementary allocations are provided from the national treasury to cover
shortfalls or fund special programs. The funds are authorized by the
Balochistan Provincial Assembly and administered through the GOB Ministry
of C&W with the concurrence of the GOB Ministry of Planning and Finance.

2. aintenance Organizati

Road maintenance has long been the poor sister to road rehabilitation and new
construction in not only the Balochistan C&W Department, but virtually ev

line agency charged with responsibility for road maintenance activities. C&W is
a hierarchical organization with career opportunities accorded to the qualified
graduate engineers who enter the service. In the organization, one’s chance of
promotion, once a vacancy surfaces, is more a function of longevity of service
than capabilities and reward for good performance. The annual confidential
reports written for the ExecutlvegEngineers and the Sub-Divisional Officers, in
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particular, focus on accomplishments related to completing the road
rehabilitation and construction program planned for that particular year, with
virtually no mention of how close the person came to achieving the road
maintenance objectives. Routine maintenance is carried out by direct labor
while the detailed periodic functions are awarded to contractors. There is a
total C&W workforce of approximately 6,000 for road maintenance activities.
Discussions with the various officials revealed that only a small portion are
doing the work intended. Administratively, C&W possesses the basic
organizational structure to accommodate the road maintenance program
proposed under this project. The modifications required are primarily function
oriented in nature with minimal additional manpower needed.

C. E \/F ‘al Analysi
1. Economic

The BR Project is primarily a road building activity with a complementarﬂ effort
to protect the investment in the BAT Road in articular, and in other GOB road
inigastructure investments in general. As sucfx, the economic analysis compares
the economic costs of constructing and maintaining the road with the resulting
economic benefits of the BAT road. The parameters used in the analysis focus
on the road, both in terms of initial investment and recurrent costs, and the
benefits to be derived from an improved road.

The categories of benefits used in the analysis concentrated on typical economic
savings one expects as a result of an improvement made to a road. These
in:lit?ged: (1) user cost savings, which are the sum of operating and time cost
savings for the vehicles and mdividuals using the improved road; (2)
maintenance cost savings; and (3) loss avoided on perishable fruits and
vegetables. Thus a conservative approach to benefit estimation was taken since
no effort was made to capture the benefits resulting from increases in economic
activity in the Makran that are due to the improveg road.

Concentrating on these three benefit streams, a benefit-cost ratio and an
internal rate of return for the BAT road were calculated. The results of the
study are suffici- ntly favorable for the Mission to move forward with the
project. The economic Internal Rate of Return (IRR) and Benefit-Cost (B/C)
ratio for the complete road are as follows:

Economic IRR - 16.38%
B/C ratio - 1.261

In addition to these analyses, a series of sensitivity tests were performed for the
road. Even under the least favourable conditions, the results are satisfactory,
yielding EIRRs in the range of 13.6% - 15.7%. For the full details of this work,
see Annex K, Financial and Economic Analyses.

2. Financial

The key financial issue confronting the BAT Road Project relates to the abilitK
of likely toll revenues to cover projected road maintenance costs, Assuming that
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buses, trucks, and other vehicles are willing to pay tolls ranging between Rs. 20,
Rs. 20, Rs. 5, and Rs. 30, Rs. 30, Rs. 10, respectively for the Bela-Awaran road
segment and between Rs. 30, Rs. 30, Rs. 10, and Rs. 40, Rs. 40, Rs. 18, for the
Awaran-Turbat road segment, then projected net toll revenues are likely to
cover about 73%-106% of estimated maintenance costs for the entire road. The
actual ability of toll revenues to cover maintenance costs will clearly depend
inter alia on the tolls put into effect and the price paid to the GOB by the
private sector for the toll collection franchise. Nevertheless, the estimates
presented here suggest that realistic tolls will likely yield revenues to the GOB
Z(}lual tc;{ z)i significant fraction of road maintenance costs. (For more details, see
nex K).

D. Social Soundness Analysis
1.  The Socio-Economic Environment
a.  Social O izati { Leadershi

Although members of all major Baloch tribes are found scattered in Makran,
there are no exclusive tribal territories nor tribal social organization. The
Makran population is divided into the following social categories: (1) The former
ruling and dominant classes or tribes called Hakim. These tribes include
Gichki, Nausherwani, Mirwari and Bezanjo. (2) The middle land owning class,
referred to as Baloch. There are many Baioch tribes, but the main are Rind,
Hot, Kalmati, Rais, Sangur, Rakhshani and Askani. (3) The lower class called
Hizmatgar. Hizmatgar literally means the servant class and these consist of
Meds along the coats and N akiK/Darzadag, Lori and Golam in Kech/Turbat and
Punjgur areas of Makran. . _

Although significant changes in social organization and leadership have taken
place in recent years, the traditional leadership system based on the above
classification still plays an iraportant role. The most recent socio-economic
changes originating from the availability of job opportuniiies in and travel to the
Middle East and Karachi etc. have also resulted in changes in traditional
leadership patterns.

b.  Economic Organization

Makran has a total of 5.5 million hectares of land and a 400 kilometer long coast
on the Arabian sea. The land and the sea provide livelihood to a majority of the
Makran population. The Rakhshan river in Punjgur District and Kech/Nihing
rivers in Turbat District are the sources of most irrigated agriculture in
Makran. The majority of Makran's population is engaged in crop production,
fishing and animal husbandry. Smaller numbers are engaged in trade and a
smaller but economically important segment of the Makrani population works
mainly in the Arab countries of the Middle East.

2. Social Feasibilit

a. An 3xisting part camel-track, part tfra\vel road has for
centuries served as the southern route between Sind’;-lm' (India) and Iran and
the Middle East. In general its socio-political feasibility has never been in doubt.
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b. Makran has always been a surplus date and fish
producer but a deficit area in almost everything else. To obtain a fast and least
cost access to markets where dates and fish could be sold and other necessities
of life could be purchased has always been a concern of Makranis. The
Awaran/Kolwa area seems to have a comparative advantage in barley
production and almost all the produce is exported to Karachi.

c.  The benefits of Bela-Awaran-Turbat road will not be
confined to the Awaran-Makran region, the entire southern, south central and
weﬁtlt)arn x;legions of Balochistan, which are the least developed in Balochistan,
will benefit.

d.  Obstruction, if any, to the successful implementation of
the project could come from the provincial government of Balochistan but likely
not from the people of the area.

e.  During the 1960s and 70s the Baloch nationalist
movement opposed opem'n% up Balochistan through road construction as this
would provide easy access for "enemy" military operations. Insurgents in
Jhalawan at times stopped movement on the road. But both the intensity and
direction of this movement have changed during the last decade. There is little
opposition to road construction at this stage.

f.  In the absence of employment opportunities in Makran
many local people engage in smuggling of narcotics etc. Direct and indirect
employment opportunities will provide alternative sources of income.

. Large numbers of Makranis working in the Middle East
and Karachi wougi find more attractive investment opportunities in Makran
once road is constructed.

h. In Makran, racial, linguistic and rel.'ﬁious prejudices are
almost non-existent. jabi farmers in Punjgur and non-Makrani
businessmen throughout Makran have not experienced any prejudices. There is
no likelihood of significant resentment against investment from outside.

i With a good road and the resulting commercialization of
the area, there is a possibility of some environmental degradation. As happened
in other areas of Balochistan, commercial scale exploitation of such local
resources as trees for fuel wood and timber, dwarf palm for ropes, mats and
charpoy knits etc., may take place after the construction of the road. Similarly,
raiging of larger flocks for market, overgrazed pastures and general pressure on
scant natural resources of the area may result.

J. There may be a negative impact on the traditional social
institutions of cooperation and community solidarity, as exposure to the outside
world will bring in more commercial and individualistic attitudes.

k.  Both the construction phase and ongoing maintenance
activities should provide contract and employment opportunities on an fair and
equitable basis amongst the concerned local social, inguistic and religious

groups.
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1. In the event a toll tax is instituted, the road may be
divided in at least two sections; the Bela-Awaran section benefitting Makran as
well as Jhalawan populations, and the Awaran-Turbat section mainly
benefitting the Makran region. However, it may be more difficult to convince a
Jhalawan tribal to pay a toll tax.

3. Social Impact on Beneficiaries

The primary beneficiaries would be the communities living in Jhal Jhao,
Awaran and Makran areas. The primary benefits would accrue to the majority
of local farmers and animal raisers in the form of direct employment
opportunities and improved access to outside markets for local inputs and

roducts. Improved living standards would result from higher incomes and
getter access to and availability of educational and health facilities. The
secondary beneficiaries would be the populations living in the entire
southwestern region of Balochistan extending to Kharan and Chagai Districts in
the northwest and Kalat and Khuzdar Districts in central Balochistan. The
secondary benefits would also mainly accrue in the form of increased
employment opportanities, availability of productivity enhancing inputs and
improved marEets and prices for products. Improved educational and health
facilities will benefit the entire region. The multiplier effects would include;
higher land values and higher incomes to the businessmen resulting from
higher employment, higher consumption and higher demand for goods and
services. :

While landowners will gain substantially from ready access to inputs and
markets, poorer segments of society will also benefit significantly. They will
benefit not only because they constitute the overwhelming majority of the local
population, but also because they are presently the least capable of affording the
now difficult access to health and education facilities, to new technology an
inputs and to markets for their products.

E. Women in Development Statement

The project will have a major impact on the local economy by improving access
to markets in Karachi and Quetta, thereby stimulating agricultural and fish
production. This will benefit men and women equally, in so far as house-hold
incomes are anticipated to increase. To the extent to which women participate
in fish and date processing, livestock and crop production and other activities
such as weaving and sewing, improved access to markets may well have

significant direct impact.

Women in Makran occupy a stronger position than women in other parts of
Balochistan. Muslim laws of inheritance are followed and women, therefore,
receive a portion of their parent’s property and are entitled to a share in their
husband’s property, if he predeceases them. Relatively higher bridal prices are
Kaid for Makrani women who retain full control over what is acquired from their

usbands. Women in Makran, therefore, frequently have more economic
strength than their sisters in other parts of Pakisten.

It is unknown at this time whether increased household income and increased
mobility due to road construction will tend to liberalize attitudes toward women
in the project area or will provide further reason to keep women at home and
out of the fields and markets.
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Construction of the BAT road will increase access of area residents (male and
female) to services including markets, health facilities, schools and
communications. Balochistan statistics show female literacy at 4% compared to
the national female literacy rate of 16%. Malnutrition rates for children under
the age of five in Balochistan are 75%, compared to 57% for the entire country,
whereas child immunization rates in the province are only 27%, compared to the
national average of 80%. Although the health statistics are not disaggregated
by gender, it can be safely assumed that female malnutrition and immunization
rates are lower than those of males, because of the females’ position in the
family and their poorer access to health services.

F. nyvironm

An initial Environmental Examination (IEE), provided as Annex H,
recommends a positive environmental action. As the project consists of
reconstruction of the paved section of the road and upgradation of the remaining
avel track, which will involve some realignment to conform the road to

ighway design standards, it has been recommended that an Environmental
Assessment (E‘:\) be conducted as an integral exercise, which must be completed
as soon as possible, but not later than the commitment of funds for the
construction activity.

The various environmental parameters to be examined during the EA are listed
in the IEE. The IEE recommends that a scoping session be conducted in
Turbat, Balochistan, to identify the environmental problems and to develop a
scope of work for the EA. The consultants hired to perform the EA should
involved from the scoping session stage so that they are present to identify t’
environmental problems and concerns. This will subsequently be of help to
them during the EA stage.

G. Energy Analysis

The project purpose is to promote economic growth in Makran by linking
Makran to the national highway network; and to privatize certain road
maintenance functions. In attempting to achieve this purpose, the major road
link to the target area, Makran, will be upgraded to a standard equivalent to
other provincial level roads in Balochistan. The implications for ener
consumption patterns resulting from successful completion of the road and
achievement of the project purpose were reviewed. The road design calls for
improvi.ng the geometric standards on the existing alignment or modifying the
:vhl'ﬁnmen to effect additional improvements. The improvements introduced
il reduce vehicle operating costs to the users of the road, which can be

translated into reduced energy consumption directly from improved fuel
efficiency and indire~tly from lower consumption of spare parts, including tires,
that are locally manufactured items using considerable energy to produce. The

roject’s focus on a comprehensive road maintenance program will provide the

onger term continued benefit craated by the improved road. The road
improvement and maintenance program development approach is considered to
be ;n :icoordance with the Agegcy’s policy of supporting energy conservation
initiatives.
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H. Narcotics Impact Statement

The Balochistan Road Project is not designed specifically to influence the supply
of, or demand for, illegal drugs in Pakistan. The project area, Makran, is not
agro-climatically suited to the growing of opium poppies, although opium-based
narcotics produced elsewhere traverse Makran on their way out of Pakistan.
The project can be expected to complement GOP efforts at minimizing the
attraction of the poor to involvement in such illicit activities as the
transportation otpillegal substances, by providing support to alternative sources
of income resulting from an improved road infrastructure. The provision of a
viable road infrastructure by means of the Balochistan Road Project will
enhance GOP efforts at providing producers with greater access to existing
markets and services, thereby improving the probabilities of their success in
marketing legitimate agricultural crops or ursuini})roﬁtable legal business
opportunities. The increased visibility of Makran through its further
integration into the national road network and resultant improvement in its
accessibility to law enforcement authorities should also act as a deterrent to
illegal opium smuggling activities. An appropriate "Opium Poppy Clause" will
be included in the Project Agreement.

VII. Conditions and Covenants
A Conditions P Jent

Except as A.LD. may otherwise agree in writing, prior to any disbursement of
funds under this Project, or to the issuance by A.LD. of any documentation
pursuant to which such disbursement will be made, the Grantee shall furnish to
A.LD,, in form and substance satisfactory to A.LD.:

1. A written opinion of counsel acceptable to A.ID. that th_
A‘greement has been duly authorized and/or ratified by, and executed on behalf
of the Grantee, and that it constitutes a valid and legaliy binding obligation of
the Grantee in accordance with all of its terms; and,

2. A written statement setting forth the names and titles of the
persons holding or acting in the Office of the Grantee and representing that the
named person or persons have the authority to act as the representative or
representatives oP:he Grantee, together with a specimen signature of each such
person certified as to its authenticity.

B. Covenants
1. Road Maintenance Financing

Except as A.LD. may otherwise agree in writing, the Cooperating Country shall,
within three years of the date of execution of the Project ment, establish a
toll system, acceptable to the Cooperating Country and A.LD., for financing the

cost of maintaining the constrycted BAT road.
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2. Privatization of Road Mainf A chiviti

Except as the Parties may otherwise agree in writing, the C&W Department,
GOB, shall, within three years of the date of execution of the Project Agreement,
establish a system of privatizing road maintenance activities acceptable to the
Cooperating Country and A.L.D.

3. 1 Allocati Training i

Except as A.LD. may otherwise agree in writing, within four years of execution
of the Project Agreement and every year, thereafter, C&W will allocate an

amount in its budget, acceptable to AID and the GOB, for the traim’ng of lt1he
y the

new entrants into the maintenance management system established
technical assistance team.

Except as the Parties may otherwise agree in writing, C&W will reorganize the
C&W Department for road maintenance management activities, in a manner
acceptabﬁa to the Cooperating Country and within four years of the date of
execution of the Project Agreement.

ID 5926S:sam
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SUBJECT: PAKISTAN - BALOCHISTAN AREA DEVZILOPMENT
PROJECT (391-9510) — PID APPROVAL AND PP GUIDANCE Rl
k/ or

REFERENCE: "I SLAMABAD 92679

e

By

1. THE PROJECT REVIEW COMMITTEE (PRC) MET ON JANUARY 12 MRD
T0 REVIEW THR SUEBJECT PID. EIASED ON THE PRC REVIz«¢ AND ﬁgi_
B0
%
AR

RECOMMENDATIONS, APPROVAL OF THE PID IS PROVIDED AND
AUTHORITY IS DELEGATED TO THE MISSION LIRECTCR TO
APPROVE A PROJECT PAPER, SUBJECT TO THE SPECIFIC
GUIDANCE PROVIDED IN 7EIS CABLE. AID/W SEOULD PE

CONSULTED, PRIOR TO PROJECT AUTHORIZATION, IF
SIGNIPICANT DEVIATIONS FROM THE FOLLOWING GUIDANCE ARB

FOUMND NECESSARY.

2. - THR PRC PROVIDES THE FOLLOWING DISCUSSION ON KEY
ISSURES FOR GUIDANCE TO THE MISSION YOR PREPARATION OF

TEE PP.

DR. ADLEMAN RECOGNIZES THAT THIS PROJECT ADDRESSES
IMPORTANT POLITICAL OBJECTIVES OF THE GOVELNMENT OF
PAKIS?AN WHICH TEE USG SEEES TO SUFPORT. LIKE THE

;RIBLL AREAS PROJECT, BALAD IS ;o; ROOTED ;N HE A¥ls
'DEVELOPMENT MATRIX OF OPEN MARKETS AND OPSN SOCIFTIES. g
4 ,4?K;L§(ZZ§

WITH TRIS PROJECT, AS WITH OTHERS WHICH FALL EXPLICITIY ...7 5. 4
OUTSIDE THE ANB POLICY FRAMEWORK , WE HAVE TVO OBJECTIVES: ' Jib

A
A). KEEP THE ACTIVI?TY SIMPLE AND WELL POCUSED ON a ;*»aff”?
I?S EXY POLITICAL OBJECTIVE. WE DO NOT NEED QUO s
VINDOV DRESSING UNQUOTE ACTIVITIES TO OFFER A SPURIOUS “3.T ,
SENSE OF STRATEGIC PIY. R

B). MAXIMIZE EXTERNAL MANACEMENT OF THE PROJECT.

"?HE U.S.A.I.D. SHOULD PEVOTE AS MUCE U.S.D.H. AND FSN
TIME AS POSSIBLE T0 PROJECTS WITHIN THY ANE TRAMEWORK.
WE CANNOT EXTERNALIZE A.I.D. ACCOUNTIBILITY, BUT ¥E CAN Adf;
REDUCE 70 THE BARELONES MINIMUM THE AMOUNT OF CRIATIVE

ENERGY, AND NON-ESSENTIAL MANAGEMENT VRICE GO INTO THESE

ACTIVITIES.

1/3 #D UNCLASSIPIRD STATT 088388/81 44



1/3 MD INCLASSIFIRD STAYE O! 388/81

ANNEX A

page 2 of 5 pages

IN THIS CONTEXT THE PROJECT SHOULD NOT FINANCE THE
ANA, TTIC VORE FCR FUTURE PRIVATE SECTOR PROJFCTS. IF
THE MISSION’S CORE AGRIBUSINESS AND PRIVATE SECTOR
PROGPAMING LEAD TO ACTIVITIZS IN TVE MAEK®AN (OR INTO
TADP AKEAS) TYEY WILL BE CARRIED BY THOSS PROJECTS.
TRERE IS NO NEFD TO BUILD ANY OF TEHESE
NON-INFRASTRUCTURE RLEMENT?S INTO BALAL. THIS VILL
SERVICE BOTH OBJECTIVE (A) SIMPLE PROJZCT FOCUS AND
OBJECTIVE (E) MANAGEMENT SIMPLIFICATION.

A. OPEx MARKET IMPLICATIONS OF THE PRCJECT:

- AFTER DISCUSSION, THE PRC CONCURRED TEAT THE PRCJECT
HAS OPEN MARKET POTENTIAL IN THE MAYRAN DIVISION CF
BALOCHISTAN AND OTHER CONTIGUOUS REGIONS., FOR EYAVMPLE,
USUAL-Y WHEN A NEW ROAD IS CONSTRUCTED, ONE RESULT IS
COMPETITION AMONG FARMERS TO PRODUCE GOODS FOR MARKE?T,
THE BROAD PROVIDES ACCESE TO THE MAPKETPLACE AND CAN
REDUCE LOSSES THAT SMALL FARMERS YOULD OTHERWISE INCUR
WITHOUT AN JFFBCTIVE TRANSPORTATION SYSTEM.

DURING PREPARATION OF THE PP, THE MISSION SEOULD CONDUCT
ANALYSES 0 IDENTIFY ECONOMIC AND COMMERCIAL VMARKET
OPPORTUNITIES IN THE MAXRAN DISTRICT AND TO BESTAB,ISH A
COMPREHENSIVE ECONOMIC BASELINE FOR TPE DISTRICT.
EXAMP-ES OF VENTURES TO BB CONSIDERED COULD INCLUDE DATE
PROCESSING, HORTICULTURE VYFNTURES AND FISHERIES. AN
ACTION P-AN TO EXPLOIT THESE OPPORTUNITIES SHOULD RE
COORDINATED WITH THEE ON-GOING BALAD PROJECT. TEHE IUREAU

IXPECYS THAT ANY CONTINUATION OF THE BALAD II PROJECT
BETOND THE ROAD CONSTRUCTION WOULD BE A SEPARATE
MARKET-LED PROJECT,

3. - ACCEPTABILITY OF A PRIVATE SECTOR ROLR 3Y THE EOST
.GOVERNMENT:

= DURING. DEVELOPMENT OF THE PP, THE MISSION PROJECT
STAYF SHOULD PULLY EXPLORE THE PROPOSED PRIVATE SECTOR
ROLES WITE THE GOVERNMENT OF BALOCEISTAN (GOB). TEBE PRC
. STRONGLY ENDORSES MISSION PLANS T0 APPROACE THE
GOVERNMENT OF BALOCEISTAN ON TEE ROAD AS A TOLL ROAD
OPZRATED BY TEE PRIVATY SECYOR. WITH THE PRIVATE SECTOR
BECOMING INCREASINGLY INVOLVED IN WHAT WAS FORMBRLY TEE
EICLUSIVE PROVINCE OF PUBLIC WORKS, THEIR POSSIBLE
INVOLVEMENT IN FINANCING, BUILDING ANI' OPERATING - HAS
GIVEN TOLL ROADS A NEV LEAST ON LI¥E. TEE PP SBOULD
IDENTIFY THE SPECITIC APPROACH 70 BE USED DURINC
IMPLEMENTATION SUCHE AS A PUBLIC - PRIVATE PARTNERSEIF OR
A COMPLITELY PRIVATE TOLL ROAD OPERATION. ADDITIONALLY,
$HE PP SBOULD PRESENT AN BVALUATION SCHEDULE AND A L]IST

1/3 MD UNCLASSIPIIT STATE ©90388/01
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OF SPECIZIC CEITERIA TO ASSESS PROGRESS TOWARDS MEETING
THESE PRIVATE SECTCR OBJECTIVES.

THE PP DESIGN TEAM SEOULD EXAMINF A FULL RANGE OF
OPTIONS FOR REVENUE CENFRATION TO SUPPORT MAINTENANCE CF
THE ROAD. COMPLETION OF A FFASIBILITY STUDY FOR TE¥
TOLL ROAD CONCEPT SHOULD BF AN EARLY PRICRITY FOE TEZ
MISSION - POSSIBLY DUPING THE FP DESIGN FHASE. A
THOROUGH ZINANCIAL ANALYSIS OF TER OPSKATION OF A TOLL
ROAD COULD GO A LONG WAY TCWARD CONVINCING THF
GOVERNMENT OF BALOCHISTAN THAT A TOLL RCAD IS T3E “OST
VIABLE OPTION FOR MAINTENANCE, PRIVATE SECTOR TCLL xOAD
OPERATIONS AREI MUCE BETTER AELE TO RESCLVE PPOELEMS OF
MAINTENANCE, NOT ONLY BECAUSE THEY HAVE THE DUTY, RUT
ALSO BECAUSE IT IS TO THEIR ALVANTAGE TO MAINTAIN ALL
THEIR PACILITIES AT FULL EFFICIENCY OVER THE YEARS.
DURING THE PP DBSIGN PHASE, THR MISSION SHOULD ALSO
EXPLORE THE POTENTIAL ROLE OF THE PRIVATE SECTOR IN THE
CONSTRUCTION COST FINANCING, I.E. PAETIAL OR COMPLETE
PINANCING TEROUGE TEE TOLL ROAD CONCEPT. APPROPRIATE
MODELS OF PRIVATE SECTOR INVOLVEMENT IN SUCH
INFRASTRUCTURE MAY BE FOUND IN INLONESIA AND MALAYSIA.

C. ECONOMIC INTEENAL RATE OF RETURN (EIRR):

AID/V SHARES MISSION CONCERN THAT THI EIRR FOR THE
"ROAD IS LOWER TEAN PREVIOUSLY ESTIMATED. UNTCEE OTHER

CIRCUMSTANCES WE MICHT RECONSIDER APPROVAL OF TBE
PROJECT OR SEEK TO LOWER PROJECT COSTS. EOWEVER, IN
$HIS CASE, GIVEN THE SPECIAL POLITICAL CONSIDERATIONS
'WHICE CONTRIBUTE T0 THE ACHIEVEMENT OF OVERALL U.S.
FORRIGN POLICY OBJECTIVES, VE ARE PREFARED T0 GO AHEAD

MITE TEE PROJECT.
D. - ADDITIONAL PROJECT DESIGN/IMPLIMENTATION CONCERNS:

1. JNCORPORATION OF PRIOR MISSION EXFERIENCE IN
BALOCEISTAN, )

‘GIVEN PRIOR BXPRRIENCE, THE PRC STRONGLY ENDORSES TEE
MISSION’S PLAN 70 USE A DIRBCT AID CONTRACT FOR TFE
PROPOSED CONSTRUCTION. WE NOTE THY STRONG INTERBST
BXPRRSSED IN TEE ROAD CONSTRUCTION VOFKS BT TEX
ASSOCIATED GENERAL CONTRACTORS OF AMERICA ON BRHALF OF
MEMBER FIRMS. THE SELECTION CRITERIA FOR THE CONTRACTOR
AND SUBCONTRACTORS MUST BE SUFPICIENTLY RIGOROUS AS TO
PREVENT RECURRENCE OF PREVIOUS PROELEMS.

¢HR PP SHOULD EAVE A THOROUGH COMMODITY PROCUREMENT FLAN
FOR THE ROAD MAINTENANCE EQUIPMENT VHICE COMPLETELY
DRPINES LOCAL PROCUREMEN? FEBASIBILITY, IXPLORKS
OFY-TEE-SEELY ITEMS, AND DESCRIBES PROPOSED U.S.
BQUIPMENT SUPPLY. TRE INTEREST OF SUCH MAJOR ZQUIPMENT
SUPPLIES AS CATERPILLAR, JOEN DEERE AND NAVISTAR IV
SUPPLYING ROAD MAINTENANCE UNITS TO PAERISTAN SIOULL
ASSURR AN ADBQUATE SOURCE OF U.S. EQUIPMENT.

UNCIASSIPIED  STATR ©80388/22 b
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THE MISSION SHOULD ALSO PREPARE A PLAN FOR DEVELOPING
THE ROAD MAINTENANCE CAPARILITY OF LOCAL CONTRACTOFS.

2, POTENTIAL POLITICAL/T0CAL GOVEPNMENT IMPACT ON
PROJECT IMPLEMENTATION SCEEDULE, .

THE PROJECT PAPER SHOGLD PRESENT PROJECT MANAGEMENT
ALTERNATIVES TO COFE WITH POTENTIAL POLITICAL
INTERRUPTIONS OF PROJECT IMPLEMENTATION ACTIVITIES,

3. SEFARATION OF THE PROPOSED ACTIVITY FSOM TFE
ORIGINAL BALAD BELA-AWAPRAMN ROAD.

ONE SECTION OF THE PROPOSED ROAD CONSTRUCTION
ACTIVITY UNDER BALAD II INCLUDSS TEE 121 KM BELA-AWARAN
ROAD PORTION BEGUN UNDER BALAD, BUT NOV INCLUDBL IN THIS
PROJECT. - THE MAGNITUDE OF THE FUNDS, THE COST ESTIMATES
FOR THE COMPLETION OF THE BFLA-AVAPAN ROAD, ANL TFE USE

OF RESIDUAL FUNDS ¥ITHIN BAAAD VERE DISCUSSED BY TEE PRC.

THE MISSION SHOULD PREPARE AN ANALYSIS CF TEE FUNDING
SITUATION FOR THE BELA—-AWARAN ROAD SECTION AND SEOULD
DELINEATE TEE USE OF THE CONSTRUCTION FUNDS BOTH WITHIN
BALAD AND BALAD II (ESPECIALLY FOR THE BELA-AVARAK ROAD).

4. SCOPE AND CONTENT OF THE RIQUIREBL INVIRONMENTAL
ASSESSMENT,

= THE INITIAL ENVIRONMENTAL EXAMINATION (IBE) PROVILED
IN THE PID RECOMMENDED A POSITIVE DETERMINATION FOR THE
PROJECT, THE MISSION PROPOSES 7O CONDUCY AN INDEPENDERT
ENVIRONMENTAL ASSESSMENT OF THE PROJECT AND WILL CONDUCY
A SCOPING SESSION IN TURBAT TO IDENTIFY THE SCOPE OF
VORK YOR THRE ENVIRONMENTAL ASSESSMENT AND YHE SOCIAL
SOUNDNESS ANALYSIS. THE IEE PROVIDEL i LIST OF
ENVIRONMENTAL PARAMETERS THAT SEOULD RE EXAMINED DURING
THE ASSBSSMENT,

UNCLASSIFIED STATE 080388/22
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THE ENVIRONMENTAL AND SOCIAL SOUNINESS ASSESSMENTS
SHOULD BE CONDUCTED AS AN INTEGRATED EXEPCISE. THE
ENVIRONMENTAL ASSESSMENT MUST BE COMPLETEL AS SOON AS
POSSIBLE, BUT NOT LATER THAN COMMITMEMNT CF FUNDS FOR THE
TOTAL CONSTRUCTION ACTIVITY. DURINGC THIS PROCESS, TEE
MISSION SHOULD ALSO INVESTIGATE: (A) ROAL ALIGNMENT
ALTERNATIVE ANALYSES, WEERE POSSIBLE; (B) THE EIGF
INTENSITY SEASONAL RAIN®ALL AND RELATED CONSTRUCTION AND
MAINTENANCE REQUIREMENTS; (C) THE SUSTAINAELE NATURE OF
I'BE FISHERIES INDUSTRY AT PASNI; AND (D) SCHEDUT.ING
ADDITIONAL SCOPING SESSIONS AFTER THE ARRIVAL OF T3E
ENVIRONMENTAL AND SOCIAL SOUNDNESS TEAM TO DSTERMINE TEE
ISSUES OF TBE ASSBSSMENT. THZE MISSION IS ALSO
ENCOURAGED T0 INCLUDEZ, ON THE ASSESSMENT TEAM, PAFISTAVI

EXPERTS TO BUILD HOST-COUNTRY CAPAT.LITY.

TEE BUREAU ENVIRONMENTAL COORDINATOR SHOULD PARTICIPATE
IN DISCUSSIONS RELATED TO THE COMFOSITION OF TEE
ASSESSMENT: TEAM AND THE ISSUES TO BE ADDRESSED IN THE
SCOPING SESSION(S).

Se GENDER DISAGGREGATED BENEFICIARIES.

THE MISSION IS COMMENDED FCR THE EXTENT OF THE GENDER

DISAGGREGATED DATA USED IN THE BASELINE BCONOMIC DATA.
THE PRC WISHES T0 REMIND THE MISSION TEAT REGULATIONS

REQUIRE THAT DATA COLLECTION ACTIVITIES DURING PROJECT
DESICN AND IMPLEMENTATION INCLUDE GENDER VARIABLES.

SUCH FACTORS AS BCONOMIC BENEFITS FROM THE ROAD, ACCESS

20 SCHOOLS, MEDICAL TREATMINY, ETC. SHOULD BE ANALYZED
USING TER GENDER DISAGGREGCATED DATA.  BAXER

3 4
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A. GENERAL CRITERIA FOR COUNTRY
ELIGIBILITY

1. Y 8 jons Act sec. $78(b).
Has the President certified to the It has not been
Congress that the government of the so ;:ertified.

tecipient country is failing to take
ddequate measures to prevent narcotie
drugs or other controlled substances
which are cultivated, produced or
Ptocessed 1llicitly, {n whole or in pare,
in such countly or transported through
SUCh country, from being sold fllegally
within the jurisdiction of such country
to United States Government personnel or
their dependents or from entering the
United States unlawfully?

2. FAA_Sec. 481(h): FY 1989 Appropriationg
78; 8 u ec

¢t Sec.

4405-07. (These provisions apply to .
assistance of any kind provided by grang, ‘&) Yes

sale, loan, lease, credit, guaranty, or (b) The President has

Insurance, except assistance from the ihed in
€hild Survival Pund or telating to . :gedﬁgcra fd
international narcotics control, disastes March

and refugee reliet, natrcotics” education
and awvareness, or the provisien of food
or medicine.) 1f the teciplient is o
*major illicit drug producing country"*
(defined as a country producing during a
fiscal yeac at least five aetric tons of
oplua or 500 metric tons of coca or
sarijvana) or s *major drug-transie
countty® (defined as a country that is a
significant direct souzce of llicie °
drugs significantly atfecting the United
States, through which such drugs arce
transported, or through which signiticant
Sums of drug-zelated profits are



laundered with the knowledge or
complicity of the government): (a) Does
the country have in place a bilateral
ndrcotics agreement t:ith the United
States, or a multilateral narcotics
4greement? and (b) Has the Preiident in
the March 1 International Narcotics
Control Strategy Report (INSCR)
determined and certified to the Congress
(without Congressional enactment, within
45 days of continuous éescion, of a
resolution di{sapproving such a
certitication), or has the Prtesident
determined and certified to the Congress
On any other date (with enactment by
Congress of a resolution approving such
certification), that (1) during the
Previous year the country has cooperated
fully with the United States o taken
adequate steps on its own to satisfy the
goals agreed to in a bdilateral narcotics
dgreement with the United States or in a
multilateral agreement, to Prevent
il1licit drugs produced or processed in or
transported througn such country from
being transpocted fnto the United States,
to prevent and punish drug profitc
laundering in the country, and to prevent
and punish bribery and otheg forms ot
public corruption which facilitate
production or shipment of $l1licit 4rugs
ot discourage prosecution of such acts,
Or that (2) the vital national interests
of the Unjted States require the
provision of such assistance?

$ec. 4404. (Thfc section applies to the

Same categories of assistance subject to
the restzictions in PAA Sec. 401(h),
above.) 1t cecipient countty is 2 "major
i11icit drug producing country" or "majoc
drug-transit country" (as defined for the
pucpose of FAA Sec 401(h))., has the
President subnitted a fepost to Congress
listing such countzy as ene (a) which, as
4 matter of government policy, encoutages
or facilitates the ::oduottol oL
distridbution of {11s0it dzugs; (b) ia
vhich any senie: .ouuux of the

-—— e
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government engages in, encourages, or
facilitates the production or
discribution ot fllegal drugs; (c) in
which any member of a U.S. Governnent
agency has suffered or been threatened
with violence inflicted by or with the
complicity of any government officer: or
(d) which fails to provide reasonable
cooperation to lawful activities of U.S.
drug enforcement agents, unless the
President has provided the required
certification to Congress pertaining to
U.5. national interests and the drug
control and criminal prosecution efforts
of that country?

RA Sec. 620(¢c). 1If assistance is to a (a), (b) and (c):
government, is the government indebted to

any U.S, citizen for goods or services We are aware of no such
furnished or ordered where (a) such liability,

citizen has exhausted availabdle legal

remedies, (b) the debt i{s not denied or

contested by such government, or (c) the

indebtedness arises under an

unconditional guaranty of payment given

by such government or controlled entity?

ec. 620 . It assistance is to We are aware of no such
& government, has it (including any liability.
government agencies or subdivisions)
taken any action which has the effect of

, nationalizlng.1oxptopr1at1n9. or
z

otherwise selzing ownership or control of
property of V.8, citizens or entities
beneficially owned by them without taking
steps to discharge its odbligations toward
such citizens or entities?

. Ehh 519!‘ !ZQ(.) ng(tl' !zgn' !x ]2!? No

1s zecipient countcy a Communist No
countcy? 1f so, has the President No
determined that assistance to the countryNo
is vital to the security of the United
States, that the ‘recipient country is not
controlled by the international Communist
conspicacy, and that such assistance will
fusther promota the independence of the
tecipient country from imteznational
comaunisa? Will assistanee be provided

——



10.

11.
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either directly or indirectly to Angola,

Cambodia, Cuba, lraq, Libya, vietnan,

South Yeren, ltan or Syria? Will

assistance be provided to Afghanistan

without a certification, or will

dssistance be provided inside Afghanistan

through the Soviet-controlled government

of Afghanistan? .

Sec., 620(1). Has the country It has not.
permitted, or failed to take adequate
measures to prevent, damage or
destruction by mob action of U.s.
property?

FAR Sec, 620(1). Has the country failed It has not.
to enter into an investment guaranty
dgreement with OPIC?

hermen ' ctd (2) It has not.

e L[]
ACt of 1967 (as ame ec, &. (a) Has(b) It has not.
the country seized, or imposed any
penalty or sanction 3gainst, any VU.s,
fishing vessel because of fishing
activities in international waters?
(b) If so, has any deduction required by
the Fishermen's Protective Act been Rade?

S . (a) No.

- (a) Has the government of (b) Mo
the recipient country been in default for
more than six months on interest ot
principal of any loan to the country
under the FAA? (D) Has the countzy been
in default for more than one year on
interest or Principal on any U.5. 1oan
under a program for which the FY 1989
Appropriations Act appropriates funds?

+. 620(g). 1t conteaplated
assistance {s development loan or to come Yes.
from Economic Suppoct Fuand, has the
Administrator taken into account the
pectcentage of the countcry's bdudget and
a4mount of the countey's foreign exchange
or other resources spent on milicary
equipaent? (Refecence B3y be made to the
anpual *Taking Into Consideration® neno!
"Yes, taken into account by the
Adninistzator at time of appctoval of
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13,

14.

15,

16.

Agency OYB.* This dpproval by the
Adnministrator of the Operational Year
Budget can be the basisg for an
dffirmative answer duting the fiscal year
unless significant changes {n
circumstances occur,)

AR Sec. 0 + Has the country severed
diplomatic relationg with the United
States? If so, have relations been

EARA Sec, 620(y). What is the paynment
§tatus of the country's U.N.
obligations? 1f the country {s in
arrears, were such drrearages taken into
account by the A.l1.D. Adninistrator in
determining the current A.l1.D.
Operational Year Budget? (Reference Ray
be made to the “Taking into
Considecation" memo, )

FAR Sec. 620A. Has the President

determined that the recipient country
grants sanctuary from Prosecution to any
individual or group which has comnitted
4n act of international tecrrorism oc
otherwise supports international
terrorism? .

9 c . Has
the country been placed on the 1ist
provided for in section 6(J) of the
Export Administration Act of 1979
(currently Libya, Izan, South Yemen,
Syrie, Cuba, or Nocth Korea)?

18 0 « Has the
Secretary of State determined that the
country is a high terrorist threat
country after the Secretary of
Transportation has deternined, pursuant
to section 1115(e)(2) of the Federal
Aviation Act of 1958, that an aicport in
the country does not maintain and
adninister effective security measures?

ANNEX B-1
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It has not.

U.N. has not determined
the country to be in
arrears,

We are aware of no
such action,

He has hot
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[% Sec. 666(b). Does the countt{ It does not,
object, on the basis of rtace, religion,

national origin or SeX, to- the presence
of any ofticer or exployee of the U.S.
Who is present {n such country to carcy
Out economic developrent Ptograms unde:

the FAA?

ec 20. Has the country, FAA Section 620E
after August 3, 1977, delivered to any permits a spec1_a]
other country or received nuclear waiver for Pakistan
entichment or reprocessing equipment, through April 1, 1991

materlals, or technology, without
specified arrangements or safeguards, and
without special certification by the
President? Has it transferred a nuclear
explosive device to a non-nucleatr weapon
state, or if such a state, either :
received or detonated a nuclsar explosive
device? (FAA Sec. 620E permits a special
waiver of Sec. 669 for Pakistan.)

EAA Sec. 670. If the country is a It has beer] determined
hon-nuclear weapon state, has it, on or and was waived by the
dfter August 8, 1985, exportod (ot President on January 15,
dltempted to export) {1legally from the 1988

United States any materiasl, equipment, or

technology which would contribute

signiticantly to the ability of a country

Lo manufacture a nuclear explosive device?

SDC 720. Was the country It was no represented,
fepresented at the Meeting of Ministers but it disassociated
of Foreign Aftairs and Heads of itself from the

Delegations of the Non-Aligned Countcies communique.
to the Jéth General Assambly of the U.N.

on Sept. 25 and 28, 1981, and dié it fall

to disassociate itself from the

comrunique issued? If so, has the

President taken it into account?

(Reference may be made to the “Tasking

- into Consideration® Reno.)

21,

. Has No.
the recipient country been dototnfnod by

the President to have engaged in 2
consistent rottozn of opposition to the
toceign policy ef the Unlted States?
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22. 989 tion t c. + Has No.
the duly elected Head of Governnent of
the country been deposed by military coup
or decree? If assistance has been
terminated., has the President notified
Congtess that & democraticelly elected
government has taken office prior to the
resumption of assistance?

23. FY 1989 Appropriations Act Sec. %40. Yes.
Does the recipient country fully

oooperote with the international refugee

ds6istance organizations, the United
States, and other governments in

facilitating lasting solutions to refugee
situations, including resettlement
without respect to race, sex, religion,

or national origin?




B. FUNDING SOUEQE QEIIEB]A FOR QQQEIB!
EL]C!E]LIT!
1, ngglgpmen; BEEIEI!DEQ QQHD![! Q[l!![’l No.

FARA Sec. 116. Hasg the Department of
State determined that this government has
engaged in a consistent Pattern of gross
violations ot internationally recognized
huzan rights? 1f so0, can it be
demonstrated that contenplated assistance
will directly benefit the needy?

FY 1989 Rppropriations Act Sec, 536,

Has the President certified that use of
DA funds by this country would violate
any of the prohibitions #gainst use of
funds to pay for the performance ot
abortions as a method of family planning,
to motivate or coerce dny person to
Practice abortions, to pay for the
perforrance of involuntary sterilization
45 3 method of family Planning, to coerce
or provide any financial incentive to any
Person to undergo sterilizations, to pay
for any bdiomedical tesearch which
relates, in whole or in part, to methods
of, or the performance of, adbortions or
involuntary sterilization os a meang ot
fanily planning?

c « Has it been determined
that the country has engaged i{n a
consistent pattern of gtoss violations ot
internationally recognized human righte?
1f 8o, has the President found that the
country made such significant {maprovenment
in its human tights record that
furnishing such assistance {g in the U.8.
national intezest?

ﬁc. this countzy met !co dry otnd!catiOl
targets or otherwise taken significaat

tteps to halt illigic drug production e
trefticking?

ANNEX B-1
page 8 of 8 pages

No.

It has not been so
determined.

Yes.
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SC(2) - PROJECT CHECKL1ST

Listed below are statutory criteria applicable
to projects. This section ig divided into two
pParts. Part A includes criteria applicable to
411 projects. Part B applies to projects funded
from specific sources only: B(l) applies to all
projects funded with Development Assistance:
B(2) applies to Projects funded with Development
Aselstance loans; and B(3) applies to projects
funded from ESF,

CROSS REFERENCES: 1§ COUNTRY CHECKLIST UP TO
DATE? HAS STANDARD 1TEM Yes .
CHECKLIST BEEN REVIEWED FOR '

TH1S PROJECT?

A. GENERAL CRITERJA FOR PROJECT

1. Y 1989 A opriatjons Act Sec. 523: FAA .
sec. 634A. If money is sought to Yesf,;ic°’t‘gre5:;§";;er
obligated for an activity not previously Notification
submitted,

Justitied to Congress, or for an amount
in excess of amount previously justified
to Congress, has Congress baen ptoperzly
notified?

2. EAMD Sec. 6)11(2)1(1). Prior to an
obligation in excess of $500,000, will .
there be (a) engineering, tinancial os ,
oOthetr plans necessasy to carry out the .. (a). ¥es.
assistance, and (d) a reasonably tirm "+ [b] tes:
estimate of the cost to the V8. of the '
Assistance? ;
3

3. . it l.ql‘l.tlv. - - Fomae T e R,
gction is uquiud within recipient ° No ﬁ‘}l’,";"!f.ﬁqi’h“"
gountry, what is the basis for a action 4§ réquired ,
feasonable expectation that such action '
vill be completed in time to pecrmit '
orderly accomplishment of the purpose ot

the assistance?

i



FAA Sec. 611(b); FY 1989 Appropriations
Act Sec. 501. If Project is for water or

water-related land resource construction,
have benefits and costs been computed to

the extent practicable in accordance with
the principles, standards, and procedures
established pursuant to the Water Resources
Planning Act (42 U.S.C. 1962, et seg.)?
(See A.1.D. Handbook 3 for guidelines.)

FAA Sec. 611(e). If Project is capital
assistance (e.g., construction), and total

U.S. assistance for it will exceed $1 million
has Mission Director certified and Regional

Assistant Administrator taken into
consideration the country's capability to
maintain and utilize the project effectively?

FAA Sec. 209, Is Project susceptible to
execution as part of regional or multilateral
project? If so, why is project not so
executed? Information and conclusion whether
assistance will encourage regfonal
development programs.

FAA Sec. 601(a). Information and conclusions
on whether projects wi.l encourage efforts of
the country to: (a) increase the flow of
international trade; (b) foster private
initiative and competition; (c) encourage
development and use of cooperatives, credit
unions, and savings and loan associations;
(d) discourage monopolistic practices; (e)
improve technical efficiency of industry,
agriculture and commerce; and (f) strengthen
free laborunions.

FAA Sec. 601(b). Informatfon and conclusions
on how proJect will encourage U.S. private
trade and investment abroad and encourage
private U.S. participation in foreign
assistance programs (including use of private
trade channels and the services of U.S.
private enterprise).

ANNEX B-2
Page 2 of 13

N/A

Yes, Mission Director 611(e)
certification is included in
the Project Paper.

The project is highly specific to
Balochistan within Pakistan and hence
is not susceptible to execution as a
part of a regional project but could
support such pro?rams through the
provision of an improved road
infrastructure.

(a) Yes. The improvements in road
infrastructure will link Makran with

the national highway thereby expanding
the flow of goods and services between ,
this region and international markets,’
(b) Yes. Improved road will attract
private enterprise into Makran.,” Specific
project efforts will focus on {nvolving
private enterprise in road maintenance
activities.

(c) No. '

(d) Yes. The improved access to Makran
provided by the rogds will increase the
number of businessed Jjeligible to compete
for existing and sfness. ’

(e) Yes. The provision of sound
infrastructure such as roads enables
private enterprise to compete more’
efficiently.

(f) No.

U.S. private enterprises as suppliers of
both goods and services under this
project.
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11.

12.

13,
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ec . Describe steps
taken to assure that, to the maximum
extent possible, the country is
contributing local currencies to meet the
cost of contractual and other services,
and foreign currencies owned by the V.S,
are utilized in lieu of dollars.

FAA Sec, 6€12(q4q). Does the U.S. own
excess foreign currency of the country
and, if so, what arrangements have been
made for its release?

FY 1989 Approprjatiops Act Sec. 521. 1If
assistance is for the production of any
comnmodity for export, is the cormodity
Jikely to be in surplus on world markets
at the time the resulting productive
capacity becomes operative, and is such
assistance likely to cause substantisl
injury to U.S. producers of the same,
similar or competing commodity?

FY_1989 Appropriations Aect Sec, 549.

Will the assistance (except for programs
in Caribbean Basin Initiative countries

under VU.S. Tariff Schedule "Section 807,"..

which allows reduced tariffs on articles
assembled abroad from U.S.-made ‘
components) be used directly to procuce
feasibility studies, prefeasividity *+*
studies, or project profiles of potential
investment in, or to assist the -~
establishment of facilities spacitically
designed focr, the manufacture £or export

- to the United States o to thizd countzy.

markets in dizect competition with V.S,

sxports, of textiles, apparel, footwear,"
handbags, flat goods (such as wallets o¢f

coin purses worn on the petson), work
gloves of leather wearing appasel?

I8A_i12;_111151111:111_i_1*9*- Will the
assistance (a) support tralining and

education efforts which improve the
capacity of zeciplent countries to
ptevent loss of diological diversity;
(b) be provided under s long-tera
agreement in which the zecipient ocountgy
agrees to protact ecosystens ot othes

ANNEX B-2
Page 3 of 13

This is an ESF fundec
project. USAID monitc
the adequacy of the ¢
development budget an
where necessary
negotiates acceptable
sector levels of loca
currency support.

There is no excess U.
owned foreign currenc
in pPakistan.

N/A

No

{a} N§

{b] No
{c] No
fd)} No
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15,

16,

17.
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wildlite habditats; (¢) support efforts
to identify andg Survey ecosystenms in
recipient countriesg worthy ot

ptotection; or (d) by any direct or
indirect means signiticantly degrade
national parks or similar protected areas
or {ntroduce exotic pPlants or animals
into such areas?

FAR Sec. 121(d). If a Sahel project, has
a deternination been made that the host
government has an 4dequate systen for
accounting for angd controlling receipt
and expenditure of Project funds (either
dollars or local currency generated
therefcom)?

989 ro at Act., 1If
assistance is to be made to 4 United
States PVO (other than a cooperative
development organization), does it obtain
4t least 20 percent of itg total annual
funding fcr international activities fronm
sources other than the United States
Government? ,

g, 1t
dssistance is being made availabdle to »
PVO, has that organization provided upon
timely request any document, filg, o¢
fecord necessary to the suditing
requirements of A.1,D., and {s the PvO
registered with A.1.p.? '

FY_ 19909 Agg:feztg:ifnl Act Sec; $14.° It
funds are being obd} gated undet an '

appropriation account to which they were
not appropriated, has prior approval of
the Appropriations Coanittees of Conaress
been obtained?

State Authoriz (as
interpreted by conference teport). Has
conticrmation of the date of signing ot
the vroject agreenment, inoluding the
mount involved, been cabled to State L/?
$nd A.1.D. LEG within ¢0 days of the
dgreement ‘s entry into force with respect
© the United sStates, an” has the fel}
ext of the agreement desy pouched te
those same offices? (See NMandboek 3,
pfondlx 6G for a%reenents covered by
zh 8 provision).

ANNEX B-2

N/A

N/A

N/A

Page 4 of 13
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B. FUNDING CRITERIA FOR _PROJECT

opment ct €

Y 198 atio Ct Sec. 548 N/A
(a5 interpreted by conference report
for original enactment), 1If
assistance i{s for agricultural
development activities (specifically,
any testing or breeding feasibility
study, variety improvement or
introduction, consultancy,
publication, conference, or
training), are such activities (a)
specifically and Principally designed
to increase agricultural exports by
the host country to a country othet
than the United States, wheze the
export would lead to direct
competition {n that third country
with exports of a similar conmodity
gfown or produced in the United
States, and can the activities
reasonably be expected to cause
substantial injury to U.8. exporters
of a similar agricultural cornodity;
or (b) in support of research that is
intended primacily to benetit v.8;
producers? ' '

Describe extent to which as;,y ty . WA
will (a) effectively invelVe the pooc
in developaent by extending access to
economy at local level, incressing
labor-intensive production end the
use of appropriate tochnoloq¥.
dispersing investaent fzom cities to
small towns and ctucal areas, and
insuring wide pacticipation of the
poor ia the benefits of davelopaent
on & sustained basis, using -
appropriate U.8. institutions;

(b) hoxg develop cooperatives,
especially by technical assistance,
to assist rucal and urdan poor te
help themselves toward & better 1ite,
4nd otheswise eaceurage demecrzetie
peivate and local sovernmeatsl -

This is an ESF Financed
Project.
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institutions; (¢) support the
self-help efforts of developing
countries; (d) promote the
participation of women in the
national economies of developing
countries and ‘the improvement ot
women's status; and (e) utilize and
encourage reglonal cooperation by
developing countries.

FAA Secs, 103, JO3A, 104, )OS, 106, N/A
J20-21; FY 1989 Appropriatijons Act
{Development Fupd for Africa). Does
the project fit the criteria for the
source of funds (functional dccount)

being used?

AR Sec. » 15 emphasis placed on N/A
use of appropriate technology
(relatively smaller, cost-saving,
labor-using technologies that are
generally most appropriate for the
small farms, spall businesses, and
small incomes of the poot)?

« W1l the
reciplent country provide at least 25 NVA
pe:gont of the :o;tc o{ the program,
Project, or activity with res et &

! Y '! es b .R -,r!-_g.!g-.

" which the-assistance §
turnished (or is the lat

11.] 9
cost-shazing toqulzonont'i‘iaq vaived
for a “"relatively least developed®
countty)?

' « 1f the activicy -
dttenpts to increase the
institutional capabilities of private
organizations or the government of
the countty, oz if it attempts to
stimulate scientific and
technological cesesroh, has it bewn
designed and will it be monitored to
ensuze that the ultimate
beneticiacies are the poor majoritve

WA

AS—-



Y

- 15 - ANNEX B-2
Page 7 of 13

8 Describe extent to n/a
which program recognizes the
particular needs, desires, and
capacities of the people of the
country; utilizes the country's
intellectual resources to encourage
inetitutional development: and
supports civil education and training
in skills required for effective
participation in governmental
processes essential to
self-government.

8 0 a ct _Sec. 536,
Are any of the funds to be used for
the performance of abortions as a
method of family planning or to
motivate or coerce any person to
practice abortions?

N/A

Are any of the funds to be used to
pay for the performance of
involuntary sterilization as a methcd
of family planning or to coerce ot
provide any financial incentive to
any person to undergo sterilizations?

Ace any of the funds to be used to
pay for any biomedical resesarch which
relates, in whole or in part, ‘to
methods of, ot the performance of,
abortions or involuntary =-
sterilization as & means of family
planning? - o o

« I8 the N/A
assistance being made availadble to
any organization or program which has
been determined to support o¢
participate in the management of »
program of coercive abortion or
involuntacry stecilizetion?

1t assistance is from the population
functional account, are any of the
funds to be made available te
voluntary faaily planning projects
which 4o not effes, either direct)

or through referzal to or information
about access to, a broad gange o2
tanily planding methods and sezvices?
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AA Sec. 60 +  Will the project N/A
utilize competitive selection
Procedures for the awarding ot
contracts, except where applicable
Pfocurement rules allow otherwise?

8 sbi « What N/A
portion of the funds will be
available only for activities ot
economically and socially
disadvantaged enterprises,
historically black colleges and
universities, Colleges and
universities having a student body in
which more than 40 percent of the
students are Hispanic Americans, and
private and voluntary organizations
which are centrolled by individuals
who are black Americans, Hispanie
Anericans, or Native Americans, or
who are economically or socially
disadvantaged (including women)?

AA €). Does the assistance
comply with the environmental N/A
procedurcs set forth {n A.1.D.
Regulation 167 Does the assistance
place 2 hign Priority on conservation
and sustainable Ranagement of
tropical forests? Specifically, does
the assistance, to the fullest extent
feasidle: (a) stress the importance
of conserving and sustainably
Banaging forest Lesources; (bd)
support activities which ofter
eaployment and income alteznatives to
those who otherwise would cause
destruction and loss of forests, and
help countries identity and implenent
alternatives to coloniz!ng forested
aZeas; (c) support train ng
ptogtanms, educational efforts, and
the estadlishment or strengthening ot
institutions to inprove forest
Rinagenent; (4) help end destzuctive
slash-and-bucn agriculture by
supporting stadle and productive
tarning practices; (o) help conserve
forosts wvhich have not I.t been
degroded by helping to incresse

| fo
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production on lands dlready cleared
or degraded; (f) conserve forested
watersheds and rehabilitate those
which have been deforested; (g)
support training, research, and other
actions which lead to sustainable and
more environmentally sound practices
for timber harvesting, removal, and
Processing; (h) support research to
expand knowledge of tropical forests
and identify alternatives which will
Prevent forest destruction, loss, or
degradation; (1) conserve biological
diversity in forest arees by
supporting efforts to identify,
establish, and maintain a
representative network of protected
tropical forest ecosystems on a
worldwide basis, by making the
establishment of protected areas 3
conditlion of support for activities
involving forest clearance or
degradation, and by helping to
fdentify tropical forest ecosystenms
and species in need of protection and
establish and maintain sppropriate
protected areas; (J) seek to
increase the awareness of U.§.
government agencies and other donors
of the immediate and long-term value
of tropical forests; and (k)/utilize
the resources and abilities of all
televant U.S8. government agencies?

« 1t the N/A
assistance will support s program oc
project signiticantly affecting
tropical forests (including projects
involving the planting of exotic
plant species), will the program ot
project (a) be based upon caretul
snalysis of the alternatives
aveilable to achieve the best
sustainable use of the land, and
(b)/take full accouat of the

environmental impacts of the proposed
sotivities on dielegiesl diversity?
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AA Sec. c . Will assistance
be used for (a) the pProcurement or
Use of logging equipment, unless an
environmental assessment indicates
that a1l timber harvesting operations
involved will be conducted in an
environmentally sound manner and that
the proposed sctivity will produce
positive economic benefits ang
sustainable forest Ranagement
Gystems; or (b) actions which will
significantly degrade national parks
or sinilar protected areas which
contain tropical forests, or
introduce exotic plants or animals
into such areas?

. Will assistance
be used for (a) activities which
would result {n the conversion ot
forest lands to the tearing of
livestock; (b) the construction,
upgrading, or maintenance of toads
(including temporary haul roads for
logging or other extractive
industries) which Pass through
relatively undegraded forest lands;
(¢) the colonization of forest lands;
0f (d) the construction of dams or
other water control structures wvhich
flo0d relatively undegraded forest
lands, unless with fespect to each
such activity an environmental
sssessnent indicates that the
activity will contribute
signiticantly and directly to
improving the livelihood of the rural
poor and will be conducted in an
environmentally sound manner vhich
supports sustajinable development?

S §
assistance will come from the
Sub-Saharan Africa DA account, §s it
(a) to be used to help the poor
majority in Sub-Saharan Afcica

thzough & procass of leng-tesa
dovolg -..Z and econom a'q:evtl that

is equitadle, particy atogy,
environaentally susta nable, ané
self-reliant; (b) being provided in
accordance with the policies
contained in section 102 of the PAA;

ANNEX B-2
Page 10 of 13

N/A

N/A

N/A
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(c) being provided, when conistent
with the objectives of such
assistance, through African, United
Btates and other PVOs that have
demonstrated effectiveness in the
Promotion of local grassroots
activities on behalt of long-tera
development in Sub-Saharan Africa;
(d) being used to help overcome
shorter-term constraints to long-term
development, to promote reform ot
fectoral economic policies, to
support the critical sector
priorities of agricultural production
and natural resources, health,
voluntary family planning services,
¢ducation, and income generating
opportunities, to bring about
appropriate sectoral restructuring of
the Sub-Saharan African economies, to
support reform in publie
administration and finances and to
establish a favorable environment for
individual enterprise and
self-sustaining developrent, and to
take into account, in assisted policy
teforms, the need to protect
Vulnerable groups; (e) being used to
increase agricultural production in
Ways that protect and restore the
natural resource base, especially
food production, t> maintain and
improve basic transportation and
communication networks, to maintaiy
and restore the renevable hatural
fesource base {n ways that increase
agricultural production, to improve
health conditions with special
exphasis on meeting the health needs
of mothers and children, inclndiar
the establishment of self-susta’y ng
Primacy health cace systoms that give
priority to preventive care, to
provide increased access to voluntary
fanlly planning sacvices, to improve
basic literacy and mathenatics
especially to those outside the
formal educational system and te
iaprove rttnazy education, and to
develop noome-generating
opportunities *«€or the unemployed and
uUndereaployed im ucban and zuzal
aceas?

ANNEX B-2
Page 11 of 13
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o

N/A

F . .
1f deob/teod authority is sought to
be exercised in the provision of DA
assistance, are the funds being
obligated for the sanme general
PUlpose. and for countries within the
same general region as originally
obligated, and have the
Appropriations Committess of both
Houses of Congress been properly
notified?

2, bevelopment Assistance Profect Critefjs This is an ESF Financed
{Loans Only) Project.

a. FAA Sec. b). lInformation and N/A
conclusion on capacity of the country
to repay the loan at a feasonable
rate of {nterest.

b. FAA Sec. 620(d). It assistance s N/A
for any productive entorprise which
will compete with U.s, enterprises,
is there an agreexent by the
recipient country to prevent export
to the U.S. of more than 20 percent
of the enterprise's annual production
during the 1ife of the loan, or has
the requirement to enter into such an
adgreenent been waived by the
President because of o nationa)
security interast?

c. - Does the activity N/A
give reasonable promise of assisting
long-range plans and programs
designed to develop economie
fesources and increase productive
capacities?
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Economic Support Fund Project Criteria

a. FAA Sec. 531(a). Will this assistance
promote economic and political stability?
To the mazimum extent feasible, is this
assistance consistent with the policy
directions, purposes, and programs of
Part 1 of the FAA?

b. FAA Sec. 531(e). Will this assistance
be used for military or paramilitary
purposes?

c. FAA Sec. 609. If commodities are to

be granted so that sale proceeds will accrue
to the recipient country, have Special Account

(counterpart) arrangements been made?

ANNEX B-2
Page 13 of 13

(a) Yes. This project will provide an
improved road system which will directly
Tink Makran with the national highway
network thereby fostering the social and
economic integration of this region with
the rest of Pakistan and clearly
promoting the GOP's goals of economic and
political stability. The assistance is
consistent with the policy directions,
purposes and programs of Part I of the
FAA

No

N/A



v UNITED STATES AGENCY FOR INTERNATIONAL DEVELOPMENT

i MISSION TO PAKISTAN
Canpe USAIDPAK 18 - Sixth Avenue, Ramna 5,
Terex 54270 PK Post Otfice Box 1028
Telephones 824071 79 Islamabad, Pakistan

ANNEX C-1

BALOCHISTAN ROAD PROJECT (391-0510)

FAA SECTION 611(a) DETERMINATION

I, Gene V. George, Chief, Office of Engineering of the Agency for
International Development in the Islamic Republic of Pakistan, do hereby
determine pursuant to section 611(a) of the Poreign Assistance Act of
1961, as amended, that:

(1) englneering, financial, and other plans necessary to carry out the
proposed Balochistan Road Project, and a reasonably firm estimate
of the cost to the United States Government of providing such
assistance, have been completed; and

(2) no further legislative action 14 required within the Islamic
Republic of pakistan,

det

eV Renge

Gene V. George, Chief
Office of EBngineering
USAID/Pakistan

Nay 28, 1990
Date

/]0
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w UNITED STATES AGENCY FOR INTERNATIONAL DEVELOPMENT

||||||l MISSION TO PAKISTAN
Fax 9251324086
18 S.u'» A,enue RI™ra 5 15 amabad Telex 8265427 PK
Post Otf.ce Bux 1028 Tetephore 824071.79
THE DIRECTOR EX C-2
H -051

FAA Section 611 (e) Certificati

I, James A. Norris, the principal officer of the Agency for International
Development in the Islamic Republic of Pakistan, having taken into account,
among other things, the maintenance and utilization of projects in the Islamic
Republic of Pakistan previously financed or assisted by the United States, do
hereby certify, pursuant to Section 611(e) of the Foreign Assistance Act of 1961,
as amended, that, in my judgement, the Islamic Repu%nlc of Pakistan has both
the financial capability and the human resources ca ability to effectively
implement, utihze and mainvain the proposed Balocﬁlstan Road Project.

This judgement is based upon the project analyses as detailed in the
Balochistan Road Project Paper and is subject to the conditions imposed hereia.

N Approved [ ] Disapproved

James A. Norris
Mission Director

Yo



ANNEX D

No. 1(17)uUs-1/83
Government of Pakistan
MINISTRY OF FINANCE AND
ECONOMIC AFFAIRS
(ECONOMIC AFFAIRS DIVISION)

Islamabad, the.. 18th July, 1990,

Telegrtam : ECONOMIC
Telex : ECDIV No 05-634

FROM: JOINT SECRETARY,
TELE: 821682

SUBJECT:- BALOCHISTAN ROAD PROJECT (BELA~AWARAN-TURBAT ROAD).

Dear Mr. Norris,

The ongoing Balochistan Area Development Project for which
USAID have provided grant assistance of $ 45 million has made substantial
contribution towards betterment of the kutcha roads in Makran, improved
agricultural practices and increased stable water supply for the farming
community.

To improve the standard of living of the people of Balochistar
by making the markets more accessible the Government of Pakistan formally
requests the US Government to provide grant assistance of $ 90 million
to finance the rubject project which will involve, a major infrastructure
undertaking in the construction/improvement of the road linking Makran,

the remote project area to the national highway network.

With best regards,

Yo sincerely,

( SQad'K:;::: )

Mr. James A. Norrise,

Director,

USAID Mission,

Islamabad. ,11,
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**fe of Project:

PRUVECY DESTGN SUMMAKY rcom FY 1990  to FY _ 1997
LOGICAL FRAMEWORK Total U.5 Funding _$87 afTTTon
. ~ Date Prepared: May .U, 1390
Project Title and Number: Balochistan Road Project -
— WARRATIVE SURMARY CBJECTIVELY VERTFIXBLE INDICATORS ~ REARS OF VERIFTCATIOR r TRPORTANT ASSURPTTURS
Program or Sector Gnal: The broader | Heasures of Goal AChievement: lAssumptions for achieving QO:‘ targets:
objective to which _his project 1.Makran incomes in same range as 1. Income survey. | 1.Increased trade with and invest-

contributes:

To accelerate the integration of
Makran Division of Balochistan into
the socio-economic mainstream of
Pakistan.

rural Pakistan average.
2.Development indicators for Makrzn

in 1ine with rest of rural Pakistan:

(a) Y teracy rate

(b) infant mortality

(c) kms of'paved road

| T
! |
i T
{ ll ment 19 Makran will result in
' |
' !
' |
| |
! |
| 3.Greater exposure of Makran to the i
' |
! |
' |
I T
' |
! l
' |
' I
' l
‘ |

higher incomes. .

2.Continued GOP cosmitment to devel-
opment of Balochistan through
adequiate budget and staff support.

2. GOP statistics.

nation (travel, outside {nvestment)

_Project Purpose: ™~

To link the Makran Division,
Baluchistan Province, to the
national highway network and
to privatize certain road
maintenance functions.

Conditions that wiTT indicate purpose
has been achieved: End of project status
1.Makran 1s linked with the national
highway network and Karachi.
2.Inrcreased external demand for Makran
products and increased demand in
Makran for consumer and capital goods

3.A functioning, comprehensive
sustainable mafntenance program.

Assumptions Tor achieving purpose:

1. Road to Xarachi will spur
agricultural/fishery production and
{nvestment {n Makran.

2. Private sector is willing and
capable of performing physical
maintenance ana toll operations.

1. Field observation.

2. Surveys of Turbat bazar,
transport survey.

3. T.A. consultant reports, GOP
reports, field observation.

Outputs:

1. Road constructed to AASHTO
standards connecting Turbat to
Karachi highway.

2. Increased flow of produce, and
capital and consumer goods from
and {nto Makran, respectively.

3. Increased traffic volume to
Mak ran.

4. Balochistan CAW capacity to
implement comprehensive road
maintenance system,

5. Funds for maintenance of BAT
road generated from private
sources.

6. Privately operated toll system.

7. Private firms awarded
maintenance contracts.

Assumption for providing oupursT ]
1.Necessary coatracts are awarded 2.
{mplemented in a timely manner.
2.Truckers pass gransportation savings
on to customers.
3. GOB recognizes need for
privatization of maintenance.

Magnitude of Outputs:

1. 376 kilometers road.

2. Livestock, dates, fish, tomatoes
from Makran; agricultural inputs
and equipment and consumer goods to
Makran,

3. 270 vehicles per day upon completion
of road.

|
|
| Field observation.
|
|
|
!
.‘
4. Includes ability to produce annual lI
|
|
|
|
|
!
!
!

1.
2. Surveys of trucking firms.
3. Traffic counts.
4. T.A. consultant reports, training
statistfcs, review of plans.
5. T.A. consultant reports, GOP
reports,
6. Field observation.
maintenance plans and to supervise 7. Review of cortracts.
private maintenance contracts.
5. Atleast 25% of requirement.
6. Atleast one, 1.e., on BAT road.
7. Long-term (one year or more)
contracts covering atleast BAT road.

|
1
|
|
!
]
|
|
|
|
I
!
I
|
1
i
|
|
|
]
|
|
!
|
|
|
!
|
|
|
|
|
]
I
!
|
!

e e e e — e —— e e —— s —— ] —

Inflation & Contingency i 19,410

Tnputs: InpTementation Turgef 1~voe X Lgentity) | Assumptions for providing inputs:
Construction 62,127 (1 ouo) | AID records and financial Fuirding approved as proposed.
Construction supervision 4,500 , documents.

Maintenance T.A. 1,500

Studies, Evaluation, Audit, etc. | 884 I, |

Training ‘ 200 l' |

Equipment ! 1,378 I '
' 1)
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w UNITED STATES AGENCY FOR INTERNATIONAL DEVELOPMENT

‘””I' MISSION TO PAKISTAN
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18 3w Avenur Famnad i amanad Teer 825427 PK
Post Off:ce Box 1028 Terephore B24071-79

THE DIRECTOR ANNEX F
page 1 of 2 pages

A.LD. Handbook 10, Chapter 16A1, provides that the cost of international
travel, including incidental costs en route as well as the cost of travel between
the participant’s city and the points of departure and return in the participant’s
home country, shall be paid by the host government or other sponsor unless, in
the case of Mission-funded programs, the Mission Director has justified and
authorized full or partial waivers and has so notified S&T/IT.

Training and institution-building are important components of the $2.280
billion economic assistance program negotiated between the Governments of the
U.S. and Pakistan. USAID/g’ i 's experience, however, has been that the
Government of Pakistan (GOP), due to serious foreign exchanFe and budgetary
constraints, has been historicall'{hunable to fund internatior ! travel costs for
short-term training programs. The consequences have ber  at Pakistani
partic?ants have, on numerous occasions, been denied v “ile and much

needed training, inhibiting the achievement of project *

I have carefully reviewed the advisability of requirir P funding for
travel costs for participant training of one year or ’ . ¢he alternative of
funding such travel with grant and loan funds p - chrough
USAID/Pakistan to the GOP. Re;loEnizi.ng the .es of many of our projects
and the fact that project success will be enhanc  , encouraging opportunities

for short-term training, I have determined that 1v would be prejudicial to U.S,
interests to require that the GOP pay the entire international participant travel
costs for training programs of one year or less.

Therefore, on all Mission-funded training programs up to and including one
year, USAID/Pakistan shall be responsible for the entire cost of the round-trip
economy class air ticket and other necessary incidental costs en route. Where a
PIO/P has bzen originally written for a program of one year or less, but, aftor
the participant has initiated his or her program, the program is extended so
that it exceeds one year in total, USAID/Pakistan shall also fund the round-trip
ticket. The justification for, funding programs that are extended is to minimize
administrative problems which are otherwise likely to occur.
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On the basis of the above justification and pursuant to handbook 10, Chapter
16C2, I, James A. Norris, principal officer of the Agency for International
Development in Pakistan, do hereby waive the requirement that the host

overnment fully fund international travel for training courses of one year or
ess and authorize payment with USAID/Pakistan loan and grant funds for
travel costs as specified above.

y(Approved [ ] Disapproved

James A. Norris
Mission Director

D
; Daz
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w UNITED STATES AGENCY FOR INTERNATIONAL DEVELOPMENT

l”“ll MISSION TO PAKISTAN
Fax 9251824086
'€ S wir ALerue Ramna 5 iy grranad Teiexn 825427 PK
Past Otf.ce Box 1028 Telephone 824071.79

I, James A. Norris, the principal officer of the Agency for International
Development in the Islamic ublic of Pakistan, do hereby certify that the
acquisition plan in the Project Paper was developed with full consideration of
maximally involving Minority ami)e Women-Owned Firms, or Gray Amendment
Organizations, in the provision of required goods and services. S‘:at-aside
opportunities for such organizations to participate in this project have been
assessed and deemed inappropriate at tgu's stage. However, such organizations
are encouraged to compete for contract awards, and prime contractors are
expected to make an effort to sub-contract, as appropriate, with these entities.
During the course of implementation, opportunities for such organizations to
participate in the project will be further considered.

}Q Approved [ ] Disapproved

James A. Norris
Mission Director

9
Da
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'
INITIAL ENVIRONMENTAL EXAMINATION (1CE)

FCR

Balochistan Road Project

1. Project Country :

r Projast Title & Nu=der

J. Proyect Funding :
4. Lifa of Project :

*s,  Reylewad and Concurred by:

6. Racemvended tnvironmental
A,ri1on:

7. Misston Oiractor's
Concurraence:

g, Caciston of Environmental
Coordinator, Bureau for
Asta and the MNear East:

ESE:CLAM

LA g9

(391-n510)

{slam{e Republie of Pakistan

Balochistan Rocad Project
(391~-0510)

Tre L0P funding will be $37 million
FY 1990 - FY 1997 (7 Years)

Gene Y. George, Chief
0ffice of Fngineerirg anrd Environment

Signatura_,/)iLa“"“Q/ —/tjibfgfl-

Oate_ MR‘(LG (’*'-.f 0,{'{70

- —— . —

vost1tive Latermination

!

Approved

Disapproved _

me 405710
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INITIAL ENVIRONMENTAL EXAMINATION (IEE)

Project Country

implementing Agency

Project Title & Number

Life of Project

Preject Funcing

FOR
Balochistan Road Project
(391-n510)

Islamic Kepublic of Pakistan

Communication ard Works Department,
Government of Balochistan

Balochistan Road Preject
(391-0510)

FY 1990 - FY 1997 (7 Years)

The LOP funding will be $87 million ESF Crant.

Goal and Purpose of the Project:

Goal The goal of the project is to accelerate the integration of
Makran Division of Balochistan into the socic-economic
mainstream of Pakistan,

Purpose  The purpose of the project is to improve the quality of life in
Makran through improving essential infrastructure.

Project Description:

The project will focus on the construction and improvements of the road
from Bela to Turbat via Awaran and the establishment of » road

maintanance program,
road:

There are three distinct sections that comprise the

a. The 35 kms Bela-Awaran Road (BAR) sectinn starting at Bela.

b.  The 101 kms BAR section beginning from the end of the first section
and ending at Awaran; and

c. The 240 kms Awaran to Turbat segment.

4%
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Environmental Impacts:

The reconstruction of the road consists of an improvement of the existing
paved road in the 35 kms Bela-Awaran Road section, up-grading of a gravel
track to paved road in the 101 kms BAR section and 240 kms of the Awaran
to TJurbat segment. There will be some realignment of the road to conform
it to highway design standards. The road will pass through an area that
is currentlv sparsely settled due to the lack of proper infrastructure.
The new road cou'd result in new settlements cropping up alcng the road.
This could result in an impact on the ecology of the area. The following
envircnmental pararmeters shoculd he examined:

a. Projezt Location:

i. Risruption to hydrology

ii. Resettlement

iii, Depreciation/Aporeciation of nearby land values

iv. Environmental aesthetics degradation

v, Incquitible locations for rural roads

vi. Loss of terrestrial ecology including wildlife

vii. Preservation of archaelogical, cultural and historical sites.

b. Construction Phase:

i. Silt runoff from cut-and-fill areas

ii. Safety of workers from construction accidents

1ii. Communicable disease hazards including enteric diseases,
malaria and tne typical problem of the sand fly in the project
area.

iv. Slum creation

v. Cultural differences

vi. Uncontrolled escape of hazardous materials into the environment

vii. Escape of air pollutants (including dust)

viii.Noise and vibrations

ix. Disrupti-> of utilities along the road

X. Disruption -,& traffic along the road

c. Project Opero*i- n::

i. Noise disturbance

1. Vibration and disturbance

ifi. Air pollution

iv. Continuing climatic erosion

v, Highway runoff contamination

vi. Highway spills of hazardous materials
vii. Uncontrolled sanitary wastes
viii.Congestion at access/exit points

ix. Inadequate highway maintenance

X.  Groundwater pollution from fills
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Others

i. Roid alighnment alternate analyses, where possible

ii. The high intensity seasonal rain fall and related construction
and maintenance requirements

jii. The sustainable nature of fisheries industry at Pasni

iv. Points identified during scoping session.

10. Feccmmenrndations:

a.

we recommend that a scoping session de conducted in May 1990 in
Turbat to identify the environmental problems and to develop a scope
of werk for the environmental assessment and social soundness

analysis.

ke reccmmend that the environmental and social soundness assessment
be ccnducted as an integral exercise. The EA must be completed as
soon s possible, but not later than commitment of funds for the
totat constructicn activity.

We recomend that after develcping the scope of work, a consultant
be hired to perform the following:

i.  Make an assessment to delineate the significant environmental
effects of the project.

ii. Desfribe and quantify the effects.

iii. Describe feasible mitigation measures for minimizing,
eliminating, or offsetting unavoidable adverse effects.

iv. Recommend the most appropriate mitigation and/or enhancement
measures.

This recommendation is consistent with AID Regulation 22 CFR Part
216, Section 21€.3(d)(viii)

We recommenud that Pakistani experts should also be included in the
Environmental Assessment Team to build hcst country capability, It
is recommended that Pakistani experts should be involved right from
the scoping session stage. That way they will be instrumental for
developing the SOW and would be more effective during the
environmental assess‘ent phase. We also recommend that as soon as
the consultants are hired and they are in Pakistan, they should
schedule additional scoping sessions to determine the issues for the
environmental assessment.



11. Recomnmended Environmental
Aztion

12. Prepared by

13. Peviewed and concurred by

ENG:CLAYY
IEEBALAD:
(Rev)3/22/90

Page 5 of 5 Pages
Positive Determination

Chaudhary Laiq Ali

Mission Environmental Engineer
A\

R Vo

Signature (Ve

Date

- - 3/;%{/“10

Pervaiz Gani, Chief

Infrastructure Division
Office of Engineering

Da te N .4—.,1 t'_‘;/ “? ,-

Rara Rehan Arshad

1/Project Engineer

Office of Engineering

-~

Signature Agfgéﬁfi:/’/

o

e =/ R S
Date 35650
/

V«arim Nayani
Project Officer (BALA?(\

e
Signature_A}fij/ .
Date ‘_7,
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1. Road Construction
Background

The Makran Division of Balochistan province in Pakistan is virtually isolated
from the other areas of the province and the market center of Karachi. The road
network leading to and running throughout the Division is deficient. The
existing roads are gravel and silty tracks with few bridges over waterways. The
lack of transportation facilities is a serious constraint to development in
Balochistan. The principal link into and out of the Makran division is the 376
km. long Bela-Awaran-’lﬂubat (BAT) road, which also passes through the

neighboring Kalat Division. This road provides access for the Makran Division
to the commercial market center of Karachi. The p. oject will focus on the
construction of the road from Bela to Turbat via Awaran. The overall road
segment is comprised of two distinct sections: (1) a 136 km. Bela-Awaran Road
(BAR) section starting at Bela and (2) the 240 km. Awaran Turbat Road (ATR)

segment.

The first 36 kms. of this section is an existing 4 meter wide road with a Double
Bituminous Surface Treatment (DBST) pavement constructed in 1984 by the
Government of Balochistan (GOB), Communications and V/orks (C&W)
Department. Because of inferior design standards and poor engineering, the
condition of this section is such that the existing pavement structure, surfacing
and base-course will need to be dismantled and new construction provided. The
road embankment has ercded in places and the roadway structures have
deteriorated significantly. The project will provide improvements for this
section to upgrade it. In plain areas a 6.6 meter paved roadway with 1.5 meter
shoulders and a DBST pavement will be constructed. The existing drainage
structures were evaluated to make improvements for an efficient drainage.

USAID began work on the 101 km. middle section of the road under the BALAD
project, but encountered construction delays. A direct AID contract was
awarded to a local construction firm in September 1987 with a coutract period of
30 months. In June 1989 a portion of the contract was terminated for
convenience in the best interest of the U.S. Government. The contract size was
reduced from 101 kms. to 66 kms. Despite the reduced scope of the contract,
progress continued at an unacceptably slow pace. Nearing the planned
completion date of May 29, 1990, the reduceg contract was only 29 percent
complete. Keeping in mind the inability of the local construction firm to
complete the project on time, USAID opted for a no-cost termination settlement
agreement with the construction firm.
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The remaining work for this 101 km. segment will be combined with the tender
package to be advertised for the other section of the road.

Section IT; Construction of the 240 km, Awaran-Turbat Road

The existing section from Awaran to Turbat is a 4 meter wide gravel track
developed from an old camel trail. The track is being maintained by C&W
Makran. The existing track follows the natural ground profile, with steep
grades at places where the track crosses stream beds. In addition, there are
numerous stream crossings requiring some form of drainage structure. Near
the town of Turbat, about 22 kms. of the track have been paved by C&W,
Makran Division. Unfortunately, the paved section was not properly designed
in accordance with basic engineering principles. The vertical profile drops off
abruptly at some stream crossings where drainage structures have not been
growded and in some sections bridges and culverts have been built. Since the

2 km. paved section out of Turbat was neither properly designed nor
constructed, the pavement will be dismantled and a new pavement structure
will be constructed. The 62 existing box culverts will likewise be dismantled to
permit the construction of new culverts.

On the existing 4 meter gravel track, construction of a 6.6 meter paved DBST
roadway with 1.5 meter hard shoulders is planned. Twenty-nine bridges in
addition to 250 box and pipe culverts will be constructed.

USAID plans to award the construction of 376 km. BAT road in one package.
The invitation for bidding (IFB) documents for the construction services is
planned to be issued immediately after the review of the design is completed by
the selected A/E firm, November 1990.

A joint venture of an American A/E firm and Pakistani A/E firms was contracted
by USAID in March 1986 for the design of 101 kms. of Bela-Awaran Road.
Later, in March 1989 another JV ofsll.%l/Paldstani A/E firms (hereafter referred
to as previous JV) was contracted for the design of the existing 35 kms.
Bela-Awaran Road (BAR), and 240 kms. Awaran-Turbat Road.

The design standards recommended by the previous JV and approved by the
Government of Balochistan and 7S are as follows:

Section ]: 136 Km. BAR
- Roadway Geometrics
The horizontal and vertical alignment of the road has been designed in

accordance with AASHTO standards for rural roads. A 6.6 meter paved DBST
roadway with 1.5 meter hard ghoulders on each side will be constructed. It
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will permit traveling speed of 50, 65 and 80 kms./hr depending on the terrain
with a maximum 8% grade. In the mountainous areas of BAR, similar AASHTO
standards for rural roads have also been adopted with a design speed of 50
km/hr. It is not economically justified to maintain AASHTO standards for rural
roads in the 3.5 km. extreme mountainous stretch, km. 12+500 to km. 16+00.
The design standards in this mountainous stretch have been lowered in
accordarce with AASHTO standards for "local” rural roads. The paved width in
the mountainous section is reduced to 6.1 meters with a design speed of 30
km/hr and minimum horizontal curve radius of 30 meters. In general the
vertical grade is limited to 8%. There is a steep grade up to 15 percent at one

location. Ten percent grades will also occur in a few locations for short stretches.

Anp analysis of geometric design prepared by the A/E firm is given in the
Materials Report which is in the USAID/ENG files.

- Roadway Structure (pavement)

In the first 35 km. of the BAR the existing pavement structure, surfacing and
base-course are to be dismantled, and to be provided with 24 cms. aggregate
base course and 14 cms. sub-base. In the remaining portion, a new road will be
constructed with a pavement section of DBST with aggregate base course 22
cms. thick and a sub-base of 10 cms.

The standards of the roadway structure are based on AASHTO desiFn guide
(1986) for ten years life. As an alternative, the pavement was also designed in
accordance with AASHTO Institute Method (MS-1), which was not approved
because of the increased thickness of pavement and corresponding increase in

cost.

The design is based on a minimum of 8 percent CBR value of sub-grade and a
1.23 million standard axle load. The firm carried out a traffic survey in
March-April 1989, which indicated an existing average daily traffic of 135
vehicles. A generated traffic of 20%, a diverted traffic of 156% and development
traffic of 10% was added to the existing traffic count. A subsequent 10% annual
increase in traffic during the 10 years service life of the road was considered.

An analysis of equivalent axle/load applications and structural thickness
requirement is given in the Materials %eport of the A/E firm, which is in

USAID/ENG files.
Drainage Structures
A First 35K ¢ BAR Existing Paved Road

There are five existintf bridges in this section; one large bridge at approximately
km. 14477 has recently been constructed by C&W, and another bridge near
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Goko is under construction by C&W. Out of the three other existing bridges,
two will be widened to match the 6.6 meters paved width of the road. One of the
existing bridges will have to be dismantled due to approach alignment changes.

The existing 54 box culverts will remain in place, widened to meet the
rechxirement of new roadway width and erosion control provided around wing
walls and downstream ends.

There are 11 existing on-grade low water crossings. Ten of these will be
converted to pipe or box culverts. For the one low water crossing a side ditch
will be constructed to divert the water to the nearby box culvert.

There are approximately 2,535 linear meters of existing retaining walls of which
10-15 percent will be repaired or replaced.

B. Remaining Portion of BAR

In the lower portion of the BAR, 14 bridges, 29 box-culverts and 147 pipe

culverts will Ee constructed. The discharge in the bridges ranges from 6,000

cusecs to 150,000 cusecs. The bridge foundations are a combination of a cast in
lace RCC piles and spread foundation. The average depth of piles is 9 meters.
oring logs for bridges and design parameters for piles foundation are given in

glae Materials Report prepared by the A/E firm, which is in the USAID/ENG
es.

. Roadway Geometrics

The horizontal and vertical alignment of the road is in accordance with
AASHTO standards for rural roads. This will provide a €.6 meter paved DBST
roadway with 1.5 meter hard shoulders on eacg side. It will permit a traveling
speed of 80 km/hr. The analysis of the geometric design is similar to that of

the 136 km. BAR, and is given in the Materials Report of the A/E firm, which is
in the USAID/ENG files.

The existing horizontal alignment crosses numerous depressions approximately
4 to 14 meters deep. Such gorges occur at about 29 locations. There are only
small discharges in most locations.

There will be two construction alternatives for the vertical alignments at the
gorges:

- Alternative 'A’: When the distance between the two gorges is less
than 800 m. continuation of profile grades will occur at the gorges.
This will involve significant amount of filling and inclusion of longer
lengths of culvertsat most locations.
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Alternative 'B’: When the distance between the two gorges exceeds
800 km. the design will call for the introduction of crest vertical
curves in the approach profile grade on each side of the gorge, and a
sag vertical curve located at the bottom of the gorge. This will reduce
the dipping or roller coaster effect. Compared with the existing
alignments the dips will be reduced, and culvert lengths compared
with Alternative X will also be reduced.

Roadway Structure (pavement)

A pavement section of DBST with aggregate base-course 24 cms thick will be
constructed. Sub-base is not required, because fill material is available with CBR

greater than 30 percent. The fill will act as a sub-base.

The recommendations for the road pavement are based on the AASHTO design
guide: for a ten year life. The design is based on a minimum 30 percent CBR
value of sub-grade and a 1.12 million standard axels. The existing daily traffic
was counted as 121 vehicles. The standard axels were calculated ieeping the
same considerations as for the 35 kms. BAR design.

For the existing 22 km. paved road between Turbat and Hoshab, the existing
pavement structure will be dismantled because the original C&W design has no
provision of a base course. The new pavement structure will also be applicable in

reconstructing the existing road.

Pavement design analysis is similar to that of the 356 km. BAR and is given in the
Macerials Report of the A/E firm, which is in the USAID/ENG files.

- Drainage Structures
29 RCC bridges in addition to 250 box and Eipe culverts will be constructed. The

spans of the bridges range from 40 m to 260 m. All the bridge foundations are on
cast in place RCC piles, average depth 12 meters.

On the existing structures of the 22 km. paved Awaran-Turbat road section, the
62 existing box culverts will be dismantled. The existing culverts are away from
the design centre-line, 8o extensive widening is required at all locations. In
addition, the existing culverts do not possess the quality of workmanship to allow
continued use. There is evidence of slab failures.

Boring logs for bridges, design parameters for pile foundations and a list of
drainage structures fiving the sizes and discharges of various structures are
given in the Materials Report of the A/E firm, which is in the USAID/ENG files.
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2. Road Maintenance

A. Maintenance Operations

The road maintenance effort has traditionally been performed by the C&W
Department primarily through force account. As described in the Administrative
Analysis section of the project paper the organizational structure of C&W
provides for the same management, planning and monitoring group to perform
not only road maintenance, but road rehabilitation and construction. As one gets
down to the lower levels in the organization, only then are there separate
positions and individuals assigned to the different activities. Though force
account is used for much of the road maintenance effort, it primarily focuses on
routine maintenance activities (Table _is an indicative list of these activities).
The more complicated and costly periodic activities (also see Table _for these
activities) are normally contracteg out on a competitive bid basis using local
”pet:i:¥l contractors” (this term usually describes companies with little in the way
of in-house technical expertise and only minimal equipment resources). Working
within this general framework, the C&W plans annual road maintenance

rograms for each division. The general approach used in arriving at a plan and
Eu get to perform the plan proceeds in the following manner:

1. The road network is basically already Jefined in terms of gross
kilometers of roads in the two pri categories or paved and earth or gravel
roads. C&W has established yardsticis for the financial requirements for each
type of road on a kilometer basis. The yardstick approach, a common
planning tool used in many countries in Asia as indicated in the keynote address

resented by Louis Y. Pouliquen, Director and Asif Faiz, Highway Advisor,

astructure Department,qurld Bank, at the Sixth Conference, Road

Engineering Association of Asia and Australia held March 4-10, 1990 in Kuala
Lumpur, Malaysia, takes an on-average figure for road maintenance for a road
network that is somewhat uniform in nature and has the bulk of the
maintenance requirements in the routine maintenance category. The percentage
of roads on either side of the average, i.e. some better, some worse than average,
are assumed to be similar and will balance out in the average firure. The XE
for a particular district takes the yardstick figures for each type of road and
applies these to the road inventory under his control to prepare a budget
1equest. This figure is then passed on to the C&W Department at Quetta to be
incorporated into the overall C&W budget request for the upcoming financial
year. The road maintenance budget is 1dentified in the request as a distinctly
se&arate part of the overall budget and at this stage is not commingled with the
C&W request for funds to conduct the road construction and rehabilitation

program.

2.  Budget allocations are then received as a result of the provincial
budqet exercise and only then does the XEN truly begin o0 plan which roads will
be pilaced in the road maintenance program for that particular year. The specific
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roads to receive road maintenance funds are identified and the yardstick figures
applied to the length of road. The "gangs" are then dispatched to the worksite
and begin to work on the road. e absence of 8 ¢ road maintenance

g begin to work on th d. Int f i d mainte
programs geared towards the requirements of the road as a result of detailed
road condition surveys, the road maintenance program is not effective.

This is unlike the planning process used for road construction or rehabilitation.
The budget request prepared by the XEN does contain the name of the road
intended to be constructed or rehabilitated, though again rule of thumb figures
are used to determine how much the construction or rehabilitation costs will be
for a particular road. Once the budget allocations are received and a specific
road Eas been selected to be included in the program, then the XEN’s staff visit
the road and prepare a PC-1 which contains the "details" for the construction or
rehabilitation work to be undertaken on the road. The XEN applies the
Consolidated Schedule of Rates (CSR), which are a government approved series
of unit rates for the various items of work to be performed, to the quantities of
work identified to be completed under the tender and ends up with a government
estimate for the work for that particular road.

Traditions are difficult to break especially when one has lived with a system for
such a long time and there are inherent benefits to keeping the en'sting process
in place. On the other side of the coin is the growing realization that the present
set of procedures do not accomplish what is intended and there are growing
expressions of dissatisfaction from the populace served because their
infrastructure is deteriorating at an accelerated pace. Donor investments are
now in place in other provinces and on the national level that aim at addressing
the same sustainability concerns expressed by the rural people of Balochistan.
Innovative approaches to diverge from traditional methodologies to provide the
routine and periodic road maintenance services are being instituted. The project
will build on the experiences of these efforts to create a road maintenance
program that is responsive to the technical and financial maintenance
requirements of the road to be constructed under the project in particular, and
the overall paved and gravel road network throughout Balochistan.

In looking at any road maintenance system there are basically four steps
involved 1n the entire process:

1.  Road Network Identification and Condition (RNIC) to determine the
extent of each type of road (paved, gravel, etc.) and the condition of
each element of the road for every segment. The effort is initially
intensive, then as the road maintenance program extends to the
entire network, the flow of information on the system is accounted for
in step 4 below. However until reaching that point, the RNIC is
extremely important.
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Road Maintenance Plan o RMP) which involves the
pre{laration of maintenance tas be performed and the
application of these activities to a particular road segment. Over
many years, the frequency of performing the different tasks is
determined 8o a precise allocation of resources can be established.
This effort leads into the preparation of proposed annual road
maintenance budgets.

Road Maintenance nagement ang mentation (RMMI), is
the on ground execution of the RMP for each division or circle. This
involves putting in place the required resources as needed and
available to actually perform the tasks identified in the RMP.

4, itori is the information flow aspect of
any program to feed into the system to determine how the work is
progressing both in terms of quality and accomplishment of planned
outputs. This all important step will provide the necessary
information to make required adjustments to the RMP that will
contribute to revising budgetary requirements for future years.

dentificati

It is recognized by any group dealing with an expansive infrastructure network
that in the absence ofv reliab?e infornglation on :ﬁz extent and condition of the
system, there is little hope of intelligently preparing a comprehensive
maintenance program. Efforts are now underway under the AID funded
BALAD project to develop an inventory and condition survey methodology to be
used to define the parameters of the network under the control of C&W in the
Makran circle (which corresponds to the political Makran Division) and to
identify the condition of the road elements. Lessons learned from the AID
financed Road Resources Management (RRM) project being implemented in the
thirteen rural district councils in the Sindh have also been incorporated into the
methodology being employed under BALAD.

Under the Balochistan Road Project the effort will focus on using a contract
team such as a local private sector architect and engineering (A/E) firm to
inventory every kilometer of each road segment in the Kalat Division (the
network for the Makran Division will be conducted under BALAD). This team
will work in close coordination with the C&W staff under the S.E. at the division
level, especially in the initial identification of the road system. The information
compiles will then be reviewed by C&W for accuracy, omissions or additions,
and a detailed condition survey will then be undertaken. This second phase will
concentrate on recording the actual condition of the road at the time of the
survey as well as aYutting in place kilometer markings to be used as basic
reference points along the roads. It is recommended these activities be
supervised by the S.E. to minimize the manipulation of the information to
enhance the budget of a district.
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The process will contirue until the entire roai.lnetwork is placed into the
comprehensive RMP which will for all practical purposes take some time. The
information provided by each iteration of the condition survey will feed into long
term planning documents. Each survey is another snapshot of an element of
road segment and the particular roads to be included in the survey the second or
third time around are those that have had no maintenance during the previous
year. The rate of deterioration or lack thereof will be determined by the
information gathered. As a result, decisions on allocation of scarce resources
can be made with the C&W able to predict with an ever increasing degree of
accuracy the potential effect of not maintaining a particular road segment.

) Road Mainf Planni

Information gathered through the surveys will initially be analysed to
determine wﬁich road segments are in such a state that these can bhe placed in a
comprehensive maintenance program. Experience from the RRM project has
shown there is usually no clear cut distinction that one complete segment can be
economically maintained. More often than not the condition survey reveals the
deterioration of the road is not uniform with some sections requiring
rehabilitation or reconstruction while others can be immediately placed into a
maintenance t.Erogram. Uneven deterioration is more the case with the paved
road system than with the gravel road network.

To ensure that everyone associated with the maintenance effort is familiar with
what has to be done for a particular task, "performance standards" will be
established for each maintenance function to be completed. Performance
standards identify what has to be done, quantifies the resource requirements
(manpower types and levels, materials, equipment and finances) and describe
the methodology to be employed to complete the described task. Table 1
contains a list of typical performance standards used in developing countries for
similar types of networks. As can be seen from the footnote on the table, the
items have been taken from the list prepared for the RRM project. In defining
the maintenance activities a number of terms are commonly used, i.e. routine
maintenance, periodic maintenance, and emergency maintenance. From the
information provided by the RNIC, the application of the performance standards
by type and E'equency 18 planned. Since the process will in effect be new to
C}ér,\y&}: it is very difficult to predict how often a routine or even periodic activity
should be performed on a particular road segment or element. However over
the life of the project information gathered during the M&F phase of the
maintenance effort will be used to adjust the RMP to accommodate the
determined needs.

As in any system with tight budgets, the implementation of planned programs
usually requires early-on and midcourse adjustments to account for the
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unpredictable flow of funds. To accommodate gr account for actual budgets less
than requested or even allocated during a particular year, a road maintenance

rioritization scheme will be preiared. This effort will involve listing in

escending order of importance the road segments in each category of road. The
relative rank ordering will be determined through the application of set criteria
established in consultation with C&W at the central and divisional levels.
Finally decisions about the actual allocations durinf a particular year will be
left up to the discretion of the XENs in a division following the prescribed
criteria, though in reality some flexibility will be included to provide for
unpredictable or unforeseen circumstances.

Implementation of the road maintenance program will deviate from the
traditional approach normally employed by C&W. The basic methodology
currently used is to employ coolies, mates, work munshies and SDOs to perform
the maintenance tasks (for a more complete description of the existing
maintenance organization see Annex J). These individuals are on the
permanent payroll of C&W. This tends to contribute to less than satisfactory
performance. The project will shift the responsibility to execute a road
maintenance program from the C&W direct staff to private sector firms with
C&W continuing as the enforcers of quality control and management of the road
maintenance program. The management functions for road maintenance will
extend to overseeing the work of the contractors, ap roving invoices for
payment and making payments to the contractors. The existing staff can more
than adequately take on the revised roles. Therefore, there does not appear to
be any need for C&W to increase the workforce for the privatization ofpt?le
maintenance system. The contrary is the case in that using the direct labor
approach as the road network is either expanded or improved, additional staff
would be needed to a greater extent if the work were to be performed by directly
employed labor.

Privatization of the road maintenance effort will follow established practices
utilized by C&W to contracting for road rehabilitation or upgrading work. The
road maintenance plan for a particular road will be used to prepare a tender for
that road. The pergormance standards will describe the work to be done as well
as the number of times the activity will have to be performed. Thus the
performance standards will represent an item of work and the number of time
the item has to be executed will represent the "units" of work for that particular
effort. Since there will not be any approved unit rates for these activities, the
technical assistance team will prepare a unit rate in consultation with C&W.
The unit rates will be based on the resource allocations defined in the
performance standards which will primarily be for the labor, material and
equipment requirements. The contractors to be employed under the program
will be exposed to on-the-job type training to prepare the firms for what is
expected from them. The equipment requirements are not extensive with much
of the equipment is available for rent either from the C&W or from the local
market. In addition, for those contractors who wish a continued involvement in
the maintenance program, the purchase of the equipment is within the means of
even the smaller contractors.

[
-
—



ANNEX ]
page 11 of 20 pages

The shift from force account maintenance to cgntract maintenance will be
initiated early on durin(gxfroject implementation, but it is acknowledged there
will be a transition period during which C&W will have to continue to bear the
burden of maintaining the maintainable roads. The SDOs and work munshies
will be trained in the entire road maintenance program. As a result of having
performed the maintenance work, these individuals will be better prepared to
instruct and oversee the work of private sector firms. Extensive training
courses will be developed for the work munshies to prepare them to deal with
concerns of contractors and local communities along the road, and to enable
them to implement the performance standards. The additional benefit to be
derived from initially executing maintenance with the existing C&W staff will
be to gather information on the accuracy of the production rates estimated in
the performance standards. The drawback is that those working on the
maintenance effort, at least at the lower level, will soon be aware they are
working themselves out of a job and the results of the information gathered
while initially executing the maintenance program may be less than reliable.
This problem will be taken up directly witﬁ the C&W hierarchy to avoid any
major problems.

_ Moniteri 1 Foedback (M&F)

Because of the importance of quality control, there is a continuous need to send
information back to the planners on how the maintenance system is performing
and what is the current condition of the road network.

In conjunction with the establishment of the performance standards, the project
consultant will develop a reporting formuat to record the accuracy of the
production rates estimated in the performance standards. At this time it is
envisioned the reports will be prepared by the XEN staff in charge of road
maintenance and will be collected by the XEN at the division. The information
gathered will then be used to make the necessary adjustments to the
performance standards to arrive at a set of standards that correctly reflect what
can be accomplished. The effect of this exercise is to permit the XEN to prepare
more accurate budget estimates derived from precise production figures.

The M&F function will also be used to adjust programs during implementation
as the flow of information will be an on-going operation. As the work progresses
throughout the year, programs can be curtailed due to either shortage of gnds
or insufficient time to complete an operation because of a delayed startup. In
either case, the functions can be deferred until the next year and with good
information, decisions such as these can be made with confidence that the effect
of the delay will not be devastating.

B. ' 1 ing of Main n
The common practice for line departments responsible for road maintenance in

most provinces is to use the yardstick approach to budgeting for road
maintenance. As the project assists C&W to better plan for maintenance,
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including more accurately estimating the costg of maintaining a particular road,
financing of road maintenance must also be reviewed.

C&W receives all of its funds from the Government of Balochistan. The source
of funds for the provincial government is from the general revenues generated
through taxes in addition to funds distributed by tﬁe federal government. As
discussed in the problem section of this PP, there are insufficient resources to
cover the road maintenance requirements even using the discredited yardsticks
now bein§ employed. Though the annual per kilometer maintenance costs will
be lower for the !{n.ished BAT road than under existing conditions, the amounts
still exceed those available to C&W. There are a number of methodologies that
could be employed to generate the required revenues, but one must move from
the theoretical possibilities to the practical alternatives. It is generally accepted
that there are four basic means of generating revenue for infrastructure
development and recurrent cost financing:

1.  General taxation including income, property and sales taxes.

2. Bond financing of infrastructure development employing the
floating of bonds to generate funds for road programs.

3. A system of user taxes, e.g. taxes on gasoline, import duties on
vehicles and spare parts, and vehicle registration fees.

4. A series of tolls levied on the users of a particular stretch of road.

In the late 1930s and early 19408 most developed countries moved away from
tapping the centrsl treasury for infrastructure needs. Taxes on petroleum, oil
ancf lubricants (POL), and sales taxes on vehicle related items represented the
bulk of the source of funding for infrastructure expansion. It was during this
geriod that the economic state of the population o? most developed countries
eglan to blossom. One evident result, aside from the boom on building
individual houses, was that people had access to personally owned motor
vehicles and the mobility of the population began to grow. Inherent in this
increased mobility has been the need or desire to have an ever expanding
infrastructure system to travel on. The funds generated from user fees
immediately became insufficient to meet the growing needs of the populace.

To address the immediate needs of the expansion program, bonds were floated
to cover the development costs. The bonding approach worked well for a
once-and-for-all effort to provide financing for a particular need. It became
evident that this approaci would not be acceptagle for an ongoing infrastructure
development effort and is now used primarily to fund specific needs. The case
with developing country requirements for infrastructure are more in line with a
continuing need as opposed to a one shot deal.
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At about the same time (1930s-40s), the first major toll road experiment began
with the toll road concept on the Pennsylvania pike. The road was
constructed as a high speed limited access highway connecting important
commercial centers throughout much of the state of Pennsylvania. The use of
the road was quite extensive, which provided a significant increase in the funds
available for not only the recurrent costs of this highway, but expansion of the
state system. The success of this experiment led many other government
organizations to initiate a toll road approach to pay for growing infrastructure
requirements.

As other countries began to develop, a need for a far more extensive
infrastructure system was created. Pakistan is no exception, as is evidenced by
the need for the BAT road. The current thinking on how to finance this
requirement and the additional recurrent cost needs created by an expanded
road network has received much attention. The most recent thinking is that
there are a number of demards on the general trea and to try to extract
more for the costly expansion of the road network would place a burden on the
fund beyond its limits. It is also recognized that most developing countries
(Pakistan included) do not have the system in place to accurately assess and
collect user fees to the extent necessary. Besides, the demands on any funds
that go into the general treasury are extensive. The recently announced
increase in the POL tax was necessary to provide the central treasury with
additional funds to reduce the overall budget deficit. This is a prime example of
the problems associated with targeting user taxes in a system that has a limited
tax base and where these types of taxes amount to a major portion of a
government’s revenues.

Initial discussions with the GOB on the possibilities of toll financing of road
maintenance have been encouraging. The Planning and Development, and
Finance Departments, GOB, recognize the need to 1dentify other sources of
funding recurrent costs. The toll concept is not foreign to Pakistan in general
and Balochistan in particular. Many major bridges and a number of road links
have tolls. At the present time in Balochistan there is a toll collection station on
the Hub River bridge with the revenues going to the local government. Until
1986, C&W operated a toll on the Regional Cooperation for Development (RCD)
highway between Mandh and Kannar. The RCD highway was transferred to
the National Highway Board in 1986 and the toll collection process was
discontinued.

The project will build on the experiences to date in Pakistan and will establish
the A’f‘ road as a toll road. The normal conditions under which toll roads have
been quite successful exist for this road segment. Overland access to the area
will be primarily limited to the BAT road and the improved condition of the road
will result in considerable savings to the transport operators through reduced
operating costs and time savings. USAID financed a "Toll Study” which
conducted a survey of transport users on the existing BAT road. The survey
results indicated the transporters recognize that savings will be experienced not
only in the vehicle operating costs and travel time, but in the crew commissions

- L(
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as a result of reduced turn-around time. In mgst instances this amounts to Rs
150-260 per return trip. The willingness to surrender at least some of these
types of savings was also siudied. In virtually all instances, the response was
&uite positive, with the range of acceptable toll rates for truck ere vehicles in

e vicinity of Rs 156-26. Compared with the savings identified by the
transporters for lower crew commissions, the expressed level of tolls they are
willing to pay appears very low, but not surprising.

Having established the toll concept as one that is being used and an apparent
willingness to pay tolls for an improved road, the Mission decided to promote
this approach as one means of generating revenues to support the recurrent
costs. 'gbeoretically setting a toll is only a minor part of working through the
process of how to get it done. There is an established tradition in Pakistan to
grivatize the collection of user fees. In particular, Octroi (the tax on goods

rought into the limits of a municipal corporation) is collected by the private
sector. The same is true for the export tax levied by the district councils on
goods grown, manufactured or processed in the district council limits and

exported” to other areas. The general procedures followed in these instances
are for the individual rates for items to be assessed these taxes to be set by the
provincial governments with some authority vested in municipal corporations
and district councils to modi{r the rates within approved limits. These bodies
then auction the rights to collect the taxes on behalf of the councils. The offerer
that ﬁj;_ll'lc:vides the most revenues is accepted and an agreement is entered with
the supmitting the accepted offer. E.I'he floor price for the auction is
provided by the councils, which is usually established by taking the contract
price from the previous year and increasing that by 15%. This is obviously not
an accurate means of determining the floor price, but does provide a simplified
approach to getting the process moving. The successful firm is supposed to
maintain records on how much in the way of goods passed through the collection
point. This would provide current reliable in?ormation on the starting tprice of
the auction, but it 18 not in the firm’s best interest to be fully accurate for
obvious reasons.

Consideration was also given to developing the capability in C&W to establish a
toll section to handle the collection of tolls. Initial discussions with C&W and
other GOB officials indicated that there is little GOB support for this type of
approach. The toll collection function is not one C&W intends to take on and to
insist on C&W developing the inhouse capability for the BAT road only is a
non-starter. The project, therefore, proposes to follow the established accepted
practice of collecting tolls, i.e. privatization of the collection process. Initially,
the floor price to be used in the auction will be based on an agreed toll level
extended by the number of vehicles per day per category, times 365 days per
year. Table 2 below give an estimate of potential revenues to be generated
through tolls for rates ranging from Rs 5 to 18 for personal cars to Rs 20 to 40
for busses and trucks.
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Comparing this with the recurrent cost to maiptain the two sections of road
(including the cost to collect the tolls) indicates a gap between what will be
generated and what is required. Table 2 compares the required maintenance
costs for the two sections with the possible revenues to be generated with
different toll rates. The other aspect of the use of tolls is tﬁe cost of collecting
the tolls. Since the BAT road will not be a limited access road, increased
construction cost such as additional lanes for the toll stations will not arise. The
only real cost to be accounted for will be that of the firm contracted to collect the
tolls and the estimate of tuese costs is also included in the computations.

ID 0065W:sam
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TABLE - 1

PERFORMARCE STANDARDS

] Item § | Activity |__Type of Maintenance |
| | ) |
] p=l | Pothole Patching surface | Routine |
] | | 1
| | | |
| P=2 | Pothole Patching/Base | Routine {
] | Repair ] ]
| | | |
| P-3 | Shoulder Blading | Routine |
] ] ] ]
| | | |
| P-4 | shoulder Restoration 1 Routine |
J | | !
| | | |
| p-5% | Drainage Ditch Cleaning | Routine |
]| | | |
| | | |
| p-6 | prainage Ditch Restoration | Routine |
1 | | |
| | | |
| p=? | Culvert Cleaning | Routine |
1 | | |
i ] - . - ]
| P-8 | Culvert Repdr/neplaco | Routine ]
1 ] i |
| | i |
| pP-9 | Vegetation Control | Routine |
1 | | |
| | | : |
| P=10 | Structure Repair | Routine |
1 | | |
| | | |
| P=11 | Repair of Guard Rails and | Routine |
L | Guard Posts 1
| | |
| P=12 | Traffic Bigns Repair/ | Routine }
1l | Replacement {
| | |
| P=13 | rield Bupervision | Routine ]
1l | !
| | i |
| P=14 | Pield Inspection | Routine |
L |

| |

| P~15 | Resealing Burfaces | Periodic |
L |

| |

| P=16 | Removal of Land Slide and | Emergency Activity |
| | 71004 Debris ! |
L L | |

Source of Information - Road Resources Management (RRN) Project
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YEAR
1993
1994
1993
1996
1997
1998
1999
2000
2001
2002
2003
2004

ANNUAL

RATES

YEAR
1993
1994
1993
1996
1997
1999
1999
2000
2001
2002
2003
2004

ANNUAL

RATES

YEAR
1993
1994
1995
1996
1997
1990
1999
2000
2001
2002
2003
2004
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TABLE - 2
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COMFARISON OF POTENTIAL REVENUE GENERATED THROUGH

TOLLS VERSUS TOTAL MAINTENANCE COSTS

REVENUE GENERATION FROM TOLLS
ANNUAL DAILY TRAFFIC

20
TRUCKS

216
248
286
329
378
434
500
575
661
760
874
1,005

BELA-AWARAN ROAD

S
OTHERS

TOTALS
271
312
338
412
474
3545
627
721
829
933

1,096
1,261

TEST 1

! of 4 pages

136 KMS

REVENUES MAINTENANCE COLLECTION FEES
3,400,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000

12,920,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000

12,920,000 1,872,000
3,400,000 1,872,000
3,400,000 1,872,000

1,781,200
2,048,380
2,355,637
2,708,963
3,115,330
3,582,629
4,120,024
4,738,027
5,448,732
6,266,041
7,205,947
8,206,840

TOTAL8 R8 51,657,770

REVENUE GENERATION FROM TOLLS
DAILY TRAFFIC

25
BUSES
19
22
23
29
33
38
44
g1
S8
&7
77
[ ]

25
TRUCKS

216
240
286
329
378
434
300
373
661
760
874
1,003

BELA-AWARAN ROAD
8

OTHERS .

59,840,000 2,464,000

REVENUES 51,657,779 TOTAL COSTS 82,3C4,000
TEST 2
136 KNS
TOTALS REVENUES MAINTENANCE COLLECTION FEES

271 2,249,495 3,400,000 1,872,000

312 2,386,919 3,400,000 1,872,000

358 2,974,957 3,400,000 1,872,000

412 3,421,201 3,400,000 1,872,000

474 3,934,381 12,920,000 1,872,000

845 4,524,338 3,400,000 1,872,000

627 3,203,219 3,400,000 1,872,000

721  %,983,701 3,400,000 1,072,000

829 4,861,237 3,400,000 :,0872,000

933 7,913,443 12,920,000 1,872,000
1,0% 9,100,462 3,400,000 1,872,000
1,261 10,445,531 3,400,000 1,872,000
JOTALS R8 65,239,106 59,840,000 22,444,000

REVENUE GENERATION FROM TOLTEST 3
BELA-ANARNAN ROAD

DAILY TRAFFIC

30
BUSES
19
22
23
29
33
38
a4
31
S0
&7
77
)

30
TRUCKS

216

240

286

329

378

434

300

573

661

760

674

1,005

10
OTHERS
36
41
48
33
63
72
el
9%
110
127
144
167

REVENUES 63,239,106 TOTAL COSTS 02,304,000
136 KMB
TOTALSE REVENUES MAINTENANCE COLLECTION FEES

271 2,704,630 3,400,000 1,872,000

312 3,110,348 3,400,000 1,872,000

358 3,376,900 3,400,000 1,872,000

412 4,113,433 3,400,000 1,872,000

474 4,730,430 12,720,000 1,872,000

343 35,440,017 3,400,000 1,872,000

627 6,254,020 3,400,000 1,872,000

721 7,194,423 3,400,000 1,872,000

829 8,273,386 3,400,000 1,872,000

933 9,314,624 12,920,000 1,872,000
1,09% 10,741,018 3, 400,000 1,872,000
1,26¢ 12,583,0% 3,400,000 1,872,000
TOTALS RS 70,439,360 59,840,000 22,464,000
REVENUES 78,439,360 TOT/L COBTS 82,304,000
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REVENUE CENLCRATION FRCM TOLLS TEST 4 2 of 4 pages
AMHUAL CAILY TRAFFIC EELA- AWARAN ROAD 176 LMS
fmTES pe] pd 15
(EAR BUSES  TRUCHS  OTHERS  TOTALS REVENUES MAINTENANCE COLLECTION FEES
1997 19 216 T8 271 3,199,225 3,400,000 1,872,000
1994 o2 248 a4y 312 3,679,109 T,400,000 1,872,000
1995 25 286 48 78 4,270,975 1.400,000 1,872,000
1996 29 229 55 412 4,865,621  T,400,000 1,872,000
1997 e/ 279 67 474 5,595,465 12,920,000 1,872,000
1998 ze aza 72 545 6,434,784 1,400,000 1,872,000
1999 a4 S00 8z 627 7,400,002 ' 1,400,000 1,872,000
2000 st 575 9% 21 8,510,002  ,400,000 1,872,000
2001 s8 661 116 - 829 9,786,502 1,400,000 1,872,000
2002 &7 760 127 95T 11,254,478 12,920,000 1,872,000
20037 77 874 144 1,096 12,942,649 3,400,000 1,872,000
2004 es 1,008 167 1,261 14,884,047 3,400,000 1,872,000
TOTALS RS 92,782,859 59,840,000 22,464,000
REVENUES 92,782,859 TOTAL COSTS 62,304,000
REVENUE GENERATION FROM TOLLS TEST S
ANNUAL DAILY TRAFFIC BELA-AWARAN ROAD 136 KMS
RATES 40 40 18
YEAR BUSES TRUCKS OTHERS  TOTALS REVENUES MAINTENANCE COLLECTION FEES
1993 19 216 36 271 3,667,520 3,400,000 1,872,000
1994 22 248 a1 312 4,217,648 3,400,000 1,872,000
1995 25 286 48 %8 4,850,295 3,400,000 1,672,000
1996 29 329 ss 412 5,577,839 3,400,000 1,872,000
1997 33 378 b/ 474 6,414,515 12,920,000 1,872,000
1998 38 434 72 S45  7,376,69% 3,400,000 1,872,000
1999 44 %00 83 627 8,483,197 3,400,000 1,872,000
2000 51 575 96 721 9,755,676 3,400,000 1,872,000
2001 58 661 110 629 11,219,028 3,400,000 1,872,000
2002, 67 760 127 953 12,901,882 12,920,000 1,872,000
2003 77 874 146 1,096 14,837,164 3,409,000 1,872,000
2004 a8 1,008 167 1,261 17,062,738 3,400,000 1,872,000
TOTALS RS106,3464,193 59,840,000 22,464,000
REVENUES 106,344,193 TOTAL COST8 62,304,000
REVENUE UJENERATION FROM TOLLS TEST 1
ANNUAL DAILY TRAFFIC AWARAN-TURBAT ROAD 240 M8
RATES-RS 20 20 S
YEAR BUSES TRUCKS OTHERS  TOTALS REVENUES MAINTENANCE COLLECTION FEES
1993 2z 191 157 371 1,648,723 6,000,000 1,872,000
1994 26 220 181 427 2,126,034 6,000,000 1,872,000
1995 30 252 208 491 2,444,939 6,000,000 1,872,000
1996 I3 290 239 s64 2,811,680 6,000,000 1,872,000
1997 40 T34 275 649 3,233,432 22,800,000 1,872,000
1998 46 384 316 746 3,718,446 6,000,000 1,872,000
1999 s3 442 363 858 4,276,213 6,000,000 1,872,000
2000 61 508 418 987 4,917,645 6,000,000 1,872,000
2001 70 584 480 1,138 5,655,292 4,000,000 1,872,000
2002 81 672 52 1,305 6,%03,586 22,800,000 1,872,000
2003 93 773 635 1,501 7,479,124 6,000,000 1,872,000
2004 107 889 730 1,726 8,600,992 6,000,000 1,872,000

TOTALS RS 53,616,108 105,600,000 22,464,000
REVENUES 93,616,108 TOTAL COSTS 128,064,000
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REVENUE GENERATION FROM TOLLS TEST 2
AMNUAL DAILY TRAFFIC AWARAN-TURBAT ROAD 240 KMS
RATES-RS 23 25 8
YEAR BUSES TRUCKS OTHERS TOTALS REVENUES MAINTENANCE COLLECTION FEES
1993 23 191 157 371 2,411,190 4,000,000 1,872,000
1994 26 220 181 427 2,772,869 6,000,000 1,872,000
1995 30 253 208 491 3,180,799 4,000,000 1,872,000
1996 38 290 239 S464 3,667,119 4,000,000 1,872,000
1997 40 334 275 449 4,217,166 22,800,000 1,872,000
1998 46 384 316 746 4,049,764 6,000,000 1,872,000
1999 53 adz 363 gse S.577,229 6,000,000 1,872,000
b 2000 61 506 418 987 6,413,813 6,000,000 1,872,000
2001 70 S04 480 1,135 7,373,883 6,000,000 1,872,000
2002 . . 81 672 32 1,309 8,462,268 22,800,000 1,872,000
2003 93 773 633 1,501 9,754,600 6,000,000 1,872,000
2004 107 889 730 1,726 11,217,800 6,000,000 1,872,000
TOTALS RS 69,928,530 105,600,000 22,464,000
REVENUES 69,926,330 TOTAL COosSTS 128,064,000
REVENUE GENERATION FROM TOLLS TEST 3
ANNUAL DAILY TRAFFIC AWARAN-TURBAT ROAD 7 240 KMS
RATES-RS 30 . 30 10... “a
YEAR BUSES TRUCKS « OTHERS s .TOTALS . REVENUES MAINTENANCE COLLECTION FEES
1993 23 198 157 371 2,916,330 4,000,000 1,872,000
1994 26 220 181 427 3,333,803 &,000,000 1,872,000
1995 30 253 208 491 3,636,873 6,000,000 1,872,000
1996 33 290 239 S64 4,435,404 6,000,000 1,872,000
1997 40 334 273 449 5,100,714 22,800,000 1,872,000
1996 46 Jo4 316 746 5,865,822 6,000,000 1,872,000
1999 33 442 363 8358 6,743,695 6,000,000 1,872,000
2000 61 508 - 418 987 7,757,549 6,000,000 1,872,000
2001 70 584 480 1,135 8,921,181 6,000,000 1,872,000
2002 a1 &72 5352 1,308 10,259,339 22,800,000 1,872,000
2003 . 93 773 633 1,501 11,798,262 46,000,000 1,872,000
2004 107 889 730 1,726 13,568,002 6,000,000 1,872,000
TOTALS RS 84,379,013 105,600,000 22,464,000
REVENJES 04,579,013 TOTAL COSTS 128,064,000
“ REVENUE BGENERATION FROM TOLLS TEBT 4
ANNUAL DAILY TRAFFIC AWARAN-TURBAT ROAD 240 KMS
RATES-RS 33 33 15
YEAR BUSES TRUCKS OTHERS TOTALS REVENUES MAINTENANCE COLLECTION FEES
1993 23 191 157 371 3,393,425 4,000,000 1,872,000
1994 26 220 181 427 4,132,439 6,000,000 1,872,000
1998 30 233 208 491 4,732,303 6,000,000 1,872,000
1996 33 290 239 S64 5,465,130 4,000,000 1,872,000
1997 40 334 275 649 6,204,923 22,800,000 1,872,000
1996 46 384 316 746 7,227,661 6,000,000 1,872,000
1999 3 442 363 838 6,311,810 6,000,000 1,872,000
2 61 308 418 967 9,538,582 4,000,000 1,872,000
2001 70 S84 ACD 1,138 10,992,349 6,000,000 1,872,000
2002 a1 672 S 1,308 12,641,225 22,800,000 1,872,000
2003 93 773 633 1,501 14,337,408 6,000,000 1,872,000
2004 107 889 730 1,726 16,716,020 4,000,000 1,872,000

TOTALS RS104,215,317 105,600,000 22,464,000
REVENUES 104,215,317 TOTAL COSTS 126,064,000
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ADMINISTRATIVE ANALYSIS

inten izati D

Road maintenance has long been the poor sister to road rehak :litation and new
construction in not only the Balochistan C&W Department, but virtually every
line agency charged with the responsibility for road maintenance activities.
This point is amply reflected in the organizational arrangement for road
maintenance within C&W Department.

As described above, C&W is a hierarchical organization with career
opportunities accorded the qualified graduate engineers who enter the service
as Assistant Engineers usually in the position of Subdivision Officers (SDO).
The aim of every SDO is to be promoted to Executive Engineer (XEN) which is
the pivotal position in C&W. with road rehabilitation and construction, a
great deal of authority is vested in the position of XEN for the planning and
execution of the road maintenance program in his area. As the highest C&W
official at the district level (this unit of area is the geographic breakup of the
province by C&W and corresponds to the political districts) the XEN's powers
extend from budget preparation and eventual allocation for specific
maintenance activities to personnel actions for the people under his

supervision. Though the XEN is supervised by the Superintendent Engineer
(SE)E, there ig little the SE can or usually does to control, direct or reprimand the
XEN for his actions. The system does provide for an annual review of
performance in the form of an Annual gonﬁdentia] Re?ort (ACR) prepared by
the immediate supervisor of the employee (i.e. the SE for the , XEN for the
SD(I)x and 80 on) and this is countersigr d by the next two higher levels of
authority.

The report is in fact used as the basis for promotion opportunities, but only
carries the weight of restricting a person'’s ability to be promoted if one receives
a less than favorable ACR. It does not carry the threat of separation from
service or termination of employment. The creation of any new position(s) must
go through a fairly lengthy process that is primarily driven by budget
availability. Upward mobility is thus limited to promotion opportunities
through openings created by the departure of individuals filling higher level
positions, which triggers a domino effect. For instance, as a Chief Engineer
retires, a vacancy is created. The files of the SEs who have been in that position
for 3-4 years or more are reviewed and one person is selected. This creates a
vacancy for SE and the XENs with at least 8-10 years service are reviewed and
again a person is selected to fill that position and likewise for the vacant XEN
position, the personnel files of SDOs with a minimum of 6 years service are
reviewed for promotion to the XEN position. As was discovered for other
aspects of the C&W organization, the process was originally Frepared with some
degree of logic to be responsive to the organizational needs of the C&W, but has

oK
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encountered the same shortcomings of many bureaucratic institutions as
implementation of the system has taken on a different path. The one basic
problem with the process, as can be inferred from this discussion, is that one’s
chance of promotion once a vacancy surfaces is more a function of longevity of
service than capabilities and reward for good performance.

There is a direct relationship between the career mobility process described
above and focus or lack thereof on road maintenance. In looking at the C&W
administrative setup, again the point about road maintenance taking the
backseat is very evident. The ACRs written for the XEN and SDOs, in
particular, focus on accomplishments related to completing the road
rehabilitation and construction programs planned for that particular year with
virtually no mention of how close the person’s group came to achieving the road
maintenance targets set. One prime example that will be elaborated on below is
the lack of fiscal control to ensure funds budgeted for road maintenance in fact
actually end up for the purposes intended or allocated.

In carrying out the road maintenance functions, two methodologies are
presently employed. For the more basic activities normally referred to as
routine maintenance, direct labor is employed while for the more complicated or
detailed periodic maintenance functions, contracts are awarded to tty
contractors (usually smaller firms located in the general vicinity of the work and
these firms have little equipment or technical rtise in their organizations)
who work under the direct supervision of the C&w staff.

The direct labor or force account work depends on a basic unit of labor
commonly referred to as road gangs comprised of five laborers termed "coolies.”
Again as a byproduct of the yardstick a}f&mach, one person i8 allocated for two
miles of road (in C&W they refer to the allocation of coolie time as one-half
E%rson per mile) so the five person road gang is in charge of ten miles of road.

e person charged with the responsibility to manage this road gang is a
“mate." This individual is generally more educated than the other members of
the gang and it is not uncommon for individuals to move from being coolies to
mates. With the allocation of work as described above, i.e. ten miles for one
gang, it would be extremely difficult for the SDO who is ultimately in charge of
all work in his subdivision to directly supervise these groups, therefore an
intermediary level of management has been established. gangs are
controlled by a road inspector or "work munshie.” This individual is to keep
track of the work performed by the road gangs to ensure acceptable levels of
production and quality controrof work completed. For the entire road network
in the Balochistan Province of 10,861 kms. of road (around 2,112 kms. of paved
road and 8,749 kms. of earth/gravel roads) there is a total workforce of
approximately 6,000 including coolies, work munshies and road inspectors. This

e i8 quite impressive, but does not reveal the entire picture. Though
difficult to substantiate, discussions with various officials revealed that though
the province does in fact pav *%e salaries of this number of people, there is
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good reason to believe the functions performed by these individuals in no way
relates to road maintenance. The ultimate effect is to pay a workforce charged
with the responsibility of maintaining the provincial road network; yet only a
small portion are doing the work intended. Traveling around BalocKistan will
immediately reveal the effects of this problem. The road system, though not
heavily used, exhibits signs of considerable accelerated deterioration.

The procedure of using local contractors to perform periodic type maintenance
follows the established practices created for road rehabilitation and
construction. The XEN and his staff prepare a particular document for an
activity for a specific road or road segment. The document is commonly referred
to as a scheme. The scheme is then floated (advertised) as a tender and
qualified contractors are permitted to participate in the bid. Competitive bids
are received, evaluated and contract awards made to the lowest bidder. The
selected contractor proceeds to perform the work described in the contract and
is supervised by the SDO and his staff. Payment requests are processed
through the XEN who actually makes the payments to the contractors.

In dealing with the system described above for road maintenance, the problem
areas do not relate to any lack of technical training as the work to be performed
is not very complicated in terms of technical requirements, but the tasks do
need significant management input and attention especially during work
execution. Administratively, C&W has the basic organizational structure to
accommodate the road maintenance program proposed under this project. The
modifications required are primarily function oriented in nature with minimal
additional manpower needed. The extent of the modifications are yet to be
thoroughly determined. AID project development funds have been provided to
finance a pre-project, in depth stucknl;]y the Federal Highway Administration
(FHWA) of the required changes. ex O i8 the scope of work to be performed
by the FHWA team. The timing of the study is such 1t will provide the needed
information in the first year of project implementation which will result in a
proposal to be considered by the Government of Balochistan for a revised C&W
organization for road maintenance. In addition, the FHWA team will draft a
scope of work for a technical services team to imglement the recommendations

prepared by the FHWA and accepted by the GO
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ECONOMIC AND FINANCIAL ANALYSES

Overview
USAID contracted with a local consulting firm to carry out economic and
financial analyses of the BAT road. Its report, which is available from
USAID/ENG, is summarized below. Both the economic and financial analyses of
the BAT road are based on the same underlying methodology. That is, the cos.s
of constructing and maintaining the new road are com aregy with the benefits
expected to result over the road’s ten year life time. These benefits, which are
described in greater detail below, include: user cost savings, maintenance cost
savings, avoided spoilage of perishable fruits and vegetables, and (for the
financial analyses?potential toll revenues. This represents a rather
conservative approach to benefit estimation since no effort was made to quantify
the benefits of increased economic activity which might develop as a result of
improved road transport in the Makran region.

Appropriate shadow pricing has been used where necessary in the economic
analysis. Specifically, taxes and duties were excluded from both cost estimates
and from estimates of cost savings resulting from the improved road. Similarly,
potential toll revenues were not included in the economic analysis since they are
simply another form of transfer payment.

Data on vehicle traffic, vehicle operating costs on existing and improved road
surfaces, road maintenance costs, and fruit/vegetable spoilage were either
collected by the consultants themselves or obtained from other sources of
transport - related data gr:duoed by the World Bank, the National Transport
Research Center, or the Government of Balochistan.

B.  Economic Analyris

The economic costs of the BAT road consist of construction and maintenance
costs. Construction costs are incurred over a four {ear riod (1991-94), while
maintenance costs are incurred during each year that the road is in use.

On the benefit side, the improved road results in user cost savings since the
overall consumption of fuel, oil and tires is reduced, while the costs of vehicle
maintenance and depreciation are also lowered. These cost savings have been
estimated by vehicle type for each year during the lifetime of the road.

Given the existing road’s poor condition, maintenance costs of about Rs. 85,000
per km. are required to keep the road in useable condition. Routine
maintenance costs will be only Rs. 25,000 per year for the improved road
(although overlay costs of Rs. 165,000 per will also be incurred after the new
road has been in use for five years). The avoided maintenance costs of Rs.
85,(()100 per km are another catggory of economic benefit attributable to the new
road.
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Finally, the improved road provides economic benefits in the form of avoided

) oilatge of fruits and vegetables being transported from Karachi to Turbat.
pecifically, it is estimated that about 25 percent of such fruits and vegetables

suffer a 50 percent loss involve due to the current bumpy road, while 15 percent

are completely spoiled and hence worthless due to the H)ng travel time.

Overall economic costs and benefits for the Awaran - Turbat and Bela - Awaran
road segments are summarized in Tables 1 and 2 respectively. These Tables
also summarize the EIRRs fo: ‘he investments in these road segments. These
returns are approximately 17.9 percent and 2.3 percent respectively. Table 3
summarizes economic costs and benefits for the entire BAT road. The EIRR for
the road is estimated to be approximately 16.4%, which demonstrates that there
is a strong economic justification for the road, especially since a very
conservative approach to benefit measurement has been taken.

Finally, a variety of sensitivity analyses were undertaken. Each analysis
incorporates a parameter change (such as delaying project construction by a
year, or lower time and fuel cost savings) which reduces the economic return on
the investment in the BAT road. Neverthless, the EIRRs, which are
summarized in Table 4, range between 13.5 percent and 16.7 percent end thus
indicate that the economic return to this investment remains relatively high
even under less than optimal conditions.

C.  Financial Analvsi

A widespread problem throughout Pakistan is the lack of adequate spending on
road maintenance (as well as on the maintenance of other types of
infrastructure). For example, annual maintenance spending on the existing
BAT road is only about Rs. 12,000 per km., as compared to the estimated Rs.
54,000 per km. which would be required for adequate maintenance. Given the
improved design standards for the new BAT road, routine annual meintenance
cost would be reduced to Rs. 25,000 per km., with an expenditure for an overlay
of Rs. 166,000 km in the fifth year of operation. While these maintenance
costs are considerably lower than for the existing road, they nevertheless
remain si(fni.ﬁcant within the context of the GOB's budget. Moreover, if the
BAT Road Project is to provide maximum benefits to the Makran, adsquate
funding of maintenance must be ensured.

In the project design, USAID proposes that tolls be collected on the BAT road,
with the resulting revenues being applied against road maintenance costs.

Thus the key financial issue confronting this project relates to the ability of
projected toll revenue to cover maintenance costs. To address this issue, USAID
contracted for an in-depth toll study of the proposed BAT road. Results of this
study indicate that vehicles using the improved BAT road are apt to save
between Rs. 160-250 per round trip and would, in general, be willing to pay one

\\f“
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way tolls of at least Rs. 5 - 30 and Rs. 10 - 40 between Bela - Awaran and
Awaran-Turbat. Using these estimates of willingness-to-pay for tolls, together
with traffic projections by vehicle type over the life of the %XT road, one can
estimate toll revenues. These estimates (net of toll collection costs, which are
assumed to equal roughly 10-20 percent of toll revenues) can then be compared
with estimated road maintenance costs to determine to what extent tolls can
finance required maintenance costs. Results of such an analysis are
summarized in Table 5. These results indicate that toll revenues are apt to
equal 73-106 percent of average annual maintenance costs. Thus there appears
to be a real and viable opportunity for the project to mobilize private sector
resources to finance most of the BAT road maintenance costs.

Since toll concessions will be sold to private enterpreneurs by the GOB, the
actual revenues from tolls available to the GOB depend upn the sale price of the
concessions. Hopefully, competition between enterprenuers will ensure that
sale prices are, in fact, high enough to transfer the bulk of toll revenues to the

GOB.
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YEAR CONSTAUCTION PAINT.

1990
™1
1992
1993
1994
1995
1996
1997
1998

1999
2000
2001
2002
2003

178689
205.609
197.33%

29.662

PRESENT VALUE 482.764

wv
8/C Ratio
gia
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194.049
1.341
17.9x

8.415
9.000
9434

1.0
11.803
12.429
13513

34.304

TOTAL
st

178.689
205.609
9r.333
29.662
7.850
8.413
9.000
9.63%

68.040

11.030
11.803
12.629
13.513

537.268

OPERATING
COST SAVING

8.2
30.147
7.
43.422
47.38%
54.497
62.678
n.eso
2.858
9.763

196.313

TABLE ~ 1

GOENSNIC ANATLEIS OF T PROJECT

AMARAN - TURBAT ROAD

USER TIRNE
COST SAVING

20.602
B.674
27.232
37.330
£9.874
57.370
85.995
80.418
95.664
113.180

192.957

5 oI5k CcONE NSIRLSNT) .

38.143
39.42%
£1.573
£3.402
45.312
47.306
49.387
51.560
53.829
56.197

180.310

LOSS AVOIDED EXISTING

MAINT.

20.400
22.440
24 .684
27.152
29.868
32.854
36140
39.754
43.729 -
48.102

119.709

ECONOMIC ANAYLSIS OF THE PROJECT

EXIBIY S.1

(RUPEES IX MILLIONS)

SALVAGE TOTAL NMET
VALUE BEREFITS BENEFITS

-178.689
-205.609
-197.335

1C5.366 75.704
116.082 108.222
131.220 122.805
181,306 142.306
72.636  162.80%
192.027 123.987
214.200 203.170
2¢3.882 232.079
276.080 263.451
183.388 500.630 +487.117

42.028 731.317 194.049

EXIBIT 5.3

sabed ¢ 3o p abed
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1990
1991
1992
1993
1994

PRESENT vALLE

wyv
8/C Ratio
EIRR

FILE MAME: BASCASE!.\WX1

CONSTRUCTION MAlnT, TOTAL

cosT [+ 1IN cost

6. .%07 - 26.907
28.8%51 - 28.851
27.305 - a7.30%
5.188 - s.188
1.227 1.27
1.313 1.313
1.405 1.40%
1.503 1.503
11.530 11,530
1.721 1.721
1.8 1.341
1.970 1.970

2.108° 2.108

67.970 8.08% 76.804

-33.908
0.55¢9
2.312

 —————

TABLE ~ 2

L "1 ARAYLEI® OF Twe saOJRCT

LA

OPERATING
CCST sAvVING

0.622
0.7
0.9c3
0.669
0.3:2
2.3¢
0.45<
0.529
0.5G*
0.69°

2.532

OISX: (CRANGE METMODOLOGY)

-~ AMARAN ROAD

USER TIME
COST SAVING

1.96%
1.377
1.58%
2.389
3.398
3.92
&. 512
5.m
5.962
6.855

12.253

EXISTING
MAINT,

3.720
£.58
L.574
5.03:
5.53%
6.088
&.467
7.366
8.103
8.913

22.181

FINAKCIAL ANAYLSIS OF TNE PROJECT

eENESIY 3.3

(RUPEES IN MILLIONS)

SALVAGE
VALUE

25.875

5.930

TOTAL

NET

BENEFITS BE~EFITS

5.658
6.32¢
7.067
8.089
9.272
1C.397
11,685
13.065
14,666
£2.334

42.89¢6

EXIBIT 5.4

-24.507
-28.251
-27.30%
0.470
5.097
5.754
6.68<
.7
-1.133
9.5
11.22+
12.69%
£0.225

-33.9¢c8
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TABLE - 3

ECONOMIC AMAYLSIS OF THE PROJECT EXIBIT 5.5
SELA - TURBAT ROAD
(RUPEES IN MILLIONS)

YEAR CONSTRUCTION MRINT. TOTAL OPERATING JSER TIME  LOSS AVCIDED EXISTING SALVAGE TOTAL NET

cosT cost cost COST SAVING COST SAVING MAINT.  VALUE BENEFITS BENEFITS
1990
1991 203.5% - 203.5%¢ -293.596
1992 34 .440 - 844680 -23%.460
1993 224.640 - 226.640 ' -22¢.640
199 34.850 - 3%.850 26.904 21.797 38.143 24.180 111.022  76.17¢
1995 9.087 9.087 30.936 25.051 39.821 26.598 122,436 113.319
19%6 9.728 9.728 38.439 28.817 41.573 29.258 138.227 122.559
1997 10.405 10.40% &4 .0 39.719 &3.6402 3.1, 159.3¢5 148,991
1958 1M.137 11137 &7.727 53.272 45.312 35.402 181.7°3 172.576
1999 NS0 .57 54888 61.222 47.306  38.942 202.42+  122.854
2000 ~ 1.7 12.751 43.132 70.509 49.387  42.836 225.86- 213,113
2001 T.644 13.644 72.470 85.797 $1.560  47.120 256.5<7 243.303
2002 H.599 14,592 283.459. 101.625 $3.829  51.232 290.7:4 276.147
2003 15.62) 15.621 100.4%4 120.035 $6.197  $7.015S  209.264 SL2.%4% SZT.344
PRESENT VALUE 550.734 &3.338 602 198.545 203.211 180.310  141.890 47.958 T74.2°3 163.141
wv 0. 141
8/C Ratie 1.281
sinn 1.3
0.800

sabed g 3o 9 abed

A XINNY
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Ofsk: (AwvARAN - 2)

SUMMARY OF SENSITIVITY
TEST RESULTS

Bels - Turbet

TABLE - 4
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..........................................................................

..........................................................................

l
|- NPV (Rs. Millfon)
I

|-

[

8/C Retlo
|-1mn, x

|

|

|FENANCTAL

|

|- NPV (Rs. Millfon)

- 8/C Ratlo

* (1]

TEST-1 TEST-2
81.539 73.555
1.1 1.120
16,020 16.139
(389.144) (360.338)
0.691 0.715
6.820 6.600

) ' '
TEST-3 TEST-¢ |
|

|

132,095 S5t.797 l
|

1.21% 1.08 |

|

15.710 13.530 '

|

|

|

|

(337.240) (602.861)]
|

0.734 0.682 |

|

8.970 5.810 |

¢ Construction of the project is delayed by one year
** Passenger time cost saving {s excluded

¢ Price change In the cost of fusl 8 5X per arrum
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TABLE - 5

Projected 10 Year Net Toll Revenues vs Maintenance Costs (Ps. 10§l

Maint. + Collection

Revenues Costs Rev/Cost (%)
ROUTE Case 1 3/ case 2b/  case 3¢/ Case 1 Case 2 Case 3
Bela-Awaran 51.7 65.2 78.4 na 73 92 110
Awaran Turbat  84.6 104.2 120.5 116.8 72 89 103
Bela-Turbat 136.2 169.5 199.0 187.9 72 90 106

Tolls for buses, trucks, and other vehicles respectively are:
a/ Case 1: Rs. 20, 20, 5 for Bela- Awaran and Rs. 30, 30, 10 for Awaran-Turbat
b/ Case 2: Rs. 25, 25, 8 for Bela- Awaran and Rs. 35, 35, 15 for Awaran-Turbat
</ Case 3: Rs. 30, 30, 10 for Bela-Awaran and Rs. 40, 40, and 18 for Awaran-Turbat

PRO:1MGellerson:tas:2657h

\.i}i
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SOCIAL SQUNDNESS ANALYSIS
BALOCHISTAN ROAD PROJECT

L INTRODUCTION
A.  The Project

The Balochistan Road project aims at improving a 376 kilometer road that
extends from Bela on RCD Karachi - Quetta Highway to Turbat near the
Iranian border. The road follows a traditional and ancient camel track that
historically formed the southern route linking the Indian sub-continent with
Iran and t{e middle East. Although nominal vehicular traffic existed between
Awaran and Turbat, a traffic over the 150 kilometers between Bela and Awaran
was started for the first time in 1962 durin%the Ayub regime. At that time
Regional Cooperation for Development (RCD) was formed between Pakistan,
Iran and Turkey. Part of this effort was to link the three countries by a modern
road system. Tﬂe Pakistan portion was to pass through Karachi, Bela, Awaran,
Turbat and Mand at the Iran border. For political reasons this project was
dropped. Subsequently, the RCD highway was built between Karachi and
Quetta. The proposed Bela Awaran Turbat road follows the same route as
proposed for the original RCD highway. The purpose of this report is to assess
the socio-cultural soundness of the Balochistan Road Project. In assessing the
social feasibility of the Project, the existing socio-economic environment in the
Makran and Jhal Jao/Kolwa regions and tie project’s potential impact on
various socio-economic groups will be discussed.

B. Methods of Investigation

In order to develop this social soundness assessment, published and
unpublished documents on Balochistan, Mekran and Jhal/Jao/Kolwa regions
were collected and reviewed. Such documents were obtained from US
Islamabad and Quetta offices and from libraries and personal resources.
Government of Balochistan Publications and office records were also studied.
An informal questionnaire for field investigation was developed based on the
scope of work provided and after discussion with the USAID office of
Engineering staff at Islamabad. Field site investigations were started on June 8
amf,;ntinued up to June 23, 1990. The places visited during the trip included
Khuzdar, Bela, ..Fbal Jao, Awaran, Turbat, Jiwani, Gwadar, Pasni, Ormara and
Panjgur. In these areas farmers, shepherds, fishermen, government employees,
businessmen, industrialists, community leaders and members of local,
provincial and national councils/assemblies were interviewed. Traveling by
road, the availability, present uses and state of conservation and depletion of
various natural resources were also observed.

II. SOCIO-CULTURAI’AND ECONOMIC ENVIRONMENT

The history as well as socio-economic and political conditions of Jhal Jao/Kolwa
gigjon, through which about 300 kilometers of the road passes are somewhat

ifferent from that of the Kech/Makran area. Therefore a separate description
of the two areas will be offered wherever necessary.

)
N\
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A.  Social and Political History
1. Balochistan

Balochistan has an area of 347,000 square kilometers. It is Pakistan’s largest
but least developed province. It borders the Arabian sea to the south, the
Iranian Province of the same name to the west, Afghanistan to the north and
the Pakistani provinces of Sind and Punjab to the east. Balochistan has
historically served as a corridor for conquerors, traders, religious, cultural, and
linguistic influences, passing between the Indian sub-continent on the one hand
anglﬁ‘an, the Middle East and the West on the other. Balochistan is largely
arid and semi-arid and the carrying capacity of the land is very low so that a

opulation of 4.3 million represents only 4% of the Pakistan total. Balochistan's
ow level of development is reflected in its low income levels and inefficient
infrastructural base. The province’s per capita income Rs.3,000 is equal to the
country’s absolute paverty level and less than half of Pakistan’s average. There
are few industries in the province and mineral resources largely remain
undeveloped. The ratio of 0.0009 kilometer of road way per square kilometer is
the lowest by for of all provinces in Pakistan. A large part of Balochistan’s
population lives in dispersed and isolated settlements and is still predominantly
nomadic and tribal.

Most of Balochistan inhabitants belong to various Baloch and Pushtun tribes,
although minority ethnic oups of Iranian, Afghan, Sindhi and Punjabi origin
are also found. ile Pushtu 1s the main language spoken by Pushtun tribes,
Balochi and Brahvi are the main 1 ages spoken by the Baloch populations of
the province. According to provincial government statistics 35% o?;rovinoe’s
population speak Balochi. 256% speak Pushtu, and 20% speak Brahvi. The rest

speaking Farsi, Sindhi and Punjabi etc.

There is no authentic written history of the Baloch people but it is Fenerally
believed that various Baloch tribes fived in the western and central Asia before
migrating to the present day Balochistan. The account of the movement of
various Baloch tribes from Iranian Makran and Kirman to Balochistan in the
16th century is the first documented piece of Baloch history. Perhaps the
greatest Baloch personality of this time was Chakar Khan, the Chief of Rind
tribe, who ruled in the present day Sibi and surrounding areas during the
middle of sixteenth century. Tribal wars ended his domination and after a
period of anarchy and inter tribal feuds another Baloch tribe, Mirwari, came
into prominence. One of its clans, the Ahmadzai, established a Khanate at
Kalat. Naseer Khan, one of the Ahmadzai Khans, for the first time in Baloch
history brought all Baloch areas from Iran to the Indus under his domination
around the middle of the 18th century. When the British entered Balochistan
100 years later they found a weaker%han of Kalat with a much contracted
tribal empire. Under their so called "Forward Policy," the British divided
Balochistan into two admigistrative regions. In the first region, the areas
bordering Afghanistan were combined to form British Balocﬂistan under a
direct British administration. In the second region, com risiniareas from
Quetta to the Arabian sea in the South and Iran in the &est, the Khan was
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allowed v continue his rule while recosnizing British dominance and control of
external affairs. At the Partition of India in 1947 both the British and Khan
ruled Balochistans became part of Pakistan. Balochistan attained provincial
status in 1970.

2. Makran

Makran, a former princely state, is now one of the six administrative divisions
of Balochistan and is located in the south western corner of the province.
Makran has a geographical area of 55,000 square kilometers and a population of
650,000 according to the 1981 census. Makran, along with a region by the same
name in adjacent Iranian Balochistan, has a distinct historical position. The
name of the area is said by some to be derived from Mah Karran (Shore of sea)
and by others, from Mahi Khoran (fish eaters). Because of its location on the
main corridor between the Indian sub-continent and the Middle East and the
West, Makran has historically been the most important part of Balochistan.

In Iranian history Makran is referred to as an important province under various
empires. The armies of Alexander the Great passed through Makran in 325
B.é). Makran was part of the Sassanian empire during 5th and 6th centuries.
About the middle of the 7th century Muslim Arabs conquered Makran and made
it a part of their expanding/[empire. Various Iranian, Turkish, Afghan, and
Mongol invaders brought Makran temporarily under their control. However,
Erobably because of its harsh physical environment and relatively poor resource

ase they could not hold on to it for long. The Ahmadzai rulers of Kz.loat first
invaded i{alcran in 1715 but it was not until the time of Naseer Khan in the
Middle of 18th century that Makran was finally subjugated and brought under
the dominance of Kalat. From that time until the creation of Pakistan, Makran
remained under the rule of the Khans of Kalat. In 1947, along with other Kalat
states, Makran became part of Pakistan. In 1976 it became a separate district
under the Kalat division and in 1986 it was made into a full fledged
administrative division of Balochistan.

Makran civil administration is headed by a Commissioner with one Deputy
Commissioner in each of the three districts of Turbat, Panjgur and Gwader. As
regards educational facilities, Makran Division has 318 primary, 60 middle and
34 high schools besides 258 mosque schools. The enrollment respectively is
13,836, 11,180, 14,799 and 9,150. Makran also has two degree colleges at
Turbat and Panjgur with a total enrollment of over 600 students. Makran
division has three government hospitals, 31 dispensaries and 42 basic health
units, But most of the hospitals and dispensaries are without doctors and
medicines due to Makran's remote location and inaccessibility.

3. Jhal Jao/Kolwa/Awaran Region

Jhal Jao/Kolwa/Awaran Region has historically been either part of Makran or
the Kaikan (Khuzdar Jhalawan) region and has less political importance of its
own. But 300 kilometers of the roaglpasses through this region. It is the largest
rainfod agricultural tract in the region and appears to have much potential for
economic development. The entire region in different administrative zones has
an estimated area of 15,000 square kiﬁ:)meters and a population of 200,000. The

Ve
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Awaran administrative sub-division has an area of about 3,000 square
kilometers and a population of 110,000. Between Bela and Awaran the only
significant area oF interest is the valley of Jhal Jao. Jhal Jao (meaning lower
Jao) is a sub-tehsil of Awaran sub-division. Unlike the rest of Awaran
sub-division which has been part of Makran in the past, Jhal Jao has always
been part of Jhalawan (Khuzdar) country. The main population and economic
center of the valley is Sar Jao (upper Jao) or the village of Pelar 68 kilometers to
the north. Although part of Jhalawan socioculturally and lin istically, it is
more akin to Awara.n?Kolwa and Makran. Jhal Jao sub-tehsil has a population
of 29,000. The main tribe living here is Bezanjo, although Channal Mirwari and
Mohammad Hasani are also found. Jao has one high and one middle school, a
hospital and a rural health center.

Kolwa/Awaran valley starts from the town of Awaran and continues up to
Hoshab 1560 kilometers to the west. Administratively the first 88 kilometers of
the road to Maadag-i-Kalat lie in Khuzdar district of Kalat Division, the
remaining portion of 62 kilometers lies in the Turbat District of Makran
division. Awaran Tehsil has a population of 43,000. Before the British arrived
in this region Kolwa was part of Jhalawan country. In 1891 it was made part of
Makran and in 1976 a part of Kolwa was again annexed to Jhalawan (Khuzdar

district).

Kolwa'’s historical importance lies in that Mir Chakar, the hero of Baloch
Ballads was born at Xshale Kalat near Rodkan in Kolwa during the eastward
migration of Baloch around 1600. As a result of a 15th century war between the
Brahuis and Jadgals of Bela, the victorious Mirwari tribe received Awaran as
their share, During the 18th and 19th centuries the Mirwari, Nausherwani and
Bezanjo tribes fought for the control of agricultural lands. The Nausherwani
tribe, with the help of the Gichkis won most of the wars and lands but Mirwari
and Bezanjo tribes later acquired some of these lands through purchase and
marriage. The various tribes living in the entire vicinity of the road are Balochi
speaking and include Bezanjo, Mirwani, Nausherwani, shani Mohammad
asani Samalani Jarozai and Darzadag tribes. The main villages/settlements
in Kolwa are Awaran, Chambur, Pirandar, Mashi, Bedi, Malar, Hor, Gishkaur,
Maadagai Kalat and Tank. Awaran has two high schools, two middle and
lf;lﬁﬁeﬁ primary schools. Awaran has a hospital, and Gishkaur and Malar have
ealth centers.

B. Social Organization

Social organization has been and still is somewhat different between the Jhal
Jao/Awaran/Kolwa region and in the Kech/Makran valley. A separate
description for each of the above regions is therefore offered.

1.  Jhal Jao/Kolwa/Awaran Regions

In recent times, these areas have been under different administrative units but
have historically been part of Jhalawan ruled by representatives of the Khans of
Kalat. Althougﬂ Bezanjo, Mirwani, Mohammad Hasani and Rakshani oup
make up the bulk of the population, sections of Kalandarani, Kahodai, g:ngur,
Kolwai, Sajidi, Channal, Somalani and Jihandani are also found. Each tri
(Qaum) is divided into clans (Takar/Shakh) which are in turn divided into
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sections (Tall/Tabar/Log). Here for centuries a relatively egalitarian based
tribal system existed. ’Fribesmen owned allegiance to their clan and section
heads who themselves owed alliance to the Sardars. The Sardar was sometimes
independent and at other times under the overlordship of the Khan of Kalat.
The system was relatively egalitarian because only the chiefs and sometimes
section head’s families were highly placed in the society, all other tribesmen
being equal in status. The Sardar received voluntary contributions called Bijar
from tribesmen and generally no coercion was involved. Itis only recently that
a tribesman was required to pay a fixed portion (usually 1/6th) of his produce to
the chief. Most land in Jhal Jao and Kolwa was owned by Mirwari, Bezenjo, and
Nosherwani Sardars. As a result of 1972-1976 land reforms introduced by the
then Bhutto regime, most land is in the possession of owner cultivators. There
is still tribal sofl}c[lnarity and co-operation at the local level. Marriages still take

lace principally within the tribe and elders settle inter-tribal disputes.

owever, with the reduced power of the main player, the Sardars traditional
social organization is also in decline.

2. Makran

In Makran there is an almost complete absence of organized tribes and tribal
social organization. The society in Makran has historically been stratified and
class ridden. There are three main social strata in Makran; the Hakims, the
Baloch, and the Hizmatgar. The Hakims are the traditional ruling elites of the
area and include Gichki, Nausherwani, and Bezanjo. These three tribes have
smaller numbers resident in Makran. The Gichki were the most recent rulers of
Makran. Their members are widely dispersed in Makran, hold propew and are
also part of the modern leadership in Makran. The former Nawab of Makran
now spends more time in Karachi and Quetta than in Makran but is still

Eoba ly the wealthiest person in Makran. He is not without political power.

e Bezanjos are genealogically Brahvi and live in a vast area between Bela
Hoshab and Khuzdar. The Bezanjo chief lives in Naal 40 kilometers from
Khuzdar. The Nausherwani are the former rulers of Kharan state, Makran,
and Kolwa. Residents of the main branch of Nausherwanis still live in Kharan.

The groups referred to as Baloch in Makran are either animal raisers or small
land holders. Although they belong to various Baloch tribes who may be
organized tribally elsewhere, no such organization exists in Makran, A
Kahudai/Komash/Mastar could be a village or area elder who is the traditional
leader of all area residents but has himself recognized the authority of the ruler
whether he was a Gichki or Nausherwani or Bezanjo. The main Baloch tribes
found in Makran are Hot, Kalmati, Rind, Kahudai, Rais, Sangar, Puzh, Wadela,
Kashani, Mullazai, and Kinagizan.

The Hizmatgar were formerly considered an inferior race and consist of
Nakib/Darzadag, Med, Lori, and Golam tribes. The N akib/Darzadag have been
landless a 'cu.lgtural laborgrs and were considered skilled and hard working
farmers. The Med are fishermen and live along the length of the Makran coast.
The Loris have traditionally been carpenters, black smiths, and musicians. the
Golam, which means slave, are people of mainly African origin who were slaves

!
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until the first part of this century. They have since either migrated to Karachi
and other places or continue working as domestic help and maids mostly with
their former masters.

With modern education and exposure to the outside world all in Makran
consider themselves Baloch ang equal in status. Upward mobility among
farmer lower classes is not only possible but has actually been achieved in
numerous cases.

C. Leadership
1.  Kolwa/Awaran/Jhal Jao

In the region neither tribal organization nor traditional leadership patterns are
as strong as in other areas of Balochistan in the North. Yet tribal social
orgam’zation and a hierarchical leadership system exist. The tribe is headed by
a Sardar while each clan, section and family under him is headed respectivel
by a Motabar/Mir, Takri/Kahudai, and Spetrish. Since the incorporation of the
State of Kalat in Pakistan and the demise of the Khan of Kalat as Chief of
Chiefs, the traditional Sardari system in this region has weakened
considerably. The Bhutto land reforms of 1972-76 which abolished Shashak
(1/6th of produce owed to the chief) and the ensuing Sardar vs. tribesmen
conflicts further weakened the system. The conflicts also resulted in the
tribesman uniting under their local, sub-tribal, and sectional leaders against the
Sardars, most of whom also lived outside the area. The Bezanjo chief lives in
Naal near Khuzdar while the Nowsherwani chiefs live in Kharan hundreds of
kilometers away. Tribal solidarity was evident when Mr. Majeed Bezanjo won
election to the provincial assembly. Mr. Bezanjo is the nephew of an
assassinated pro-Bhutto land reform and anti-sardar leader, and now a Minister
in the Balochistan Government. The Mirwari tribe chief, Sardar Qadir Buksh,
lives in Mangoli Kalat about 40 kilometers from Awaran. In general, the chiefs
and their families still command some respect and following, but traditional
authority has been seriously challenged and undermined during the last few
years.

2. Makran Area

Most recently, Gichkis and to a lesser extent Nausherwani and Bezanjo
provided traditional leadership in Makran. These families still own most of the
productive land in Makran and being richer also have better access to
educational facilities and to positions of authority in Government and business.
Significant changes in local class structure and leadership patterns have taken
place during the%ast two - three decades. Job opportunities in the Arab Gulf
countries attracted more young Makranis from the poor and formerly inferior
classes. As a result, mainly of higher wages and incomes from the G{I.lf,
traditional economic leadership is fast slipping away from the former ruling
classes to the middle and 16wer classes. & there is a newly emerging economic,
political, and social leadership in Makran.

There is a continuous struggle between those offering a traditional leadership
and those offering a new aftemative. In spite of recent attempts, religious
leadership could not get a foothold in the region. Young leadership demanding
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K;ovincial rights have won provincial and national assembly seats throughout
akran during past elections. This is in stark contrast to the rest of
Balochistan where either traditional tribal or religious leaders won most of the
assembly seats. Grass roots leadership in Kolwa as well as Makran is provided
by elected members and chairmen of local councils. Throughout the region local
government officials (Naib Tehsildar, Tehsildar, and Assistant Commissioners
etc) are normally local people with knowledge of the socio-cultural environment
and have, in most situations, a harmonious relationship with the people.

D. E ic Organizati

Makran has a total of 5.5 million hectares of land with a 400 kilometer coast
along the Arabian sea. Most of the Makran population extracts a subsistence
living from these resources. In the northern most district of Punjgur 90% of the
popugation is dependent upon irrigation from the Rakhshan semiperennial
river. A similar percentage of the central Turbat District population is
dependent upon the Kech, Nihing and Dasht River systems. Water from these
river gystems is used for both irrigation and drinking. The main agricultural
produce of Makran is dates. In 1989 an area of 7,008 hectares produced about
64,000 tones of dates. 17% of the Makran population lives in Gwadar district
and is mainly dependent upon fishing and related activities. During 1988, some
95,000 metric tons of fish valued at 417 million rupees were produced in
Makran. A relatively smaller portion of the Makran population engages in
land farming, animal husbandry, trade and services. The number of Makranis
working in the Persian Gulf countries is not large, but their wages, sometimes
u tfr 58 times as high as in Makran, make them an important economic clags in
akran.

The Jhal Jao/Kolwa/Awaran region has a different resource base and
topographical conditions than Makran. Under the circumstances people have to
exercise all survival strategies possible. In the mountains of Jhal Jao and
Kolwa people mainly raise sheep and goats. Low rainfall and grazing capacity
mitigates against large flocks. Normally people must supplement incomes by
cuttinfl and selling local dwarf palm (Peesh) or by engaging in seasonal work. In
the valleys of Jhal Jao and Kolwa/Awaran, people mai engage in dry land
farming. In the Eastern areas of the valleymshkai and Doraski are the two
river systems which flood the dry arable land. The areas in the center and the
West of the valley are basins of closed drainage and only the locally collected
flash flood waters are used for cultivation. In areas around Awaran Town
where both surface and underground water resources are relatively abundant,
there is irrigated agriculture. The main crop in the region is barley. Earlier the
main staple, barley is now produced primarily for marﬁlet nct for home
consumption. It is estimated that one of Khuzdar districts 8735 hectares of land
groducing 5520 tons of barley grain comes from Jao/Kolwa and adjacent areas.

arley has a lower production cost than wheat, serves as a better green fodder,
and sells for at least as mugh per unit. This combined with soil and conditions
more suitaple for barley production make it the most profitable crop. The main
market for barley is Karachi.



ANNEX L
page 8 of 12 pages

HOI.  SOCIAL FEASIBILITY

The project aims at improving an existing road system and at fulfilling one of
the most important needs of the people of south western Balochistan.
Therefore, in general the project is feasible and in the interest of the people of
the area. But the construction of a major road system which links a vast region
of Balochistan with the main Pakistani markeis on the one hand and with
markets in Iran and, the Middle East on the other will have important
socio-cultural, economic and political consequences for the local population.
Some of the issues related tc social feasibility are discussed below:

A Secio ic Considerat;

1. Over 70% of the Balochistan territory and 30% of its
population lives in the region which lies west of the RCD highway and lacks any
quality road system. The road and railways linking Quetta to Iran were
constructed by the British for strategic and political reasons and even today
have far less socio-economic importance than the Bela Turbat road for various
reasons. In Pakistan the 600 kilometer long rail and road system passes
through the Chagai district, a desert waste with a population no larger than the
Awaran sub-division's 110,000. Ascross the border in Iran in the area bordering
Makran, there is a larger population and production centers as well as good
quality roads. As a consequence the potential socio-economic and trade benefits
of the road for Pakistan are very high compared to any other road system
linking Pakistan with Iran.

2. * Due to certain socio-economic and climatic factors Makran as
well as Kolwa/Awaran have become areas where dates, fish and barley are
produced in large enough qualities to produce a surplus for export whereas
almost all necessities must be imported. Trade is being carried out now at great
disadvantage to the Makran population because of the .iligh costs of
transportation due to lack of a quality road system.

3. Given the absence of employment opportunities in Makran,
many peogle engage in narcotics smuggling. New job opportunities resultinf
from establishment of a modern road system will enable many of these people to
choose more respectable undertakings to make a living.

4. Thousands of Makranis working in Karachi and in the Middle
East have accumulated capital resources, but to date have had no profitable
investment opportunities in Makran. The local market bein very small, any
investment in agriculture, fisheries, animal raising and in otﬁxer areas could
only be roﬁtabﬁ;n if reasonable cost access to outside markets is possible. This

road will provide that opportunity.

5.  Forced by economic necessity, many Makranis and Kolwas
have been workinf in the Middle-East. These countries virtually require
single-status employment. The result is social disruption and split families.
There are alarming reports of widespread drug addiction among children and
teenagers in Makran. This is a new phenomenon and may be a direct
consequence of the long absence of the father. A number of persons working in
the Gulf were interviewed in Turbat these indicated that road construction and
subsequent, investment and employment opportunities will lure many workers
back to Makran.

-~V
\V
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6. Based upon the experience of the past 4-5 years, most of the
initial investors would be expatriate Markanis themselves. Makranis have been
emigrating since the early part of this century but most have maintained
contacts with families and relatives in Makran. Among them are industrialists
and businessmen both in Karachi and the Middle East. These people likely
would be the first to invest. But Makranis, in general, have been an
open-minded and non-xenophobic people. As an example, one of Makran'’s most
important elected leaders during the 1960s and 70s was a Sindhi. In the 1989
election a politician of Punjabi origin defeated a Baloch candidate to become an
MPA. There are non-Baloch landlords, farmers, businessmen and traders all
over Makran. In Makran social, linguistic and religious prejudices are almost
non-existent.

B.  Political Considerations

1. Makran and the adjacent areas of Kharan and Jhalawan have
remained the most neglected and least developed areas of Balochistan. It is due
to this sense of deprivation that Baloch nationalism and a secessionist
movement attracted most of its adherents from this part of Balochistan. It is in
the best interest of the region’s stability that the people of this area are made
partners in Pakistan’s socio-economic cf;velopment. e construction of an
efficient road system will be an important step in this direction.

2. Ifthe road were proposed in the sixties and seventies there
would likely have been tough resistance by the Baloch nationalist movement as
happened in case of the RC%) highway. Although mild political opposition to
various Federal Government policies remain today, USAID activities are not
considered inimica! and against Baloch interests. In this respect, a dozen or so
Makranis educated in the U.S. have returned recently are doing a very
'Iujngortant job of removing misunderstandings and spreading goodwill for the

3.  Aroad toll tax for maintenance is feasible, but rates and modes
of implementation should be thoroughly discussed with local people and
government officials. A few years back a toll tax was imposed on the RCD

ighway and the contract was auctioned off to a Mengal tribesman from Wadh
area. ’I{Je contractor kept a gun in his office and on occasion used it against
violating drivers of vehicles who attempted to avoid the toll. To avoid law and
order problems the administration finally abolished the toll tax.

C. Environmental Considerations

1. Makran’s arid and semi-arid environments are precarious.
Without access to and the use of modern technology, the rates of exploitation of
natural resources such as water, soil and vegetation as well as fish are generally
consistent with naturally gustainable growth rates. However, the Baloch over
the years developed socio-economic and political institutions which, among other
things, regulate the use of local resources of rangeland, fuel and timber trees.
The animal raisers in Jhal Jao have institutiona%.ized rotational grazing of
common rangelands. In Makran new karez developers must keep a specified
distance from existing Karezes. Similarly, in coastal areas, use of certain

V7
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fishing gear is prohibited. Fishermen in Pasni and Ormara are prohibited
catching small fish as this depletes sustained yield since they serve as food for
the larger fish that the fisherman prefer to catch. In Kalmat, 90 kilometers
from Pasni, catching of shrimp is banned during May and June. All of the above
conservation methods are institutionalized social arrangements aimed at
utilization of resources at levels consistent with sustainable yield. With more
exposure to outside influences and market forces these institutions will come
under increasing pressure.

2. The Gazetteer of Balochistan published in 1906 says "as a
grazing ground Makran compares favorably with other parts of Balochistan
owing to the large uncultivated tracts which it contains, in most of which fodder
is plentiful." However, In June 1990 the price of meat is 40% higher in Turbat
than in Quetta an indication of a worsening of the rangeland resource. One

overnment official who grew up in Turbat says that in 1960 there was a dense
Forest in the Kech bed just outside of Turbat where wild animals could be seen.
Tl()ie Kech river in the same vicinity had numerious deep lakes. Neither exists
today.

As has happened in the developed countries of the world, productivity of the
rangelancf and the forests can Ee revived with the use of modern technolog!.
But if that is not done, easy access to outside markets provided by the road may
result in further depletion of Makran’s natural resources. After using and
discarding plastic bags and wraps for over a decade in Makran, people have only
now realized that this was a costly businesa. The plastic bags in thousands
accumulated in Karez wells and clogged their discﬁarge and chanpel flow. The
cost of cleaning the Karezes are higher than ever before. The lesson is that
consequences of introduction of even basic and simple technologies should be
well understood before they are adopted.

IV.  BENEFICIARIES AND DISTRIBUTION OF BENEFITS

The primary beneficiaries would be the people of Jhal Jao Awaran/Kolwa and
Makran areas. The primary benefits would accrue to the local farmers, animal
raisers, businessman and fisherman in the form of direct employment
opportunities and improved access to outside markets for inputs and products.
Improved living conditions would result from higher incomes, lower costs of
living, and better access to and availability of educational and health facilities
and other amenities of life. The Secondary beneficiaries would be the
communities living in the entire south-western regions of Balochistan extending
to Kharan and Chagai Districts in the north west and Kalat and Khuzdar
Districts in central %alochistan. Secondary benefits would accrue in the form of
increased employment opportunities, availability of productivity enhancing
inputs and i Yroved access to markets. Improved income levels and better
access to social services will benefit the entire region directly and through
trickle down effects. The multiplier effects would include higher land values,
groduction of high value crops, animals, and fish; h.i%}l profits to the

usinessman resulting from higher employment; higher incomes, higher
consumption levels, and higher demand for goods and services.
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As far as the distribution of benefits is concerned, the following shows how
residents of the area will benefit.

1. As mentioned earlier all necessities of life including staple grain in
Makran are imported from outside, mainly from Karachi. While there is little
question small land owners will benefit from a reduced price for inputs and
better areas to markets, the poor spend a disproportionately higher percentage
of their income on imported necessities and high costs of transportation hurt
them the most. Accordingly, the construction of an efficient road system and
consequent lower costs of transport would benefit both landowner and the poor.

2. Until recently a form of absentee landlordism existed in Kolwa
refion under which a few Sardars owned all agricultural and grazing land. The
cultivators then were tenants who could be evicted at will. This situation has
now changed and the former tenants have themselves become owners who
cultivate their lands themselves in Makran, the holdings have always been
small. According to best estimates, in the entire region the average land
holding is two hectares of irrigated land or 20 hectares of rainfed land. The
rangelands are under common ownership and the size of flocks are at or below
subsistence level. Fishermen belong mostly to the poor coastal Med tribe coast
and barely make a subsistence living. The above are specific groups who will
have better access to both inputs ang markets for their products.

3. The construction of the road would provide greater mobility to
agricultural and other labor. Scarcity of agricultural labor and higher wages in
recent years in Makran have mainly been due to competition for labor from the
Middle East. But studies in Khuzdar and Naal area indicate that ai'{liculture
labor have benefited significantly from the construction of the RCD ighway.
Until the mid-seventies a share-cropper was paid 1/5th of fruit crop and 1/4th of
all other crops. Now-a-days the share is 1/4th and 1/3rd respectively. The
:ll:ange dis due to increased mobility of labor made possible by the construction of

e road.

4. Land and water rights and in some cases even fishing boats in
Makran are also owned by women. Therefore improved access to inputs and
markets will equally benefit women. Women wﬂf naturally benefit from better
availability of socm.r services and from general improvement in the living
standards of the people of the area. The women will especially benefit when
their products including leather and cloth embriodery work and peesh (dwarf
palm) products have improved access to markets.

V. CONCLUSIONS

It may be concluded on the basis of the preceding discussion that the
Bela-Awaran-Turbat road project is socially feasible. There will be no social or
cultural impediments to the successful implementation of the project. Similarly
there is no likelihood of rapid and unmanageable social change nor of any
radical disruption of the existing social organization. The road is a basic felt
need of the areas population ans its importance is well understood by the local

\'VL’:
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population. In fact, the construction of the road is considered by the majority of
the population a sine qua non for the development of the area and for
improvement in their living standards.

As would be in case of any project opening an area to modern influences,
markets and technologies, there are genuine concerns over possible alterations
in the environment. The BAT road design provides for adequate measures to
alleviate problems associated with stagnant water, litter, soil erosion and slides
etc. as a result of the construction worEl Issues related to the possible
enhancement of the natural resource depletion can be addressed through a
combination of socio-economic and technologicai measures. The discussions
durinf the Environmental Scoping session held in Quetta on June 25, 1990
revealed that the people and the Government of Balochistan are aware of and
concerned about environmental degradation and are keen to adopt mitigating
measures in this regard. On the positive side, the road will make it easier to
introduce techniques and technologies for the improvement of the environment,
Depleted rangeland, forest and water resources can be revived and replenished.
According to %JN'ICEF and GOB health department fi 8, diarrhoea and other
cases related to unsafe water cause thousands of deaths, mainly among children
in Balochistan. An efficient road system will make it easier for the government
and domestic and international social organizations to provide cleaner drinking
water as well as relevant education to the people of the area.

ID 6957S:sam
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ENERGY ANALYSIS

The project purpose is to link the Makran Division, Baluchistan Province, to the
national highway network and to privatize certain road maintenance
functions.” In attempting to achieve this purpose the major road link to the
target area, Makran will be upgraded to a standard equivalent to other
provincial level roads in Balochistan. The primary focus of this effort is to
provide a safe, reliable and economically affordable means of all weather access
to Makran. In looking at the universe of means of roviding this access for all
aspects of life in Makran, i.e., transport of essentia{)consumer goods, export of
produce of the area, and movement of the populace in the division, a number of
alternatives had to be considered. The consideration took into account the
existing infrastructure, options available that are exceptable tc the government
and people, and degree ofP reliability to be expected. OfP the choices considered,
i.e., 1mproving the existing road, buildin%an entire rail link with a connection to
at least the national highway system at Bela, improving sea transportation or
increasing air service, the road offered the most advantageous alternative.

Once this decision had been made, the implications on the ener consumption
patterns as a result of the successful completion of the road and achievement of
the project purpose was reviewed. The road design calls for improving the
geometric stangards on the existing alignment or modifying the alignment to
effect additional improvements. The horizontal and vertical standards are to be
upgraded to conform to AASHTO rural roads and local rural roads
specifications. The design also includes the construction of drainage structures
at the numerous annual and perennial rivers and streams along the alignment.
The improvements introduced will reduce the vehicle operating costs to the
users of the road which can be translated into reduced energy consumption
directly from improved fuel efficiency and indirectly from lower consumption of
spare parts, including tires, that are locally manufactured items using
considerable energy to produce.

The traffic count figures indicate the bulk of the vehicles that use the road are
either buses or trucks. The energy consumed by these types of vehicle,
especially under loaded conditions, is proportional to the vertical grades,
turning radii of curves and number of transitions (slowing down and starting up
again at such points as river crossings) the vehicles have to encounter along the
stretch of road travelled. To this end the design effort will introduce
improvements in the geometrics for both vertical curves and radii of curves. In
ad§ition, by including the construction of bridges, culverts and low water
crossings for the streams and rivers, the number of transitions will be reduced
significantly. The net effect will be to more efficiently utilize the primary
energy source for these types of vehicle, namely high speed diesel and to a lesser
extend, petrol.

\'l/
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The project’s focus on putting in place a comprehensive road maintenance
program will provide the longer term continued benefit created by the improved
road. The savings to be experienced will be short lived in the absence of an
annual road maintenance program to retard the rate of deterioration of the
improved road. The effort to have in place such a program by the end of the
construction period will provide the means to prolong the benefits to be derived
from the roa(f This also relates to the benefits by way of more efficient use of
fuel. The riding surface of the road is the element most susceptible to
deterioration, which will reduce traveling speeds and introduce additional
transitions, the end result being higher fuel consumption patterns.

In summary, the road improvement and maintenance program development
approach is considered to be in line with the Agency’s policy of supporting
energy conservation initiatives.

ENG:PGani:na
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Road Maintenance Program

1.  Government of Balochistan Commitment,
a.  Total road budget; percent of budget earmarked for
maintenance
b.  Total actual expenditures; percent of budget expended for
maintenance
2. Organizational Strength of the C& W
a.  Organizational Strength Index: rating of the C&W in such
areas as staff strength, budgeting, plarning and monitoring
capabilities
b.  Training: C&W’s annual Rupee allocation for training and the
number actually trained
3.  Financial Sustainability - Progress made towards the establishment
of a toll system
4. Road Maintenance Work
a. C&W maintenance contracts awarded to private firms:
number of firms receiving contracts, n of kilometers
maintained under the contracts, total value of contracts
awarded
b.  Traffic count: percentage increase in traffic for roads
maintained by C&W and those maintained through private
contracts
ID 00656W:sam
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SCOPE OF WORK TO BE PERFORMED BY PHWA TEAM:

A. The consultant shall perform, but not be limited to the following:

1. Identify the present role of the CaW Department, Government
of Balochistan and specify its objectives and activities.

2, Study the existing organizational structure of the
Balochlstan C&W Department and identify the major impediments to its
effectively fulfilling its assigned role,

3. Assess the potentlal of C&W Department to manage actlvities
related to design, construction, and maintenance of roads through private
sector architect and engineering (A/B) and construction firms.

4, Examine C&W's budgeting practices, methods of contracting,
in-gservice and other available training opportunities,

5. Identify the present levels and extent of
authority/responsibility and the chain of command within the C&W Department.

6. Recommend institutionalized changes in the C&W Departaent for
more efficient functioning to achieve its assigned role and to conform with
the goals and objectives of Balochistan Road Project (BRP). The
recommendations should cover all aspects related to the operation of CeW
Department such as but not limited to: staffing pattern, levels of authority,
budgeting practices, methods of contracting, training, construction ang
maintenance practices etc. e

7. Recommend a timetable for the implementation of the
recommendations proposed keeping in viev the implementation schedule of the
proposed BRP project. ' .

8. Study the prevalent road maintenance practices in the CaW
Department., Recommend strategies to improve CiW's capacity to plan and manage
a comprehensive maintenance program., Investigate the potential to privatize
the maintenance effort for major paved roads,

B. Develop the Scope of Work and the estimated cost to engage a long
term consultant team to establish an efficlient Road Maintenance Management
System suitable to the local working conditions. The system will work toward
privatization of the tradional C&W role in road maintenance.

0075w
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PRIVATE INVESTMENT CLIMATE ASSESSMENT
oF

BALOCHISTAN PROVINCE AND MAKRAN DIVISION

SCOPE OF WORK

The private inwestment climate assessment is currently in progress. It
is financed with BALAD Project funds. This effort intends to identify
investment opportunities that may be supported under a future BALAD II
activity that would spur market-driven development in selected areas of
Balochistan, including the influence area of the Bela-Awaran-Turbat road,
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STATEMENT OF WORK

I. Objective

To undertake an assessment of the private sector investment
climate in the Balochistan Province of Pakistan, 1n general, and
the Makran Division, in particular.

II. Background

The Government of Pakistan (GOP) formulated a Special Development
Plan for the Balochistan Province in August 1980 to attract
foreign donor support to participate in the economic development
of the area. The Balochistan Area Development Project (BALAD) is
USAID’s principal effort to support development in Balochistan.
The on-going BALAD project is due to be completed in December
1980, A proposed BALAD-II project is under consideration to
strengthen the activities started under BALAD-I.

The Project Committee, in its recent review, has recommended that
the Mission conduct analyses to identify potential open market
opportunities to be pursued under the proposed BALAD-II Project
Paper. The analyses require an in-depth assessment of the
private sector investment climate in Balochistan, in general, and
Makran, in particular.

The following scope of work takes into account the peculiarities
of Makran and Balochistan and recognizes the current limitations
on private investment in those areas due to the harsh
Physical environment, political and security concerns, and lack
of infrastructure for development. It attempts to provide a
means to address the need for an overal) assessment for the
purposes of the Project Paper for BALAD-II, based on a 1limited
level of effort and utilizing existing current secondary research
to a high degree. However, it also provides for more extensive
efforts to 1nvestigate potential investment opportunities and to
perform primary research to analyze economic and financial policy
issues as a part of a longer, concerted effort during the
implementation of the BALAD-II Project.

III. Scope of Work
A. Phase 1

This phase shall consist of a general overview of the private
sector investment climate in Balochistan and Makran. It shall
describe and analyze the fodlowing factors:

1. Political stability and business confidence including an
analysis of these factors for both Pakistani and foreign
investors, The contractor should also present a
sensitivity analysis of investor confidence in investment



ANNEX P
page 3 ¢f 7 pages

1n Balochistan based on a limited survey of local and
foreign business and tanking executives 1n Paristan.

Industrial development policy re.len'n3y tre GIP's
policies for industrial development 1ncliudirg the legal
and regulatory framework for private investment in
Pakistan, in general and, Balochistan, in particular.
Topics to be covered include the 1nvestment code, foreign
exchange policies and repatriation of earnings, taxation,
customs duties on raw materials and finished products,
and other relevant government policies which either
encourage or discourage private investment.

Credit and financial policies including a description of
credit sources and availability for investment in
Balochistan, <credit terms and financial constraints on
investments., The contractor should also provide a brief
review of provincial sources of finance for investment in
Makran and Balochistan with recommendations for further

study.

Labor relations including national and provincial labor
laws and policies; it should also analyze labor
availability, rates of compensation, and politica) issues
relative to labor in Makran.

Transportation reviewing the current modes and volume of
transportation for people and goods to and from Makran,
as well as types of goods currently transported, and the
potential impact of the completion of the Bela-Awaran-
Turbat road.

Current private investment in Balochistan and Makran.
This shall present an overview of current private sector
industries operating in Makran, including types of
industries and size of operations, distribution channels,
financial participation by companies outside Makran, and
restraints on private 1r.vestment due to unfair public
sector competition or government policies. The
contractor shall present available baseline data on this
topic and recommend further research to collect
additional baseline data, as necessary.

Potential for increased private investment in Makran
reviewing geographical, topographical, <climatic and
societal, and infrastructure constraints and presenting
potential investment opportunities. This analysis should
also review the potential effects of current foreign
donor projects in Makran and Balochistan to improve the
investment climate ghere.

Comparative analysis of private investment potential 1in
Makran relative to other parts of Balochistan and to
Sind. This should include an analysis of markets in
Balochistan, Sind and Iran for current and potential
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exports of agricultural produce, fish, and other
industrial products.

9. Any other factors which 1mpact upon private i1nvestment in
Makran and Balochistan.

B. Phase 11

This phase shall continue the process and build upon the research
performed during Phase I, but will 1involve 1n-depth
investigations and analyses of the following elements.

1. Appraisal of key potential private investment projects in
Makran including prospects for success, potential sources

of finance, availability of resources, constraints,
timetables for implementation and potential rates of
return.

2. Informal sources of finance for private investment in
Makran including a survey of various sources of income
for residents of Makran and Balochistan.

3. Existing trade 1inks between Balochistan, 1Iran and

Afghanistan and their effect upon trade in Makran, The
contractor should analyze how GOP policies affect this
trade.

4. Linkages between Makran and the Gulf States reviawing
the potential for encouraging investment by either
citizens of those states or by Makrani's working in the
Gulf.

5. Potential for investment by U.S. investors based upon the
analyses performed under #1 above with consideration of
constraints on assistance by USAID for certain types of
productive investments.

6. Recommendations for Policy Changes by the GOP and
Balochistan Provincial Government to improve the private
investment climate in Makran and Balochistan.

7. Other Research recommended by the consultants or USAID
during Phase 1I.

IV. Level of Effort
A. Phase 1

1§
Phase 1 shall require the services of two senior expatriate
consultants for 30 workdays; 1 day shall spent in briefings 1in
Washington, 0DC, 4 days for travel, and 25 days performing the
research and analysis 1in Pakistan and writing the report. A
senior local consultant shall be retained by the Mission to
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participate 1n the collection and analysis of data for 25 days in
Pakistan,

“he <znsultants shall be based in Islamabaa, but will travel to
Quetta, Makran ang Karachi to nterview government and private
officrals there. A partial listing of documents to be reviewed
1s found 1n Anrex 1.

B. Phase 1I1I

Phase 1II shall be dependent upon approval of the scope of work
for that phase by the Project Committee which reviews the Project
FPaper for BALAD-II. Upon approval, Phase II shal) require the
services of 2 senior expatriate consultants for a total of 18
months (1 for 12 months and a second for 6 months). It shall
also require 1 senior 1local consultant for 12 months to
participate 1in research, interviews and analysis. 3 additional
local consultants shall be required to interview respondents 1in
Makran and other parts of Balochistan for a total of 6 months (2
months each). A1l local consultants shall be supervised by the
Contractor.

The two expatriate consultants and senior local consultant shall
be based either 1in 1Islamabad or Karachi, but shall travel
extensively to Quetta and Makran and to other areas as necessary
to conduct interviews and supervise the local interviewers. The
three local interviewers shall be based in Makran.

V. Qualifications

A. Phase 1

One expatriate consultant shall be an expert in private sector
development 1in developing countries with experience in market
research., The other expatriate shall be an expert in investment
finance and government regulation of private industries in
developing countries. Both should have experience working in
Pakistan, The 1local consultant should have held a senior
position either in government or private industry and be familiar
with private investment in Pakistan, local and export markets for
Pakistani products and government regulation of industry.
The 1local consultant should also be Baloch or have experience
working in Balochistan.

8. Phase Il

The 12-month expatriate consultant should be an expert in private
investment in developing countries and, preferably, experience
working in Pakistan. The 6ymonth consultant should be an expert
in agricultural development and marketing of agricultural
products, Both should have at least 5 years experience working
in developing countries.

The 1local senior consultant should have the same qualifications
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as the local consultant during Phase I. It would be preferable
tc have the same perscn in tcth phases to provide continuity.
The 3 jocal i1nterviewers shcoulce be Makrani's, have a university
degree and be familiar with irterviewing techniques.

VI. Reporting

A. Phase I

The contractor shall prepare and submit a workplan to O/ARD for
approval within 5 days of the arrival of the consultants 1n

Pakistan.

The contractor shall present a draft report to O/ARD at least 2
days prior to departure. The consultants shall attend a
debriefing on their consultancy the day before departure from

Pakistan.

A final report shall be submitted by the contractor within 2
weeks of the departure of the consultants, incorporating any
comments of the Mission at the debriefing session.

B. Phase Il

The contractor shall deliver reports on each of the 7 elements
listed wunder the scope of work for Phase 1II according to a
schedule to be determined and agreed upon by the consultants and
O/ARD. This schedule shall be part of a workplan submitted by
the contractor within 1 month of the arrival of the first
expatriate consultant in Pakistan.

VII. Technical Direction

(Both Phase I and II)

The contractor will work under the technical direction of the
Chief, Office of Agriculture and Rura) Development (O/ARD) or his

designee.
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ANNEX 1
PARTIAL LIST OF DOCUMENTS FOR REVIEW BY PHASE I TEAM

Note: This s a partial list of documents which should provide
considerable assistance to the consultants for Phase I of
the consultancy. There appears to be a good deal of
recent research avallable which reviews the national
climate for public 1nvestment, particularly in agro-
'ndustries. Good studies at the provincial level are more
difficult to find. Hence the need to make a more specific
study of Balochistan for the purposes of the BALAD-II
Project. However, one study was identified which was
published 1in July 1988 titled “Industrial Development
Opportunities for Baluchistan,”" which was written for the
Pakistan Banking Council and presents good information
which the Phase I team should be able to build upon. That
study is cited below, amongst others.

1. "Project Paper, Baluchistan Area Development (BALAD)," WUSAID,
July 1684

2. TvT Associates, "Interim Evaluation of the Baluchistan Area
Development Project," USAID, December 1987

3. Financial and Management Services (Pvt) Ltd., "Industrial
Development Opportunities for Baluchistan," Pakistan Banking

Council, July 1988

4. Buzdar, Nek, "Socio-Economic Survey of the Makran Division of
Baluchistan," USAID, July 1987.

5. Upreti, Bedh P., "Agriculture and Society in Makran," USAID,
March 1989.

6. Bashir, Jawaid, "Agrobased Industries - Fish Industry of
Balochistan, Director/Fisheries - Balochistan, (Undated, but

with 1987 data)

7. Various reports by Chemonics (Food Security Management, EAN)
and RONCO (Ag Sector Support Program) dealing with constraints
and opportunities for private sector investment at the
national level and focusing on agro-industries

8. Produce Studies Ltd., "Pakistan: Fruit and Vegetable Export
Marketing Study," (Draft) ADB, December 1989

9. Ministry of Commerce, "Trade Policy 1987-89, Vol. 1II Export
Policy," Government of Pakistan, 1989.

10.Louis Berger, Inc. and Robert R. Nathan Associates, Profile of
Private Sector Cross-Border Trade Between Afghanistan and
Pakistan, " USAID, (Phase I report - Aug. 1989, Phase I1 draft
report expected in April 1990.)
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EX 91 EY 92 FY 93 EY 94 EY 95 FY 96 Total

A. Construction

Supervision
1. US LT TA 12 20 24 20 4 - 80
2. US ST TA 4 4 4 4 - - 16
3. Pakistani
Staff 476 684 804 136 38 - 2,738
Sub Total A: 492 708 832 760 42 - 2,834
B. Road
Maintenance
1. OUS LT TA - - 12 24 12 6 54
2. US ST TA - - - 2 2 - 4
3. Pakistani
Staff - - 33 99 99 33 264
Sub Total B: - - 45 125 113 39 322
Total TA 492 708 877 885 155 39 3,156

ID 5892S:sam
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s 600)
FY 1991 Y 1™ FY 1993 FY 1994 FY 1993 ToIAL ToTAL
Expense Categories (4.} (2 Lc (2] 84 f1 \c (2 L 2] L f1 L FIdC
A, Ll 1A 80 4 15 42 185 n 142 27 192 1 83 1,793 ne 2,313
b. ST 1a 18 (3] 7 83 7 [ 1] 7 [\ 7 ] 0 132 n 360
C. Local Staéi 2,738 0 b)) 0 L}3] ) 33 0 192 [ 21 0 1,3% 1,39
Total: 2,6 419 470 Jo8 593 3 3 30 59t 93 84 2,127 2,342 4,047
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80 PERSON MONTHS
(Dollars)
FY 1991 FY 1992 FY 1993 FY 1994 FY 1995 TataL ToTAL
Expense Categories (2 L FI Lc F1 L F1 L F1 L 2] L FIdLC
A. Annual Recurrent Costs
L. Salaries (@ $5,980/Month) 11,780 0 119,500 0 143,520 0 119,500 0 23,92 0 478,400 0 478,400
2. Fringe Benefits (351 of B. Salaries) 23,118 0 41,840 0 56,232 0 41,880 0 8,372 0 167,440 0 167,480
3. Post Differential (251 of B, Salarres) 17,940 0 29,900 0 33,800 0 29,900 0 3,980 0 119,400 0 119,600
§. Sunday Differential (SI of 5. Salaries) 3,388 0 3,180 0 1,178 0 5,980 0 1,1% 0 23,920 0 23,920
5. F.1.C.A. (7,511 of B. Salaries) 5,389 0 8,992 0 10,779 0 8,982 0 1,7% 0 15,928 0 35,928
6. D.B.A, (4.252 of B. Salaries) 3,030 0 5,083 0 6,100 0 3,083 0 1,017 0 20,152 v 20,332
7. Overhead (100X of 1.¢2.) 96,878 0 161,450 0 193,132 0 181,460 L] 32,292 D] 543,840 0 643,840
8. Storage of HHE tn U.S.(3150 p/acnth) 1,800 0 3,000 0 3,600 0 3,0 0 800 ] 12,000 0 12,000
9. Education Allowance 10,400 0 19,400 0 10,400 0 10,400 0 10,400 0 32,000 0 52,000
Sub-Total: 4 233,919 0 386,265 0 41,438 0 384,243 0 83,573 0 1,353,450 0 1,555,440
8. Atlgmances
t. Foreign Transfer 6,480 0 0 0 0 0 0 0 0 0 8,480 0 5,400
Z. Education Allowance 4,000 0 0 0 0 0 0 0 0 0 4,000 0 4,000
Sub-Total: B 10,480 0 0 0 0 0 0 0 0 0 10,4680 0 10,480
C. Travel und Transportation
1. laternational Travel
a. Trave! to Post 15,200 0 0 0 0 0 0 0 0 0 13,200 0 13,200
b. Travel fros Post 0 0 0 0 [} [ [} 1,600 [ 71,600 0 13,200 13,200
C. Medical Travel [} 0 0 3,800 [} e .0 3,000 0 0 0 7,600 7,600
d. Esergeacy Travel 0 0 0 3,800 [} 3,00 0 [} [} 0 0 7,600 7,600
e. RIR Travel/Home Leave 0 0 0 30,400 [ 0 0 30,400 (] 0 0 0,800 40,800
f. Travel to/from Post H.0. 0 0 0 0 3,973 0 0 [ 0 [ 3, M3 0 3,73
2. International Per Diea
a, Arrival 1,840 0 0 0 [} 0 0 0 [ [} 1,840 [} 1,04
3. Departure 0 0 0 0 [} 0 120 0 ™ 0 1,880 0 1,80
€. Nedical 0 0 400 0 0 0 00 0 0 0 1,200 0 1,200
d. Arrival/Departure H.0. . 0 0 0 0 3197 738 0 0 [ 0 397 738 1,133
3. International Shipaents
4. UAB to Post 3,800 0 0 0 0 0 0 0 0 0 3,400 0 3,600
b. UAB fros Post 0 0 0 0 0 0 0 2,800 0 2,800 0 3,500 3,600
c. POV to Post 4,000 0 0 0 0 0 0 0 0 0 6.000 0 4,000
d. POV fros Post 0 0 0 0 0 0 0 3,000 0 3,000 0 6,000 6,000
e. POV Inland trans. to/from 0 80 0 0 0 0 0 L) 0 40 0 150 180
f. HHE to Post 28,600 0 0 0 0 0 0 0 0 0 24,800 0 28,000
9. HEE from Post 0 0 0 0 0 0 0 14,400 0 14,400 0 28,800 28,800
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FY 1991 FY 1992 FY 1993 FY 1™ FY 1995 ToTAL ToTa
Expense Categories FI L F1 Le FI Lc FI L FI L (34 tc FIeLL
4. Other Direct Costs
Visis, vaccines, tans, etc. 1,200 0 0 0 0 0 0 0 0 0 1,200 0 1,200
3. In-Country Travel
a. Travel 1$200/each/sonth) 0 2,400 0 4,000 0 4,800 0 4,000 0 800 0 16,000 16,000
b. Per Dies ($30/day - 7 days-travel/eon) 0 2,520 v 4,200 0 3,080 0 4,200 ) 840 0 14,800 16,000
Sub-fotal: C 38,640 3,000 800 46,200 4,370 14,378 1,920 70,240 920 29,480 56,030 165,298 231,38
Total: AsBeC 308,239 5,000 186,885 44,200 H5,000 14,38 387,785 70,240 86,493 29,080 1,432,19% 145,29 1,797,4m
Fired Fee 1101) 30,524 500 38,488 4,620 4%,50 1,438 38,778 7,024 8,449 2,948 183,219 16,510 179,740
TOTAL: A+B+CoFixed Fer 335,783 $,500 425,554 56,820 512,309 15,816 425,583 17,264 95,142 32,428 1,793,400 181,828 1,977,237
D. Logistic Support Costs
1. One Time Costs
4. Housing Costs 0 30,000 0 0 0 0 0 0 0 0 0 30,000 50,000
b. Offsce Start-up Costs 0 10,240 0 0 0 0 0 0 0 0 0 10,240 10,240
. -
2. Recurrent Costs
d. Rent (2 houses @ $1000/house/sonth} 0 12,000 0 20,000 0 24,000 0 20,000 0 4,000 0 80,000 80,000
b. Utrlities (@ $220/house/sonth) 0 2,640 0 4,400 0 3,0 0 4,400 0 880 0 17,600 17,800
c. Fumigation (Q $10/house/aonth) 0 120 0 20 0 00 0 0 0 L] 0 00 "0
d. Raintenance Leasehold (0 $1562/house/scn) 0 1,9 0 3,240 0 3,008 0 3,20 [} 440 0 12,%0 12,960
e. Maintenance Equipsent (8 $250/house/sca} 0 3,000 0 3,000 0 6,000 .0 3,000 [} 1,000 0 20,000 20,000
f. 24 hours Suard (8 $340/house/sonth) 0 4,320 0 1,200 LB 8,60 (] 1,200 [} 1,40 () 20,000 20,000
. R -
3. Office Costs .
3. Office Supplies (@ $130/sonth) [ 1,3%0 0 2,000 [} 3,120 0 2,0 () 320 () 10,400 10,400
b, Utilities (8 $289. moath) 0 3,420 0 3,700 () 6,000 [} 3,700 [} 1,18 ] 2,08 2,00
c. Telephone (@ $275/sonth) 0 3,300 0 3,%0 0 §,000 [} 3,500 [} 1,100 [} 22,000 22,000
d. Postal & ather charges ($300/sonth) 0 3,600 0 4,000 [} 1,200 [ 6,000 [} 1, [} 24,00 24,000
[
4, Vehicle Expenses (15) ) 0
a. Fuel/01] (0 $233/vehicle/sonth} 0 41,940 0 4,940 0 41,940 0 41,940 [ 13,980 0 181,740 181,780
b. Maintenance @ $70/vehicle/aonth) 0 12,600 0 12,600 0 12,600 0 12,600 0 4,200 0 34,600 34,000
Sub-Total: 0 0 130, 684 0 114,380 0 126,348 [ 114,380 0 30,148 Q 335,9%0 335,940
TOTAL: LT TA (A+BoCoF11ed Fersl) 335,783 158,184 425,551 145,200 312,380 142,044 425,543 191,004 13,142 62,576 1,193,400 717,788 2,313,177




SHORT TERM TECIMICAL ASSISTANCE

CONSTRUCTION SUPERYISION - BAT ROAD

ANNEX Q
page 5 of 15 pages

16 PERSON MONTHS
(Dellars)
FY 191 FY 1992 FY 1993 FY 1 FY 1995 TotaL ToTAL
Expense Cateqories FI L FI L FI Lc F1 Lc [ 3 Lc 3 Lc FIMC
A. Annual Recurrent Costs
1. Salaries (# 95,980/Manth) 23,920 0 23,920 0 23,920 0 23,920 0 0 0 93,600 0 93,6080
1. Fringe Benefits (351 of B. Salaries) 8,372 0 8,372 0 8,372 0 8,312 0 0 0 33,488 0 33,488
3. Post Differentral (251 of B, Salaries) 3,837 0 3,837 1] 3,087 0 3,837 0 0 0 15,349 0 15,49
4. Sunday Differential (ST of B. Salaries) 1,194 0 1,198 0 1,19 0 1,196 0 0 0 4,784 0 4,10
3. F.I.C.A. {7.511 of B. Salaries) 1,794 0 1,794 0 1,794 [ 1,794 0 0 0 1,176 0 1,174
6. D.8.3. (4.25L of B. Salaries) 1,017 0 1,017 0 1,017 0 1,017 0 0 0 4,060 0 4,066
7. Overnead (1001 of 1,+2,) 32,292 0 32,292 0 32,292 0 32,292 0 0 0 129,168 0 129,188
Sub-Total: A 72,428 0 12,428 0 12,428 0 72,428 0 0 0 19,711 0 289,711
B. Travel and Transportation ]
1. Tnternational Travel
3. Travel to Post 2,000 0 2,000 0 2,000 0 2,000 0 0 0 8,000 0 9,000
b. Travel froe Post 0 2,000 0 2,000 [} 2,000 [} 2,000 0 0 0 8,000 9,000
C. International Per Dies (roundtrip) “Wo 0 e 0 &40 ¢ & 0 0 0 1,80 0 1,840
d. Other Dlrect Costs 440 [] 450 0 40 0 %) 0 [ 0 1,840 0 1,80
2. In-Country Travel & Transportation -
a. Travel (0 $200/a0nth) 0 800 0 800 0 900 0 00 (] 0 0 3,200 3,20
b. Per Diss (@ $30/day) 0 3,600 0 3,600 0 3,600 0 3,600 () 0 0 14,400 14,400
Sub-Tatai: B 2,0 6,400 2,920 6,400 2,920 6,40 2,0 6,400 [} 0 11,680 23,600 7,2%
Sub-Total: {A+) 73,348 6,400 75,348 5,400 73,34 4,400 13,34 6,400 [} 0 3!, 391 23,000 326,971
Fixed Fee on A+B (101} 7,333 440 71,535 680 7,333 (1] 1,333 (11 0 0 30,13¢ 2,30 32,470
TOTAL: Shart Ters TA (A+B+F1xed Fee) 82,883 7,040 82,883 7,040 82,6883 7,040 82,883 7,040 [ 0 331,330 28,150 339,69
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LOCAL PROFESSIONAL, ABMINISTRATIVE & SUPPORT STAFF
CONSTRUCTION SUPERVISION - BAT RGAD

(bellars)
FY 1991 FY 1992 FY 13 FY 1994 FY 1993 TOTAL
Expense Cateqories (4.} L m L M Lc M Lc M LC PR [
A. Professional Stafi
t. Site Enguineer - $1157/aonth 12 13,884 12 13,884 12 13,884 12 13,684 4 4,628 52 40,164
2. Matertals Engineer - $1157/a0nth 8 9,25 12 13,884 12 13,884 ] 9,25 0 0 40 46,200
3. Bridge Enqineer - $1157/wonth [ 6,942 12 13,884 12 13,884 10 11,570 0 0 40 44,280
4. Chiet Survey Engineer - $1157/aonth 12 13,884 12 13,88¢ 12 13,884 8 9,258 0 0 L1] 30,908
3. Chiet Engineer - $950/month 12 11,400 12 11,400 12 11,400 12 i1,400 2 1,900 30 47,500
6. Materral Insgectors (4) - $500/sonth 32 16,000 L] 24,000 48 24,000 32 15,000 0 0 180 80,000
7. Site Inspectors (4) - $500/sonth 32 16,000 48 24,000 L] 24,000 L] 24,000 0 0 178 88,000
2. Lab. Technicians (4) - $400/aanth 32 12,800 49 19,200 L[] 19,200 32 12,800 0 0 160 44,000
9. Surveyors {4} - $500/month 48 24,000 48 24,000 L!:] 24,000 32 16,000 0 0 176 88,000
19. Bridge Inspectors (2) - $500/month [ 3,000 24 12,000 i 12,000 20 10,000 0 [} 74 37,000
Sud-Tatal: A 00 127,166 U8 170,138 218 170,13 204 134,188 4 8,328 972 408,132
* »
B. Administrative/Support Staff
1. Secretary/Typist - $500/a0nth 12 §,000 12 4,000 12 §,000 12 §,000 4 2,000 2 26,000
2. Draftsman - $425/s0nth [] 0 12 3,100 12 3,100 [ 2,530 0 (] 2] 12,70
3. Accountant - $500/month 12 7,200 12 1,200 12 1,200 12 7,200 0 ¢ L] 28,000
4. Mccounts Assistant - $400/sonth 12 4,800 12 4,000 12 4,500 12 4,800 0 0 “ 19,200
3. Main. Assistant - $400/aonth 12 4,800 12 4,800 12 4,800 12 4,800 0 0 4 19,200
6. Gardaers - $100/s0nth n 2,400 rl} 2,400 24 2,400 rl) 2,400 4 0 100 10,000
T. Drivers (15) - $200/s0nth ] 12,000 120 24,000 180 34,000 100 34,000 4 900 4 108,800
8. Buards (20} - $1%0/sonth 120 18,000 180 27,000 i 34,000 0 34,000 16 2,400 1% 119,40
9. Cooks (2) - $150/sontn n 3,600 ¥ 3,600 F{] 3,600 i) 3,600 4 00 100 15,000
Sub-Total: B r/3 34,000 408 84,900 8 103,%0 322 103,3% 32 6,200 1,766 359,19
Total: a+B . 476 183,964 484 255,036 w4 276,03 13% 231,518 38 12,728 2,138 WI,m
Overhead on A+B (501) 0 92,983 0 127,518 0 138,018 0 118,738 0 8,364 0 483,84
Fized Fee (101) 0 27,895 ¢ 38,253 (] 41,405 (] 35,627 0 1,909 0 145,072

TOTAL: Local Sta#é 476 304,844 &84 420,809 004 433,459 736 391,901 p) 21,001 2,738 1,5%,0135
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SURSARY OF ROAD MAINTEMANCE TA TEARS

(4 000}
FY 1993 FY 1994 FY 1993 FY 199 T0IAL ToTAL
Fspense Categories PN F1 Lt FI te F1 Lc FX LC F1 L FIdC
A. LT 1A 54 215 106 401 111 " (§L) ” 53 973 384 1,358
b, ST 1A 4 0 0 32 4 32 4 0 0 (1) 9 13
L. tocal Stait 264 0 13 0 L ] [} » 0 t3 0 100 100

-
Total: 2 215 19 433 133 ™ 13% L) &b 1,037 493 1,331
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LONG TERNM TECHRICAL ASSISTANCE TEAW
ROAD MALITENMMCE - BAT ROAD

3 PERSOR MOWTHS
(Dellars)
FY 1991 FY 1994 FY 1993 FY 1995 TOTAL T
Expense Cateqories FI Lc F1 L F1 L F1 Le F1 te FIHC
A. Annual Recurrent Costs
1. Salaries (@ $4,500/Month) 34,000 1} 108,000 0 3,000 (] 27,000 0 243,000 0 243,000
{. Fringe Benefits (351 of 8. Salaries) 18,900 0 37,800 [] 18,900 0 9,450 0 83,030 0 83,050
3. Post Dafferentral (251 of B. Salaries) 13,500 0 27,000 [} 13,500 0 8,730 0 80,750 0 80,70
4. Sunday Different1al (SI of B. Salaries) 2,700 9 3,400 0 2,100 9 1,150 0 12,130 0 12,1%
5. F.1.C.A. (7.511 of B. Salaries) 4,035 0 8,111 0 4,055 0 2,028 0 18,249 0 18,249
&. 0.8.A. (4.251 of B. Salaries) 2,293 9 2,019 0 1,49 0 A1) 1} 7,283 0 7,263
7. Overhead (1001 of 1.+2.) 12,900 0 145,800 0 72,900 0 36,450 0 3,050 0 328,050
8. Storage of HHE 1n U.S.($150 p/sonth) {1,800 0 3,600 0 1,800 [} 900 0 8,100 0 8,100
9. Education Allowance 10,404 0 20,808 [} 10,404 0 3,202 0 45,018 0 45,810
Sub-Totsl: A 180,33¢ 0 359,358 0 179,479 0 89,839 Q 809,430 0 809,430
B. Allowances
1. Fareign Transfer 6,680 0 0 0 0 Q 0 0 6,480 0 5,480
2. Education Allowance 4,000 0 [} 0 0 0 0 0 4,000 0 4,000
Sub-Tatal: B 10,480 0 0 0 0 0 0 [ 10,480 0 - 10,480
C. Travel and Transportation
L. International Fravel
3. Travel to Post 13,200 0 0 [] [ 0 0 Q 13,200 0 13,200
b. Travel froa Post [} 0 0 ’ [ 7,600 0 1,600 0 13,200 13,200
€. Redical Travel 0 0 0 3,000 0 0 - 0 0 0 3,000 3,800
4. Esergency Travel 0 (] ] ] ¢ 3,000 0 ] 0 3,800 3,000
e. RER Travel/Hoae Leave 0 0 0 30,400 [ 3,400 () () () 0,850 0,90
§. Travel to/froa Post H.0. 0 [} 3,973 ¢ 0 0 0 [ 3,973 0 3,73
2. International Per Dies
a. Mrival 1,840 0 0 ’ ) 0 0 ¢ 1, ] 1,M0
b. Departure 0 0 0 (] 400 0 400 [ 1,208 0 1,200
C. Medical 0 0 500 0 ] [} 0 0 0 [
d. Arrival/Departure H.0. 0 0 397 18 0 [} 0 0 n 138 1,133
3. International Shipeents
a. UAB to Post 3,600 ¢ 0 [} 0 0 0 0 3,600 0 5,600
b. YAB froa Post 0 0 0 0 0 2,800 0 2,800 0 3,600 5,600
C. POV to Post §,000 ()] [} 0 0 0 0 0 6,000 [} §,000
4. POV froe Past 0 0 0 0 0 3,000 ] 3,000 0 4,000 5,000
e. POV Inland trans. to/éros 0 80 0 0 0 40 0 40 0 160 160
f. HHE to Post 20,800 ] 0 ] 0 0 U} 0 28,800 0 28,800
9. HHE froe Post 0 ] 0 0 0 14,400 0 14,409 L] 28,909 28,000
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FY 1793 FY 1994 FY 1993 FY 1994 10TaL ToTAL
Expense Categories [ LC F1 Lc F1 14 FI 14 F1 14 FIstC
4, Other Direct Costs
Visis, vaccines, tans, etc. 1,200 0 0 0 0 0 0 0 1,200 [] 1,200
3. In-Country Trave! .
3. Travel ($100/each/sonth) 0 1,200 0 2,400 0 1,200 0 400 0 3,400 3.400
b. Per Diea ($13/day - 7 days-travel/son) 0 1,092 0 2,184 [ 1,002 0 4 0 [ ] 4,914
Sub-Total: € 38,5640 2,1n 4,970 39,522 400 54,332 00 28,984 44,810 135,212 21,022
Total: A+BeC 49,814 2,In 364,328 39,522 180,279 $4,332 90,439 28,985 884,920 135,212 1,020,132
Fized Fee (101) 24,997 2y 36,433 3,952 18,028 $,433 9,084 2,879 88,492 13,521 102,013
TOTAL: A¢BeleF1and Fee 274,882 2,609 400,760 43,474 199,307 70,743 99,483 31,885 973,412 148,733 1,122,143
D. Logistic Support Costs
1. One Tiee Costs
1. Housing Costs 0 50,000 0 0 0 [] 0 0 0 30,000 50,000
b. Off1ce Start-up Costs 0 10,240 0 0 0 0 0 0 10,240 10,240
2. Recurrent Costs
a. Rent (2 houses # $1000/house/month) 0 12,000 0 24,000 ] 12,000 0 4,000 0 34,000 34,000
b, Utilities (@ $220/house/month) 0 2,640 0 5,280 0 2,60 0 1,320 0 11,6800 11,000
C. Fusigation (@ $10/house/sonth) 0 120 0 20 L] 120 0 ] 0 540 M0
d. Naintenance Leasehold (8 $162/house/son) 0 1,944 0 3,888 0 1,96 0 972 0 0,748 8,74
e. Haintemance Equipsent (8 $250/house/sca) 0 3,000 0 §,000 [} 3,000 0 1,320 0 13,320 13,320
t. 24 hours Suard (@ $340/house/sonth) 0 4,320 0 8,680 [) 4,30 0 1,180 0 19,440 19,40
3. Office Costs
a. Offace Supplies (@ $130/sonth) [} 1,560 0 1, [} 1,54 0 % 0 S,460 5,400
b. Utilaties (@ $285/sonth} 0 3,420 ] 3,420 3,40 0 1,710 [ 11,970 11,970
c. Telephone (@ $275/s0nth) [ 3,420 0 AR Y. ] [ ] pR . | 0 1,710 0 11,970 11,
d. Postal & other charges ($300/s0ath) 0 3,600 0 3,800 [} 3,400 0 1,000 [} 12,400 12,000
4. Vehicle Expenses (2)
a. Fuel/01l (@ $233/vehicle/sonth) 0 3,592 0 3,392 0 3,3 0 2,1% 0 19,572 19,512
b. Matntenance @ $70/vehicle/sonth) 0 1,680 0 1,480 0 1,680 0 40 0 5,880 3,000
Sub-Totai: D 0 103,53 0 67,320 0 3,2% 0 21,468 0 235,620 215,620

TOTAL: LT TA (A+8+CeF1xed FeesD)

274,862 106,143

100,760 110,794

198,307 114,041

99,483 33,333

73,42 384,353

1,357,743

/'{.4

-

7
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SHORT TERM TECHWICAL ASSISTANCE
ROAD RAINTENMICE - BAT ROAD

& PERSON MOWTHS
(Dallars)

FY 1993 FY 1994 Frim FY 19% - 10T ToTAL
ense Categories F1 13 FI1 13 FI V4 F1 14 Fx Le Tl
Annual Recurrent Costs 0 0
---------------------- [] 0
1. Salaries i@ $4,500/Month) 0 0 9,000 7,000 () 0 0 18,000 0 13,99
2. Fringe Benefits (351 oi B, Salaries) 0 9 3,150 0 3,130 [] 0 0 §,300 9 6,300
3. Past Differential 1251 of B. Salaries) 0 0 450 0 43 [} 0] ] 150 0] 5%
4. Sunday Differential (SI of B. Salaiies) 0 0 450 D] 430 0 0 0 fov 0 %0
S. F.I1.C.A, (7,512 of B, Salaries) [] 0 ] 0 76 [ 0 D] 1,352 0 1,592
5. D.B.A. (4,251 af B. Salaries) 0 0 383 0 383 0 0 0 785 0 783
7. Qverhead (1001 of 1.+2.) 0 0 12,150 0 12,190 ) 0 0 24,300 0 24,30

Sub-Totel: A 0 0 26,758 0 25,238 0 0 0 32,517 0 52,317
B, Travel and Transportation
) ]
L. International Travel
a. Travel to Post [] 0 2,000 [] 2,900 [} 0 0 4,000 0 4,000
b. Travel fros Post 0 0 0 2,000 0 2,000 0 0 0 4,000 4,000
c. International Per Dies (roundtrip) 0 0 Ww 0 L] [] 0 0 520 0 ™
d. Other Direct Costs 0 0 400 0 L] () 0 0 00 0 [}
2. In-Couatry Travel & Transportation
a. Travel (@ $100/sonth) 0 0 0 200 [} 2 0 () 0 00 L}
b. Per Diea (@ $30/day) 0 0 0 1,800 0 1,000 0 0 0 3,600 3,0
Sub-Total: # 0 0 2,860 4,000 2,80 4,08 0 ) 3,10 8,000 13,78
Sud-Total: (Ae]) 0 0 29,8 4,000 29,118 4,000 0 0 R,237 9,000 46,287
0 0
Fized Fee on A48 (101) . 0 0 2,912 400 2,912 400 0 0 3,024 800 5,42

TOTAL: Shart Ters TA [A+B+F1xed Fee) 0 0 32,030 4,400 32,030 4,400 0 0 84,060 8,800 12,00
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LOCAL ACHINISTRATIVE & SUPPORT STAFF
ROAD MAINTERMNCE - AT ROM

(ellars)
FY 1993 FY 1994 FY 1993 FY 199% TOTAL

Erpense Cateqories PN [ FN Le A ¢ | Lc PR Le m 1
Adeinistrative/Support Staté

1. Secretary/Typist ~ $5u)/sonth 4 2,000 12 5,000 12 6,000 4 2,000 32 15,000
2. Accountant - $400/sonth [} 2,400 12 1,200 12 1,200 4 2,400 12 19,200
3. Admin. Assistant - $400/montn 4 1,800 12 4,800 12 4,800 4 1,800 2 12,800
§. Drivers {2) - $200/aonth ] 1,600 u 4,800 u 4,800 8 1,600 &4 12,800
Sub-Total 20 1,800 40 22,800 ) 2,000 20 1,600 180 50,800
Overhead (501) 10 3,800 30 11,400 pJ 11,400 10 3,800 80 30,400
Fixed Fee (101) 3 1,140 9 3,4 9 3,420 3 L1180 24 %120

TOTAL: Local Stafé R Y 12,540 ” 37,620 ” 37,420 1 12,30 24 100,320
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TRAINING COETS
(Dollars)
FY 1991 FY 1992 Y 199} FY 1994 FY 1995 FY 199 ToTAL T
¥ Partr- o
Tratning Categortes cipants  Duration F1 L FI Le F1 Lt Ft e F1 L F1 Lt F1 L FIC
i. THIRD COUNTRY TRAINING
A. Road Maintenance Planning 1 28 Days 0 0 16,400 4,800 20,390 8,000 20,500 5,000 9 0 0 0 57,400 16,800 74,200
B. Koad Maintenance Minigeeent 14 2 Days 0 0 0 0 13,000 4,000 12,000 4,800 15,000 5,000 Q 0 42,000 16,800 38,800
Sub-Total: Third Cauntry Traintng 8 0 0 16,400 4,800 35,30 12,000 32,500 10,800 13,000 8,000 0 0 99,400 33,600 133,00
1[. IN-COUNTRY TRAINING
A. Roud Construction
t. Contract Adeininstration 10 2 Days [} 1,000 0 1,000 [} 2,000 [4 1,000 0 0 0 [} 0 3,000 3,000
and Quality Control
: »
2. Bridges and Culverts 10 5 Days 0 2,000 0 2,000 [ ] 2,000 [ [ 0 0 0 0 0 6,000 6,000
3. Road Engineering 10 3 Days 0 1,000 0 1,000 [} 1,000 [} 1,000 ¢ 0 0 0 0 4,000 4,000
4. Soil Mechanics 10 3 Days [} 1,000 0 1,000 [ ] 1,000 [} 1,000 ¢ 0 [} [} 0 4,000 4,000
3. Road Drainage, Structure 10 3 Days 0 0 0 1,000 ¢ 2,000 0 1,000 ¢ 0 0 ] ¢ 4,000 4,000
Protective Morks
B. Road Maintenance
1. Road Maintemance 10 3 Days [} [} 0 0 [] 2,000 [} 4,000 ¢ 10,000 0 10,000 [} 24,000 26,000
2. Managesent Workshop 10 2 Days 0 0 [} 0 [} 1,000 ¢ 2,000 [} 2,000 0 2,000 [} 1,000 1,000
3. Preparation Estisate 10 .2 Days 0 0 0 0 0 1,000 0 1,000 0 1,000 0 2,000 [ ] 3,000 3,000
Documents
&. Road Maintenance {1 3 Days 0 0 0 [) (] 0 2,000 0 2,000 0 2,000 0 5,000 6,00
Supervision
Sub-Total: In-Country Training % 0 5.000 0 4,000 [ ] 12,000 0 13.000 0 15,000 0 18,000 0 67,000 &7,07
TOTAL : TRAINING 5,000 18,449 10,800 13,300 24,000 32,500 23,800 13,000 21,000 0 16,000 99.400 100,600 200,00
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; 1. 2.3 Ton Pickup Truces ) 19,000 106,000 108, 009
; 2003 den Srckup Truces 2 19,000 90,000 90, oty
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: 3. Flathed Trucks 3 23,000 150,000 150,500
; 4, Water Trailer, 1000 & 14 7,000 11,000 112,000
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; 6. Bucket for Tractor b 3,000 19,000 18,000 ;
; 1. Blade for Tractor 8 1,000 8,000 8,900 ;
; 8. Tralley 16 1,300 23,800 23,30 ;
; 9. Asphalt Sprayer, 100 16 4,000 64,000 64,900 |
; 10, Asphalt Mixing Plant 14 3,000 80,000 80,000 ;
; t1, Concrate Mixer 1/2 (Y b 3,800 21,400 :
; 12, Road Too} 3et; 5 1,000 5,000 LD j
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CONGTRUCTION CDSTS
{$ 000}
FY 1991 FY 1992 FY 1993 FY 1994 FY 1993 1074 T0TAL
Etoense Cateqortes Ft Le F1 Le Ft Le FI Lc FI Lc FI Lc FIdC
1. 35 kM Bela-Awaran Road 324 854 (1] 1,183 448 871 184 pi ] 29 39 1,851 3,381 5,02
2. 191 KM Rela-Auaran Road [:0]:] 1,319 1,323 2,12 1,339 2,989 1,068 2,268 293 879 5,235 9.987 13,202
3. 240 XM Awaran-Turpat Road 4,189 4.817 3,309 9,454 3,563 6,960 1,498 3,18 228 519 14,785 26,928 41,713
TaTAL:  CONSTRUCTION 3,301 8,990 1,500 13,349 5,570 10,820 2,750 3,840 350 1,257 21,871 40,256 62,127

A



Note: At the last minute, item III of the O. Costs
This will be

was shifted to the TA line item.
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. OTHER COTS QuDGET
reflected in the ProAg as well as expenditure tballars)
projections.
FY 192 FY 1993 FY 1% FY 1998 FY 1994 TOTAL ToTAL
Expense Cateqories Fi Lc F1 LC F1 L fl Lc 3 Lc f1 c FILC
[. PROJCECT EVALUATIONS (Tw0)
2 PERSON TEANS FOR 3 MONTHS EACH
A. Cospensation
1. Salaries (21 /3 da 0 [} 0 0 19,000 0 0 0 39,000 0 78,000 0 78,000
2. Sundiy Differential (5 sala 0 0 0 9 1,93 0 0 0 1,930 0 3,900 0 3,900
3. FICA ¢1.51Y of salaries) 0 0 0 ] 2,979 (] [} 0 2.929 0 3.6858 0 3,858
4. DBA (4,251 of salaries) 0 0 0 ] 1,658 0 0 0 1,458 0 3,318 0 3,318
3. Multiple (1001 of salaries) ] 0 0 ] 39,000 0 0 0 39,000 0 78,000 0 78,000
Sub-Total: A 9 0 0 0 84,538 ~0 0 0 84,538 0 169,073 0 169,073
B. Travel & Transportation
1. International Travel (33800 0 0 0 0 7,600 0 0 ('] 7,400 15,200 0 15,200
2. [nternational Per Dies (8430 0 0 0 D] 920 0 [} 0 920 1,840 0 1,34
5. In-Couatry Travel 90 0 0 0 0 1,000 0 0 1.000 2,000 2,00
4. In-Country Per Diem (898 I 2 0 0 0 )] 0 17,280 0 0 17,280 34,58 MR-TY]
3. Otner Direct Costs (8400 X 0 0 0 ()] 800 802 1,402 0 w2
Sub-Total: B 0 0 0 0 9,320 19,280 [} 0 9,322 . 18,280 18,442 34,58 35,202
Sud-Tatal: (1) - Costs of Two Eval 0 0 [) 0 93,83 18,200 0 [ 93,858 18,280 187,715 35,380 224,21
LI, EXTERNAL AUDITS
A. Non-Federal Audit of Projec 0 0 35,000 0 0 0 [} ° 0 0 0 35,000 0 35,000
8. Mon-Federal Audit - Financi 0 0 0 0 0 0 §3,000 [] 0 0 45,000 0 43,000
Sub-Total: [l - Costs of Two Audr 0 0 33,000 0 0 0 $3,000 0 0 0 120,000 0 120,000
111, STUDIES
A, Road Inventory 0 80,000 [ 0 0 0 0 0 0 0 0 80,000 80,000
B. Condition Syrvey 0 30,000 0 0 0 0 0 13,000 0 0 0 123,000 123,000
€. Kiloseter Post Markings 0 29,725 0 0 0 0 0 0 0 0 0 20,725 20,725
0. Tratire Surveys U] 9 0 0,000 0 20,009 0 20,000 9 L] U] 40,000 60,000
E. Paseline Data Collection 0 0 0 9,999 0 0 0 0 0 0 0 20,000 20,000
F. Maintenance Financing 0 0 0 14,909 0 0,000 0 33,000 0 0 0 215,000 233,000
Sub-Tatal: 1! - Casts of 3tudies 0 150,723 0 199,009 0 60,000 0 150,000 0 0 9 340,725 540,723
b} 159,725 33.000 150,090 93.85% 78,280 65,000 150,000 93.858 18,280 307,715 577,285 883,000
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CONTRIBUTORS TQ THE PROJECT PAPER

The following individuals contributed to the development of this Project.:

NAMES
A, USAID
Hans P. Peterson

Frank Pavich

A. Karim Nayani
Asif Bhattee

Gene George
Pervaiz Gani
Zahid Noor

Akbar Sher Babar
Gordon H. West

Laurie Mailloux
Michael Hauben
Mohammad Saleem
Virgil Miedema
Mark Gellerson
Lynne Lewis
Richard McClure
Tim Anderson

Ted Carter

TITLES/QFFICES

Chief, Office of Agriculture and Rural Development
(ARD)

Chief, Rural Development Division, Office of ARD
BALAD Project Officer, Office of ARD

Program Specialist, Office of ARD

Chief, Office of Engineering (ENG)

Chief, Infrastructure Division, Office of ENG
Chief Engineering Advisor, Office of ENG

Project Engineer, Office of ENG

Chief, Office of Project Development and Monitoring
(PDM)

Deputy Chief, Office of PDM

Project Development Officer, Office of PDM
Program Specialist, Office of PDM

Chief, (Operations), Office of Program
Economist, Office of Program

Program Officer, Operations, Office of Program
Controller

Office of Contracts and Commodities

Regional Legal Advisor
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B.  Government of Balochistan

Ata Mohammad Jafar
Saleem Durrani

Ather Zaidi

C.  Consultants
Joe Smith
Khursheed Jamal
Dr. Irshad Ahmed
Dr. Nek Buzdar
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Additional Chief Secretary, Planning and
Development Department, Quetta

Secretary, Communications and Works
Department, Quetta

Chief Engineer (Design), Communication and
Works Department, Quetta

Project Manager, STV/Lyon/EC/PCS, Karachi
Economist, Techno Consult, Lahore

Pakistan Consulting Services, Lahore
Agricultural Economist



