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BOLIVIA
SECOND ROAD MATNTENANCE PROJECT

Borrower: Government of Bolivia

Amount: SDR 58.6 million (US$80 milllion equivalent)

Terms: Standard, with 40 years maturity

Project (a) Improve road conditions in order to reduce vehicle operating costs, improve access to markets
Objectives: and encourage trade development; (b) improve the road maintenance budget process; (c) improve

road maintenance management, planning and operations; (d) improve investment planning; ()
assure adequate maintenance funding and financial self sufficiency for the national road authority
(SNC - Servicio Nacional de Caminos); (f) strengthen the domestic construction industry and, (e)
transfer maintenance technology and organization to the road regional directorates if the
decentralization of road administration, planned for 1992, takes place.

Project The Project will fizance the SNC's maintenance plan for 1992-1995, which will allow SNC to

Deseription: reduce the large backlog of maintenance a:.d to match maintenance budgets to real needs, optimizing
investment decisions. This cannot b. achieved by SNC without additional financing and technical
support to ensure that the funds are well spent. The Project will comprise: (a) periodic meintenance
by contract of 781 km of the paved network and 765 km of the gravel network (engineering design
and construction supervision to be included); (b) periodic and routine maintenance program by force
account; (c) maintenance and rehabilitation works on 77 bridges; (¢) work -compound and
warchouse construction; (e) rehabilitation of maintenance equipment; (f) complementary equipment
purchases; (g) road safety program; and (h) technical assistance for: studies of road maintenance
decentralization, road infrastructure finaneing, and construction industry; project management; and
training for equipment operators and users of the management systems. The Project’s share in
financing the SNC maintenance budget will decline after 1994, until the maintenance budget for
1996 is totally financed by the Government. To ensure compliaznce with this plan, an agreement
will be reached with the Government by September 30, 1994, on the mechanisms for financing road
and bridge maintenance for 1996 and thereafier, based on the recommendations of the Road
Maintenance Financing Study and the assessment of the SNC’s planning and budgeting performance

in the twe preceding years.

Project The Project will result in substantial upgrading of about 33% of the maintainable network, with

Benefits: 100% of the paved network and 70% of the gravel network in good or fair condition in 1996. The
Project will also improve maintenance planning and organization and budgetary control. Other
project benefits include higher availability of road equipment, reduction in maintenance costs, and
introduction of effective and systematic maintenance practices, including the use of contractors for
maintenance. As a consequence, vehicle operating costs are expected to decline. Average rate of
return is 39% for all the roads in the project.

Project Risks: The main risk is delay in implementation due to lack of counterpart funds. To minimize this risk,
an agreement has been reached with the Government to allocate, in its recurrent budgets, the
necessary counterpart funds for the Project. Another potential risk is institutional weakness,
especially if the decentralization is carried out. The decentralization of the administrative
procedures and controls may be difficult, mainly because of the lack of qualified staff at the
departmental Ievel. Institutional weakness may be limited by strengthening the maintenance
department of SNC (in particular the Project Executing Unit wnd the possible decentralized
agencies), by close supervision, and by extensive training programs. The proposed Project includes
financing for these purposes.

.




Project Cost

(a) Periodic Maintenance by Contract
(Paved Network)

(b) Periodic Maintenance by Contract
(Gravel Network)

(c) Maintenance by Force Account

(d) Bridge Maintenance and Rehabilitation

(e) Workshop Construction

(f) Bquipment

(g) Road Safety Program

(h) Institutional Strengthening

(i) Procurement Services
Physical Contingency

Price Contingency
TOTAL

Financing Plan

Government
IDA

Estimated Disbursements

Annual
Cumulative

Estimated Bconomic Rate:

&/ Includes initial deposit to Special Account and retroactive financing

Map; IBRD 23114R

et

Looca Poreign Tota
US$ Million-— -

9.0 36.4 45.4
3.7 15.0 18.7
116.7 14.8 131.5
0.7 2.8 3.5
1.0 2.5 35
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0.5 1.1 1.6
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12,00/ 224 248 15.2 5.6
120 344 592 744 800

39% weighted average for all roads in the Project.




I. IHE TRANSPORT SECTOR

A, Introduction
1.1 Bolivia faces a particularly difficult set of development challenges.

Endemic political instability in the past has made it difficult for Bolivia to
sustain development policirs and etrategies for long. Annual population growth
rates of 2,827 have been too high and economic growth too low for sustained
improvoments in living standards. As a result, Bolivia is one of the pooreat
countries in Latin America; its 7.3 million inhabitants are poorly educated
(functional illiteracy at 50%); its health indicators are among the worst in the
continent (infant mortality at 117 per 1000); a large proportion of its
population faces poverty (802 of the population earn less than 70%Z of the income
required to cover a basic needs basket); and it has extremely poor
infrastructural and social services (e.g. only 30% of the urban population is
connected to a sewerage system and only 152 of rural population has latrines).
About one-half of the economically active population is employed in agriculture,
primarily on the highland of the altiplano where subsistence farming
predominates, The investment climate, while improving, remains uncertain,
particularly due to continued dominance of the state in the mineral, hydrocarbons
and energy sectors. The economy continues to rely heavily on a few export
commodities in hydrocarbons and mining for growth, making it vulnersble to
external market fluctuations.

1.2 Following a political and economic crisis from 1980 to 1985, culminating
in hyperinflation over 24,0002 in annual terms, the Government in late 1985
Jaunched its New Economic Policy, which stopped the hyperinflation and launched
a long~term adjustment program to reduce the role of the state and build a free
market economy. Strict controls on public sector expenditures, increases in
public sector prices, a tight monetary policy and a sharp depreciation of the
exchange rate greatly reduced the fiscal deficit and domestic credit creation.
At the same time, the Government undertook a comprehensive reform of economic
policy to liberalize trade, labor and financial markets and provide a structure
of incentives conducive to private sector development, including establishment
of a foreign exchange auction system, a thorough reform of the tax system,
complete freeing of prices and interest rates, and sweeping trade liberalization
with a low uniform import tariff. The new policy stance succeeded quickly in
restoring macroeconomic stability.

1.3 The Jaime Paz Government, which took cffice in August 1989, continued
the stabilization and liberalization programs under difficult conditions and
began to implement many of the policy and legislative changes which were
established by the previous administration. Continuous prudent macroeconomic
management permitted the recovery to be sustained with steady GDP growth of 2.72
on average through 1590 and an estimated %.0% for 1991. Exports were the most
dynamic element of the economy, expanding 18% annually between 1987 and 1991.
The fiscal deficit has been reduced to below 3% of GDP in 1991 and inflation was
contained below 162 on average during this period.

1.4 The Government®’s medium-term strategy aims to achieve GDP growth of 4%
to 5% per year, to maintain price stability, and to alleviate poverty. Higher
GDP growth will depend largely on an acceleration of private sector economic
activity, which in turn requires: (i) maintenance of economic stsbility through
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continued tight fiscal policies and market determination of the exchange ratej
(i1) continued policy reforms to dimprove the business environment; (1ii)
restructuring of the banking system to expand the availability of capital for
private investments; (iv) improvement in the basic infrastructure to support
expansion of economic activities; and, (v) improvement in the education and
health systems to improve the state of human resources.

B. Trangport Sector and the Economy
1.5 A well functioning transport system is crucial to the sustained economic

racovery of Bolivia. Bolivia faces serious problems of transport infrastructure:
distances between cities are long, rural areas are thinly populated, mountains
and rivers act as barriers, and the country has no direct access to the sea.
These natural disadvantages are formidable and dictate that transport costs will
be high throughout the economy. The main linkages between transport and the
economy are evident in three key areas: (a) the geography of the country; (b)
physical condition of the transport network; and (c) the physical location of the
network vis a vis areas with high development potential.

1.6 First, the geographic conditions, the landlocked position and the size
of the country give transportation an extraordinarily strategic role in economic
development. Bolivia has a large territory of 1.1 million square kilometers
(slightly larger than France and Spain combined) with a small population of 7.3
million (one thirteenth of France and Spain combined). The overall population
density of 6.5 people per square kilometer is the lowest in Latin America, making
the provision of transport infrastructure more costly per capita than in other
countries. The geography of Bolivia spans from a peak of 6,500 meters in the
highlands of the Andes to 200 meters above sea level in the lowlands of the
Amazon basin. The spectacular change in elevation makes for unusually high
transport costs both in terms of initial construction costs as well as in
operating costs. The problems of a large land area and large differences in
elevation are compounded by the landlocked position of the country. It 4is
bordered by five other countries: Peru, Chile, Argentina, Paraguay and Brazil.
It etill has no paved road access to any of its neighbor countries. Its access
to deep water ports is limited by long distances (between 460 to 3,100 km
depending on the route and point of origin) and poor transport infrastructure.

1,7 The consequence of the geographic condition is that Bolivia has to spend
considerably more on transport to produce every dollar of GDP than most
countries. It has been estimated in 1988 that road users spend US$0.7-0.9
billion per year on vehicle operating costs and rail users spend a further $40
million. In total this is equivalent to 19-24% of GDP. The corresponding figure
in many developing countries is only 12-13% of GDP.

1.8 The gecond issue is the poor condition of the existing transport network
caused by poor management and policy decisions of the past transport
administrations. Due to lack of maintenance, 35% of the paved and 76% of the
principal gravel road network have deteriorated into poor-bad condition. To
compound the problem, planning of transport investments has been haphazard and
poorly coordinated; with new construction being emphasized over maintenance of
the existing network; building new roads with lower economic priority while
segments of the main La Paz-Cochabamba highway have remained unpaved; and
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likewise, incomplete improvements to several alternative export corriders (road
and raii) have been undertaken, whereas concerted efforts to achieve one or two
efficilent routes would have been more profitable.

1.9 The third issue is the location of the transport network. Existing
infrastructure is, to a significant degree, in the wrong part of the country for
future needs. In the past Bolivia made its living from mineral exports and the
corresponding tvansport network was developed to support the industry. The
highlands, where the mines are located, have one-sixth of the land area of
Bolivia, but contain over one-third of the total rail and road network. With the
decline in the dominance of the mining industry, future economic prospects
require that the economic center of gravity shift from the highlands, where half
of the population now lives, to the lowlands still largely unpopulated and
devold of transport infrastructure. Furthermore, past transport investments have
focused primarily on the rail network. The development of the road network is
still at an infancy stage where the central highway connecting the three major
cities of La Paz (highlands), Cochabamba (valleys) and Santa Cruz (lowlands) is
not yet completely raved. The rural road network, particularly in the valleys
anu tae lowlands is sparse and underdeveloped to link the rural agricultural
compunities with the main urban centers.

C. Management and Regulation of the Transport Sector

1.1¢ The Ministry of Transport, Communications, and Civil Aeronautics (MTC)
is responsible for managing the transport and communications sector, including
all land transport modes and civil aviation, but excluding maritime and river
transport, which is managed by the Ministry of Defense. MIC is responsible for
managing the principal transport agencies: the national roads agency (SNC); the
rallway authority (ENFE); the national airports authority; and the national
airline, in which the state has a majority interest. MIC also has responsibility
over the national telecommunications company, ENTEL; and the post office (see
Chart I). Annex 1 describes in more detail the present structure of MIC,

1.11 The regulatory framework and the policies covering the transport sector
is set out in the Supreme Decree 21060 of August 1985. Bolivia has gone from one
of the most regulated transport systems in South America in the 1970s to that of
the least regulated. With few exceptions, entry into road, water and air
transport is free, and pricing is left to negotiation between operators and
users. The prices of transport fuels were raised to border prices and they have
been kept high since then. The only exception concerns urban passenger transport
pricing, authority over which is delegated to municipalities.

D. Structure of Past Transport Investments and Government Policy

1.12 Over the past few years, 25 to 302 of the total public investment
program has gone to the transport sector (see Table 1). The sector has
consistently received the second highest allocation of public investment after
the hydrocarbons sector. Within the sector, roads have received a big share of
the funds, averaging 47 to 85 % per anaum, followed by the railway. However, as
discussed in Chapter II, the nature of investments within the sector have been
poor and require major change in the planning strategy.
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1.13 The Government®’s basic investment priorities are tos
(a) maintain and rehabilitate the existing road and rail networks;

(b) integrate the three main populated areas of the country by
rehabilitating and paving sections of the La Paz-Cochabamba-Santa

Cruz highway still in poor conditions

(c) complete two export corridors; one to the Atlantic and one to the
Pacific; and

(d) construct penetration roads in the lowlands to areas of high
agricultural potential.

We elaborate on these strategic priorities in Chapter II.

E. The Transport Sector

1.14 Railways. The railway network of some 3,650 km is in two separate
networks. The Andean network of about 2,270 km, in the Altiplano, was the first
to be constructed in the latter part of the last century and fizst part of this
century. Its principal purpose was to transport mining products to the Pacific
Ocean ports of Antofagasta and Arica in Chile, but it also links to the
Argentinean railway at Villazon in the South and, by means of a ferry service on
Lake Titicaca between Guaqui and Puno, to the Peruvian railway. The Eastern
network, now of about 1,377 km linking Santa Cruz with Brazil and Argentina, was
built between 1950 and 1980, Further construction towards Trinidad in the north
has made little progress and appears to have been abandoned. The two rail lines
are not connected in Bolivia. The only rail connecticn between them is via a 650
km link on the network of the Belgrano Railway in Argentina.

1.15 In addition to the components financed under the Export Corridors
Project (ECP), the current Railway Investment Plan involves rehabilitation of the
link from La Paz to Guaqui, to connect with the Peruvian railway via the ferry
on Lake Titicaca (the link was washed out when the level of the lake rose by 2
meters), rehabilitation of diesel locomotives which have passed the time for



-85

their half life reconstruction and equipment for a new intermodal terminal in
Santa Cruz. Any significant additions to the Investment Plan current at the time
of signing the ECP require the consent of IDA. The investment plans for the next
three years involve a total of US$30 million on deferred maintenance activities.

1.16 ENFE covers all its ocosts without subsidies f£from the national
Government. However, this is largely due to large cross subsidies from freight
to passenger services, made possible by the lack of competition from the road
transport for freight services, This position will erode in the coming years.
In the past, the railway aleo suffered from excessive government intervention in
pricing. A performance contract signed between ENFE and the Government in 1991
goes a long way toward clarifying mutual responsibilities and ensuring the
railway's financial autonomy. Furthermore, under the ECP, ENFE signed in
November 1991 a technical assistance contract with Canadian National (Railways)
Corporation (CANAC) for three years to provide a full-time team to help ENFE
operate the railway and make the transition to a more market-oriented operation
and train its managers in modern methods of railway management and operation.

1.17 While ENFE has been making modest improvements in its £inancial
performance over the past three years, the results for 1991 were exceptionally
good. The company surpassed its monthly revenue targets (set under the 1991
Performance Contract) by a substantial margin and achieved a working ratio of 832
covenanted under the ECP. However, given that its revenues are dependent on so
many exogenous factors (e.g., quantities of agricultural crops harvested in any
given year, international market for Bolivia'’s export crops, etc.), its efforts
to reduce overhead costs must continue. In that context, the retirement of 1,000
employees during 1991 and the dismissal of another 1,000 employees planned for
1992 (more than 35% in total) should help strengthen the company'’s finances.

1,18 There have also been improvements in ENFE's operational performance in
1991 over 1990, as measured by indicators such as locomotive availability, total
train-km, average net train-load, and freight car availability. All operational
targets under the 1991 performance contract were also met. However, there is
ample room for improvement, and it is hoped that the program with CANAC will lead
to large gains in operational efficiency.

1.19 Airports. The lack of adequate land transport links has placed emphasis
on air transport (important to passengers though not to freight) as a means of
communication. A vast area of the north east of Bolivia, comprising the
departments of Beni and Pando and parts of La Paz and Santa Cruz, were for many
years totally dependent on air transport for their links with the rest of the
country. There are many airports and airfields in use by civil aircraft. Seven
airports have paved runways capable of accepting B727-100 or equivalent aircraft,
and nine more, with gravel or compacted earth runways, can accept F27 or
equivalent aircraft. A further seventeer airfields are maintained by the
National Airporte Administration (AASANA).

1.20 The three principal airports are Santa Cruz, constructed at a cost of
US$30 million in the late 1970s with Japanese financing, Cochabamba, currently
being reconstructed with Italian financing in a project with a total cqst of more
than US$109 million, and La Paz, recently tls subject of a study financed with
Japanese aid that recommended substantial reconstruction and expansion at a cost
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of US$138 million. It is probable that a less ambitious reconstruction will be
started within the next few years.

1.2 Aes with the land transport modes, lack of finance has dinhibited
development and adequate maintenance of airport infrastructure. The investment
plane for more new davelopment will put even gracter preesure on the scarce funds
available for maintenance of existing facilities. Investment plans for the next
three years include only US$15 million for preventive maintenance activities but
more than US$250 million for new projects. N- distinction is made in funding
sources for the two activities, the revenues :-m user charges being used to
contribute to both operating and capital costs.

1.22 The national airline, Lloyd Aero Boliviano (LAB), is currently being put
up for joint venture to inject freoh capital into the operatiom and to improve
its management. A commission, appointed by the Minister of Transport, is
analyzing & etudy from & US consulting firm to privatize LAB. The conclusions
and recommendations of this analysis will be known in late March, 1992,

1.23 River Transport. Given the lack of funde for investment in more capital
intensive transport modes, it is surprising that more use has not been made of
river transport. Little use is made of thec extensive river system in the north
east region, just where accessibility by road is most difficult. Developments
of new roads in the region are intended to replace river transport rather than

to complement it.

1.24 A new port was buillt on the Ichilo River at Mamore, but its usefulness
was short-lived once it was by-passed by the new road between Santa Cruz and
Trinidad. It is possible but unlikely that the importance of Trinidad as a port
will increase following the construction of the road.

1.25 The Paraguay River provides the only direct maritime link between
Bolivia and the open sea, but for fifty years, until the construction in 1989
of a private port at Quijarro, there was no way of making use of this route to
the sea. Now that the port has been completed, it is greatly under-utilized.
It functions siore as a transfer point between road and rail for goods destined
for the Brazilian port of Paranagua than as a river port for goods to and from
the River Plate ports of Buenos Aires, Rosario, and Nueva Palmira.

1.26 In general, transport on the Paraguay River has not increased as much
as was hoped. There are four principal reasons for this. First, agricultural
production in Santa Cruz has increased more slowly than expected; second,
climatic conditions during 1991 were very unfavorable for harvests; third, the
world price of soya has fallen to a level where production in Santa Cruz is only
marginally profitable at present transport costs; and fourth, an alternative
export corridor, by rail through Argentina to & private soya terminal near
Rosarioc, has become the main export corridor for Bolivian soya. Furthermore,
river transport itself has not yet increased in efficiency as much as was
expected, resulting in relatively high transport costs. In addition, the
overvalued exchange rates of Brazilian and Argentinean currencies make transport
costs by their barge trains very expensive. Finally, but perhaps most
significant, ENFE’s operations on the Eastern network between Santa Cruz and
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Puerto Quijarro have still not been efficiently organized to provide a low cost
and reliable service.

1.27 The only planned significant public investment in the river transport
sector is for a new port at Puerto Busch at the southern extremity of Bolivian
territory on the Paraguay River. Progress on this project depends on the
prospects for deveclopment of the mining project at Mutun, and it should be
considered as @& component of this industrial project rather than as a transport

sector project.

II. ROAD TRANSPORT

A. Traffic and Vehicle Fleet

2.0} The most densely trafficked road sections are shown in Table 2. Of the
nearly 13,000 km of road over which traffic counts are taken, more than 6,600 km
(50%) carry less than 100 vehicles per day. There are less than 60 km of roads
carrying more than 3,000 vehicles per day and less than 1,150 km (10Z) carrying
more than 500 vehicles per day. -

2.02 Traffic has grown erratically cver the last ten years, & period of
economic instability followed by & period of stagnation. From 1982 to 1989, the
average rate of traffic growth was 3% per year. The highest rate recorded, 15%,
was in the period of greatest economic instability, in 1985 and 1986. The pericd
of negative economic growth was also a period of negative traffic growth, a 62
reduction in traffic being recorded from 1987 to 1988.

2.03 By 1990 the road vehicle fleet numbered 44 vehicles per thousand
population. Its apparent growth during the 1980s has been faster than the growth
in the economy (Table 3). The figures must be interpreted with caution, however,
as there has probably been an accelerated rate of withdrawals from the fleet that
has not been reflected in the estimates of fleet size. The apparent growth in
numbers of trucks has been even greater than the growth in the fleet as a whole,
but is subject to a similar caution ia its interpretation.

B. Vehicle Operating Costs and Utilization

2.04 The structure and level of vehicle operating coste have both changed
since the last detailed investigation in 1983. Puel charges have increased so
that now they are well sbove opportunity costs (Table 4), whereas in 1983 they
weze hesvily subsidized. Financial costs have also increased, and interest rates
are well above inflation instead of being negative in real terms, as they were
dn 1983. New vehicle prices are now at international levels, whereas in 1983,
Bolivia was a market for vehicles at prices below those in their country of
manufacture. All these factors have tended to increase vehicle operating costs
above their already very high levels. The only factors working in the opposite
direction have been an improvement in vehicle utilization and a change in the

type of truck being operated.

2,05 Vehicle utilization has improved with the elimination of the monopoly
of freight transport previously accorded to the transport syndicates. As a



result of the elimination of the monopoly, several cooperatives and transport
companies with access to bank loans and other private funde have been able to
purchase five-axle semitrailers. Road tariffs now reflect actual economic costs.
Tariffs for long-distance truck-load hauls are of the order of US8 to 10 cents
per ton/km, about double the rates in Brazil, Chile, and Argentina. | At least
three factors contribute to these high tariffs., The difficult terrain in much
of the country will always result in higher vehicle operating costs and hence
higher tariffs than in neighboring countries. Lack of suitable backhaul loads
w?ll require higher tariffs to cover total vehicle operating costs for the
foreseeable future. The deteriorated condition of the road network also results
in high vehicle operating costs and high tariffs. The impact of this cause of
high tariffs will reduce as the network is improved, particularly in: the mein
export corridors with the construction of Patacamaya-Tambo Quemado, the
reconstruction of La Paz- Oruro and the construction of La Paz~Cotapata (see
map). The opening in 1988 of the new road between Cochabamba and Santa Cruz has
already significantly reduced road freight tariffs between these cities.
Nevertheless, the vehicle fleet still includes many two and three axle trucks
with high operating costs. As these are replaced by more efficient larger trucks,
operating costs and tariffs will be reduced in the competitive enviromment now
prevailing.

c. Road Infrastructure

2,06 The national road network consists of 41,686 km (December 1989), of
which only 1,776 km are paved (42), 10,942 km are of gravel (26%) and 28,968 km
are earth surfaced (702) (Table 5). For administrative purposes this network is
divided as follows:

Primary 1,372 4,058 620 6,050
Secondarxy 90 2,721 1,879 4,090
Feodor 122 4,360 26,464 30,946

* Excludes 192 km of paved roads, whose pavement disintegrated.

2.07 The most recent information on the network conditicn (Table 6) indicates
that only about 112 of it can be classified as good or fair, 38% as poor and the
remaining 51% as very bad. (The last category includes all roads, more than
21,000 km, that cannot be efficiently maintained for lack of drainage and
inadequate geometric conditions). Therefore, at least 40% of Bolivia’s network
is in a condition where rapid intervention, to prevent further deterioration,
will avoid the need for later expensive reconstruction. Furthermore, much of the
Bolivian cordillera (mountain range) is still geologically very young and subject
to ropid erosion through landslides. This causes a major need for emergency road
and bridge works every year during the rainy season.

2.08 Of the 1,776 km of paved roads, 744 km (42%) were constructed before
1970, 615 km (35%) were constructed between 1970 and 1980 and 407 km since 1980.
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However, although much of the paved network has been built in the last twenty
years, lack of maintenance and lack of control over vehicle axle loads have
resulted in such a rapid deterioration that most of it now needs to be
rehabilitated or veconstructed. As an example, about 190 km of paved roads were
downgraded to gravel roads in recent years. Until IDA (under the ECP) financed
rehabilitation of the El Alto to Oruro highway (begun in August 1990), almost no
reconstruction, rehabilitation, or resurfacing had been undertaken. The 77% of
paved rouds (1,359 km) more than ten years old can therefore be expected to
require some form of resurfacing or rehabilitation in the next few years. The
gravel network has suffered from similar neglect and is also in need of
substantial rehabilitation or reconstruction (see following table).

Paved 808 530
Gravel 1,559 5,206

2.09 In the past, road maintenance has suffered from: (a) inadequate
planning and programming by SNC; (b) budgetary allocations which have been below
requirements and were subsequently further reduced to fund some road
construction; and (c¢) lack of correspondence between budget allocations and
actual release of funds. The proposed Second Road Maintenance Project
incorporates the above lessons of experience by: (i) strengthening road
maintenance administration {re-structuring SNC's maintenance organization); (ii)
improving maintenance planning and operations (through a program of maintenance
by contract and another program of maintenance by force account); and (4iii)
helping sustain the road maintenance programs beyond the project horizon by
assuring that enough resources are alloceted and spent on maintenance in the

following 5-6 years (1996-2001).
D. Road Administration

2,10 Plenning, engineering design, coustruction, and maintenance of roads
are, at present, the responsibility of the Nationel Road Authority (Servicio
Nacional de Caminos - SNC), a semi-autonomous institution f£inanced largely by
government transfers. SNC was set up in the 1960s with financial and technical
assistance from the US Federal Bureau of Roads. An efficient institution in the
late 1970s, its effectiveness was impaired by the economic and political ecrisis
between 1981 and 1985. Recently, SNC has recovered most of its technical
capability, supported by technical assistance financed by international donors
and lenders. But SNC’s future challenges lie mainly in improving ite planning
and managemen: capacity for road maintenance.
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2.11 The staff of SNC are divided into three principal divisione: Planning,
Operations and Adminietration (see Chart 1I,a). The total staff includes 208
engineers, 420 administrators, 492 other professionals and 2,737 unskilled
employecs, a total of 3,857, most of them direct account workers. The small
proportion of administrative etaff (172) is misleading, as many of the
professional staff are semployed for what are really administrative tasks.
Similarly, the apparent high number of qualified engineers gives a misleadingly
optimistic impression of the technical cepacity of SNC.

2.12 Maintenance of the road network is carried out by SNC’s maintenance
department (MD), which reports to the Operations Division. The department
comprises four sections at the central level: planning and control, maintenance
technology, human resources and projects. A new unit, the Project Execution Unit
(Unidad Ejecutora del Proyecto - UEP) was created in 1989 to coordinate the
implementation of externally financed projects. Force account activities are
controlled through ten districts, reporting directly to the Operations Division.
Road maintenance equipment and workshops are supervised and coordinated by the
equipment department (ED), which also reports to the Operations Divigion, and is
composed of five unite: supervision, procurement, central workcamp, workshops
and E1 Alto Unit. The entire organization totals about 3,170 people, of which
237 are at the central level. The rest work in the districts. The number of
manual staff and the existing equipment are sufficient to carry out all the
required maintenance work, except in emergencies and some specific works (i.e
bridge repair). In these cases, their work is complemented by the direct hiring
of local contractors.

2.13 E€NC has recently put into use a formalized maintenance management system
and equipment maintenance system (known by their Spanish acronyms SAM and SAE,
respectively). With the implementation of the proposed Project, the workload of
the Maintenance Department will permanently increase, beyond the capacity of the
present numbers of staff. However, the implementation of the SAM and the SAE
will limit the increases in professional staff needed and will create
opportunities for reducing administrative and non professional staff. During
negotiations, MIC agree.l on a2 new organization structure and staffing plan for
SNC, acceptable to IDA The staffing plan takes account of the efficiency
changes possible after che implementation of the SAM and SAE, the increused
worklcad in the short term arising from the implementation of this Project, and
the eventual reduction in size of the network for which SNC will be responsible.
These factors will be also taken into account for £illing vacancies produced by
retirement, resignation or firing.

2.14 Traditionally, external financing to SNC has mainly been allocated to
acquisition of maintenance equipment and to construction programs requiring new
equipment (not suitable for maintenance activities), that is transferred to SNC
at the end of the programs. As a result, SNC hes a fleet of 1,672 items of
construction and maintenance equipment ready for operation and about 1,500 old
units to be sold at auction. The loans, credits, and donations already approved
have allowed SNC to purchase 466 new units in 1990 and 1991 (some of them under
IDA's RIC-II, Credit 1828-B0O) that will gradually replace old units. However,
SNC has a shortage of current funds to operate such a fleet satisfactorily.
Therefore, SNC has agreed not to purchase further equipment ae its current road
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maintenance fleet, including recent purchases, is large encugh to carry out the
1992-95 maintenance program by force account.

2.15 Equipment management was poor before 199l1. Many units are in poor
condition because they were not properly operated and maintained. SNC's capital
investment in equipment muet be better protected by obsarving regular preventive
maintenance. With the implementation of the SAE, SNC will be able to achieve
satisfactory programs for equipment rehabilitation, repairs and maintenance,
matched to the vreal needs arising from the road maintenance programs.
Purthermore, the existing structure for equipment administration must be
strengthened and the operators should be trained under a program within SNC. Due
to the lack of tenure in operator positions, the training program should be
permanent. This Project includes such a training program for equipment operators

and SAE users.

2.16 So far, wmaintenance activities have been dominated by activities
connected with new construction/reconstruction within the Operations Diviseion.
The labor forces in the districts have been frequently involved in programs of
road reconstruction and new construction financed by international and regional
institutions, in part due to the lack of timely resources (fuels, asphalt) to
carry out @aintenanca programs. These labor forces are necessary in a coun.ry
with the characteristics of Bolivia, with large and sparsely populated areas
(where there are no contractors interested in maintenance works), with frequent
landslides and other road and bridge emergencies, and with half of the network
in such condition that is not properly maintainabls but must be kept passable as
long as possible. However, these forces should only work in maintenance
"activities, leaving the worke on road reconstruction and new construction to the

contractors.

2.17 The implementation of this Project will mark a change in emphasis of
activity of SNC, with a greater emphasis being put on maintenance. For this
purpose, within the new organization, SNC will establish a maintenance branch,
separats from engineering and construction. This new branch will be responeible
for all maintenance activities and include the maintenance department itself, a
new bridge maintenance unit, the equipment department and the ten districts. It
will not report to the Operations Department, but directly to the deputy
executive director. The existing equipment menagement unit, within the equipment
department; will be strengthened, and each of the ten districts will have a chief
maintenance engineer (see chart II, b). Furthermore, the Project includes
detailed maintenance programa, agreed with the Government during negotiations,
and will provide the necessary financing to caerry out these programs. The agreed
meintentnce programs will ensure that personnel is used efficiently and that
maintenance costs carried out by force account are reasonable.

BE. oad Strate

2.18 The Government has no rigorous strategy for roads. It responds to
widespread political pressures and aspires to undertake much more than is
feasible. Nonetheless, in its dialogue with IDA, the Government has recognized
that its priorities fall broadly into the four categories listed in para. 1.13:
maintenance, interconnecting the main cities, upgrading export corridors, and
providing access to regions of high agricultural potential. Furthermore, there
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is no clear investment strategy for the secondary and rural networks and none is
likely to emerge until the road decentralization is confirmed and the roads to
be transferred to the regional inetitutions are known. The Project tries to
strike a balance between the needs for additional investments to provide improved
access to the substantial part of the population which is still deprived of
adequate infrastructure, and the need to maintain the existing network in good
condition. This has been achieved by preparing a Road Investment Plan and a
rolling Maintenance Program. The preparation of this plan and program has
entailed an iterative, and at times difficulr, process of reducing a long list
of desirable projects to fit available financial and administrative capacity.
The central objective is to achieve, towards the end of the decade, the following

goals:

(1) reconstruction of all justifiable paved roads by 1996,
the completion time of the proposed Project.

(i4) upgrading the paved network to 1002 in good/fair
condition and the gravel network to 702 in good/fair
condition by 1996 (meaning that a substantial part of the
backlog in maintenance will have been eliminated);

(1ii) reconstruction of all justifiable non-maintainable roads that are
essential to complete the trunk network or to provide access to
the areas of high agricultural potential, by 2001

(iv) routine maintenance on the already maintainable network and the
roads that are upgraded or reconstructed.

F. Road Investment Plan

2.19 In the absence of a formal plan prepared by the Government, & tentative
Investment Plan for 1992-1996 was prepared by the appraisal mission and
discussed with all three relevant ministries (Transport, Planning and Finance).
The Plan considered both income and expenditure and took into account the SRC’s
technical capacity to implement the plan, the capacity of the Government to make
available counterpart funds, and the implementation capacity of the construction
industry (see para. 2.41). Based on this plan, MTC prepared for negotiations a
modified version taking into account a reduction, early in 1992, in the number
of projects to be financed by IDB. A review of this Plan is provided in Annex

2.20 A review has also been made of the economic evaluations of subprojects
included in the Investment Plan. SNC has no permanent planning unit cepable of
undertaking prefessibility studies. Therefore, all project evaluations so far
have been made by consultants and all used the Bank’s Highway Design and
Maintenance model (HDM II1). The economic rates of return obtained so far for
new construction subprojects are generally low, 11 to 28%, even taking account
of the favorable assumptions made about traffic growth (3% to 9%) and
construction costs. However, they do not include the benefits of generated
traffic, which will be the major source of benefit for most new construction
projects. Reconstruction subprojects show much higher rates of return, generally

between 202 and 50%2.
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2.21 The agreed new organization structure of SNC (paragraph 2.13) includes
a unit for undertaking prefeasibility studies of potential projects. These
studies will assist in updating the Investment Plan and in determining which
projects should be subjected to more thorough evaluation.

2,22 The Plan would require a total investment of US$832.8 million over the
six-year period. The annual average investment would be US$166 million, with a
maximum of US$227 million in 1993, far more than the budgeted investment of US$63
million in 1991 (see Table 7). This annual total of about US$165 million is
about 30-35Z2 of the likely total public investment (all sectors combined) and
about 2 1/2 - 3% of GDP, high by any standard. However, although the Plan would
require a large increase in total investment, only a small proportion of the
total investment cost would represent an immediate call on treasury funds (to
provide the counterpart requirements and to service the overseas debt). Thus the
Plan would be within the financial resources of the Treasury and the planning and
management capacity of SNC. Most of the increase in 1992, 1993 and 1994 is for
already committed projects.

2.23 The total investment of about US$833 million, for 1992-1996, includes
expenditure of about USS$14 million for studies, US$560 million for projects in
new construction and reconstruction (more than 50Z already committed), US$9
million for bridges, US$32 million for rural roads and US$218 million for
rehabilitation and periodic maintenance by contract (see Table 7), of which about
US$85 million corresponds to periodic maintenance by contract to be financed by
this Project. This means that construction and reconstruction account for about
67% of the total. Though a large share, this is acceptable at Boliva'’s stage of
development, given the underdeveloped state of the existing network and the need
for high expenditure on dimprovement and reconstruction. Maintenance and
rehabilitation account for 262 of the total and include all economically
justified periodic maintenance and rehabilitation.

2.24 The four most expensive single projects in the Plan, together accounting
for 602 of the total investment cost and 85% of the cost for new construction,

are?s

(1) Patacamaya - Tambo Quemado (total cost US$92 million, 82% im the

plan period), co-financed under the Export Corridors Program, is
to provide road access to the Chilean port of Arica for the first
time. The present track is non-maintainable, due to its very bad
geometric conditions and its lack of pavement and dreinage;

(1i) Cotapata - Santa Barbara (total cost US$ 192.5 million, 502 in the
plan period), an extension of the Pacific export corridor into an
underdeveloped region of the North East with great development
potential for the production of export products (particularly
citrus fruits and beef). This road is in very bad geometric
condition in very difficult terrain, lacks drainage, signalization
and safety rails and, as a consequence, has a high rate of
accidents and mortality. IDA recognizes that this road, while
exceptionally costly, is warranted in view of its 1likely
development impact. However, the Govermnment will need to pay
particular attention to keeping costs down;
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(i1ii) San Borja - Trinidad (US$ 90 million, 20% in the plan period), a
further extension of the same corridor to the northern lowlands,

which will provide greatly improved access to an under-developed
region. The present unpaved track is under water during the whole
rainy season (two to three months per year); and,

(iv) Reconstruction of Chimore - Yapacani (US$ 125 million, 78% in the
plan period), improving access to the recently completed new

highway between Santa Cruz and Cochabamba and forming part of the
export corridor from Santa Cruz to the Pacific Ocean ports.

Furthermore, the section Rio Seco-Desaguadero is one of the top government
priorities, especially after the agreement reached with the Peruvian Government
in February 1992 on the use by the Bolivians of the port of Ilo in Peru, as &
free port. The works in this case are mostly rehabilitation and the project was
evaluated during the preparation of this Project with positive results. However,
it was not included in the Project due to its relatively high cost (US$35
million), which exceeds the limits previously established for works to be
included in the Project.

2.25 The prinecipal criteria used in selecting these and other new
construction projects for inclusion in the recommended investment plan were that:
(1) they should form part of an export corridor and make a clear contribution to
a rapid improvement to the volume and value of exports; and/or, (ii) they should
improve access to areas of high agricultural potential.

2.26 During negotiations, the Government and IDA agreed on the Investment
Plan for 1992-96. The agreement includes annual reviews (in light of the results
of the economic evaluation studies to be undertaken by SNC) and guidelines for
any substantial modification (any modification which will change the projected
treasury expenditure by more than 102 of that planned for the year). Given the
variety of funding sources for the Investment Plan (see Annex 2, paragraph 10),
the annual reviews will include an assessment of success in coordinating this
funding and proposals for remedying any deficiencies.

G. Road Maintenance Programg
2,27 No comprehensive maintenance planning was practiced before 1990.

Traditionally, the data for budget preparation was generated in the headquarters
of SNC, with very little quantitative input from the field operating units. The
budget format was very general and not based on any measure of expected work
performance. In recent years, the Government, compelled by the road maintenance
level required by the ECP, has made efforts to allocate funds to improve road
maintenance. The corresponding allocations under the current account increased
from US$18 million in 1988 to US$20.2 million in 1989, and US$23 million in 1990
(US$29 million including about US$6 million for purchases of some units of
equipment). The average expenditure on road maintenance, in 1990, of US$570 per
km (considering the entire network) or US$1,1224 per km (considering only the
20,500 km properly maintainable) was not enough to cover periodic maintenance,
so less than 11,000 km received adequate maintenance.
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2.28 The approved budget for current expenditure on roads in 1991 was about
US$22 million. It represents a significant effort, (about 30% of the total road
expenditure budget, capital and current) but is still a low amount, especially
if we take into account that approximately US$12 million is for salaries and
about 20% of these salaries are for people who, actually, are not working on road
maintenance. In recognition of the inadequacy of the funds allocated to road
maintenance, the National Treasury transferred to SNC, in the second half of the
year, an extra US$4.2 million for the maintenance program. These facts and
figures confirm the need to prepare adequate maintenance programs and budgets and
to establish an appropriate control system.

2.29 In 1989, SNC started implementing the SAM and the SAE in the five
southern districts under CAF financing and extended the implementation to the
other five districts under the Export Corridors Project. The systems entail a
systematic programming of maintenance operations according to standardized
frequencies, budgeted using standard unit costs and productivity levels. These
standards had to be calibrated and the roads inventoried as to their condition.
Adjusting the standards and productivity levels to the available budget is
necessarily an iterative process. Relevant data have to be collected and
analyzed at both local and central levels. The systems were fully implemented
by January 1992. After their implementation, the SAM and the SAE provide the
means to improve the maintenance budget process. Consequently, for the first
time SNC is now able to submit and implement a road maintenance budget based on
specific types and quantities of work to be accomplished. The maintenance
programs prepared using the systems establish requirements for labor, equipment
and materials. The systems will also be used for monitoring the maintenance
actually performed and for determining future maintenance budgets.

2.30 During project preparation, the general principles of the SAM and the
SAE have been used in preparing the annual road maintenance programs by force
account for 1992-1995 (Annex 3) totaling US$ 131.5 million (US$33 million per
year as an average) and the equipment rehabilitation and operation programs
(Annex 4). These programs (reflected in the projected current budgets, Table 8)
will contribute to eliminating the backlog in maintenance in the network that is
now maintainable or has been recently rehabilitated or reconstructed and will
initiate a normal process of maintenance. The Project also includes an agreement
on adequate funding and administrative arrangements, including a new SNC budget
structure, to ensure that the allocated funds are indeed used in maintenance.

2.31 Since opinions vary on the relative merits of maintenance by centract
and by force account, the proposed distribution of maintenance activities will
allow the cost and quality of the two approaches to be compared, as a first step
to reaching an-agreement on the private and public shares of maintenance. The
transition from force account to contract maintenance will have to be gradual,
in a country with the characteristics of Bolivia (see para. 2.16).
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H. Impact of the Investment Plan and the Maintenance Programs

2.32 The following table shows the results expected from the proposed Project
and the on-going and proposed programs for road reconstruction, on the condition
of the 20,500 km that are, at present, maintainable. The rest of the network
will be kept passable. The non-maintainable roads that are viable will be
upgraded in future plans, because this type of work is beyond the scope of this
Project.

Actua) and Planned Condition of the Maintainable Network (Km) -
1991 . 1996 . i
Actual R Planged .7 LR
Pavod Network
Good/Fair 988 62 2,784 100
Poor 596 _38 0 0
Total 1584 * 100 2,784 * 100
Gravel Network
Good/Fair 2,801 25 6,749 68
Poor 8,207 15 3,256 _32
i Total 11,008 * 100 10,005 * 10
Earth Network
Good/Fair 747 9 1,644 21
Poor 7,128 _91 6,034 19
Total 7,875 100 7,678 100
Total Network
Good/Fair 4,536 22 11,177 55
Poor 15,931 _78 9,290 _45
Grand Total 20,467 100 20,467 100
(*) 192 km of disintegrated paved roads will be restored and
about 1,000 km of gravel roads will be upgraded.
2.33 As a summary, total expenditure on roads to date, while growing, has

been insufficient to maintain the, road network at an ascceptable standard. When
the level of total investment in maintenance proposed by the Project is reached,
toral road investment will be enough to stabilize the network in an acceptable
condition, while staying within the projected £financial capacity of the
Government. Of this investment, periodic maintenance by contract will comprise
about US$218 million (including about US$85 million financed by the Project),
about 26% of the Investment Plan. Maintenance by force account (including
salaries) will add a further US$132 million (US$33 million per year as an
average), adding a further 14% to the total road budget. Of this last amount,
about 70% will be for routine maintenance, 24% for some periodic maintenance and
6% for emergencies. The total maintenance expenditure will then be about 40% of
the total road budget, an acceptable percentage in a country that is far from
completing its principal network.
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1. Road Financing and Usey Charges

2.34 The measures set out above will, in the future, improve SNC’s planning,
budgeting and operations but they do not guarantee that enough funds will be
allocated to maintenance and rehabilitatation and that the funds promised will
be actually delivered. In the past, almost all the available investment funds
have been used for new construction rather than for periodic maintenance (Table
9) and the recurrent funds made available have fallen short of allocations
sometimes because tax collections have fallen short of target and sometimes
because the funds have bazen diverted to new construction. The administrative
restructuring to separate maintenance from construction should, to a certain
degree, reduce the incidence of diversion but further measures are required to
ensure a consistent and adequate flow of funds for maintenance. Otherwise, the
maintenance activities could decrease after the Project (1996) due again to lack
of appropriate funding and, as a consequence, the condition of the network would
deteriorate and the main benefits of the Project would be lost.

2.35 The recommendation of the first phase of the Road Financing Study,
completed in February 1992, was the creation of a road maintenance fund financed
from dedicated user charges (a fuel surcharge, improved revenues from road tolls
and additional charges for the annual vehicle licensing fees) to finance road and
bridge maintenance. While the proposed fund would provide greater accountability
for SNC and eliminate the possibility of the Government withholding adequate
funds for maintenance, the measure, if approved, could be contrary to the
objectives of the fiscal reform, and reduce competition for funds within the
Government. Since it 1s expected that the SNC’s planning and budgeting process
will substantially improve with the Project, SNC will be able in the future to
defend sound technical decisions, achieve adequate allocation of funds and
demonstrate that the allocated funds are well spent. A professional assessment
of the results of the maintenance program in the previous year and the evaluation
of returns produced by the invested funds would be the basis to achieve approval
for the allocation of funds in subsequent years. A period of two years will be
necessary to check if the SNC’s planning and budgeting improve as expected and
how the Treasury operates in order to guarantee that the allocated funds are
released in a timely manner. At the same time, the possible alternatives for
financing road and bridge maintenmance starting in 1996 will be analyzed in the
second phase of the Road Financing Study, including the terms for establishing
a possible road maintenance fund (terms of reference in Annex 5). At the end of
the two years, the Government and IDA will assess again the situation and the
recommendations of the study to decide if it is necessary to establish the fund
before 1996 to guarantee adequate maintenance funding. In any case, an agreement
will be reached by September 30, 1994 on the mechanisms for financing road and
bridge maintenance for 1996 and thereafter.

2.36 Road users contribute to Government revenue through taxes and duties on
vehicles, fuel, lubricants and spare parts and through fees for vehicle licenses,
a capital transactions tax, and road tolls. The major parts of the road user
revenues, by far, derives from fuel taxes and road tolls (covers 992 of total
user revenues). The user charges on fuel generated about US$8C million in 1991,
or 892 of total road user revenues; road tolls generated additional US$8 million
in 1991. This amount adequately covered the variable economic expenditure caused
by road traffic (i.e. maintenance and administrative budget) and the counterpart
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funding cost for investments, and covered a portion of the debt service for past
investment projects. In total, the road user charges covered 86% of the total

expenditures on roads.

2.37 The current user charges, however, cause some distortions and
inefficiencies. For the fuel tax, the current difference in the level of taxes
applied to gasoline and diesel results in small vehicles paying much more in
total user charges than their allocated share of variable maintenance
expenditure, whereas heavy vehicles which use diesel fuel pay less than their

variaeble maintenance expenditure:

e,
== ere——r—

Consumer -User Userrchérgé ;1
o Price Charge ~ as X of -
Fuel Type USS/Liter US$/liter - Consumer Price
Premium g_asoline 0.59 0.30 51%
Regular §asoline 0.42 0.13 312
I_l Diesel e 0.31 0.03 102

For road tolls, the low average traffic levels, low toll charges, and high levels
of toll evasion and leakage result in low gross revenues. A recent study
estimated that with better administration and control, the revenue intake could
increase up to US$12 million per annum without an increase in toll levels or by
to as much as US$17 million with increases in tolls which would not significantly
impact on volumes of traffic. During negotiations, agreement was reached that
retail fuel prices will at least maintain their current margin above border
prices plus distribution costs (the sum assumed to be equal to opportunity costs)
throughout the period of the Credit. An attachment establishing the basis to
monitor the fuel prices was also agreed.

2.38 Although the current road user revenues cover a significant proportion
of the road expenditures, the actual requirements to properly develop and
maintain the network require much higher expenditure, and hence revenues. The
recurrent budget requirement to maintain a stabilized network after 1996 (or
after project completion) will be about US$65 million per annum (including
administration, see Table 10). In 2001 a further US$72 million per annum will
be needed for amortization of current and proposed loans and US$6 million for
counterpart funding for new construction. The current user charge revenue of
US$89 million would be inadequate, even if all of it were to be allocated to
finance road maintenance and construction expenditures.
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P—— — — ————————}
l Required Expenditure .
. ' 1991 2001
Actu . Requirad

. (US$ million, constant 1994 prices)

Investment

(counterpart funds 73.1 6.0

only)

Maintenance 30.0

Administration 3.1

Debt Service 42.5

TOTAL 105.2
2.39 There have been two recent partial studies of road user charges. The

first study in 1988, carried out as part of the preparation for the Export
Corridors Project, reviewed alternative ways of generating current toll revenues,
and the more recent Road Financing Study (first phase) was concerned with road
maintenance financing. The first part of Annex 5 includes a summary of the
projection of maintenance expenditures required in the medium term (year 2001)
made in the first phase of the Road Maintenance Financing Study. It also
includes a summary of the recommendation for financing this level of expenditure.

2.40 In order to ensure proper project implementation and sustainability of
project objectives, an agreement will be reached with the Government not later
than September 30, 1994 on the mechanisme for £financing road and bridge
maintenance for 1996 and thereafter. Furthermore, in order t¢o ensure an
adequate budget allocation for maintenance during project implementation, it will
be agreed at negotiations that IDA approval of the annual work programs and
approval of new contracts will be contingent upon the Government meeting the
following agreed recurrent budget allocation: 1992- US$ 28.1 million; 1993-
US$42.2 million; 1994 - US$46.1 million; 1995-US$43.2 million; and 1996-US$0.4

million.

J. Road Construction Industry

2.41 About 425 construction firms are listed with the National Chamber of
Construction Companies in Bolivia, although a total of 1,285 private contractors
executed works for the Emergency Social Fund (ESF) program, partly financed by
the Export Corridors Project (2012-BO). The contractors not listed with the
Chamber are characterized as "informal® construction firms, but more than 95% of
the total number of these "informal" contractors that worked with ESF performed
fairly well. Since most of the works of the program (those valued at less than
3$250,000) were directly contracted, it appears likely that ESF demand generated
the formation of new construction firms and opened the door to small, intormal
contractors which had shied away from the laborious bidding process used by the
public sector. This example shows the potential of the local construction
industry to carry out small and medium-size projects, such as periodic and
routine maintenance projects. The prorosed Project will foster this potential
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through a periodic maintenance program and a work compound construction program,
both to be carried out by contract, which will be awarded under local competitive
bidding (LCB) for all contracts under US$2 million, totalling about US$32 million
(out of the almost US$85 million financed by the Project). In addition, every
year, SNC directly contracts to emall local firms some emergency works, bridge
repair and other specific works and in the future will continue to do so.
Furthermore, the greater emphasis to be put on maintenance activities by SNC, as
a consequence of the implementation of the proposed Project, will leave to
private contractors many works in road rehabilitation and reconstruction, so far
carried out by SNC’s own labor force.

2.42 On the other hand, out of the seven contracts sbove US$5 million awarded
by SNC in the past two years, five were awarded to joint-ventures formed by a
lncal firm and a foreign firm and the remainder two were awarded to one foreign
firm (Brazilian). This is due to the lack of civil works to be contracted in the
neighboring countries that forces the construction firms of these countries to
bid for civil work contracts in Bolivia, at prices well below the SNC’s prices
of reference. To ensure that these low prices will not affect the quality of
works, the proposed Project provides financing to contract independent
consultants to supervise the works. Furthermore, the Project includes financing
for a study to examine all remaining issues which constrain development of the
local construction industry.

K. Road Decentralization
2.43 Decentralization of responsibility for road maintenance and construction

is expected to begin in 1992. This decentralization would rationalize and
improve the provision of services, and avoid duplications that now exist. It
also would mobilize local resourtes in order to reduce the financial burden of
the Central Government. The pro :ss of decentralization is now pending approval
by the Bolivian Congress and there will be some delays due to administrative
problems and lack of resources to implement the decentralization. In the
meantime, IDA is financing, undcr the Export Corridors Project, technical
assistance to SNC for preparing detailed terms of reference to develop a plan for
road decentralization (see Annex 6). When the decentralization is approved and
the detailed planning of the process is completed, it will be possible to
implement the technical assistance, for SNC and the new road regional
directorates, to be financed by the proposed Project.

2.44 Approximately only 8,000 km of roads (about 6,500 km of the existing
fundamental network and an additional 1,500 km under construction, see Annex 6,
Table 1) will remain under SNC’s administration, according to the recommendations
of a preliminary study completed in March 1990 under the IDA-supported Economic
Management Strengthening Operation program. The rest of the network (about
33,600 km) will be transferred to the Regional Development Corporations, creating
Road Department Directorates (Direcciones Departamentales de Vialidad-DDVs) in
all of them. The organizational chart proposed for the decent:ralization of MIC
is shown in Chart III. The basic organizational chart for the new DDVs is
indicated in Chart 1IV. This will require the corresponding transfer of
personnel, equipment, and resources to the regional corporations. The central
administration will keep only supervision and control of the transferred roads,
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to guarantee the fulfillment of technical guidelines and appropriate uses of the
resources transferred (see Annex 6).

IIXI. PAST BANK (IDA) EXPERIENCE IN THE TRANSPORT SECTOR

3.0l Prior to the two reconstruction and import credits, the Association’s
previous transport operations in Bolivia were limited to five credits signed in
the period FY 1972 to 1978 (Table l1). Three were for railways (FY 1972, 1974
and 1977), one for road maintenance (FY 1978), and one for c¢ivil aviation (FY
1977). SNC had enjoyed extensive financial and technical assistance from the US
Government from 1955 and from IDB in the 1970s. The absence of new IDA
operations between 1978 and 1986 vreflects the deterioration of economic
management during this period.

3.02 The Bank’s first involvement in the road subsector in Bolivia was the
Highway Maintenance Project (Loan 1587-B0O - Bolivia was an IBRD borrower prior
to 1985, but reverted in this year -- because of its economic collapse between
1980 and 1985 -- to being an IDA-only country), for a total cost of US$31.6
million including Bank financing of US$25 million. The loan was approved in
January 1978 and the project was carried out between 1981 and 1986. The loan was
closed in December 1986, three years behind schedule and an undisbursed balance
of about US$14,000 was cancelled.

3.03 The project was designed to improve the capability of SNC for road
maintenance and aimed to establish a gradual process starting from a pilot
program. This was to be launched in the three more trafficked and very
representative districts of La Paz, Santa Cruz and Cochabamba. This would be
expanded to the rest of the districts by a national program. The project was
also designed to prepare and implement the SAM and the SAE nationwide and to
train SNC's personnel. An additional important component of the project was the
National Transport Plan, for which the technical work was undertaken in 1979 to
1980 and the final report produced in 1981,

3.04 Project 1587-BO only partially achieved its objectives of implementing
a wide maintenance program in the three districts named. The main cause of the
deficiency was the economic and political crisis during the years of the project.
Some implementation delays at the beginning, mainly in procurement and technical
assistance, also reduced the benefits of the project. The major benefits were
the new equipment provided under the loan, the design of the SAM by consultants
and the maintenance of the high-volume roads in acceptable condition. However,
these benefits were substantially reduced because the SAM was not really put into
operation, and the maintenance of low-traffic roads was practically nonexistent
and their deterioration overall was higher than before the project. Neither the
design and implementation of the SAE nor the personnel training program were
successful. This was mainly because consultants found it very difficult to engage
suitable experts acceptable to SNC at a very difficult time in Bolivia.

3.05 As summarized in the PCR (Report No. 8673), the main lessons derived
from this project are: a) social and economic stability are essential for the
success of the projects; b) permanent and qualified staff are necessary in the
institutions during project implementation; c) road maintenance projects must be
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prepared and implemented guaranteeing continuity in maintenance activities and
gradually establishing the necessary improvements and requirements; d) bidding
documents for civil works, goods and technical assistance must be prepared as
soon as possible, to avoid delays in the maintenance programs, acquisition of
equipment and materials and in awarding consulting services that are basic to the
good performance of the project; e) maintenance and equipment management systems
must be designed in close collaboration with the institutions that will use them
in the future and adapted to the capacity and real needs of the institution; f)
detailed and well studied maintenance programs, considering all types of
activities and affecting the entire network are absolutely necessary; g)
maintenance programs must contain activities and standard parameters that allow
them to be monitored and supervised; and, h) suspension and delays in
disbursements can have very negative effects on road maintenance, with costly
consequences, if much of the network is in or approaching the critical condition

when pavement break-up begins.

3.06 The National Transport Plan (see para 3.03) provided the first
comprehensive review of the condition of transport infrastructure in Bolivia,
together with an assessment of the transport services offered and the demand for
them. Projections were made for twenty-years, and detailed investment plans were
produced for a ten-year period. Unfortunately the projections failed to identify
the economic and social crisis that started almost as soon as the plan was
published. This crisis reduced the possibilities of funding the proposed
investments, which soon became little more than aspirations. Some further
studies continued to be carried out by local consultants who had worked on the
Plan, partly financed by the loan, until 1988. With the change in government,
the National Transport Plan was terminatesd and its functions absorbed by the new
Subsecretariat of Transport Planning. These have since been transferred to the
Transport Planning Department.

3.07 There were no Bank projects in Bolivia between 1981 and 1986 due to
severe disagreement on the management of the economy. After resumption of
lending in 1986, there have been two import support programs aimed at providing
urgently needed spare parts for the agriculture, energy and transport sectors;
followed by the Export Corridors Project (Cr. 2012) approved in 1989 to assist
in the upgrading of road and rail networks critical to facilitating exports.

3.08 The RIC-I (Reconstruction Import Credit 1703-BO) was approved in May
1986, The main objectives of this credit (US$64.0 million) were: a) to support
the economic stabilization and structural reform program begun in August 1985;
b) to alleviate the economy’s foreign exchange constraint by £inancing the
importation of priority equipment, spare parts, and other inputs for key economic
and infrastructure support sectors; and, c¢) to be a first step in the
rehabilitation of major public enterprises that would play a central role in
Bolivia'’s medium~term development. The project was basically completed and was
closed in December 1990.

3.09 The RIC-II (Credit 1828-B0, US$47.7 million) was approved in June 1987,
nine months after the RIC-I began disbursing. Its main objectives were to
continue supporting the government’s reform program and to provide financing to
help in restoring economic growth. Adopting the operational mechanism of RIC-I,
the proceeds of the RIC-II were also used to finance imported priority equipment,
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spare parts, and other inputs for the agriculture, energy, and transport sectors.
Furthermore, the procurement agent system has been strongly supported by the
credit. At present, the credit is well advanced and substantial progress has
been achieved during FY92. The amount committed and disbursed represents about
90Z of the credit amount, leaving a nonutilized balance of about US$4 million.

3.10 A third operation was signed in December 1988 for an amount of US$49.4
million equivalent in yen. This co-financing operation by the Overseas Economic
Cooperation Fund of Japan (OECF) has basically the same objectives,
conditionalities, and operating mechanisms as RIC-II, but is intended to finance
only public-sector imports., It gives IDA responsibility for clearing all the
contracts under OECF financing and for keeping OECF fully informed at each stage.
Despite an agreement in August 1990 to streamline these arrangements,

disbursements are still slow. The present disbursement level only amounts to
about 60% of the credit and the additional amount committed is minimal, This
will likely require at least a six--month extension of the c¢losing date (March

31, 1993).

3.11 IDA’s next project in the transport sector is the Export Corridors
Project (2012-BO) approved in May 1989. The project consists of major components
of a program that aims to promote Bolivia'’s exports and reduce the costs of its
foreign trade by the following measures: (a) improving land transport corridors
to the Atlantic and to the Pacific, (b) strengthening railway management, (c)
improving road and rail maintenance, (d) strengthening the Ministry of
Transportation and Communications din planning and policy making, and (e)
facilitating trade by use of containers and airfreight. The credit amount is
US$37 million. An all-weather road linking La Paz to the Chilean border
(Patacamaya and Tambo Quemado) to be financed by IDB and the Japanese Government
completes the program. Credit 2012-BO was declared effective in February 1990.
The expected closing date is June 1995.

3.12 The credit includes financing for the following road components: (a)
deferred maintenance and overlay of the La Paz-Oruro highway and supervision of
the same (about 230 km), (b) labor-intensive road maintenance and drainage
improvements on some 30 sections of the main routes to Bolivia's international
borders, to be undertaken by small contractors using labor-intensive methods,
through the Emergency Social PFund and (e¢) technical assistance to implement
throughout the country, the SAM and the SAE, which were not yet adequately
calibrated to Bolivian performance levels and costs. Generally, these components
are being executed on schedule, after some initial delays in the date for
effectiveness due to government changes and delays in completion of legal
conditions. The civil works on the La Paz-Oruro highway are contracted and
progressing satisfactorily. It is expected that they will be completed by 1992
the labor-intensive road and railway maintenance through ESF has already been
successfully completed and disbursed; and the technical assistance to implement
the SAM and the SAE has been completed by January 1992.

3.13 Disbursement on most of the railway components did not begin until late
1991, because ENFE did not meet the conditions for disbursements until then, but
new management and the Performance Contract, agreed with the Government in 1990,
have engendered a more commercial attitude that is showing good results already.
However ENFE has not yet complied with an additional condition for first



-26-

disbursement against works on the La Paz-Arica rail lane, requiring improved
collaboration with the Chilean company. Meanwhile, the INPEX consultancy studies
on the use of containers for freight transport and for promoting air transport
for exports have been delayed because of problems arising from the agency’s lack
of experience with IDA-financed contracts.

IV. IHE PROJECT

A. Justification

4.01 The charecteristics of Bolivia, described in paras. 1.5 to 1.9, have
made for low traffic volumes and unusually high costs of transport (about twice
those in neighboring countries). A major effort has been made to complete the
basic network, but improving maintenance continues to be a critical requirement
(more than 85% of the network is in poor condition) to efficiently service
growing traffic volumes. This priority will require the allocation of additional
funds for road maintenance and for strengthening road organization and operations
in the near future. IDA’s strategy for Bolivia recognizes that the country
requires an adequate transport infrastructure for promoting exports, expanding
industrial development, and developing agriculture. Reduction in vehicle
operating costs is also of a high priorily because the high cost of transportation
is one of the major dimpediments to rural development and thus to poverty
alleviation. With the proposed Project, IDA can use the experience gained under
the previous operations to assist the Government to catch up on the backlog of
maintenance, forestall further deterioration of the road network and correct
institutional weaknesses.

4,02 Under the Export Corridors Project (ECP), SNC agreed with IDA on a
detailed maintenance program for 1990 and an outline program for 1991-93. SNC
will prepare and submit to IDA, before October 31 of each fiscal year, a detailed
maintenance program for the following fiscal year, consistent with the outline
program for 1991-93 and satisfactory to the Association. The road maintenance
level required by the ECP compelled the Government to keep increasing the budget
for SNC's current expenditure from approximately US$23 million in 1989 to US$26
million (plus about US$20 million in the investment program) in 1991. However,
these amounts are not yet sufficient to achieve a satisfactory maintenance level,
especially in the rural network. On the other hand, it is difficult to ask for
a major budgetary effort from the Government when the country is still far from
completing construction and rehabiiitation of the road network. Therefore,
additional financing is necessary, and the proposed Project will help the
Government to achieve this financing, and provide technical support to ensure
that the funds are well spent. If, as expected, the new credit becomes effective
in 1992, the total maintenance and rehabilitation budget will be able to reach
about US$120 million in 1993, including about US$35 million for periodic
maintenance by contract, and similar amounts in the following year.

4.03 The Project will help to firance the maintenance budget with a
increasing share from the beginning, a peak in 1993-1994 and a reduced share in
1995, so that the maintenance budget for 1996 would be totally financed by the
Government (see para. 2.35). This will allow SNC to catch up on the large
backlog of maintenance and to match maintenance budgets to real needs, optimizing
investment decisions.
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4.04 The program of periodic maintenance by contract included in the proposed
Project corresponds to roads that will remain under SNC's administration after
the possible decentralization and therefore, will not be affected by the
decentralization. The rest of the network that is maintainable but not included
in the periodic maintenance program by contract will be maintained under the
maintenance program by force account. The roads that are not maintainable (more
than 21,000 km) need major rehabilitation or reconstruction and this type of work
is beyond the scope of the proposed Project. The maintenance program by force
account includes only works to keep these roads passable. If during the period
of the project decentralization is implemented and a period of adjustment is
needed, IDA will have the right to suspend disbursements until it has reassessed
the need for the affected components, and agreed with SNC on how to proceed.

4.05 The project was designed and prepared during implementation of the
Export Corridors Project and is a logical follow-on. Negotiations were held in
Washington in April 1992. The Bolivian delegation was headed by the Minister of
Transport, Communications and Civil Aeronautics.

B. Objectives
4.06 The objectives of the proposed Project are as follows:

(a) Improve road conditions in order to reduce vehicle operating costs,
improve access to markets, and encourage trade development;

(b) Improve the road maintenance budget process;

(c) Improve road maintenance management, planning and operationsj
(d) Improve investment planning for roads;

(e) Assure SNC’s adequate maintenance funding;

(f) Strengthen the domestic construction industry by having private
contractors participate in road maintenance works; and

(g) Transfer maintenance technology and organization to the local
governments in the framework of the proposed decentralizationm.

c. Project Description

4.07 The Project incorporates part of the periodic maintenance by contract
included in the Investment Plan 1992-1996 (para. 2.23) and the Road Maintenance
Program by force account for 1992-95, based on the use of the SAM and the SAE

(para. 2.30).

4,08 The periodic maintenance sub-projects also include routine maintenance
activities. Routine maintenance will be mainly carried out by SNC. This
distribution of maintenance activities will make it possible to compare, in terms
of cost and quality, force account versus contracted maintenance, in order to
determine the most convenient shares of private and public maintenance execution.
The following are the main components of the Project.
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(a) Periodic Maintenance by Contract

4.09 The four-year plan of periodic maintenance by contract was agreed with
the Government during negotiations, and will be updated annually and presented
by SNC to IDA for review by September 30 of each year. The staff of the Project
Implementation Unit (UEP) in SNC is capable of updating the programs according
to the agreed methodology. The subprojects included in the plan have been
evaluated in the framework of a multiannual maintenance program based on a
detailed inventory of road conditions prepared by SNC and its consultants. The
evaluation includes those remdining sections of the paved roads not included in
the reconstruction programs or already habilitated or reconstructed, and all the
gravel roads with sufficiently high standards and traffic volume to warrant
periodic maintenance.

- Civil Works

4.10 As a result, 78l km (502) of the paved network (Tables 12.1 and 12.2)
and 765 km (7Z) of the gravel network (Table 13) have been included in the
periodic maintenance program to be £financed by the Project. Cumulative additions
of other roads in excess of 5% of the agreed total (in km) will occur only with
IDA’s agreement. Out of the 781 km of paved road, 186 km have been selected for
thin overlay (2 inches or 5 cm), 510 km for surface treatment and 85 km for
sealing.. The 765 km selected from the gravel network will be regravelled (4
inches or 10 cm). The works will include drainage, installation of road signs,
other improvements and routine maintenance activities, to bring the roads up to
a satisfactory condition. The average base cost per km ranges from US$70,000 to
US$94,300 for overlay and improvement, from US$35,000 to US$120,000 for double
surface treatment and improvement, from US$16,600 to US$34,800 for regravelling
and improvement and from US$17,000 to US$18,800 for sealing and improvement. The
unit coste, while high, are acceptable. The base cost for the periodic
maintenance program for the paved network is US$42.6 million. The base cost of
the periodic maintenance program for the gravel network is US$17.5 million.

~ Engineering Design

4.11 The task of completing the final engineering design for the roads
included in the four-year periodic road maintenance program vy contract is beyond
the capacity of SNC. Therefore, funds are included under the Project for
contracting outside consultants to assist SNC in carrying out the engineering
designs for voads included in the last two years of the program. As a part of
the plan of action agreed during negotiations, these engineering designs will be
completed by December 31, 1992, (Engineering designs for roads included in the
first two years have been completed during project preparation). This will
facilitate the project’s timely execution. The total base cost for these designs
is US$0.2 million for the paved network and US$0.2 million for the gravel

network.

- Supervision of Civil Works

4.12 To provide quality control and ensure compliance with bid
specifications, independent consultants funded by the Project will supervise the
civil works on the periodic maintenance program by contract. It is estimated
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that the supervision will cost about 6% of the total works to be contracted and
should total US$2.6 million for the peved network and US$1.0 million for the
gravel network.

(b) Maintenance by Force Account

4.13 During project preparation, the maintenance activities and the
parameters of the SAM and the SAE were reviewed and updated and used to prepare
the maintenance programs for 1992-95. Total requirements for labor, materials,
and equipment were determined using performance standards for each activity,
- based on approved work methods. The base cost for the maintenance program by
force account (routine, some periodic, and emergency) for the period covered
under the Project (1992-95) is US$131.5 million (Annex 3) or about US$870 per km
per year, counting the total network, or about US$1,600, counting only the
network that is properly maintainable (20,500 km). The required amounts are
substantially above the amounts budgeted in recent years. With this program,
those remaining sections of the paved network not included either din the
maintenance program by contract nor in the SNC's reconstruction programs, and
about 4,000 km (36%) of the gravel network and 900 km (3%Z) of the earth network
will be resurfaced.

4.14 The 1992-95 maintenance programs by activity as specified in Tables 1-5,
Annex 3, form an integral part of the Project and were agreed during
negotiation.. The Government agreed to provide the funds needed to implement
these programs. Agreement was also reached that by September 30 of each year,
SNC will present to IDA a satisfactory updating of the road maintenance budget
for the next fiscal year, and by March 31 of each year report to IDA the actual
budget, by category of expenditure, spent for maintenance in the preceding fiscal

year.

(€)) Bridge Maintenance and Repair

4,15 SNC’s proposed bridge maintenance and repair program includes 77 bridges
(Table 14) identified and surveyed by SNC's engineers responsible for bridge
maintenance. The works required to preserve the integrity of these bridges
comprise some minor structural repair and maintenance work, as well as protective
and channeling work in the rivers crossed. Most of the hridges are located on
the roads included in the periodic maintenance program by contract. The base
cost for this component is US$3.5 million. The agreed new organization structure
of SNC (para 2.17) includes a bridge maintenance unit within the maintenance
department and, as part of the agreed plan of action, SNC will complete
engineering designs for bridges to be started in 1994 and 1995, by December 31,
1992, (Engineering designs for bridges to be started in 1992 and 1993 have been

completed during project preparation).

(d) Work Compound and Workshop Construction

4.16 Adequate work compound workshops and warehouses are essential to
maintaining a road network and an equipment fleet. Under Loan 1587-BO, the Bank
financed technical assistance to reorganize existing work compounds and
workshops. However, several existing work compounds and warehouses require
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reconstruction to bring the existing facilities to an acceptable standard. Also,
there is a need for construction of several small workshops to carry out minor
repairs and preventive equipment maintenance. Detaills of the program are given
in Annex 4, Table 5. The Project includes US$3.5 million for this program to be
carried out by local contractors.

(e) Equipment

4.17 Purchases of new equipment are not  necessary to carry out the
maintenance programs (1992-1995) by force account (para. 2.14), unless new units
are justified by future adjustments of these programs. However, many units need
to be rehabilitated before they can be put into service. A program of equipment
rehabilitation and repair has been prepared by SNC using the SAE with the
assistance of consultants (Annex 4, Table 3). This program includes the needs
for equipment rehabilitation and major repairs during the period 1992-95 and
comprises all units more than three years old in 1991. It is based on the needs
in equipment availability to carry out the 1992-95 maintenance programs by force
account. The total cost of the program is about US$3.0 million. The equipment
rehabilitation and repair will be carried out by contract. This contracting
system will have the additional advantage of preventing the expansion of SNC
staff. Minor repairs included in the equipment repair programs will be carried
out by SNC’s and local suppliers’ workshops that have adequate facilities.

4.18 The following needs will be met by other types of equipment to be
financed by the proposed Project:

-  Adequate control of axle loads and maximum vehicle weights requires
the acquisition of vehicle weighing scales and the rehabilitation
of control stations, that can also be used to control wvehicle
emisgsions. The Project provides US$1.0 million for these purposes.
SNC will put into operation the axle weighing equipment, financed
by this Project or other lenders and donors, by December 31, 1993,
following the results of the study, financed by the Credit 2012-BO,
completed in January 1992.

- Improving traffic data and strengthening works supervision require
acquisition of traffic counters and laboratory equipment for the
SNC soil laboratory (Annex 7). The Project includes US$0.9 million

for these purposes.

(f) Road Safety

4,19 The current signalling system 1is inadequate. Except on major traffic
arteries, there are no road markings and vertical signalling is minimal. Safety
barriers are almost nonexistent. A program for marking and signalling and for
barriers has been prepared for the period 1992-96. The cost for the materials
needed to carry out this program is US$1.6 million (Annex 8). The Project
provides funds for the acquisition of these materials, which will be installed

by SNC personnel.
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(g) Institutional Strengthening

4,20 This component is designed to improve maintenance management and
administration in SNC, even in the case of a possible decentralization during the
yeare of the Project. It aims to increase the level and quality of road
maintenance, focusing SNC’s activities on maintenance tasks through the
following: (i) an action program to be agreed with SNC during negotiations; (ii)
technical assistance; and, (iii) training.

(1) Action Program

4.21 During negotiations, agreement was reached on an action program (see
para 5.23). It includes the following changes in SNC’s organization: (1)
craation of a maintenance branch in SNC, separate fror the engineering and
construction branches, assisted by the UEP and comprising the maintenance
department, the equipment department and the districts; (ii) creation of a bridge
maintenance unit within the maintenance department; (iii) strengthening of the
equipment management unit, within the equipment department; and (iv) appointment
of an engineer in charge of road maintenance in each of the SNC'’s ten districts.

(ii) Technical Assistance

- Implementation of the SAM and the SAE in the local Departmental
Road Directorates (DDV).

4,22 The Project will provide technical assistance for strengthening the
technical and administrative capacity of the proposed new DDVs, and their
organization during and after the probable transfer of responsibility for road
administration. This technical assistance will also include: (a) implementation
of the SAM and the SAE in the new DDVs; (b) training for DDVs' staff in the use
of the SAM and the SAE; (c) study of human, physical, and financial needs of SNC
and the new DDVs; and (d) organization and use of these resources after the
decentralization. Detailed terms of reference are included in Annex 9 (confirmed
during negotiations). The Project provides US$1.0 million for this assistance.
If the decentralization is not carried out during the years of the Project, this
technical aessistance will not be implemented.

- Road Infrastructurs Financing Study

4.23 The existing system of road financing is unsatisfactory. SNC acts only
as an executing agency for road maintenance and construction. It has limited
planning capability and financial responsibility. The existing system of road
user charges is inefficient in raising revenue, and there is no direect link
between the most important user charge, that derived from fuel taxes, and
expenditure on road infrastructure. The technical assistance included in this
Project will analyze the possible alternatives to ensure adequate maintenance
funding when the Project is completed. The study will also provide for a review
of the standards of road design, the costs of maintenance and construction, and
the appropriate level and structure of road user charges. Detailed terms of
reference are included in Annex 5 (confirmed during negotiations). The total
cost of the technical assistance is estimated at US$0.4 million. The study will

be completed by December 31, 1993.
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-« Construction Industry Study

4.24 This study will analyze the existing capabilities and structure of the
Bolivian construction industry to identify constraints on management, equipment,
and finance. The analysis will assess the effectiveness of government incentives
to strengthen the viability of local firms. The study will also review the
exlsting levels of construction technology and ways to improve it. Other areas
covered by the study will include: wage rates, employment regulation, import
procedures and customs duties, taxation regime, and regulations affecting the
construction industry. The study will be completed by December 31, 1993.
Detailed terms of reference (confirmed during negotiations) are included in Annex
10. The cost for this study is estimated at US$0.2 million.

- Project Executing Unit (UEP)

4,25 The UEP was created in SNC in 1989 to coordinate actions on projects
with external financing. Nevertheless, it has focused on the implementation of
the SAM and the SAE, using CAF’s financing first and IDA's later on. In recent
monthe the UEP has also coordinated the preparation of information for this
Project. We consider this unit an important part of project implementation,
especially as from the very beginning the chief of the unit has been assisted by
@ foreign consultant. This consultant now has a comprehensive knowledge, not
only of the UEP and the Project components but of the SNC’s policies and
procedures as well. The Project provides financing to extend the contract of
this consultant, or to contract another one, during the four years of the
Project, at an estimated cost of US$0.5 million.

(1ii) Training

4.25 Training was to have been important in the development of the first
Highway Maintenance Project (1587-BO), but only 7% of the planned effort was
carried out, due to the political and economic crisis during the years of the
project. However, training and equipment materials were purchased and one
training center was established in Suticollo, near Cochabamba. Recently, SNC has
rehabilitated this training center. With some additional purchases of equipment
and training materials for this school, it will be possible to carry out a
detailed training program, prepared by SNC (see Annex 11). This program
(confirmed during negotiations) is mainly addressed to potential users of the SAM
and the SAE and equipment operators. The Project includes financing for the
training program, at a base cost of US$0.3 million and en additional USS$0.2
million for training activities and scholarships for SNC?s qualified staff.

(h) Procurement agencies’' fees

4.27 By law, all public-sector procurement for amounts over 200,000
bolivianos (approximately US$60,000) must be handled by international procurement
agents. The Government so far has general agreements with two such agencies:
the UN Office of Project Services, the Crown Agents (UK) and C3D (France). Each
implementing agency may choose which to use. Provision for procurement services
of these authorized procurement agents is estimated at an average of 2.8% of the
coste of works and goods to be processed by them. The costs of these procurement

services total US$3.0 millionm.
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D. Project Costs and Financing

4.28 The total cost of the four-year (1992-95) program, including provision
for contingencies over the implementation period, is estimated at US$240.0
million equivalent. Of this sum, US$80.0 million, or 33.3 percent of the total
project cost, would be financed by IDA. The remaining US$160.0 million (an
average of US$ 40.0 million per year), or 66.7 percent of the total project cost,
would be financed by the Government. The IDA Credit will finance the foreign
exchange component for civil works and equipment and the technical assistance
program. The table on the following page summarizes the components, the foreign
and local base costs, the provisions for physical and price contingencies and the
loan financing plan. The project cost by year is shown in Table 15, and by
agency in Table 16. The costs reflect July 1991 prices.

4,29 Project cost estimates are based on: (a) final engineering for the first
and the second years of the pariodic road maintenance program and preliminary
engineering for the third and fourth years; (b) preliminary cost estimates for
bridge and workshop rehabilitation obtained from the up-dated costs of past
works; (c) published suppliers’ spare parts and ottrer materials prices, adjusted
for inflation; and (d) prevailing fees for individual technical assistance
consultants (US$12,000 per man-month for expatriats consultants and US$6,500 for
local). The costing was done in foreign currency equivalent, so the expected
realignment of the exchange rate will not affect the total project cost in
dollars.

4,30 Provision for physical contingencies has been adopted at a rate of 10%
of the base price for periodic maintenance by contract, bridge maintenance and
work compound and workshop construction. Physical ¢ atingencies are estimated
at US$7.1 million. Provision for foreign and local price escalation is based on
IDA projections of price index variations for road-related menufactured goods
imported to Bolivia. The rate used is 4 percent for the period 1992-96. Price
contingencies total US$20.4 million equivalent.,

4,31 During negotiations the Government, to ensure timely implementation,
agreed to earmark the counterpart funds for the Project for the next four years
as follows: 1992 - US$28,1 million; 1993 - US$ 42.2 million; 1994 - USS$46.1
million; 1995 - US$43.2 million and, 1996 - US$0.4 million; (see Tables 15 and

16).

4,32 Purthermore, it is necessary to ensure that, starting in 1996, the
maintenance budgets will be totally financed by the Government (see para. 4.03).
For this purpose, an agreement will be reached by September 30, 1994, on the
mechanisms the Government will use to finance road and bridge maintenance
expenditure, routine and periodic for 1996 and thereafter (see para. 2.35).

E. Economic Evaluation
4,33 During project preparation, an economic analysis was made of all road

subprojects included in the periodic maintenance component and all equipment
rehabilitation included in the equipment component. These components account for
722 of the total project costs and 58% of the IDA financing. The average
economic rate of return is 392 for the periodic maintenance component, with an
average of 372 for the paved network end 45% for the gravel network, and 42% for
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the equipment component . The following Table provides a summary of the results.
Further details are provided in Annex 12.

Component Cost

UsS$ million ERR
Periodic Maintenance

- Paved Network 42,6 374

- Gravel Network 17.5 45%

Subtotal Periodic Maintenance 60.1 39%

Equipment Rehabilitation 3.0 427%

4.34 The economic analysis of the periodic maintenance component was carried

out using the HDM III model. The following options were examined by the model
on 838 km of the paved network: (a) routine maintenance; (b) sealing of 10 mm
(only for roads with asphalt concrete); (c) double surface treatment of 20 mm;
and, (d) asphalt concrete overlay of 50 mm. Four components of postproject
routine maintenance were considered for each secticn of paved road evaluated as
follows: a) patching, (b) resealing, (c) patching and resealing, and (iv) routine
maintenance. A separate analysis was conducted for 893 km of the gravel roads.
The evaluated project was similar in all cases and included provision of a new
surface of 150 mm of gravel, with associated complementary works such as
construction of retaining walls, provision of drainage, and so forth. Four
components of postproject routine maintenance were considered for each section
of road evaluated: (a) replacement of between 5 and 50 m3/km/year of gravel; (b)
grading at intervals determined by the volume of traffic, from once every fifteen
to ninety days; (c) replacement of the surface with 100/150 mm of new gravel at
intervals also determined by the volume of traffic; and, (d) routine maintenance.

4,35 The analysis resulted in the following recommendations: for the 1,731
km of road analyzed, 185 km merit only routine maintenance because of low actual
and projected traffic; these sections of road were therefore excluded from the
periodic maintenance program. Of the remaining 1,546 km included in the program,
186 km justify overlay, 510 km justify surface treatment, 86 km justify sealing
end 765 km of gravel roads merit regravelling.

4.36 Three sensitivity analyses were carried out on the econemic evaluation
of each subproject. The first considered a 257 increment in construction and
maintenance costs, but with the benefits constant. The second considered a 30%
reduction in benefits, while the third assumed that the value of car and
passenger time savings was zero. Almost all tests produced acceptable rates of
return (greater than 12%) for all subprojects. Two exceptions were subprojects
in the gravel network (in the district of Santa Cruz) with a cost of less than
US$0.6 million and a combined road length of 23 km. There are reasons to believe
that the economic rate of return on both links is underestimated because of the
conservative assumptions of traffiec growth. Both links are expected to have
higher than average traffic growth rates because they provide links to committed
new industrial developments. They have therefore been retained in the program.
The estimated cost and economic rate of return for each road link are shown in

Annex 12.
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4,37 The basic rates of return vary from 162 to more than 1002. Economic
rates of return are sensitive to the investment cost of subprojects. This being
so, agreement should be reached during negotiations that IDA will be consulted
before implementation of any subproject where final engineering costs exceed the
original estimate by more than 25% in dollar terms.

4.38 Furthermore, the Bank'’s HDM wmodel was used to analyze different quantity
standards for routine maintenance and select the optimum alternative for a
specific road condition. The levels of maintenance were so optimized and used in
the SAM to obtain the maintenance program and budget. Another model, the
Expenditure Budgeting Model (EBM) was then used, interacting with the HDM model,
to select the maintenance policies and maximize the investment under the budget
restrictions. Theece new quantity standards were then used in the SAM to
determine another maintenance program, adjusted to the resources available.

V. PROJECT IMPLEMENTATION

A. Project Execution

(a) General

5.01 Implementation of the Project will take about four years from the third
quarter of 1992 through the second quarter of 1996 (Chart V). This is the time
recessary to carry out the plane for road and bridge maintenance, work compound
construction, equipment rehabilitation and technical asseistance.

5.02 SNC will have overall responsibility for the Project. The new
organization structure of SNC, agreed during mnegotiations, dincludes a new
maintenance branch (para. 2.17), separate from enginczering and construction, to
improve the efficiency of road maintenance. The maintenance branch comprises the
maintenance department, the equipment department, the new bridge maintenance unit
(para. 4.15) and the ten districts. This new organization will be implemented
before credit effectiveness. In this way, SNC will be enabled to focus more on
maintenance tasks, thus increasing the probability that the Project will succeed
in permanently increasing the level and quality of road maintenance. As part of
this restructuring, SNC will appoint an engineer in charge of road maintenance
in each of its ten districts. With these changes, SKRC will be capable of
carrying out the Project. Furthermore, local and foreign contractors working in
the country have already satisfatorily carried out programs at or about the scale
foreseen under the Project.

5.03 The maintenance branch and the future DDVs will be the beneficiaries of
the credit. The labor-intensive rcad maintenance and rehabilitation funded by
ESP saw the emergence of many small contractors. This valuable experience will
be taken into account. General administrative coordination and relations with
IDA will be supported by the project executing unit (UEP) in SNC, which was
established under previous credits. The UEP, now within the maintenance
department, will be transferred to the new maintenance branch. This will extend
the present role of the UEP to the equipment department aend the. districte. The
UEP will be assisted by an expert £f£inanced under the Project.
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(1) Periodie and Routine Maintenance

5.04 Overall responeibility for carrying out the road maintenance component
will be vested in the maintenance branch. It will carry out most of the routine
and emergency maintenance as well as some periodic maintenance. All other road
maintenance will be carried out by contract. Preparation of final engineering
and bidding documents and final cost estimates for civil works of roads scheduled
to be contracted in the first two years of the Project have been completed by SNC
with the assistance of consultants.

5.05 Civil works contracts will be packaged to comprise about 50-150 km of
road works grouped, wherever possible, by geographical location and type of work.
This would facilitate contractors®’® logistic activities, speed up the work, and
attract more foreign contractors to compete. A list of tentative packages,
agreed during negotiations, is provided in Table 17.

5.06 To ensure adequate quality, all civil works to be contracted will be
supervised by engineering consultants funded under the Project. They will ensure
compliance with design specifications and report any delay in execution as well
as propose on-site solutions in case of unforeseen difficulties. They will also
submit to SNC quarterly progress reports.

(14) Other Components

5.07 Maintenance and rehabilitation of bridges will be carried out by
contract and supervised by the new bridge maintenance unit (paras. 4.15 and
5.02). Work compound and warehouse construction and rehabilitation will also be
carried out by contract and supervised by the construction units in the
districts. Rehabilitation of all equipment will be done by private suppliers®
workshops under control of the supervision division in the equipment department.
This same division will control the acquisition of spare parte and material fer
equipment operation. Acquisition of traffic counters will be controlled by the
maintenance department, acquisition of laboratory equipment by the geology and
geotechnic division, and acquisition of asphaltic materials by the maintenance
department. Equipment for the axlie-weight study and traffie counters will be
installed under the supervision of the maintenance department.

(14i1) Technical Assistance and Training Programs

5.08 The responsibility for the various technical assistance and training
assignments will be as follows: (a) implementation of SAM and SAE in DDV's -
maintenance branch, (b) road infrastructure financing - planning and road policy
department, (c) construction industry study -, planning and road policy
department; and (d) technical assistance to project executing unit - UEP.

B. Procurement
5.09 Procurement will be carried out in eccordance with the Bank's

"Guidelines for Procurement under IBRD Loans and IDA Credits, May 1985". The
selection and appointment of consultants for studies and technical assistance
will be consistent with the August 1981 "Guidelines: Use of Consultants by World
Bank Borrowers and by the World Bank as Executing Agency." During negotiations,
standard bidding documents for the procurement of goods and works, which will be
printed, & standard letter of invitetion and a model form of contract for the
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employment of consultents, were agrzad upon. They will then be used for all
procurament financed under the proposed credit.

5.10 Works. The civil works components include contracts for US$84.4
million. Civil works contracts for periodic road maintenance are estimated to
cost US$75.6 million. Bridge maintenance and repair is estimated to cost US$4.4
willion. Workcompound construction is estimated to cost US$4.4 wmillion.
Contracts for periodic road maintenance valued at US$2.0 million each or above
(US$52.7 million), will be awarded through international competitive bidding
(ICB) and when valued below the US$2.0 million limit, 1if not in excess of US$22.9
million equivalent in aggregate, will be awarded through local competitive
bidding (LCB) procedures acceptable to IDA. LCB procedures will also be used for
bridge maintenance and repair and construction of workcompounds totaling US$8.8
million, since these will have & small cost (no more than US$300,000 each) and
be geographically scattered. Rehabilitation and major repairs of road
maintenance equipment may need to be carried out at specialized workshops abroad,
to whom complete machines or assemblies (engines, transmissions, etec.) would be
sent. Thus, in order to save on freight costs, these overhauls would be
contracted, up to an aggregate of US$3.0 milion, through limited international
bidding (LIB) based on lists of prospective contractors from convenient locations
and ensuring adequate competition. Minor repairs of equipment valued at below
US$25,000 and not exceeding US$0.5 million in aggregate, will be contracted
locally, on the basis of price quotations requested from at least three qualified
workshops.

5.1 Equipment, Materials end Goods. Traffic counters, weight scales and

laboratery equipment totalling US$2.1 million and road safety materials (US$1.8
million), will be grouped in packages valued at above US$100,000 and procured
through ICB. However, small groups of items costing less than US$25,000 and not
exceeding US$0.5 million in aggregate, may be procured on the basis of price
quotations obtained from at least three suppliers. For the purpose of comparing
foreign and local bids for goods under ICB, domestic manufacturers may be allowed
a margin of preference in accordance with Bank’s guidelines. A summary of
procurement arrangements is presented in the Table below. Due to the complexity
of the data, the project implementation schedule cannot be presented in a single
table. The information is included in Tables 12, 13, 14 (i and 1i), Tables in
Annex 3 and 4, and Chart V.

5.12 IDA will review ex-ante all procurement documentation under ICB and LIB
procedures as well as LCB docuuants for work contracts estimated to cost above
US$500,000 equivalent. LCB . uments for work contracts valued at between
US$250,000 and US$500,000 equivalent will be subject to ex-post-review by IDA.
All other procurement documentation will be retained by SNC and subject to
selective ex-post review by IDA. Under these procedures IDA's prior review will
cover about 70% of total contract values.
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c. Disbursements and Special Account

5.13 Disbursements will be made on the following basis:

- 802 of total expenditure on ecivil works from the periodic
maintenance by contract program in the paved and gravel networks,
and engineering and supervision of the same, and for the bridge
maintenance and repair program.

« 702 of total expenditure £for work compound and equipment
rehabilitation.,

- 100% of foreign expenditure for equipment and road safety materials.
- 1002 of expenditure for technical assistance by consultants.

The allocation of credit proceeds for the various categories is shown
in Table 18.

5.14 Retroactive financing ie recommended for payments made under the Project
after January 1, 1992, but before the dete of signing of the Credit, up to a
total of US$8.0 million to finance the program of maintenance for 1992 and
technical sssistance to the UEP.
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5.15 A special account will be established in the Central Bank with an
initial deposit of US$4.0 million (this figure represents approximately four
months of expected IDA disbursements). SNC would be entitled to make payments
from the special account for the IDA-financed portion of all expenditure.
Applications for replenishment of the special account would be submitted using
statements of expenditures (SOEs) for expenditures under contracts for: (a) eivil
worke whose value is the equivalent of US$500,000 or less; (b) equipment and road
safety materials costing the equivalent of US$25,000 or less; and (c) consultant
services and training costing the equivalent of US$20,000 or less. At
negotiations, agreement will be reached with the Government on the terms and
conditions for the special account, including the implementation of internal
controls for the management of the account.

5.16 The estimated disbursement schedule for the proposed credit, based on
the assumption that the credit would become effective by October 1992, is shown
in Table 19. The estimated profile extends disbursements through mid-1997,
almost five years, which approximately coincides with the standard profile for
Bolivia. By comparison, the road component of the Export Corridors Project
(ebout US$20 million) will take about three years to disburse. To allow for
possible slippage, the closing date would be June 30, 1998.

D. Audits

5,17 Under the Export Corridors Project (2012-BO) it was.agreed that the
implementing agencies wold be required to appoint private independent commercial
auditors to avoid the delays in submitting audit reports to the Association under
previous projects. This agreement has been extended to this Project. All
records relating to project expenditures will be kept by the UEP within SNC.
During negotiations, agreement was reached that SNC will contract private
external auditors acceptable to the Association, to audit project expenditures,
Special Account, Project Account and Statements of Expenditures, in accordance
with generally accepted auditing standards. The audit report will be submitted
no later than four months after the end of each fiscal year.

E. Environmental Impact
5.18 So far, SNC's capacity to analyze the envirommental impact of road

projects is very limited. Its planning department reviews environmental issues
in particular projects on an ad-hoc basis, but it has no staff permanently
assigned to the task. It also does not have up-to-date environmental guidelines
to be used by contractors. In the past, SNC has turned to outside consultants
for a study whenever a major issue arose. While outside help is a viable
strategy to deal with major studies, SNC’s capability needs to be strengthenad.
The Environmental Technical Assistance Project, currently under preparation, aims
to address the environmental institutional strergthening needs of the central
environmental authorities, and of sectoral executing agencies like SNC. For this
Project (but mainly for future SNC projects probably involving new construction
or major upgrading in environmentally sensitive areas), it is important to
institutionalize an enviromnmental assessment and management capability within
SNC. Therefore, as a condition for negotiations, SNC established an
environmental unit (EU) within the planning department with an environmental
specialiot and support staff. The unit will be provided with sufficient
resources to carry out its task. The EU will be responsible for issuing an
environmental assessment (including initial project screening and terms of
reference for environmental impact studies). The final environmental declaration
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for all projects will be the responsibility of the newly established
Environmental Protection Agency, before the signing of each civil worke contract.
This will disclose any environmental issues, and describe mitigatory measures
needed to address it. The EU will also prepare environmental guidelines to be
used by contractors and supervise the work of consultants when a full impact
assessment study is required. In particular, the EU will do the following:

(a) Prepare a plan for measures to mitigate the direct and indirect
effects of the road,

(b) Examine the design and the contracte of road construction and
maintenance to verify that environmental aspects have been
considered, and to prevent or mitigate the possible negative
effects.

(c) Help to educate personnel in the construction area of SNC on the
measures that should be taken to avoid or mitigate negative effects
of construction on enviromnmental, cultural, and archeological

resources.

(d) Follow the construction process of the works, advising the SNC on
problems and suggesting corrective measures.

(e) Help to select forest guardmen for the protection of special areas
and protected species, and help to train them so that they fulfill
their responsibility of protection agents.

(f) Train the staff of the SNC on envirommental, cultural and
archeological matters.

(g) Liaise with the Ministry of Education on matters related to cultural
protection of the projects.

(h) Collaborate with other govermment agencies responsible for the
renewable natural resources and environmental protection, in
preparing guidelines for evaluation studies of environmental
programs for transport, emphasizing road construction and

maintenance.

(1) Aid in identifying and contracting additional consultants needed to
execute environmental protection programs included in road
construction and maintenance plans.

(j) Participate in the preparation of all annual and quarterly reports
on implementing wmeasures included in the environmental protection

programs.

(k) Identify and organize the collection and analysis of the information
needed to prepare ex-post studies on environmental effects,

including the methodology to be used.

5.19 Since the civil works under the Project involve only maintenance (routine
and periodic) of the existing infrastructure with no new road construction or
major upgrading, they will not adversely affect the quality of environmental or
ecological systems. Only minor environmental effects would result directly from
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the road maintenance works themselves, which include quarrying, borrow pits, and
disposal of road materiale and wastes. A study of such possible effects on the
environment was carried out by SNC with the assistance of a specialist financed
by Credit 2012-BO. The study recognizes that the maintenance programs financed
by the Project will have a positive effect for the environment, and will help to
eliminate or reduce negative effects produced by road construction and/or lack
of adequate road maintenance (namely reduction of road-related erosion and
improvement of stream drainage at road crossings). The results of the study also
include the measures to be taken to relieve those poesible effects on the
environment. These measures have been considered by SNC as specifications for
the maintenance works and incorporated as safeguards into the bidding documents
for all the civil works financed by the Project and into the SNC code of
maintenance. The summary, conclusions, recommendations and main specifications
for contractors and SNC resulting from the study are included in Annex 13.

F. Monitoring and Reporting

5.20 During negotiations, agreement was reached on annual project reviews with
the participation of the Government, SNC and IDA, which will cover the following

topics:

- SNC's new organization performance

-~ Investment Plan (including coordination of sources of funds)

- Program of periodic maintenance by contract (1992-1995)

- Program of maintenance by force account (1992-1995) and actual
expenditure

~ Retaill prices of transport fuels

- Maintenance financing

- Road decentralization

- Program of institutional strengthening

- Environmental mitigation measures

- Audit reports :

i

5.21 A mid-term project review will be carried out in 1994 and will include an
assessment of SNC’s maintenance planning and budget allocations and the
correspondence between budget allocations for maintenance and actual and timely
release of funds by the Treasury. The review will also include agreement on the
mechanisms for financing road and bridge maintenance, starting in 1996, based on
the assessment above and the recommendations of the Road Maintenance Financing
Study (paras. 2.35 and 4.23). The supervision of project implementation will be
carried out according to the Supervision Plan in Annex 14,

5.22 The four-year plan of ‘periodic maintenance by contract will be updated
annually and presented by SNC to IDA for review by September 30 of each year.
SNC will also present to IDA a satisfactory updating of the road maintenance
budget for the next fiscal year, and by March 31 of each year report to IDA the
actual budget, by category of expenditure, spent for maintenance in the preceding
fiscal year. Physical progress on the maintenace programs, data on quality
control and the parameters in the SAM and the SAE (annual work quantities,
performance standards ete.) included in the tables of Annex 3 and 4 will be used
as performance indicatore to monitor the Project.

5.23 In addition, agreement was also reached during negotiations on an action
program including the following:




Credit - Put into effect the agreed new maintenance
Effectivences | organization (para. 2.17)
« Put into effect the bidding documents agreed during

negot jations

Dec. 31, 1992 | Complete engineering designs for civil works to be
gtarted in 1994 and 1995 (paras. 4.11 and 4.15)

Dec. 31, 1993 - Put into operation the axle weighing equipment
(para. 4.18).

-« Complete the road financing study (para 4.23) and
the road construction industry study (para. 4.24),

Sep. 30, 1994 -~ Assess SNC's maintenance planning and budget
allocations.

- Agree on the mechanisms for financing maintenance
for 1996 and thereafter (paras. 2.35 and 5.20).

5.24 SNC will submit guarterly reports to IDA containing; (i) an updated list
of eligible subprojects of periodic road maintenance by contract; (ii) progress
in implementation of all civil work contracts and other project components
including the latest cost estimates; (i1il) the status of credit disbursements
against forecast; (iv) the amount of counterpart funds allocated to the Project
in the fiscal year and the amount actually spent; (v) the actual road maintenance
budget for the preceding year, the budget allocated for the current year, and
physical progress plan for the year; and (vi) the effects of the Project on the
environment during the period reported. Finally, SNC will submit to IDA a
project completion report by December 31, 1998, or 6 months after the credit ise
closed whichever is earlier.

G. Project Benefits

5.25 The Project will contribute to a substantial upgrading of about 33% of
the maintainable network, with 100% of the entire paved network and 702 of the
gravel network in good or failr condition by 1996, substantially reducing the
large backlog of maintenance. The Project will also improve maintenance planning
and organization and budgetary control. Other project benmefits include higher
availability of road equipment, reduction in maintenance costs, and introduction
of effective and systematic maintenance practices, including the use of
contractors for maintenance. As a consequence, this will substantially reduce
vehicle operating costs. The average rate of economic return is expected to be
392 (see para. 4.34).

H. Project Risgks

5.26 This is the third IDA/IBRD-financed road project in Bolivia and it has
been prepared on the basis of experience gained in the previous projects. In the
past, one major obstacle to bringing the road network to acceptable standards was
weak maintenance management. Under the Export Corridors Project, comprehensive
management systems were completely implemented by January 1992, and now are
available to SNC's staff, which will help overcome one of the major past risks.
Another risk in the past, the possibility of delay in starting civil works
because of insufficient engineering design capability, will aleo be avoided by
having completed designs before appraisal for the first two years and by
including funds in the Project for technical assistance for engineering designs

for the two last years.
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5.27 The main remaining risk 1s delay in implementation for lack of
counterpart funds. To minimize this risk, an agreement has been reached with the
Government to allocate in ite recurrent budget the necessary counterpart funds
for the Project. Another potential risk is some institutional weakness,
especially if decentralization is carried out. Experience in other countries of
the region indicates that it is relatively easy to decentralize the remittance
of funds but difficult to decentralize administrative procedures and controls.
This i1e mainly because of the lack of sufficient qualified staff at the
departmental level. Strengthening the maintenance department of SNC, especially
UEP and the possible decentralized agencies, the designed supervision strategy
(Annex 14), and extensive training progrems will help to limit these risks. In
addition, the planned dmplementation of the maintenance and equipment management
systems in the future DDVs, the study of persounel and physical and financial
needs for SNC and the DDVs, and the organization and use of these resources after
the decentralization will further mitigate this risk. Taken together with the
training of SNC staff in the use of the SAM and the SAE of equipment operators,
and the technical assistance to the UEP, these measures adequately address the
institutional risk. .

VI. AGREEMENTS REACHED AND RECOMMENDATIONS
6.01 Agrecment was reached during negotiations on the following:

(a) SNC will establish a new structure (para. 2.17) which will include
the following changes: (i) a planning unit capable of undertaking
prefeasibility studies and updating the Investment Plan will be
established in the planning department (para 2.21); (ii) a new
maintenance branch will be created, separate from the engineering
and construction areas (paras. 2.17, 4.21 and 5.02); (iii) the new
maintenance area will be assisted by the UEP and will include the
present maintenance department, the equipment department and the
districts (paras. 4.21, 5,02 and 5.03); (iv) a new bridge
maintenance unit will be created within the maintenance department
(parae. 4.15, 4.21 and 5.07); (v) the maintenance management unit
within the equipment department will be strengthened (paras. 2.15,
4,17 and 4.21); (vi) an engineer in charge of road maintenance to
be appointed in each of the SNC’s ten districts (paras. 4.21 and
5.02); and, (vii) the new environmental unit created in the planning
department will be provided with sufficient resources to carry out
ite tasks (para. 5.18).

(b) The 1992-1996 Road Investment Plan of SNC was reviewed, found
generally satisfactory and agreed. SNC will give evidence to IDA
before introducing any new major investment into the program that
such investment is economically justified and will not exceed the
financial and managerial capacity of the Government. The capacity
1s taken to be that indicated in the agreed Plan, so any change,
which will require an increase in treasury funding in any year of
more than 10% above that in the agreed Plan, will need to be agreed
with IDA. The Plan will be annually reviewed by IDA, in light of the
results of the economic evaluation studies to be undertaken by SNC
(para. 2.26)., The review will include an assessment of the succees
in co-ordinating the various sources of finence for the Plan (para.

2,26).
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Retail prices of transport fuels will be maintained, throughout the
period of the credit, at least at their current margin above
opportunity cost, which dincludes the sum of border price,
distribution costs and dealers’ margins (para. 2.37). An attachment
establishing the basis to monitor the fuel prices was also agreedj

IDA approval of annual work program and approval of new contracts
will be contingent upon Government meeting the following agreed
recurrent budget allocation: (paras. 2,40 and 4.31)

1992 - US$28.1 million
1993 -~ USS42.2 million
1994 - USS$46.1 million
1995 - US$43.2 million
1996 US$0.4 million

]

These amounts will be revised and agreed upon during the annual
progress reviews, depending on project implementation.

If during the peried of the project decentralization is implemented
and a period of adjustment is needed, IDA will have the right to
suspend disbursements until it has reassessed the need for the
affected components, and agreed with SNC on how to proceed (para.
4.04)3

SNC will carry out periodic maintenance by contract according to the
list of roads agreed with IDA and included in the document "Programa
de Mantenimilento de Carreteras por Contrato 1992-95," that will be
updated annually and presented to IDA by September 30 of each year
(para. 4.09);

Cumulative additions to the periodic maintenance by contract plan
of other roads in excess of 5% of the agreed total (in km) will be
done only after obtaining IDA's agreement (para. 4.10);

The Government will cause SNC to implement the 1992-95 maintenance
program by force account, as detailed in the document entitled
"Programa de Mantenimiento por Gestién Directa, 1992-95" and
allocate the funds necessary to implement this program (para. 4.14);

SNC will present to IDA, by September 30 of each year, a
satisfactory updating of the road maintenance budget for the next
fiscal year and, by March 31 of each year, will report to IDA the
actual budget, by category of expenditure, spent for maintenance in
the preceding fiscal year (para. 4.14). To facilitate monitoring
on the funds used in maintenance, SNC will modify the structure of
its current budget, in coordination with the Ministry of Finance
(para. 2.30);

SNC will consult with IDA before contracting any work under the
Project if final engineering estimates exceed the original cost
estimate by more than 25% in US dollar terms (para. 4.38);



(k)

(1)

(m)

(n)

(o)

- 46 -

Road civil works will be grouped in packages according to the
geographical location and type of work (para. 5.05).

The revised standard bidding documents, agreed during negotiations,
will be printed and used for procurement of works and goods under
the Project (para. 5.09);

SNC will contract private external auditors, acceptable to IDA, to
audit project expenditure, special account, project account and
statements of expenditures in accordance with generally accepted
auditing standards. SNC will keep all records relating to project
expenditure within the institution (para 5.17);

SNC will play an expanded monitoring and reporting role in project
supervieion, according to a supervision strategy to be detailed
after the signature of the Credit (para. 5.21); and

SNC will submit quarterly reports to IDA showing: (1) an updated
list of eligible subprojects of periodic road maintenance by
contract; (ii) progress in implementation of all civil works
contracts and other project components including the latest cost
estimates; (1ii) the status of credit disbursements against
forecast; (iv) the amount of counterpart funds allocated to the
Project in the fiscal year and the amount actually spent; (v) the
actual road maintenance budget for the preceding year, the budget
allocated for the current year, and physical progress of the
maintenance plan for the year; and (vi) the effects of the Project
on the environment during the period reported (para. 5.24).

6.02 During negotiations, agreement was also reached that annual project
reviews will be held with the participation of SNC, the Government, and IDA. The
annual reviews will cover the following (para. 5.20):

SNC’s new organization performance

Investment Plan (including coordination of sources of funds)
Retail prices of transport fuels

Program of periodic maintenance by contract (1992-1995)
Program of maintenance by force account (1992-1995) and actual
expenditure.

Road decentralizstion

Maintenance financing

Program of institutional strengthening

Environmental mitigation measures

Audit reports

A nmid-term project review will be carried out in 1994 and will include an
assessment of SNC's maintenance planning and budget allocations and the

correspondence between budget allocations and actual and timely release of funds
by the Treasury. Taking into account the results of the assessment and the
recommendations of the Road Maintenance Financing Study, an agreement will be
reached on the mechanisms for financing road and bridge maintenance for 1996 and
thereafter (paras. 2.35, 2.40, 4.23 and 5.21).
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Finally, during negotiations, an action program was agreed with SNC to

expedite project execution and expand maintenance capacity. The action program
(para. 5.22) will include the following:

6.04

6.05

(a) Completion of engineering designs for the civil works of roads and
bridges to be started in 1994 and 1995, by December 31, 1992 (paras.

4.11 and 4.15).

(b) Purchase of portable scales for vehicle weight control are to be
placed in operation by December 31, 1993 (para. 4.18).

(c) Completion of the Road Infrastructure Financing Study and the Road
Construction Industry Study by December 31, 1993 (para. 4.23).

(d) Agreement on the mechanisms for financing vroad and bridge
raintenance starting in 1996 by September 30, 1994 (paras. 2.35,

2.40, and 4.32).
As conditions for credit effectiveness, SNC will have:

(a) Implemented the changes in dits organization detailed in para.
6.01(a); and

(b) Put into effect the bidding documents agreed during negotiations
(Parasc 6.01(1) .

(c) Signed the Subsidiary Loan Agreement with the Government.

On this basis, the project would comprise'a suitable basis for a

development credit of SDR 58.6 million, equivalent to US$80.0 million to Bolivia,
on standard terms with a 40-year maturity.



BOLIVIA

SECOND ROAD MAINTENANCE PROJECT

PUBLIC SECTOR TRANSPORT INVESTMENT (USS million)

1989
Actual

----------------------------------------------------------------------------------------------------------

1987
Sector Prog.
Transportation 177.5
Agriculture 64.9
Mining 16.5
Hydrocarbons 151.0
Industry 13.4
Power 15.2
Communication 34.6
Heal th 1.5
Education 16.3
Sanitation 40.3
Housing 43.7
Water 4.4
Hultisector 16.8
Other 3.7
Total Investment 609.8
Actual/Prog.
Transport Investment 29%
Actual/Prog.

Annuat Growth - Total
Anrual Growth - Transport

1987 1988
Actual Prog,
85.0 105.9
23.7 20.9
4.0 15.5
87.9 161.2
2.2 0.3
21.6 45.7
+14.6 13.5
7.4 9.4
8.7 4.7
16.9 28.6
24.3 44.4
0.6 2.9
7.5 7.7
0.3 5.9
305.5 646.6
50%
28% 26%
48%
-27%
-40%

51.9

13.0

92.3

2.7

22.6

11.5

7.5

7.0

30.0

37.0

2.5

16.2

3™
44%

133.2

42,3

32.7

185.5

1.6

44.0

24.8

7.8

10.0

37.7

24.5

6.0

22.5

23%

28%
26%

118.0

36.7

12.3

92.9

1.3

22.4

5.6

8.9

9.8

30.5

22.2

1.6

14.3

3%
89%

«10%

44.0

19.0

156.4

2.0

27.6

28.4

16.7

15.1

35.6

20.1

3.0

16.3

514.9

25%

34.6
1.5
105.4
0.5
19.7
21.2
19.6
4.4
29.3
16.9
2.2

12.7
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BOLIVIA

SECOND ROAD MAINTENANCE PROJECT

NATIONAL ROAD NETWORK

Bestination

Length
Kms

TMDA
€1989)

versrnereccosconsssnnannemsessne rPesscrsannnamrsrsacevans ®enssrnacccncens L R cceos

La Paz
Cochabamba
Santa Cruz

13
33

28,537
6,619
4,490

------------- L R L L R L R L L Ly LY T Y

Montero
Quiltacollo
Warnes
Sacaba
Santa Cruz

38

3
4
21
1"
18

9,942

2,966
2,917
2,849
2,720
2,383

ssssannwe P R Y Y R N sesnscccssunsnnna ®senccencsecscerannnn semvesne

Angostura
Senkata
Sucre
Patacamaya
Vinto
Tarija
Calamarca
Viache
vinto
Aguirre
Sica Sica
Tolata
Cotoca
Colomi s
Padcays
P.Parotani

57

15
5

7

44

9
4

38
2
7

38

22
15
18
5
[
[

P Y T S Y Y L L T Y Y YT XYY PN Y Y XY

Ruta Link
No. Origin

2 1 El Alto
4 2 Quillacotlo
9 3 Varnes

Sub total
9 4 Guabira
4 € vinto
9 6 Montero
7 1 Cochabamba
4 2 La Guardia

Sub total
4 3 Corhabamba
1 3 Tarapaca
[} 4 Aeropuerto
1 S Calamarca
4 6 Suticotlo
1 7 Tomatas
1 8 Senkata

107 1 El Alto

1 2 Oruro
7 3 Sacaba
1 4 Patacamays
A 5 Angostura
4 6 Santa Cruz
7 7 Aguirre

- 4519 Punata
4 1 vinto

Sub total

TOTAL

256

369

1,289

2,865

R L L Y Y Y T N O N L L Y Y R Y Y Y XX
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BOLIVIA Table 3

SECOND ROAD MAINTENANCE PROJECT

ROAD VEHICLE FLEET AND
ROAD TRAFFIC VCLUME. 1983 TO 1990

-----------------------------------

a) vehicle fleet

vehicle type 1983 1984 1985 1986 1987 1988 1989 1990
1 Motorcycle 44,524 45,698 46,723 47,379 48,990 37,487 38,762 40,079
2 Car 43,050 46,086 58,441 69,838 72,212 81,568 84,341 87,209
3 Jeep 12,782 13,318 14,577 17,918 18,527 19,480 20,142 20,827
4 Van 15,649 16,807 22,303 27,050 27,970 22,078 33,169 34,296
S small truck 24,182 25,978 29,281 38,329 39,632 40,105 41,469 42,879
6 Truck 26,742 28,124 28,819 35,639 37,885 41,540 42,952 44,413
7 Small bus 5,863 5,981 6,031 7,409 7,661 7,833 8,099 8,375
8 Bus 3,357 5,798 3,435 3,862 3,993 6,295 6,509 6,730
9 Ambulance 27 30 30 31 32 64 66 68
10 tractors ¢ 0 2 7 7 5 5 5
ub total 176,176 187,820 209,642 248,462 256,910 266,455 275,516 284,882
official vehicles 9,233 9,233 9,485 9,523 9,523 9,002 9,002 9,002
Total 185,409 197,053 219,127 257,985 266,433 275,457 284,516 293,884
Annual growth rate 6.3% 11.2% 17.74 3.3% 6.8% 3.3% 3.3%

esesonsvanunnnvs sesonssens sssssvssssvsnsscncsnancen ssoessesvovene sossvesnasannene sensvsnsonnens LX3

b) Road trafic volune, as measured by road transport fuel sales (thousand litres)

Fuel type 1983 1984 1985 1986 1987 1988 1989 1990
Gasoline 452,943 433,753 442,643 462,354 515,672 516,565 531,054 529,312
Diesel 246,520 237,909 235,464 248,510 291,910 300,084 333,753 288,617

----------- P I T T T Ty R Y Y Yy T Y Y T

¢) Fuel consumption per vehicle (litres/year)

1983 1984 1985 1986 1987 1988 1989 1990

C PRI sNee00etRetanteatonAtesnebtttcectannactionnssnnasan BP0 EER000ARALILEI RO RRARARARSERLS

Gasoline power 6,193 3,768 3,186 2,706 2,919 2,681 2,665 2,569
Diesel power 5,815 4,980 5,205 4,356 4,949 4,456 4,7 5,39%
Average 4,564 4,057 3,58, 3,030 5,328 3,051 3,109 3,160

T T e R Y L Y A L SR A AR LAl Y I T e Y T R YN Y S Y
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BOLIVIA Table 4

-------

SECOND ROAD MAINTENANCE PROJECT

ROAD TRANSPORY FUEL PRICE STRUCTURE,
FUEL CONSUMPTION AND USER CHARGE REVENUE, 1991

-----------------------------------------------

Premium Special

gasoline gasoline Dieset Kerosene Total
Ex refinery price Bs/litre 0.7 0.49 0.36 0.29
Dealer’s margin Bs/litre 0.1 0.07 0.06 0.02
Transport allowance Bs/litre 0.03 0.03 0.03 0.01
Wholesale price Bs/litre 0.84 0.60 0.44 0.32
Government taxes 8s/litre 1.37 0.97 0.72 0.59
Producer’s price Bs/litre 0.74 0.52 0.39 0.3
Price to consumer Bs/litre 2.10 1.49 1.10 0.90
Consumer price
us$ litre uss/litre 0.59 0.42 0.21 0.25
US$ gallon uss/gatlon 2.24 1.59 1.47 0.96
Us$ barrel uss/barrel 96.6 57.1 69.5 40.5

smecassevsmvsernan P R N R R R Y T N Y R Y Y sessavese

Opportunity cost end road user charge (USS per litre)

Border price us$/litre 0.17 0.17 0.16 0.14
Distribution costs (est.) uss/titre 0.12 0.12 0.12 0.10
Opportunity cost uss/litre 0.29 0.29 0.28 0.24
Price to consumer us$/litre 0.59 0.42 0.3 0.25
User charge part of price usS/litre 0.30 0.13 0.03 0.0t

sesvscscenssscsavase T L L L L T T R sun

Consumer price/
opportunity cost 2.0 1.45 1.09 1.06

9P 0ERICCEIPIRGEITRIEEIEARSAGNERSERARALasR AL EReS L Y R T Y N L L I

Sales for transport use

Sales 1990 million Litres 23,938 473,493 275,235 27,255 799,921
Increase (%) 1991 4.00% 4.00% 4,00% 2.00% 4.00%
Sales 1991 million litres 24,896 492,433 286,244 27,800 831,373
Revenues

Gross revenue uss mitlfon $4.73 206.68 88.70 7.05 317.15
Producer revenue UsS million 5.89 82.67 35.48 2.82 126.86
Government revenue UsS mitlion 8.84 124.01 53.22 4.23 190.29

User charge revenue Uss mitlion 7.40 64.36 7.58 0.38 .72

AR ARG IR s RN O Rt s NNttt it Lt tnett ittt el anLitLotattttitilissali o ol InnaitetttssrsotnRNnntatsnosse
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BOLIVIA Table 5

SECOND ROAD MAINTENANCE PROJECT

DEVELOPMENT OF THE HIGHWAY NETWORK

----------------------------------

Paved Gravel Earth Total

YEAR km km km km
1975  (SNC’s Statistics) 1,166 6,559 29,831 37,556
1977 now 1,289 6,798 30,741 38,828
1979 uwoo» 1,327 6,760 30,741 38,828
1981 “ n 1,395 7,987 30,442 39,824
1983 L 1,538 9,268 30,181 40,987
1985 LA 1,554 9,850 29,627 41,031
1987 L 1,645 9,880 29,910 41,435
1989 noow 1,776 10,942 28,968 41,686
991 ol tmentory LS8 0 amees 460

(44) Pavement of 192 Km of paved roads disintegrated end downgraded to gravel roads,
due to lack of adequate maintenance,
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BOLIVIA TABLE 6

cessseme

SECOND ROAD MAINTENANCE PROJECT

CONDITION OF NATIONAL ROAD NETWORK, 1991

GO0 FAIR BAD VERY BAD TOTAL % BAD OR
km km km km km VERY BAD

a) Principal netwnrk )
paved 122 775 475 - 1,372 34.6
Gravel - 658 3,100 - 4,058 76.4
Earth - 26 596 - 620 96.1
Sub total 122 1,757 4,171 - 6,050 68.9
b) Secondary Network
Paved 2 23 55 . 90 61.1
Gravel 14 601 2,106 - 2,721 7.4
garth - 214 1,665 . 1,879 88.6
Sub total 16 848 3,826 . 4,690 81.6
¢) Feeder Roads
Paved 35 21 66 - 122 56.1
Gravel 35 1,193 3,001 131 4,360 71.8
Earth - 509 4,867 21,088 26,464 98.1
Sub totatl 70 1,723 7,934 21,219 30,946 94,2
d) TYotal network
Paved 159 829 596 0 1,586 37.6
Gravel 49 2,752 8,207 131 11,139 74.9
Earth 0 747 7,128 21,088 28,963 97.4
TOTAL 208 4,328 15,931 21,279 41,686 89.1
Percentage of total 0.5 10.4 38.2 50.9 100.0

P Y L I I T I o e o e Y R Y Y Y T L L )

(*) Very Bad inctludes all roads that cannot be efficiently maintained
due to their geometric conditions and lack of drafnage.



SUMMARY
1992/96 1992796 1992/96

a) By project type Local Local Local 1992/96 1992796

and funding scurce TGN FFAL Total Foreign Total

o) Studtes 6220 200 4420 9,860 14,280

b) Hew Construction 73,301 68,170 141,471 418,001 559,472

¢) Bridges 8,707 0 8,707 0 8,707

d) Maintenance 3,500 52,832 56,332 161,440 217,772

e) Rural Roads 17,800 0 17,800 14,760 32,560
;g;g:mm """ TTlors28 21,202 228,730 604,081 832,791
N .. SO .. SO SO DO B
8) Studies 2,530 5,230 3,420 1,850 1,250 14,280
b) New Construction 44,999 125,753 121,035 130,673 137,012 559,472
¢) Bridges 707 2,000 -2,000 2,000 2,000 8,707
d) Maintensnce 52,832 93,065 66,875 5,000 0 217,772
e) Rural Roads 14,060 3,625 3,625 3,625 7,625 32,560
Total V5,128 229,673 196,955 143,148 147,887 832,791
¢) B8y funding source" .

and year 1992 1993 1994 1995 1996 Total
tocal funds - TGN 22,359 27,436 23,686 15,426 18,653 107,528
Local funds - FFAL 29,1864 29,825 25,794 20,374 16,025 121,202
Sub totat local 51,543 57,261 49,450 35,798 34,678 228,730
Foreign 63,585 172,412 147,505 107,350 113,209 604,06
Totel 15,128 229,673 196,955 143,148 147,887 632,791

..54-

BOLIVIA
SECOND ROAD MAINTENANCE PROJECT

ROAD INVESTMENT PLAN, 1992 TO 1996

Y I L I I LI I I Ty Y Y Yy Y Y Y Y Y Y Y Y YT T TN Y T P Ry

Notes:
FFAL indicates the Fondo Fiducial de Aportes Loceles
TGN sgnifies the National Treasury (Tesoro Genersl de la Nacion)

Table 7



BOLIVIA Table 8
SECOND ROAD MAINTENANCE PRQJECT
CURRENT REVEKUE AND EXPENDITURE OF SNC: 1991 TO 1996
Proj. Proj. Prej. Proj. Proj. Proj.
Revenues 1991 1992 1993 1994 1995 1996
Ussm ussm ussm Ussm UsSm Ussm
Treasury transfers 17.6 14.5 14.5 16.3 15.6 17.0
Oun funds (tolls) 8.0 12.1 14.0 13.8 16.0 16.7
Foreign loans
Other
Internal loans
Fondo de finan, de Aporte Local (FFAL)
Total 25.6 26.6 28.5 30.1 31.6 33.7
Proj. Proj. Proj. Proj. Proj. Proj.
Expenses 1991 1992 1993 1994 1995 1996
Ussm ussm ussm Us$m ussm ussm
staff 11.4 12.3 12.3 12.3 12.3 12.3
Services 5.6 4.9 5.0 5.0 5.0 5.0
Materials 7.0 7.1 7.1 7.5 7.9 8.5
Spare Parts and Tires 1.6 2.3 4.0 5.3 6.4 7.9
Total 25.6 26.6 28.4 30.1 31.6 33.7
Inflation rate 0.2 0.2 0.2 0.2 0.2 0.2
Exchange rate (Bs per USS) 3.7 4,2 4.9 5.6 6.4 7.4
Notes:
Materials costs assumed to reduce with improved efficiency and contracting as a result of SAM/SAE

Non wage costs of staff assumed to reduce from BOX to 50% of staff costs from 1992



80LIVIA Table 9
SECOND ROAD MAINTENANCE PROJECT
SNC CURRENT AND CAP]TAL REVENUE AND EXPENDITURE, 1985 TO 1990

Revenue 1985 1986 1987 1688 1989 1990
UsSm Ussm ussm Ussm Ussm Ussm
National treasury 6.6 37.1 28.2 15.4 15.6 45,8
Operating revenue 1.6 5.9 6.5 7.3 7.7 7.7
External funds 36.8 70.4 51.2 50.8 51.6 38.0
Other revenues 2.2 5.7 7.5 6.0 0.9 0.4
Internal credit 0.0 0.0 0.0 0.0 0.0 0.0
Financial fund 0.0 0.0 1.7 7.5 0.8 0.0
Total 47.1 119.0 95.0 86.9 76.5 92.0
Expenditure 1985 1986 1987 1988 1989 1990
ussm ussm ussm UsSEm US3m ussm
staff 3.4 7.4 9.5 10.7 9.5 9.7
Services 1.6 4.2 11.2 3.2 4.6 4.7
Material 0.6 3.5 3.7 4.1 6.2 7.1
Investment 39.4 98.1 63.1 64.6 55.7 70.0
Reserves 0.0 1.8 5.0 1.1 0.3 0.1
Balance 2.1 3.9 2.7 3.3 0.4 0.3
Total 47.1 119.0 95.0 86.9 76.5 92.0
Maintensnce expenditure 1985 1986 1987 1988 1989 1990
Ussm ussm US$m ussm Ussm usS$m
Routine 1.4 3.3 12.7 10.9 1.9 n/a
Periodic 0.0 0.8 0.6 0.2 0.4 n/e
Improvements 0.1 0.3 1.5 0.3 1.3 n/a
Total 1.5 b.b 14.8 1.5 13.6 n/a
Maintenence expenditure 1985 1986 1987 1938 1989 1990
Routine 93.8% 75.9% 85.6% 95.2% 86.9% n/a
periodic 2.2% 17.2% 4% 2.0% 3.3% n/a
Improvements 4.0% 5.9% 10.3% 2.7 9.8% n/a
Totel 100.0% 100.0% 100.0% 100.0% 100.0% n/a

Note: Revenues and Costs for 1985 expressed in US$ are unrelieble because of exceptionally

high infletion end unstable exchange rates.
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BOLIVIA Table 10

SECOND ROAD MAINTENANCE PROJECT

PROJECTION OF COSTS AND EXPENDITURE OF ROAD INFRASTRUCTURE

----------- P Y T R Y N Y XYY TR Y PR Y TR LR Y

Costs

1996 1997 1998 1999 2000 2001
Activity ustm US$m Us$m Us$m Uss$m ussm
Maintenance
Routine 7.5 7.8 8.1 8.3 8.6 8.9
Emergency 1.1 1.1 1.1 1.1 1.1 1.1
Bridges 1.3 1.3 1.3 1.3 1.3 1.3
Administration 2.6 2.6 2.7 2.7 2.8 2.8
Periodic 20.0 35.0 40.0 45.0 50.0 52.7
Subtotal 32.5 47.8 53.2 58.4 63.8 65.8
Amortization 21.9 21.9 27.0 246.3 21.5 21.5
Counterpart 0.2
Subtotal 22.1 21.9 27.0 24.3 21.5 21.5

New Construction

Amortization 62.0 50.2 51.9 51.0 51.0 50.9
Counterpart 19.0 10.0 6.0 7.0 6.0 6.0
Subtotal 81.0 60.2 57.9 58.0 57.0 56.9
TOTAL COSTS 135.6 129.9 138.1 140.7 142.3 145.2
Investment

New Construction 137.0 100.0 100.0 100.0 100.0 100.0
TOAL EXPENDITURE 169.5 147.8 153.2 158.4 163.8 166.8

Notes: Total Expenditure includes all capitsl investment, independently of the financing source.
Maintenance costs exclude SNC current expenditure on new construction.
Investment §n new construction is taken from Annex 2.
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0346

121

1422

1423

1587

1703

1828

2012

SECOND ROAD MAINTENANCE PROJECT

- 58 -

BOLIVIA

I0A TRANSPORT SECTOR PROJECTS, 1978 TO 1990

First Railway Maintenance Project
Second Rafluay Maintenance Project
Third Railway Kaintenance Project
Civil Aviation Project

First Highway Maintensnce Project
Reconstruction and Import Credit I
Reconstruction and import Credit il
Export Corridors Project

Reconstruction and Import Credit (OECF)

Year

1972

1974

1977

1977

1978

1986

1988

1988

1988

Credit
Amount
uss mitlion

32.0

30.3

25.0

25.0

7.5

8.6

37.0

2.2

Table 11

Disbursed
%

87%

100%

95%

100%

99%

86%

39%

55%

(A Ad A A I T T Y L P R T Y P Y Y Y Y Y Y Yy Y Y Y Y Y Y P Y Y Y Y Y Y Y T YT Y Py

Amounts for RIC’s refer only to Transport Sector components of credits.



B8OLIVIA Jable 12 (i)
SECOND ROAD MAINTENANCE PROECFY  wesecesccocnes
PERIODIC ﬂAlmENAHCE 8Y CONTRACT PAVED ROAD PROGRAM (1992 - 1995)
LENGTH ] WIDYH JSURFACE AADT PROPOSED | ERR % | 1992 1993 1994 1995 H
CODE ROAD SECTIOHN |erecemcecvrccccecrccoac]econunncs IMPROVEMENT |-~ -=ve~---msmcacrcsccnnmclortovencccncounfonrccorncucvornforcennrenanvoce e
™ o) { uss uss uss cost 1l cost/
ALVE fEL ALTO-VIACHA 21.20 7.30 jac 1083 AC 531.20 1,718,218.00 81,048
LPCO LA PAZ-COTAPATA 38.50 7.30 Josy 556 0sT 16.60 1,766,607.00 45,886
HARO [UARNES-HONTERD 19.60 7.30 jac 1960 AC 28.00 1,848,485.00 94,310
SCG2 [SAN 1SIDRO-LA PALIZADA 7.9 6.00 jAC 156 DSI 27.50 383,225.27 $3,300
SCO3 [LA PALIZADA-ABRA DEL QUINE 8.85 8.00 [GR¥** 175 DST 28.30 471,702,888 53,300
SCO3 1ASRA DEL QUINE-WATARAL 19.46 | 5.80 |ost 175 sy 28.30 $,037,213.33 53,300
SCO4 JHMATARAL-AGUA CLARA 26.00 5.80 JosT 235 151 58.10 1,385,793.76 53,300
SCO4 ]AGUA CLARA-MATIRANA 24.50 5.80 |Gk 235 DSY 58.10 1,305,844.12 53,300
SCO5 [TARUMA-t& GUARDIA 35.95 6.00 {AC 939 SST 23.30 607,409.00 17,086
P TOTAL KN, | 200.85 | I ! ! | | | ! 1 1
VIOU JQUILLACOLLO-VINTO 4.50 7.30 lac 4002 AC 59.50 241,218 53,604
VISU [VINTO-SUTICOLLO 8.50 7.30 jac 1620 At 4£0.20 487,544 57,358
SUPA [SUTICCLLO-PAROTANI 13.02 7.30 {AC a82 AC 38.90 1,077,063 82,724
COPA [PAROTANE-CONFITAL 78.25 7.30 |AC 689 AC 21.50 6,078,561 77,681
SCO8 JGUABIRA-KM 24 26.30 6.00 |osT 600 DST 43.10 2,094,660 86,200
SCO3 {KN 264-OKINAWA 22.74 8.00 |EAs** 600 DSt 43.10 2,749,853 120,926
ORVS JORURD-VINTO 5.00 7.00 {ost 144 DSt 86.40 140,149 28,030
VINA {VINTG-HACHACAMARCA 26.84 7.00 josy 491 ST 23.00 1,222,092 45,532
SCC? [GUABIRA-MIKEROS 25.92 6.00 jost 1267 ost 45.80 2,138,711 82,512
SC10 [MINEROGS-CHANE 16.9 8.00 jGR*** 466 DSt 33.80 2,022,339 119,594
P oL o (zssa| | || | | | b | It s
€807 COCRABAHBA-AHGBSWRA 14.68 7.00 fost 1841 Ac 79.70 1,027,600 70,000
€802 JANGOSTURA-TOLATA 14.7% 7.00 {ost 1277 AC 50.70 1,031,800 70,000
CBO3 [IOLATA-PARACAYA 11.46 7.00 |ost 897 AC 33.00 -+ 802,200 70,000
RSHU [R10 SECO-HUARINA 56.20 7.00 {osv 735 0sY 41.40 1,967,000 35,000
HUTL [HUARINA-TIQUINA 39.00 7.00 losT 335 ST 27.00 1,365,000 35,000
TOTA |TOMATAS-TARIIA 3.50 7.30 JAC 1748 SST 63.00 65,800 18,800
TASA JTARIJA-Cr.SAN GERONIMO 5.70 7.30 {AC 997 SST 52.50 107,160 18,800
SAPA JCr. SAN GEROHIHO-PADCAYA 40.00 7.30 {AC 324 sstT 30.80 752,000 18,800
i o | waa| | | I l ! ! | | 1 J
ICBOlo lPARACAYA LA VN.I.A 5.49 7.00 |ost 468 DST 72.00 219,600 40,000
€805 JLA VILLA-EPIZANA 79.55 5.70 |ost 222 (1211 20.90 3,182,000 40,000
CBOS |EPIZANA-POJO 73.80 5.50 lost 135 st 39.90 2,952,000 40,000
TOLA {TOLATA-CLIZ2A 7.20 7.30 jos7 948 ST 41.10 288,000 40,000
PARA PARACMA-PUHATA 3.00 7.00 ]osT 925 1514 62.90 120,000 40,000
P T wem e e b L u
{ jrorTaL GENERAL | 78115 | { § ! | 10,524,498.36 | 18,252,190.00 | 7,118,560.00 | 6,761,600.00 || {
(*) A€ = Asphalt Concrete; DST = Double Surface Treatment; GR = Gravel €A = Earth
(**) AC = Asphalt Concrete Overla DST = poubte Surface Treatment; SST = Single Surface Yrealment

(***) Disintegrated OST

-6g-



BOLIVIA

SECOHD ROAD MAINVENANCE PROJECT

PERIODEC HAINTEMANCE BV CONTRACT  PAVED ROAD PROGRAM (1992 - 1993)

COST SURMARY BY PROJECT TYPE

ceccecse wesssssavesssunsrnennen Sesvessvecvercussneenununew L R T L T T P -e

Table 12 (if)

i | FIRST VEAR | SECOND YEAR | THIRD YEAR | FOURTH YEAR | § i
{ { 1992 | 1993 { 1994 | 1995 § TotaL | TOTAL |
| | | l | | i |
} DODEScriPTION Jooeoeee- sececenaeean- R bbb D Lt AL T | R R |
| | w | sus | w | sus | wm | sus | w | sus f sus i
I- R freseeees freeenreeaee froeeeene Jrosoerasaenee s —— |-osomesenenees |
| i I | ! ! ! | ! ! |
| A3 OVEALAY AND IHPROVEWENT | 40.80 | 3,566,703.00 | 104.27 | 7,884,686.00 { 40.88 | 2,861,600.00 | { | 185.95 | 14,312,669.00 |
| | | | | | ! I | 1 !

{ 8) SURFACE YREATHENT AND INPROVEMENT | 124.50 | 6,350,386.36 | 121.71 | 10,367,504.00 | 95.20 | 3,332,000.00 |169.04 | 6,761,600.00 | 510.45 | 26,811,790.36 |
| i i | | | | | | | |
| €} SEALING AHD THPROVEMENY { 35.55| 607,409.00 | 0.00 | 0.00 | 49.20 |  924,960.00 | { | 8&.75 § 1,532,369.00 |
! | | | | I | I ! | | !
Jooeoemmmneme s N Jroserareferararancacas J|-eeeees J|eaeareescces N B J-reeerees J=emeeenaeesaes |
| | 200.85 | 10,524,498.36 | 225.96 | 18,252,190.00 | 185.28 | 7,118,560.00 |169.04 | 6,761,600.00 { 781.15 | 42,656,848.36 |
' con D T T T L il T T T T R iSRRI,

- 09 -
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BOLIVIA
SECORD ROAD MAINTENANCE PROJECY Table 13

PERIODIC MAINTENANCE BY CONTRACT GRAVEL ROAD NETWORK

Lencm { vioTH lsmme ADT PROPOSED | 1992 1993 1994 1995%
CO0E ROAD SECTION Jec-coccomcocccrcocanaanocfoccecanas IMPROVERENT {~=<---ovrocvommoconcmcesucemanconcnncs e i hotd ELLE LTS P e
(&b (**) ERR X | uss uss uss uss
HUARTNA-ACRACACHE 18.00 6.5 ) Gr 330 KGR 43.9 520, 320 00
ACHACATHI -AKCORATHES 36.05 651 G 200 RGR 86.2 764,870.00
VILLA TUNARI-ETERAZANA 26.95 901 GR 95 RGR 122.2 sm,oz&.oo
QUILLACOLLO-BELLA VISTA 8.41 75| G 219 RGR 114.5 141,206.00
SAB MIGUEL-SAN FRAXSISCO 29.55 5.0§ Gr 225 RGR 41.4 567,497.00
yu LOMA-AROMA 11.52 6.0 GR 229 RGR 16.3 317,844.00
INGENIO MORA-SAN JOAQUIN 11.68 35} Gr 129 /GR 15.8 496,646.00
OKINAWA-PUERTO BANEGAS 13.00 6.0 1 Gr 280 RGR 19.9 522,945.00
CR.RT.&-QUISUSILLAS 30.99 4.0 G 89 RGR 8.2 { 1,198,718.00
TEXAS-CANDELARIA 21.76 451 G %6 RGR 15.6 | 1,043,756.00
ANCORATMES-ESCOMA 39.89 6.0 ] GR 145 RGR 54.7 512,055.00
LA PALIZADA-FUENTE 43.3!. 3.5 &R 104 RGR 2.4 1 1, 269 375.00
| TOTAL KN | 291.64 | | | | | I | I L
EL ALTO-CHACALTAYA 10.82 5.0f cr 110 RGR 22.1 254,872.00
CR.RT.7-PTO.VILLARROEL 26.41 ] 10.0} o 240 RGR 6.9 479,837.00
CR.RT.4-CAPINOTA--1RPA IRPA 26.68 S5 GR 282 RGR 111.2 481,052.00
POJO-LIRITE DESTRITAL 36.21 8.0 ] Gr 135 RGR 90.4 701,658.00
MATARAL-VALLE GRANDE 52.23 601 G &5 RGR 20.8 937,879.60
MADRECITAS-SAN RICOLAS 15.98 451 6r 108 RGR 15.6 $91,090.00
CINITE DISTRITAL-COMARAPA 23.63 6.5) 131 RGR 107.3 375,261.00
COMARAPA-SAM [SIORO 19.04 5.5] cr 156 RGR 179.1 247,730.00
um:m-eowum SAN JUAN 13.70 0.0 G 247 RGR 119.0 180,511.00
TOTAL  KM. | 226. 70 { 1 | | | | | i |
MALLASA-VALENCIA 14.00 55] 6 157 RGR 39.6 364,224.00
CR.RT.&-EL PASO 4£.95 $.5] GR 338 RGR 177.7 99,528.00
ATOUILE-EPIZANA 89.00 60| &R 110 /GR 74.1 1,476,332.00
YAMPARAEZ - mmmco 36.00 6.0} GR 129 RGR 39.3 . 597,168.00
| TOTAL M. | 145.95 | i { { | | | [ I 7
ORURD-CAPACHOS-PARIA - 21.00 7.0 ] cr 326 RGR 24.0 546,336.00
MACHACAMARCA- HUANUNT 22.00 7.0} Gr 27 RGR .6 572,352.00
SUCRE-YANPARAEZ 29.00 6.5) GR 1645 RGR $1.1 481,052.00
COB1JA-PORVENIR 33.00 9.0 GR 299 RGR 21.3 1,150,479.00
_ TOTAL KK, | 10‘5_00 | | L L e | P |
[TOTAL GERERAL | 765.22 | | | | f | 7856253901 %,249,890.00 | 2,537,252.00 | 2750219.00
lcmn 'IOTAI. 17,393,5619.00

(*> GR Gravel (**) RGR = Regravelling

- 19 =
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SECOND ROAD MAINTENANCE PROJECT

BRIDGE PROGRAM

ssesecsvvocans D L L N T T P L LT X TPy sescerenaan

DISTRICT LA PAZ D-1

Japones Desaguadero
Lipary Choqueri
2ona Zona Zona Zona
Tahuapalca .
Puerto Leon Quita Calzon
Alto Choro Choro

San Silvestre Coroico
San Pedro Coroico
Velo de la Novia Unduavi
Pabon Tomanpaya
villa Jankouma

DISTRICT CHUGUISACA D-2

Rio Grande R. Grande
Mataral Mataral
Tabacal Tabacal
Zudanez 2udanez
Kuerta Mayu .
Arce (colgante) R, Grande
Cercado Cercado
Neron Neron
Sucre (colgante) Pilcomayu
Arquillos

Acero (Pacheco) Acero

Patacamaya-Tambo Quemado
La Paz-Rio Abajo
Aranjuez-Tahuapalca-Pacuant
Aranjuez-Tahuapalca-Pacuani
La Paz-Beni

La Paz-Beni

ta Paz-Beni

La Paz-Beni

La Paz+Chulumani

La Paz-Coripata

La Paz-Chulumani

Sucre-Epizana
Sucre-Epizana
Sucre-Epizana
Sucre-Camiri
Sucre-Epizana
Sucre-Epizara
Sucre-Epizana
Sucre-Epizana
Sucre-Potosi
Sucre-Camiri
Sucre-Camiri

P Y T Y A N T T L L L L L LT P T T PP ®eesvessseusnercestsreensunansan ssssvece

DISTRICY TARIJA D-3

San Juan de Oro San Juan de Oro

Serene Serene
Canadas Canadas
Isiri 1sird

Las Carreras

Tarija-Potosi

Tarija-Villamontes
Tarija-villamontes
Tarija-Villamontes

3an Juan de Oro Yarija-Potosi

------ P R Y N N Y T L L LYYy TP Y LYYy

DISTRICT COCHABAMBA D-4

CeNaAEEetssLREsNNLteOe RO RS RE TR aR RO ERaARERRAREY P L L L T T R R T T S

Puente Ene Ene
Cesarsama Cesarsama
lvivigar2ams tvivigarzama
Sacta Sacta
Chipiriri Chipirirt
Bomborazama Somborazams
Eterszama Eterszame
Ssn Pablo San Pablo
Chaquimayu Chagquimayu
Lacayant Lacayani
viloma Viloma
Copachuncho Copachuncho
TYPE OF WORK

RP= REPAIR

RHe= REHABILITATION
RC= RECONSTRUCTION
NC= NEW CONSTRUCTION
M = MAINTENANCE

Cbba.-Sts.Cruz
cbba.-Sta.Cruz
Cbba.-Sta.Cruz
Cbba.-Sta.Cruz
Ckba.-Trinidad
Cctha.-Trinidad
Ckba,+Trinidad
Cbba.~Trinidad
Cbba,-Chapare
Cbba.-Oruro
Cbha,-0ruro
Cbba.~ Sta. Cru2

TYPE OF BRIDGE

8 =STONE

§S =STEEL STRUCTURE

S8 =SUSPENTION BRIDBGE
RC =REINFORCED CONCRETE
PTC=PRESTRESSED CONCRETE
B8 =BAILEY BRIDGE

MX SMIX

SUB-TOTAL.secrosorossrascnns

ADT TYPE LENGTH DECX SPANS TYPE
(m)  WIDE (No) OF
(m) WORX
81 PIC 7% 3.9 4 M
157 PYC 102 7.3 3 M
157 Mx 3.9 4 1 M
157 8 175 3.9 1 RpP
228 SS 25.3 4.2 2 KNG
228 Ss 28.2 3.8 1 RP
338 ss % 4.6 1 RrP
228 ss 37.3 4.2 1 M
186 MX 9.7 6.4 1 M
29 SB 50.85 3 3 M
170 Mx 28 4.5 1 M
SUB*TOTAL vssonassnsrassocasansancns
340 Mx 126.00 3.8 & #H
119 s 56,87 3.8 3 N
119 ss 18,29 3.8 1 M
92 S8 29.80 3.6 1 M
119 ss 13.72 3.8 1 N
340 Mx 82,20 3.0 1 RP
118 Mx 28.80 3.8 3 M
119 Mx 18.29 3.8 1 N
126 Mx 1753.00 3.2 1 RH
50 Mx 29.80 3.4 1 RP
31 Mx 62.00 3.8 1 RP
sus- TOTAL......................... .
115 MX  93.60 4.3 1 RP
93 MX 19,00 4.2 1 M
93 MX 19.00 4.2 1 RpP
4 MX 22,60 4.0 2 RP
115 Mx 30.70 3.6 1 RP
SUB-TOTAL.seoscscssnsssanssnsenscnne
884 PTC 110,30 72.00 3 RP
884 PTC 148.00 7.00 4 RP
884 PTC 157,20 7.00 4 RP
834 PTC 916,00 7.35 20 Rp
235 PTC 36.60 7.00 1 RP
235 PTC 29.00 7.00 1 RP
235 PTC 137.10 7.00 4 RP
235 PIC 25.00 7.00 1 RP
4937 PTC 25.00 7.00 2 RP
756 PTC 130,00 10.00 3 =RP
1736 PTC 270.16 B.00 9 RP
443 RC 64,25 T.04 S RP

seevevccvnanancnasssnns

sencecvecucnannnsnene essacse

1992 1993
(Uss x
3.2
1.8
16.0
16.4
15.3
5.3
3.7
30.3 34.3
6.5
3.6
1.5
10.7
1.2
1.4
1.5
10.0
261
25.8 34.8
62.0
7.3
11.9
$3.9 7.3
101.6
96.8
47.6
58.7
73.
29.3
90.0

Table 14 (i)
1994 1995
1000)
78.1
11.3
15.9
27.2 78.1
46.3
127.4
6.3 127.4
26.4
10.6
26.4 105
135.3
117.9
81.2
80.3

161.9
227.6 269.3 303.64 253.2

F T T T L L Ty R R Y Y T L T L R N Y T L L) samnen
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SECOND ROAD MAINTENANCE PROJECT

BRIDGE PRCGARAN

Table 16 (ii)

svovoerrronns

....... ®esmssccsensuncsvecsse

1992 1993 1994 1995
(ss x 1000)
$9.0
52.3
26.7
26.0
122.2
90.5
45.5
18.0 .
35.
282.7
106.5
161.8
15.5
7500

83.7
344.2 259.9 373.1 268.3

®esscvsvesssonsarrsssrsrnere

13.5
50.0
190.8
0.8
35.6
8.0
39.0
23.9
76.0
0.9
42.1
9.0
13.0
1.8
2.0
1.6

102.7 113.0 77.9 214,

sassasnsvensesenssansnsesene

sessssvesBssLLIGENEILERLERAS

942.5 720.6 850.3 951.9

BRIDGE RIVER ROAD ADT TYPE LEHGYH ODECK SPANS TYPE
(m) WIDE (No) OF
(m) WORK
DISTRICT SANTA CRUZ D-5
Comarapa Comarspa Sta.Cruz-Ckba, 135 RC 45.6 6.9 b M
Tiquipampa Tiquipampa Sta.Cruz-Cbba, 156 RC 11.0 8.8 1 M
La Pascana Pascans Sta.Cruz-Cbba, 156 RC 1.4 6.9 1 M
El Tambo El Tambo Sta.Cruz-Cbbs. 156 RC 1.6 6.9 1 M
San 1sidro 5. Isidro Sta.Cruz-Cbba. 156 RC 52.0 6.9 b M
La Palizada L2 Palizad Sta.Cruz-Cbba. 175 RC 11,6 6.9 1 M
El Quilco Quilco Sta.Cruz-Cbba., 175 RC 11.6 6.9 1 M
EL Salto gl salto $ta.Cruz-Cbba. 175 RC 8.3 7.7 1 M
La Hoyada La Hoyads Mataral-V. Grande 31 RC 239.0 4.0 3 RP
Yapscani Yapacani Sta.Cruz-Cusbira-Cbba. 822 PIC 702.0 7.0 18 M
Chane Chane Sta.Cruz-Mineros 466 PTIC 78.9 7.6 3 N
Terums pirai Sta.Cruz-Cbbe. 279 PIC 90,0 7.3 2 M
Les Abejes Abejas Sta.Cruz-Cbba. 939 RC 7.6 7.2 1 M
San Jose san Jose Sta.Cruz-Cbba. 939 RC 50.4 7.0 6 K
Suebrads Sece Quebrads Secs  Sta.Cruz-Cbba. 939 RC 20.0 8.0 1
SUB*TOTAL . sossocassecansovncosnssess
DISTRICT ORURO D-6
Sarras 11 sarras Oruro-Turco 85 PTC 80,00 4.00 [ ]
Huaraco Huaraco Oruro-La Paz 883 RC  12.00 12.00 1 K
Collome Colloms UnciasNequeta 55 RC 55.80 7,30 3 Rp
Sica Sica Sice Sica Oruro-La Pa2z 752 RC 45.00 10.00 3 K
Xars Kara Licoma-Cansmina 20 RC 14,40 4,00 1 RP
Katu Katu Cr.Cohanf-Canamina 20 NX 18,30 4.00 1 M
Aroma Desaguadero Oruro-Pisiga 102 PIC 76,32 4.00 & RP
Barras 1 Barras Oruro-Pisigs 102 PTC 80.00 4.00 4 RP
Caracolio Caracollo Oruro-La Paz 718 RC  45.00 4.00 4L RP
Machacamarca Machacamarce Oruro-Potosi 533 PIC 129.00 7.30 S W
Tacsgus Tacagus Oruro-Patost 172 PIC 52.00 7.30 2 Pp
Lauce HuachecallaLsuca Oruro-Pisiga 102 PT¢ 100.00 4.00 4 M
La Joya La Joya caracollo-La Joya 102 Pr¢ 80,00 4.00 4 RP
Espanol Deseguadero Oruro-Pisigs 103 RC 25.00 7.30 1 RP
Carasilla Carasills Oruro-Pisiga 103 PTC 76.40 3.77 & &P
Colorado Colorado unca-Pocosts 103 RC 43.20 4,00 3 &P
$UB'YOTAL...............u....u....
DISTRICT POTOSI D-7
Mayutambo Mayutambo potosi-Sucre 263 RC 62,50 7.00 2 &P
Chaquimayu Chequimayu Potosi-Sucre 263 RC 64,00 72.00 3 Rp
Negro Tambo Negro Tembo Potosi-Sucre 263 Wt 9.70 7.30 1 RP
Matacs Matace Cr.Ruta 7200-Turuchips 11 s8  80.00 3.00 1 N
Mojona Mojona potosi-Tarije 150 s 25.00 3.40 1 AR
Quebrada Honds Q. Honds potosteTeri ja 9% 8§ 25.00 3.40 1 RP
Ls Torre La Torre potosi-Tartjs 9% 85 25.00 3.40 1 RP
SIJO'TOTAL...............--....-.....
TOTAL
TYPE OF WORK TYPE OF BRIDGE
B =STONE
RP= REPAIR §§ =STEEL STRUCTURE

RHs REHABILITATION
RCs RECONSTRUCTION
NCw NEW CONSTRUCTION

M = MAINTENANCE

.-.....oo.o.noo‘--u-.--.o-.--.---.----.--o.n.b......-.-to.o..b....ob..n..-no-...o.ol..o..-.-....

$B «SUSPENTION BRIDGE
RC =REINFORCED CONCRETE
PTC=PRESTRESSED CONCRETE
BB =BAILEY BRIDGE

MR sMIX

s
.
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SOLIVIA Table 15 (i)

SECOND ROAD MAJNTENANCE PROJECT

PROJECTED MAINTENANCE EXPENDITURE BY YEAR AND AGENCY

L TR Py Yy Y Ry Y Y Y Y YRR LY Y Y P Y S

cecee 1092 oeees

8) Msintenance by Contract SKC I0A  Total

Ussm Ussm ussm
periodic maintensnce - Paved 0.0 0.2 0.2
Periodic maintenance - Gravel 0.0 0.2 0.2
Sub total Contract 0.0 0.4 0.4

rosecs 1992 eceeve

b) Maint. by Force Account SNC 10A  Total
yssm Ussm yssm

Personnel 12.3 0.0 12.3
Tires 1.3 0.0 1.3
Fuel and lubricants 6.8 0.0 6.8
Spare parts 2.0 0.0 2.0
Road materials 0.3 0.0 0.3

Hiscelleneous 4.9 0.0 &.9
Sub total Force Account 7. 0.0 276

seaves 1592 sesces

¢) Other project components SNC 10A  Totsl

Ussm  USSm  USSa
8’ fdge maintenence 0.0
Workshop Compound Construction 0.0
Equipment 0.0
Road Sefety 0.0
Institutional strengthening 0.3 0.3

L R T T T T Ty Ty Y Y T Y T Y Y P Y R Y

Subtotal Other 0.0 0.3 0.3
Procurement Agencies 0.0
fotal Base Cost 7.6 0.7 28.3

evsses Y0P eseses

dy Contingencles 1114 10A  TYotat
UsSm  USta  USSm

Physicat contingencles 0.0
Prize cortingencles 0.5 0.2 0.7

Swd total 0.5 0.2 0.7

T0TAL 28,1 0.9 290

sseoer 1003 secees
SNC DA Total
Ussa  UStm  USSm
3.5 1%.0 7.5
0.9 4.0 4.9

sesessresnsessrsnvsvnsrn

4.6 18,0 22.4

vesoee 1095 secen
104 10A  Total
Usém  ussm  Ussm
12.3 0.0 12.3
1.7 0.0 1.7
6.7 0.0 6.7
6.5 0.0 6.5
1.4 0.0 1.6
$.0 0.0 5.0

"resesnsnasrsLescsnnsone

33.6 0.0 33.6

wesssses 1003 secses
SKC 104 Yotsl
Ussm  USSm  USSm
0.3 1.3 1.6
0.5 1.2 1.7
0.8 2.0 2.8
0.0 0.0 0.0
0.0 0.8 0.8

aossssensPevLINERIILORS

.6 %9 &0
1.0 1.0
$9.6 2.4, 6.7

sassse 1003 scccce
SNC oA total
Ustm  USte  USEm
cresssnsssnsasenseneesy
0.8 1.8 2.8
1.8 2.5 6.3

LI LY Y Y Y Y Y YT

2.6 6.3 6.9

2.2 286 706

evesce 9904 secese
SHC iI0A  Total
ussm  USSm  USSm
3.8 15.4 19.2
1.6 5.8 7.4

®osenonssosrcnmsvsscomce

5.4 21,2 266

socvee 1G94 ocosees
SNC i0A  Total
ussm  USEm  USSm
1.3 0.6 12.3
1.8 0.0 1.8
6.9 0.0 6.9
7.2 0.0 7.2
1.6 0.0 1.6
8.0 0.0 5.0

eneesessencnssesssnssane

36.8 0.0 3.8

eocesces 1904 occeses
SNC 1DA  Total
Ussm  USSm  USSm
0.2 0.7 0.9
0.9 0.3 0.6
0.7 1.4 2.4
0.5 1.1 1.6
0.0 0.8 0.8

So0snassscsnassscssssnes

1.8 4.3 5.8
1.2 1.2
6.7 287 68.6

esssse Q06 evesses
1114 10A  Total

ustm  USSm  UStam
1.2 1.7 2.9
3.2 3.6 6.8

esoescnctnrsansanssstsed

(NS 5.3 2.7

6.1 32,0 78.0

T T T T T ey T T T Y T R L S Ll LS At A AL L R LA



- 65 ~

Table 15 (i)

cosrnee oscece

BOLIVIA

SECOND ROAD MAINTENANCE PROJECT-

PROJECTED MAINTENANCE EXPENDITURE BY YEAR AND AGENCY

tescvesenusessesrosssrsnnscorEsrenamnnae escesevesnnccssnncrre

8) Maintenance by Contract SNC I0A  Total

Ussm ussSm ussm
Periodic maintenance - Paved 1.4 5.8 7.2
Periodic maintenance « Gravel 1.1 4.6 5.7

Sub total Contract 2.5 10.4 12.9

cosecece 4905 sreses
b) Maint, by Force Account SNC 10A  Total

Ussm ussm Ussm
Personnrel 12.3 0.0 12.3
Tires 1.8 0.0 1.8
Fuel and lubricants 7.3 0.0 7.3
Spare parts 7.5 0.0 7.5
Road materials 1.6 0.¢ 1.6
Hiscellaneous 5.0 0.0 5.0

T T Yy Y Y Y R L P T Y T

Sub total force Account 35.5 0.0 35.5

eonene 1995 sessms
¢) Other project components SNE 10A  Total

ussm  USSm  USSm
Bridge maintenence 0.2 0.8 1.0
Workshop Compound Construction 0.4 1.0 1.4
Equipment 0.0 0.0 0.0
Road Safety 0.0 0.0 0.0
institutional atrengthening G.8 0.8

L Ty N Y Y Y Y T T Y Y Y Y YL Y Py Y

Subtotal Other 0.6 2.6 3.2

Procurement Agencies 0.8 0.8

Total Base Cost 386 13.8 52.4

esrsce Y005 cesecen

d) Contingencies SNG 10A  Yotal
ussm  ULSSm  USSm

L N Yy Y Y Y Y XYY XY Y)Y

Physical contingencies 0.5 1.0 1.8
Price contingencies 6.1 2.3 8.6

T T N N Y Y N N Y S LI L XL TV

Sub totol 4.6 3.3 e

TotAL 3.2 1 63

venvonce 1996 ccev--
SKC 1IDA  Total

Ussm  uUssm  uSSm
0.3 1.0 1.3
0.1 0.4 0.5

sccnssencnancssrnansnses

0.4 1.4 1.

ensonn qu& ssennsew
SNC 1DA Total
ussm  USSm  ‘UsSSm
0.0
0.0
0.0
0.0
0.0
0.0

sesssencserscnessensntoce

0.0 0.0 0.0

ssescose Y008 esccee
SNC 1IDA  Total
Ussm  USSm  usSm
0.0

0.0

0.0

0.0

0.9 0.1

LY Y Y T Y Y Y Y Y Y XY

0.0 0.1 0.1

0.4 1.5 1.9

ceenes (005 eccaces
SNC 10A  Total
UsSsm  USSm  USSm
0.0 0.0

0.9 0.4

LYY Y Y Y Y Y Y Y Y ¥

0.0 0.1 0.1

0.6 1.6 2.0

------ 1992/96 <----
SHC IDA  Total
ussm UssSm ussm
9.0 36.4 45,64
3.7 15.0 18.7

meensornesennevrrransrre

2.7 51.4 64,1

eovece 1992796 omev-
SKC iDA  Total
Ussm  UsSm  USSm
49,2 0.0 49,2
6.6 0.0 6.6
er.7 0.0 er.?
23.2 0.0 23.2
4.9 0.0 4.9
19.9 0.0 19.9

erosessannanne secocenose

131.5 0.0 131.5

cesees 1902/96 seves
SNC 10A  Yotal
Ussn  USSm  uStm
0.7 2.8 3.5
1.0 2.5 3.5
1.5 3.4 4.9
0.5 1.1 1.6
0.0 2.6 2.6

®ascecsenscesrnnsesssacne

3.7 1246 16
0.0 3.0 3.0
147.9  66.8 216.7

“sssens ‘992/96 sssse
SNC 10A  Total
Ussm Ussm ustm
2.5 4.5 7.0
9.6 8.7 18.3

Sssssesressnssantbtsann s

2.1 5.2 253

160.0  80.0 240.0

B e RNt N O R A LAGR PO e nt el ettt sttt rtttttinetsttitittad it tatstltiotcncitatotiaeenstenstsenttststsittortotsnnisscssnsanse

»



TIME DISTRIBUTION OF PROJECT EXPENDITURE BY FINANCING AGENCY
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BOLIVIA

SECOND ROAD MAINTENANCE PROJECT

Yable 16

srosenese

% of
AGERCY COSTS 1992 1993 1994 1995 1996 Total Total

UsSn UsSm usSm ussm ussm Ussm
SNC Basic 27.6 39.6 41.7 38.6 0.4 147.9
Physical Contingency 0.0 0.8 1.2 0.5 0.0 2.5
Price Contingency 0.5 1.8 3.2 4.1 0.0 9.6

Sub-total 28.1 42.2 46.1 43.2 0.4 160.0 66.7%
10A Basic 0.7 24.1 26.7 13.8 1.5 66.8
Physical Contingency 0.0 1.8 1.7 1.0 0.0 4.5
Price Contingency 0.2 2.5 3.6 2.3 0.1 8.7

Sub-total 0.9 28.4 32.0 17.1 1.6 80.0 33.3%
Total Basic 28,3 63.7 68.4 52.4 1.9 2147
Physical Contingency 0.0 2.6 2.9 1.5 0.0 7.0
price Contingency 0.7 4.3 6.8 6.4 0.1 18.3

Total 29.0 70.6 78.1 60.3 2.0  240.0 100.0%

L P Y Y Y Y Ty T Y Y Y Y Y Y Ty Ty Y Y Y L R P R A N T Y Y Y )
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Teble 17 (i)

BOLIVIA Page 1
SECOND ROAD MAINTENANCE PROJECT
TENTATIVE LIST OF PACKAGES FOR CONTRACTS
(Periodic Maintenance)
LENGTH COST FINANCING
YEAR ROAD SECTION TYPE KM (USSM) IDA SNC
A) PAVED ROADS

1 1992 EL Alto - Viache AC 21.2 1.7 1.4 0.3
2 1992 La Paz -~ Cotepate pST 38.5 1.8 1.4 0.4
3 1992 Warnes - Montero AC 19.6 1.8 1.4 0.4
6 1992 Taruma - La Guardie $st 35.6 0.6 0.5 0.1
5 1992 San Isidro - La Palizada DSt 7.2 0.4 0.3 0.1
5 1992 Le Palizada - Abra del Guine DsY 8.9 0.5 0.4 0.9
5 1992 Abra del Quine - Aguacisras DsY 19.5 1.0 0.8 0.2
-] 1992 Mataral - Aguaclers DSt 26.0 1.4 1.9 0.3
5 1992 Matarsl - Aguaclera DSt 24.5 1.3 1.0 0.3
Subtotal 86.1 4.6 3.6 1.0

6 1993 Quitlacollo - Vinto AC 4.5 0.2 0.2 0.0
6 1993 vinto - Suticollo AC 8.5 0.5 0.4 0.1
6 1993 Suticollo - Parotani AC 13.0 1.1 0.9 0.2
6 1993 Parotani - Confitel AC 78.3 6.9 4.9 1.2
Subtotal 104.3 7.9 6.4 1.5

7 1993 Guabica ~ Km 24 psY 24.3 2.1 1.7 0.4
7 1993 Km 24 « Okinsus 114 2e.7 2.7 2.2 0.5
Subtotel 47.0 4.8 3.9 0.9

8 1993 Guabira - Nineros pst 26.0 2.1 1.7 0.4
8 1993 Mineras - Chane DSt 16.9 2.0 1.6 0.6
Subtotel 42.9 4.1 3.3 0.8

1} 1993 Oruro = Vinto 1131 5.0 0.9 0.4 0.0
9 1003 vinto - Machamarce pst 26.8 1.2 1.0 0.2
Subtotal .. 1.3 1.1 0.2

10 1994 Cochabamba = Angosture AC 1%.7 "0 0.8 0.2
10 1994 Angostura - Tolate [ 1 1%.7 1.0 0.8 0.2
10 1994 Tolata - Paracays AC "5 0.8 0.6 0.2
Subtotel 40.9 2.8 2.2 0.6

11 1994 Rio Seco - Husrina 1133 $6.2 2.0 1.6 0.6
19 19904 Huarfne - Tiguine 114} 39.0 1.4 1.1 0.3
Subtotel 95.2 3.6 .7 0.7
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Teble 17 (1)

BOLIVIA
SECOND ROAD MAINTENANCE PROJECTY

TEWTATIVE LIST OF PACKAGES FOR CONTRACTS
(Perfodic Maintenance)

LTI Y P P Y T Y Y Y L R R Y Y R Y Y Y Y P Y Y T Y P Y P P LY P L Y Y srPsoossssssosssnansasnesew

LENGTH COST FINANCING
YEAR ROAD SECTION TYPE KM (USSM) IDA SNC
12 1994 Tomatas- Terija sst 3.5 0.1 0.1 0.0
12 1994 Terija - S.Geronimo SST 5.7 0.1 0.1 0.0
1”2 1994 S.Geronfmo - Paracaya SST 40.0 0.8 0.6 0.2
Subtotal 49.2 1.0 0.8 0.2
13 1995 Paracaya - La Villa DsY 5.5 0.2 0.2 0.0
13 1995 La Villa - Epfzena bst 79.6 3.2 2.6 0.6
13 1995 Epizana - Pojo DSy 73.8 3.0 2.4 0.6
13 1995 Tolata - Cliza DsY 7.2 0.3 0.2 0.1
13 1995 Paracaya - Punata DSy 3.0 0.1 0.1 0.0
Subtotal 169.1 6.8 5.5 1.3
1992/95 Yotal AC 186.0 14.2 1.4 2.8
1992795 Totsl DsY 510.6 26.8 21.5 5.3
1992/95 Yotal 131 84.8 1.6 1.3 0.3
1992795 GRAND TOTAL . 781.4 42.6 34.2 8.4
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Table 17 (ii)

BOLIVIA Page 1

SECOND ROAD MAINTENANCE PROJECT

TENTATIVE LIST OF PACKAGES FOR CONTRACTS
(Periodic Maintenance)

LENGTH COST FIRANCING
YEAR ROAD SECTION TYPE KM (USSM) 1DA SNC
B) GRAVEL ROADS

1 1992 Villa Tunari- Eterazama GR 27.0 0.5 0.4 0.1
1 1992 Quillacollo - Bella Vista GR 8.4 0.1 0.1 0.0
| 1992 §. Miguel ~ S. Francisco GR 29.6 0.6 0.4 0.2
1 1992 La Loma ~ Aroma GR 11.5 0.3 0.2 0.1
Subtotal 76.5 1.5 1.1 0.4

2 1992 Ingenio Mora - S. Joaquin GR 1.7 0.5 0.4 0.1
2 1092 Okinswa - Puerto Banegss GR 13.0 0.5 0.4 0.9
e 1992 Madrecitas - San Nicolas GR 16.0 0.6 0.5 0.1
Subtotal 40.7 1.6 1.3 0.3

3 1993 Pojo - Limite Distrital GR 35.2 0.7 0.5 0.2
3 1993 Limite Distrital - Comarapa CR 23.6 0.4 0.3 0.1
3 1993 Comaraps - §. Isidro GR 19.0 0.2 0.2 0.0
Subtotal 78.8 1.3 1.0 0.3

& 1993 Huarina = Achacacht GR 18.0 0.5 0.6 0.1
4 1993 Achacachi - Ancoraimes GR 36.1 0.8 0.6 0.2
4 1993 Ancoraimes - Escoms GR 39.9 0.5 0.4 0.1
[ 1993 EL Alto - Chacalteya GR 10.8 0.3 0.2 0.9
Subtotal 104.8 2.1 1.6 0.5

5 1993 Le Palizads - Puente Tapers GR 43.8 1.3 1.0 0.3
6 1993 Cruce Ruts 7 - Puerto Villarroel GR 26.4 0.5 0.4 0.9
6 1993 Cruce Ruta & ~Irpe Irps GR 28.7 0.5 0.4 0.9
Subtotal 53.1 1.0 0.8 0.2

7 1994 Yepacen{ - Colonis S, Juau GR 13.7 0.2 0.2 0.0
7 1994 Kataral - Valie Grande GR 52.2 0.9 0.7 0.2
? 1994 Cruce Ruta &4 -« Quirusillaes GR .0 1.2 1.0 0.2
[4 1094 Saxas » Candelaris GR 21.8 1.0 0.8 0.?
Subtotal 118.7 3.3 .7 0.6

8 1004 Nallasa - Valencie 6R 1%.0 0.4 0.3 0.1
8 1904 Cruce Ruta & - EL Pojo CR 5.0 0.9 0.9 0.0
8 1996 Alquile - Epizans CR 89.0 1.5 1.2 0.3
Subtotal 108.0 2.0 .6 0.4

9 1095 Cruro - Parle GR 2.0 0.5 0.4 0.1
L 1995 Machscamarca = Husnuni GR 22.0 0.6 0.5 0.1

Subtotat 43.0 1.1 0.9 0.2
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Teble 17 (ii)

BOLIVIA Page 2
SECOND ROAD MAINTENANCE PROJECT
TENTATIVE LIST OF PACKAGES FOR CONTRACTS
(Periodic Maintenance)
LENGTH  COST FINANCING

YEAR ROAD SECTION TYPE KN (USSM) 10A SNC

10 1995 Yamparaez - Tarab.co GR 36.0 0.5 0.5 0.1
10 1995 Sucre - Yamparaez GR 29.0 0.6 0.4 0.1
Subtotal 65.0 1.1 0.9 0.2

" 1995 Cobi)s - Porvenir GR 33.0 1.2 1.0 0.2

1992-95 TOTAL 765.4 17.5 13.9 3.6
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ALLOCATION OF IDA CREDIT PROCEEDS
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Amount of the

Credit allocated
in USS equivalent

Project component

i) Periodic maintenance (Paved network)

§i) Periodic maintenance (Gravel network)

iv) Bridge maintenance and rehabititation
v) Work compound construction
vi) Equipment (rehabilitation)
vii) Equipment Cacquisition) & Road Safety Program
vifi)Institutional Strengthening (Tech. Ass)

ix) Procurement Fees

X) Unatlocated .

36,400,000
15,000,000
2,800,000
2,500,000
2,100,000
2,400,000
2,600,000
3,000,000

13,200,000

Table 18

Expenditure
financed

80%

80%

80%

70%

- 70%

100%

100%

100%

essemonssccsunnenssoa cassccsssssnnacssnscwnsuran snpesmsnnsny SresresssrsrescssRnETsen

JOTAL

80,000,000

Source: Mission estimates
July 1991

of foreign expenditures
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SECOND ROAD MAINTENANCE PROJECT

ESTIMATED SCHEDULE OF IDA DISBURSEMENTS

LI Y Y Y Y PP Y P YT LYY T Y 2

Disburged in cumulative
Quarter Disbursements Cunulative
ussm Ussm ussm %
FY 1993
September 30, 1992 0.0 0.0 0.0%
**  pecember 31, 1992 6.0 6.0 7.5%
March 31, 1993 2.0 8.0 10.0%
June 30, 1993 4.0 12.0 12.0 15.0%
FY 1994
September 30, 1993 4.0 16.0 20.0%
December 31, 1993 5.6 . 21.6 27.0%
March 31, 1994 6.4 28.0 35.0%
June 30, 1994 6.4 22.4 36.4 43,0%
FY 1995
September 30, 1994 6.6 40.8 51.0%
December 31, 1994 6.6 47.2 59.0%
Harch 31, 1995 6.4 53.6 67.0%
June 30, 1995 5.6 24.8 59.2 76.0%
FY 1995
Septerber 30, 1995 5.6 64.8 81.0%
December 31, 1995 4.0 68.8 86.0%
March 31, 1996 3.2 72.0 ¢0.0%
June 30, 1996 2.4 15.2 74.6 93.0%
FY 1997
September 30, 1996 2.4 76.8 96.0%
Decenmber 31, 1996 1.6 8.4 98.0%
Merch 31, 1997 0.8 m.2 o9.0%
June 30, 1997 0.8 5.6 80.0 100.0%
Total 80.0 G0.0
Assumptionss
Loan signing date: July 1992
Loan effectiveness: October 1092
Project completion: December 31, 1996
Loan Closing Date: June 30, 1998

LYY T Y Y TR Yy Y Y Yy Y R T T I YT Y Y Y Yy Y Y Ty Y Yy Y Y Y Y Y Y Y Y Y Y R I Y Y L)

**  Includes fnitiel deposit to Spectal Account andt retroactive financing.

Table 19
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Chart II b
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BOLIVIA
SECOND ROAD MAINTENANCE PROJECT

Project Implementation Schedule (1992-1995)

R L Ry R Yy T R R N S Y T T Ry Y R P R N e L L L R T N N A A

iProject Activities . [] 1952 * 1993 ] 199% 3 . 199
BesovncnsecencecosonsosorecesensressoBooassserverracscssontrssssserssbococerconsssestsctvisnnovsacsssrrsadesvasusssvoncscssranscsevessossolossaacossresrsvssssossssasasssnsloscnceennsl
t{quattass) slat 3d [32:] t et nd 3rd 6th 1lst 2ad g &ch st 2ud ixd th vist 2wy
SssconvrvesevavucscsvonservacnsnserevobBrogsecervrcrrcvcesontvevcccessolarrsrsercnnsssnoccessenssenvosssalosocrtotcrorescecsrrornvenns crslaovencecrrsorsecsccernoncvevoselosenensessl
.. Yeriodic Hatutenance s ] 3 3 [] [}
[} Contract {(Paved Wetuork) ] ' ’ ] [ '
[} ] L L ] 3 1
[ 1) DA s ¢ . ? . '
] 1) Works . s [} d | ' '
[] 11} Supervieion » ? l ] '
[ ’ s ] ] . s
] 1) 13 ] [ s ] '
: 1) Pogthosrtog b e o] Lo ] "l
[] aser. . s s ] 1 .
' {111} Supervielon s i ' ] l ! ’
] » . 3 e
18, Periodic MHainteuance by ’ [ ] [] [} ]
' Contsact {Gravel Network) ] ] ’ 1 ] ]
] ’ ] ’ ] s ]
] DA [] ) T ] ] ]
s €t) Yorke ’ ’ H eee ' 1
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BOLIVIA

SECOND ROAD MATNTENANCE PROJECT

Transport Administration

Ministry of Transport, Communications and Civil Aeronautics

1. Primary responsibility for planning in the transport sector rests
with the Ministry of Transport, Communications and Civil Aeronautics (MIC).
However, effective responsibility for determining the sector investment level
is vested in the Ministry of Planning and Coordination (MP). It is the MP
which recommends to the Congress how the treasury funds, on which all
operational Minietries depend, should be allocated. Final responsibility for
budget allocation is that of the Congress.

2. The Ministry of Transport, Communications and Civil Aeronautics has
responsibility for the management of the transport and communications sector,
including all land transport modes and civil aviation, but excluding sea,
maritime and river transport that are under the Ministry of Defense. It has
responsibility for the management of the principal transport agencies - the
national highways agency (SNC), the railway authority (ENFE), the national
airports authority (AASANA), the national airline in which the state has a
majority interest (LAB), the national telecommunications company (ENTEL) and
the post company.

3. Until recently, the Ministry had three sub-secretariats, one for
planning, one for transport and one for communications. A fourth sub-
secretariat was added when the MIC assumed responsibility for civil aviation,
but in line with government policy for reducing the size of the public sector,
the Subsecretariat of Planning was eliminated and its responsibilities
distzibuted among the remaining three subsecretariats. There 4s now a
director of planning within the Subsecretariat of Transport, with
responsibility for control of projects and planning in the transport sector.

4, The organizational diagram of the Ministry (see Chart I) indicates an
over bureaucratized structure, with more administrative than operationeal
general directors. The Ministry lacks qualified and experienced professional
staff and is unlikely to remedy this deficiency unless the salaries are more
competitive with the private sector. The current Economic Management
Strengthening Operation (EMSO), in which 600 public service positions will
receive salary supplements, does not include the MIC, so the position of its
salaries relative to other ministries will deteriorate rather than improve.

5. As the role of the public sector is changing in Bolivia, with a
marked reduction in state intervention in activities in which commercial
interests, so the role of MIC will also change. The state enterprises whose
activities are presently managed by the MIC are being given more operational
and finuncial responsibility, as evidenced by the implementation of operating
agreements (Acuerdo Programas) with many of them. These agreements specify
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the respective managerial and financial responsibilities of the Ministry and
the companies, and provide targets for the company’s financial performeance. A
similar agreement is scheduled to be made later this year with SNC. A further
move towards even less state intervention will come with privatization. A
start is being made with the Govermment proposing to sell all or part of its

majority ownership in LAB.
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BOLIVIA

SECOND ROAD MAINTENANCE PROJECT
Road Investment Plan

The Six Yeer Investment Plan

1. The Investment Plan (1992 to 1996) agreed with the Government propose the
following expenditure:

New Mainte~ Rural

Studies Construction Bridges nance Roads Total

US$000 Us$000 Us$000 UsS$000 US$000 US$m
1992 2,530 44,999 707 52,832 14,060 115,182
1993 5,230 125,753 2,000 93,065 3,625 229,673
1994 3,420 121,035 2,000 66,875 3,625 196,955
1995 1,850 130,673 2,000 5,000 3,625 143,887
1996 1,250 137,012 2,000 0 7,625 147,887
Total 14,2890 559,470 8,707 217,772 32,560 832,791
2. A very high proportion of the Plen is expected to be £inanced by

international d4nstitutional end bilateral loans. The expected £inancing
structure of the Plan is shown in the following Table. TGN signifies direct
treasury £funding and FFAL eignifies funding from a special IDB fund, whose
operatione are described in detail in paragraphs 6 to 8¢

----- Nationale=ew-

Foreign TGN FFAL Total Foreign

US$m USS$m US$m US$m 2
Studies 9.86 4,22 0.20 14,28 69.0
New const. A 418.00 73.30 68.17 559.47 74.7
Bridges 0 8.70 0 8.70 0
Maintenance 161.44 3.50 52.83 217.77 74.1
Rural roads 14.76 17.80 0 32.56 45.3
Total 604,06 107.53 121.20 82".79 72,5
3. The Plan 1s based on a list of all planned projects, prepared by MIC.

The phaeing of the proposed projects has been determined so that the funding
requirements are compatible with projections of what ie likely to be available
over the next f£ive years. The Investment Plan will be revised annually, to take
account of progress in the implementation of current projects and changes in the
macro-sconomic environment that could influence the investment finance available

for highways.
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4, The constraints taken into account in determining the phasing of
projects are:
i) that future debt obligations arising from foreign funding of projects

should not exceed the amounts which the Ministry of Planning considers desirable

ii) that the requirement for local counterpart funds should not exceed the
amounts which the Ministry of Planning expected to be available during the period
of the Plan

iid) that the planning and management capacity required to supervise the
projects in the Plan should not exceed SNC’s management capacity, and

iv) that the Plan should include all projects already in execution and
all projects for which funding has already been committed,

5. It was assumed that the capacity of the national construction would
not be a constraint. If the capacity of the national construction industry were
to be insufficient to construct the planned projects, additional capacity would
be available from neighboring countries. Brazilian companies in particular have
made an important contribution to the national construction capacity in the past
and are likely to have sufficient excess capacity to repeat the contribution
during the next five years, should it be needed.

Counterpart funds

6. There ave two sources of finance for counterpart funds, - current
revenues of the national treasury and the FFAL (Fondo Fiducial de Aportes
Locales). The latter is a fund pgenerated from IDB projects where there is a
difference between the interest rate and amortization period of loans from the
IDB to the Government and the terms of lending loans to borrowing institutions.
The difference between the repayments of the two sets of loans forms a fund, from
which soft term loans (15 years amortization, including a five years grace period
and five per cent interest) can be used to finance the counterpart component of

IDB loans.

7. The SNC has been and is expected to be the principal user of this
facility. Deposits in FFAL have amounted to more than US$107 million, of which
about US$57 million is outstanding in loans for counterpart funding of 1DB
projects. By the end of the Plan period, the FFAL is expected to receive further
receipts, to provide a total of available funds of about US$235 million, whereas
committed future loan allocations, apart from projects included in the proposed
Plan, amount to less than USS$Sl million. The availability of this fund for IDB
projects greatly reduces the impact of counterpart funding requirements on the
treasury’s current account resources during the implementation period of a loan,
since onlv the amortization costs of the loans from FFAL need to be funded, not
the full amount of the counterpart portion of the project costs. In the long
term, the net present value of the financing cost of the counterpart funding will
be little changed if the interest rate charged on FFAL loans is similar to the
rate available on governmeat deposits, since the balance of the FFAL is
considered to be part of the national reserves. By similar reasoning, use of the
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FFAL funds to finance road infrastructure projects will reduce the level of the
national financial reserves from which they are taken. However, the amounts are
not sufficient to cause problems.

8. The following table shows the projected amortization costs (in US$
millions) of FFAL loans to SNC, and the costs of direct treasury funding of the
counterpart portion of non IDB projects included in the proposed Plan. The IDB
has not yet agreed to finance all of the projects assigned to it in the Plan.
Should they decide not to finance any particular project or projects, the
counterpart funding from the treasury will need to increase the full amount of
the counterpart funding of these project or projects. Although the annual
investment cost of the proposed Plan reaches a maximum of three times the 1991
budgeted investment cost, the call on treasury funds for counterpart funding
reaches a maximum 12% above the 1991 level. The Plan is now being reviewed by
the ministries of Planning and Finance to see if this level of funding is
feasible.

Year 1991 1992 1993 1994 1995 1996 Total
US$m USSm USS$m US$m USSm US$m USSm
FFAL 1 29 30 26 20 16 122
Treasury 16 17 14 4 3 4 58
Total 17 46 44 30 23 20 180

D S D MR n ) AP P D D AP D D D R e M U S T T WD A G D AR D T SR R e W U ED AP 06 AD G G D B O G WS An s A S R D G TR OB D TP D D D G5 s S Eh 46 46 % T D @5 @

Foreign debt obligations

9, With few exceptions, the whole road construction program is financed
with foreign aid or grants. This allows Belivia to undertake many infrastructure
projects which would otherwise be impossible because of the lack of finance. In
many cases, such as loads from IDA, Bolivia foreign funding generally inveolves
long amortization periods, low interest rates and long grace periods.

10, Less than 5% by value of projects are financed entirely from national
sources, The principal source of finance in the past has been IDB. Although the
dominance of this source is projected to continue in the future, it will be less
marked than in the past. It is expected that IDB might provide up to 58% of the
foreign funding, Spain 20%, FONPLATA 9%, IDA 7%, Japan 4% and various other
sources making up the remaining 2%. All sources cther than FONPLATA provide soft
loan terms, but is also unlikely that more than 202 of IDB's funding will be on
soft terms. The following table shows the expected foreign investment required
during the five-year implementation period of the Investment Plan.

Year 1991 1992 1993 1994 1995 1996 Total
US$m USSm USSm USSm USS$m USSm USSm

Plan 46 63 172 147 107 113 60
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11. The principal debt obligation constraint will not occur in the next
five years, as the majority of finance from international and bilateral sources
is available to Bolivia on concessionary terms, which provide for an initial
grace period, approximately equivalent to the project construction period, with
lower interest rates and no capital repayments. The principal constraint comes
some five years after the start of a new investment cycle, when capital
repayments and full interest payments start. The Investment Plan provides for
the next peak of loan repayments to approximately coincide with the termination
of loans from the peak of an earlier investment cycle (that of the late 1960°s).

12, The next table shows the projected debt repayments, interest and
capital, (in US$ millions) of current loans for road projects and the projected
schedule of debt repayments for loans implicit in the Investment Plan.

Year Current Planned Total
Loans New loans obligations
US$nm USSm US$m

1990 32 0 32

1991 43 0 43

1992 43 6 49

1993 50 8 58

1994 57 8 65

1995 52 8 60

1996 51 11 62

1997 48 11 59

1998 45 17 62

1999 45 17 62

2000 45 18 63

2001 45 46 91

2002 42 49 91

2003 36 52 88

2004 34 53 87

13. The repayment requirements in 1991 for current loans (which have a

total value of more than US$650 million) amount to about US$43 million, and will
peak at about US$57 million in 1994 before beginning to decline as some of the
earlier loans are completely amortized. The repayment schedule for the Plan will
require US$17 million in 1998 and 1999, then increase quickly to US$53 million
by 2004. The total debt obligation in respect of highways projects will peak at
US$91 million in 2001 and 2002.

i4. The total treasury obligation is made up of the counterpart funding
requirements and the foreign debt cbligation, including that still outstanding
from previous loans. The total obligation during the next five years is shown
in the following Table. The peak requirement in 1994 will be US$89 million. The
increased capital financing requirement to the roads sector will be offset by the
funding of all current maintenance costs from user charges.
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Year Counterpart Foreign Debt
funding Repayments Total
USS$m USSm USSm
1992 22 49 71
1993 27 58 85
1994 24 65 89
1995 15 60 75
1996 19 62 81
Total 107 294 401
15. The total debt obligation will be a significant but manageable burden

to the TGN. Its impact in the year 2002, measured in terms of a percentage of
GDP, will be reduced to about its 1992 level when GDP increases of 4% per year
and irflation also of 4% per year are taken into account.

Supervision capacity of SNC

16. SNC is currently supervising a program of about 17 projects with a
total investment value of less than US$150 million, whereas the Plan will
involve a peak of about 24 projects with a total value of about US$ 420million. -
The supervieion capacity required to manage an investment plan is mnre closely
related to the number of contracts which must be managed at any time, and so is
also related to the total value of the plan, more than to the number of projects.
1f the average value of each contract remains at or about the current level, the
managerial capacity of SNC will need to increase by more than 250%.

17. SNC will provide a revised structure and staffing proposal which
takes account of the projected work load in respeet of supervision of the
Investment Plan. Under the Export Corridors Project, MTC has requested funds for
the implementation of an information system to help in the management of all
investment projects in the transport sector. The largest part of this
information system will be devoted to management and supervision of the road
investment plan. This system will be compatible with the requirements of the
Ministry of Planning and will help to integrate the physical (MTC) and financial
(MP) aspects of project supervision.

18. The implementation of these information systems will greatly increase
the capacity of SNC in respect of project supervision, but will require a change
in the staffing structure, with more qualified engineers and fewer unqualified
administrative personnel. These changes will be reflected in the revised
staffing structure to be provided by SNC. The change to a computerized project
information system and the implementation of a staffing structure which takes
explicit account of the magnitude of the supervision task, will provide
supervision capacity compatible with the management task implicit in the
Investment Plan.



- 86 -

ANNEX 2
Page 6 of 7

Content of the Investment Plan

19. The Plan will require a total investment of US$833 million over the
five year period. The annual average investment will be US$167 million, with a
maximum of US$230 million in 1993, compared with an budgeted investment of US$63
million in 1991. The following table shows the total annual investment indicated
in Plan:

Year 1992 1993 1994 1995 1996 Total
US$m USSm USSm USSm USSm USSm

Although the Plan will require a large increase in total investment, only a small
proportion of the total investment cost represents an immediate call on treasury
funde. Treasury funding will be required for two purposes, to provide the
counterpart requirements and to service the overseas debt. Most of the increase
in 1992, 1993 and 1994 is for already committed projects.

20. The structure of the plan is less concentrated on new construction
(67.1) than in most countries at a similar stage of the Bolivian development.
This is veflection of the inclusion of two large maintenance projects, the
reconstruction of the access roads to the new Santa Cruz to Cochabamba highway
and this Project. Once the projects are completed, necessary capital expenditure
on reconstruction will reduce to a minimum and be replaced by adequate current
expenditure on routine maintenance.

21. Less than 2% of the total cost is allocated to studies, including
feasibility studies. This partially reflects previous expenditure on feasibility
studies for projects which could not so far be financed, but could also indicate
a need to increase expenditure on this item towards the end of the Plan period.

22. Total planned investment on rehabilitation and reconstruction is
US$218 million, an average of US$43 million per year but with a concentration in
1992 and 1993 with expenditures of US$93 million and US$67 million respectively.
This peak is a consequence of the coincidence of peak expenditure on the two
major maintenance projects. These two projects will result in the complete
reconstruction of the paved network and for all justifiable reconstructions of
the gravel road network. Once they are completed, the need for capitsl
expenditure on maintenance will reduce until the next cycle of pericdic
maintenance. This reduced need is reflected in the low level, less than US$5
million, of investment maintenance expenditure scheduled for 1995 and 1996.

23. Most bridge reconstruction is included in the specification of sub
projects forming part of this Project. A further small expenditure, less than
12 of the total, is included in the Plan for reconstruction of bridges on links
not included in the Project. Rural roads expenditure depends to a large extent
on bilateral financing, especially from the United States and Japan. These
projects amount to 4% of the total proposed investment. The considerable
investment in equipment for rural road construction is financed exclusively by
foreign grants and does not feature in this Investment Plan.
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24, Tables 1 and 2 provide details of all the projects included in the
Plan. The Table is divided invo six parts. Table 1 provides a summary of the
information found in Table 2. It shows the allocation of funds between the
different types of project and indicates the distribution of costs by year and
by financing source. Tables 2(i) through 2 (ix) show: 1) the effect of
including the full cost of the FFAL funds instead of just the interest charges;
ii) a summary of the total counterpart funds needed for each already committed
project; iii) new studies; iv) and v) currently committed projects; vi) as yet
uncomnitted new construction projects; vii) specific bridge projects; viii)
maintenance projects, and: 1ix) rural road projects. Table 3 shows the FFAL
interest charges for projects which IDB have already agreed to finance.

Summary

25, The Investment Plan provides a feasible basis for future road
development in Bolivia. Sufficient funds are allocated to periodic maintenance
and the proposed increase in routine maintenance should avoild the need for
unscheduled early reconstruction of the roads whose reconstruction is included
in the Plan. All of the current commitments for foreign funding are included in
the Plan, but some of them are deferred to later than originally envisaged
because of the lack of counterpart funds and the limits to SNC’s project
management capacity. By the end of the Plan period, the paved network will have
increased by more than 750 km, or by more than 40%. The counterpart funding
requirement is within the treasury’s capacity and the long term debt liability
of the roads sector will have reverted to its 1992 level by 2004.
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SECUND ROAD MAINTENANCE PROJECT
RCAD IRVESTMENT PLAN, 1992 TO 19596
SIMMARY
1992196 1992/96 1992/96 Percentsge
8) By project typs Local Local Local 1992/96 1992/98 by project
and funding source TGN FPAL Totsl Poreign Total type
Us$ *000 Us$ *000 Us§ 000 Us$ *000 Us$ *000 4
8) Studies 4,220 10 64,230 9,860 16,090 2.0Z
b) New Construction 73,301 3,409 76,710 418,001 696,711 68.9%
c) Bridges 8,707 0 8,707 [} 8,707 1.2%
d) Maiutenancs 3,500 2,662 6,162 161,440 167,582 23.42
®) Rursl Roade 17,800 [} 17,800 14,760 32,560 4,52
Total 107,528 6,060 113,588 606,062 717,649 100.02
b) By projsct typs aud year 1 2 3 ) 5 Total
Us$ *000 uss *000 Us$ *000 Us$ *o00 05§ 1000 055 *000
8) Studies 2,483 3,088 3,420 1,830 1,250 16,090
b) New Constructiocn 33,787 116,662 109,926 116,548 12),768 496,711
¢) Bridges 707 2,000 2,000 2,000 2,000 8,707
d) Meiotensnce 36,367 73,965 53,480 1,770 0 167,982
®) Rural Roade 14,060 3,623 3,628 3,623 7,625 32,360
Total 87,403 201,339 172,431 123,798 132,663 717,649
¢} By funding source and yesr 1 2 2 [} 5 Total
us$ *000 Uss 000 08§ *000 us$ 1000 Us$ '000 05§ *000
Loca) funds - TGN ’ 22,359 27,436 23,636 15,624 18,633 107,328
Liocal funde - PPAL 1,459 1,49] 1,290 1,019 [ 11} 6,060
Sud totsl loceld 23,818 28,927 24,946 16,463 19,434 119,588
Poresgn 63,585 172,812 147,508 107,330 113,209 604,061
Total 87,403 201,339 172,451 123,793 132,663 717,649
Wotes:

PPAL indicates the Foudo Piduciel de Aportes Locales
TGH sgnifies the Mational Treasury (Tesoro Geueral de la Nacion)



89 -

ANNEX 2

ROAD INVESTMENT PLAN, 1992 TO 1996 SROURY Table 2 (1)
INCLUDING PULL COST OF PFAL PUNDS (excluding 4interest charge)
1992/96 1992/96 1992/96
8y project type Local Local Local 1992/96 1992/96
| fupnding source o PEAL Total Poreigu Total
Studles 4,220 200 64,620 9,860 16,280
Rew Construction 73,301 68,170 161,671 418,001 359,472
Bridges 8,707 0 8,707 0 8,707
Maintsnsnce 3,500 52,832 56,332 161,840 217,772
Rural Roads 17,800 0 17,800 14,760 32,560
sl 107,528 121,202 228,730 606,061 832,791
centage
8y project typs
-year 1992 1993 1994 1995 1996 Total
Studies 2,530 5,230 3,620 1,850 3,250 16,280
Nev Construction 64,959 125,753 121,035 130,673 132,012 859,472
Bridges 707 2,000 2,000 2,000 2,000 8,707
MHaintsnance 52,832 93,063 66,875 3,000 0 217,772
Rural Roads 14,060 3,623 3,623 3,623 7,625 32,560
‘otal 118,128 229,673 196,958 163,148 147,887 832,792
By funding source
yesr 1992 1993 1994 1993 1896 Total
ocal funds - TGN 22,359 27,636 23,856 13,828 18,633 107,528
wocal funds - FRAL 29,186 29,023 25,794 20,374 16,023 121,202
ub total local 51,963 57,260 49,450 85,798 34,678 228,730
oraign 63,583 172,422 147,508 107,350 113,209 604,061
‘otal 113,128 229,673 196,983 163,168 147,887 832,791




PROPOSED HIGHWAY INVESTMENT PROORMAM « COMMITTED PROJECTS « counterpart funds (USS thousand)

Table 2 (11

3) Destgn 1991 1992 1993 199% 1993 1996 Total
Succe Tpatt 810> Local 100 100
Santa Bacbars Dells Visca JicA Local 1]
Pratnvestment Appraisal {2 0] Locad 200 200
Cuchu tngento Villazon FONPLATA Loceld 200 300 300
lastitutional Strengthening 810 Loeal 130 130
Sub total 2350 400 300 [ ] 1] 930
b) Construction 1991 1992 1993 1996 1393 1998 Total
Quicuibey Yacuso 81D Local 3.300 3,500
Santa Crusz Trinidad FPONPLATA Locsl 4,100 6,000 6,112 16,812
Confital Caihuasi D Local $.200 8,000 7,930 22,150
Totacos Puente Hendes FONPLATA Loeal 1,200 870 2,370
Palaar Grands Yacuiba FONPLATA Local 1,300 3,300 3, 8,372
Patacamaya Tasbo Quemado  BID/JAPAN Local 1,500 1,600 1,400 100 $,000
Potost Pusate Hendez ESPANA Local 500 400 600 300 2,200
Desenboque Bermnjo FIBAD Local

Camirt Palasar Grande FIBAD Local

Tomatitas San Lorento Forelgn Local 300 500
$. Busnaventura Tusupasa Foreign Local 1,410 1,410
Cotspata $ta. Bardara 38 Local 7,000 7.000 1.000 3,520 26,520
Sub total 22,010 20,270 26,636 8,900 7,700 3,520 89,034
¢) and d) Bridges and Nsintensnce 1991 1992 1993 1994 1993 1996 Total
Program PL 480 UBALD Local 2,182 2,000 2,000 2,000 2,000 2,000 12,182
Samaipata Taruns 81d> Loeal 143 148
Southern Diatricts Car Local 700 700
EL Alto Oruce oA Locsl 700 700
Chimore Yapacaal BID/CAZ/TPL Local 5,000 11,368 11,387 27,733
Hational Maintenance Progras IDA/IDB Local 4,800 4,800 4,800 4,600 19,000
Chuquisscs Roads Local 300 300
Sub total . 9,027 18,168 18,167 6,800 6,600 2,000 60,762
¢) Caminos Vecinales 1991 1992 1992 1995 1993 1996 Total
Rural Rosde Phsse II Locsl 300 a3s 638
sants Cruz Locsl 0
Horthern Chuquisacs Local 150 150
Yungss La Pas Local 200 200
Sub total 6§30 s [ 0 [} 0 988
£} Resumen 1991 31992 1993 1996 1995 1996 Total
Escudios 230 400 300 0 o [} 930
Huevos construcciones 22,010 20,270 26,636 8,900 7,700 3,520 o
Puentes 2,182 2,000 2,000 2,000 2,000 2,000 12,182
Hanteninmiento 6,843 16,168 16,167 4,800 4,500 0 48,380
Cagoinos vacinsles 650 338 0 -] v 0 988
Total 1,937 39.176 45,101 13,700 164,300 5,520 62,700
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nbw INVESTHENT PLAN, 1991 70 199¢ ESTUDIOS Table 2 (iit)

. Funding

Projecy Length Source Total 1991 1992 1993 1994 1998 1996 1991195
Oruto Platgls 223 EXTEANO 0 )
Locsl 1,300 100 800 1,300
Totsl 1,300 700 800 1.300
Ssnts Bardace Bella Viels e J1cA 1,500 300 1,100 1,300
. Locsl [} [
Total 1,300 0 300 1,200 1,500
Prolnvestaent Appralsal 38 [34.) 1,300 1,360 1,380
Lasal 130 150 1350
Totsl 1,310 [ 1,310 1,510
Pacaye La twors 40 FONTLATA 210 210 210
Logal 10 70 ]
Tutsl 280 a0 280
LTI Chive 182 EXTERNO 9%0 949 960
Locad 40 240 260
Totald 1,200 1,200 1,200
Cuctw Ingenio Villagen £13) FONPLATA 2.10¢ 900 €00 600 2,100
Locsl 1,000 200 400 400 1,000
Total 3.100 1,100 1,000 1,000 3,100
Riberalta Guayatsaerin (1)} EXTENNO 400 400 400
Local 100 100 100
Totsl s00 300 300
Pansvericana Villisontes 240 EXTEZRNO 1,000 300 300 1,000
Loeal 440 220 220 40
Total 1,440 70 720 1,460
Vitls Tunart San Igraclo ’ 294 EXTERNO 480 830 880
Local 220 220 220
Totsl 3,100 1,100 1,100
Pocosl Tacd)s 350 EXTEARO 1,000 300 300 1,000
Locel 500 230 250 500
Totsl 1,300 130 730 1.300
Bells Viite Quiquidey 93 EXTENQ aso so 30
Loesl 130 150 130
Total 00 300 300
Inaticutional Stzengthenting 81D 100 100 100
Local 30 30 30
Totsl 130 150 130
Poreign 9.860 0 1,510 3,660 2,660 1,380 330 9,860
TGR Locsl 4,220 o 976 1,420 940 LY ] «00 4,220
FPAL 1uteces 10 ] 3 ® 0 L} ] 10
IFAL full 200 ] 30 130 0 ] 0 W
Local (FYAL interesr) 4,220 0 "3 1,420 960 470 400 4,230
Local (FPAL full) 4,420 ] 1,020 1,370 %0 470 400 4,430
Rue 2,327 Total (PPAL faterset) 14,090 [ 2,483 3,068 3,820 1,850 1,230 14,070
9,631 Total (PPAL full) 14,200 0 2,330 $.230 3,420 1,080 1,280 14,280

Cost por o
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ANNEX 2

Table 2 (4v)

sense

Funding :

Qrigin Destination Length Source Total 199t 1992 1993 1996 19938 1996 1991195
Quicuidey Yacuso a2 atp 32,370 [31) 436
Loeal 16,320 4,340 4,300

' 1 Cost per ka 1,189,288 Total 43,690 4774 4,77
Santa Cruz Teinidad 346 PONPLATA 29,200 4,000 14,430 14,450
Locjl 28,220 3,000 4,320 7,329

2 Cost per lm 108,551 Total 387,020 1,000 18,770 . 23,170

Confital Cathuast 30 4] 33,200 1,819 13,663 6,708 6,708 28,900
Local 22,130 3,982 7,950 3,219 3,219 20,330

3 Cost per ka 1,107,000 Total 35,3%0 7,781 21,613 9,927 9.927 49,230

Totscoa Puenge Nendez 30 FONPLATA 8,280 2,300 1,700 4,900
Local 4,693 2,200 2,200

& Cost per lm 432,300 Totsl 12,973 4,500 1,700 §,200

Paloar Orande Yacuiba $0 !ONPL‘TA 13,880 1,566 4,108 4,108 4,103 13,30
Local 8,370 1.581 2,196 2,196 2,196 8,369

3 Cost per ks 374,167 Total 22,430 3,367 65,301 6.301 6,301 22,630

Patsoamays Taado Quenado 192 BID/JAPAN 81,600 398 2,410 20,400 18,400 18,400 45.208
Locsl 10,400 1,500 2,228 2,228 2,223 2,225 10,400

6 Cost per km 479,167 Total 92,000 2,098 9,633 22,628 20,628 20,628 75,508

Potosd Puente Hende: 109 !SPA."NA 60,400 9.398 13,100 13,100 15,100 35,702 60,600
Local 2,200 303 330 330 550 45 2,200

7 Cost per kn 574,312 Total 62,600 9.903 13,630 15,650 13,630 3,247 52,50C

Desenboque Berajo 5 EXTERNO 0 0
PLDAB 13,000 1.316 6,762 6,242 15.000

8 Cost per km 272,127 Total 13,000 1.516 6,142 6,762 15,000

Cantri Pelast Geande 190  EXTERNO 0 o
FIDAB 39,230 2,500 4,100 6,100 6,100 8,100 26,900

9 Cost per ka EIS R X H Tot;l 39,230 2,500 4,100 5,100 6,100 8,100 25,900

Towstitas Sen Lorento 10 Local 1,300 300 500
10 Cost per ka 130,000 Yotal 1,300 500 300

§. Bucaeventurs Tusupass 33 Local 3,166 100 1.000 1,000 2.40¢
i3 Cost per lm 37,164 Total 3,144 100 1,000 1,000 2,500

GCosapata Sts. Bacbaca 49 244 163,300 20,500 21,000 21,000 21,000 83,500
Local 27,200 1,000 2,900 3,900 3,900 11,700

13 Cost per lm 3,928,571 Total 192,300 21.500 23,900 26,900 24,900 93,200

foreign 424,230 [} 20.115 76,930 67,313 63,313 43,102 76,773

Local TGN 122,359 (] 12,302 18,908 16,588 8,846 8,145 66,789

FPAL inteces 3,806 0 90 5% 417 6867 306 2,340

FEAL full 76,070 0 11,802 11,123 8,346 9,360 6,123 46,790

Local {FFAL interest) 126,163 o 12,892 19,6467 17,005 9,313 8,631 87.129

Local (FPAL full) 198,429 [} 24,106 30,083 26,932 18,190 16,270 111.579

s 1,386 Total (FFal interest) $30,393 o 33,007 96.397 84,318 76,626 53,553 361,902
Cost pev kn 449,249 Total {FFAL full) 622,659 Q 46,219 107,012 92,243 83,303 59,372 386,382

e
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ROAD THVESTHENT PLAN, 1991 TO 1998 NUEVOS CONSTRUCCIONES (B) Table 2 (v)
Funding

Qeigin Destinstion Length Source Yotal 1991 1992 1993 199¢ 1995 1996 1991794
Padcyys La Hamora 40 FONPLATA 21,180 3602 3,432 3,432 3,632 13,728
Local 6,190 1,338 1,338 1,398 1,338 3,032
12 Cost per im 848,230 Total 33,930 4,790 4,790 4,790 6.790 21,160
San Bor)s Trinidad 228 810 71,700 3,000 8,800 13,800
Local 17,930 1,030 2,000 3,030
14 Cost per 393,116 Total 89,830 6,030 10,800 16,030
Ghallspass Tarapays 158 stp 86,910 8300 10300 16.000
Local 21,230 1100 2200 3,300
. 13 631,786 Total 106,140 6,600 12,700 19,300
RL0 Azero Honcesgudo 32 31] 34,080 4600 6000 12000 22.400
Locsl 13,320 1330 2000 1200 3,550
19 Core per km 1,300,000 Tatal 47,600 5,730 8,000 14,200 22,950
Paillon P.Susrez 180 31D 238,000 8,000 10000 12000 30.000
Local 48,000 1,000 2300 1300 6,000
20 Cost per ke 1,880 Total 326,000 9,000 12,300 14,500 36,000
R0 Seco Desagusdere 9% .34+ 26,300 4400 4100 4,100 4,300 17,100
Local 3,100 300 1000 1,000 1,000 3.800
16 Cost par km 327.083 Total 31,400 4,900 3,100 5.100 3,500 20,600
Concepeton San Ignascio 150 Alemania 200 200 200
Local 580 580 330
2! Cost per ka 5,200 Total 780 750 180
Cobtjs Chive 13} ITALIA 18,000 3800 3,400 3,600 2,400 18,002
¥ puentes Local 2,300 230 730 730 730 2,300
17 Cost per m 113.260 Total 20,300 9,030 4,130 4,130 3,150 20,300
Potost Tosatas 181 ESPANA 203,000 10,000 10,000
. Local 0 - 0
18 Cost per kn 1,132,397 Total 203,000 10,000 10,000
Poreign 1,149,580 0 20,313 93,362 90,643 102,743 110,734 418,001
Local TGN 132,229 0 12,882 20,516 18,696 10,934 10,233 73,308
FPAL interes 11,093 0 390 8¢ 583 849 801 3,409
FFAL full 221,830 ] 11,802 11,673 11,694 16,974 15,023 68,170
Local (PFAL intarest) 143,322 [ 13,672 21.100 19,281 11,803 11,034 7€,710
Local (FPAL full) 334,079 0 24,686 32,191 30,390 27,928 26,278 181,871
Ess ERR Total (FFAL fnterest) 1,292,302 0 33,787 116,662 109,926 116,548 121,788 496,711
Cost per km ERR Total (FFAL full) 1,503,659 [} 44,999 125,733 121,635 130,673 137,012 339.672




ANNEX 2
STAD INVESTMENT PLAN, 1991 TO 1996 PUENTES Table 2 (viD)
Q) Breidger - Punding
Origin Destination Length Source Total 1991 1992 1993 1994 1595 19%¢ 1991795
Progean PL 480 USALD 18,300
Local 9,920 707 2,000 2,000 2,000 2,000 8,707
Total 28,420 107 2,000 2,000 2,000 2,000 8,197
ande .o
Sub total Foreign 18,500 o ¢ [ 0 [} [] 0
Local TGN 9,920 0 707 2,000 2,000 2,000 2.000 8,207
FPAL tnteres 0 ] ] Q [} 0 0 Q
TEAL full Q [} 0 [ [} [} [} [}
Local (FPAL interest) 9,920 o 107 2,000 2,000 2,000 2.000 8,707
Local (FPAL full) 9.920 [} 107 2,000 2,000 2,000 2,000 8,707
Total (FFAL interest) 28,420 ] 107 2,000 2.000 2,000 2,000 8,192
Total (FFAL full) 28,420 [+] 70?7 2.000 3,000 2,000 2,000 8,707
ROAD INVESTHENT PLAN, 199t TO 199¢ HANTENTHIENTO Table 2 (viLY)
4) H¥sintensnce
Samatpata Tacuna 80 310 8,618 [+]
Local 1.132 1,132 1,132
Total 9,130 1,132 1.132
£1 Alto Oruro 260 10A 14,800 1,700 5,890 7.5%
Resurfscing Local 3,300 2,000 1,300 3.500
Total 18,300 3,700 7,3%0 11,090
Chimore Yapscani 258 BID/CAF/FPL 97,000 2,300 35,673 35,575 13.8%0
Local 28,400 1.200 8,000 4,000 23,200
Total 123,400 9,200 43,825 43,673 97,059
Nacional Maintenance . 1843 1DA/IDB 80,000 29,300 32,000 17,100 1,600 [} 40,000
Program Local 28,300 9,000 10.000 6,100 3,400 [} 28,300
Total 108,300 38,300 42,000 23,200 5.000 4 108,300
Foraign 200,418 0 33,300 73,383 32,778 1,600 0 161,460
tocal TGH 3,500 0 2,000 1,500 0 4] 0 3,500
FEAL interes 2,902 0 867 900 703 170 0 2,662
FFAL full 38,032 o 17,332 18,000 14,100 3,400 0 32,832
Local (FFAL interest) 4,602 0 2,887 2,600 708 170 o 6,162
Locsl (FPAL full) 61.532 [} 19,332 19,300 14,100 3,400 ] 86,332
Ras ERR Total (FPAL interest) 206.820 ] 36,367 75,963 53,480 1,770 [} 167,582
Cost per ka EAR Totel (FPAL full) 261,930 [} 32,832 93,085 66,873 3,000 0 217,172
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Tadls 2 Uix)

Project Funding
ou;x'n Destination Leugth Source Total 1991 1992 1993 1994 1995 1996 1991794
Rursl Roads EIL) USALD 6,810 360 350
Fhase 1L Local 1,220 300 300
Total 8,330 860 . as0
La Paz JICA 3,900 5,900 3,900
Locsl 2,200 2,200 2,200
Totsl 3,100 8,100 8,100
Potoes JICA 4,100 400 875 878 s 873 4,100
tocal 6,300 2,300 3.000 1,000 1,000 1,000 6,300
Total 10,400 2,500 1,833 1,823 1,823 1,873 10,400
Chuquisacs JICA 3,700 100 730 %0 730 130 3.700
Local 4,400 40¢ 1000 1000 1000 1000 4,400
Total 8,100 1,100 1,730 1,730 1,750 1,730 8,100
Tartja JICA 700 100 700
Locsld 400 400 400
Total 1,100 1,100 1,100
Haclonal Local 43,000 4000 4,000
Total 45,000 4000 4,000
Sub total Poseign 21,210 [ 8,260 1,433 1,628 1,623 1,628 16,760
Looal TGH 60,020 o 3,800 2,000 2,000 2,000 6,000 17,800
PFAL intsres [} [} ¢ o 0 1] 0 0
FPAL tull 0 ] 0 0 9 [} o 4]
Local (FPAL tnterest) 60,020 ] 3,800 2,000 2,000 2,000 6,000 17,800
Local (FPAL full) 60,020 Q $,800 2,000 2,000 2,000 6,000 17,800
Total (FFAL incerest) 81,230 [} 16,080 3,625 3,823 3,623 7,625 22,360
Total (FFAL full} 81,230 0 14,060 3,623 3,628 3.625 7,623 32,360

Resymen

TOTAL Poreign 1,399,568 ] 83,385 172,812 147,503 107,330 113,209 604,061
Locsl TGN 209,889 0 22,339 27,436 23,636 18,628 18,633 107,328
FPAL interes 16,006 ] 1,439 1,491 1,290 1,019 80} 5,080
PrAL full 280,082 0 29,184 29,823 23,796 20,378 18,025 121,202
Local (FFAL intatest) 223,893 0 23,318 28,927 26,948 16,443 ° 19,434 _llJ.Su
Local (FFAL full) 489,973 [} 31,563 57,261 49,430 35,798 34,678 228,730
Total (FFAL intgrest) 1,623,461 ] 87,403 201,339 172,451 123,793 132,663 7127,6649
Total (FrAL full) 1,889,339 o 115,128 229,873 106,938 143,148 147,887 832,91
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INTEREST PAVMENTS TO FFAL Table 3
Toject Funding Tatal 1992 1993 199¢ 1993 1996 1991/98
vigin Dastination Length Sourde  US$ ‘000 US9 000  US$ *000 Us$ *000 Us9 *000 ©USS *000 USS *000
rainvestment Appraissl £1 13 Ao [ ] Q ] ) 0 ] ]
‘agitutional Strengthening 0  34:] | 3 3 [} o 0 [} 3
cuibey - Yacunmo 42 3 | 217 0 0 ] 4] 247
~ufital Caihuast 30 344 | a9 398 161 161 0 1,018
atscamays Teanbo Quenado 192 | 344 0 74 74 ™ 74 367
otapata Sta. Bardars 49 | 3 &) 0 30 148 198 193 583
jsn Borja Trinidad 228 1< I 891 0 0 0 32 100 152
‘hallapsta Tarspaya 168 3D | 1,062 (] [ ° 3 110 168
_- Asege Honteagudo 32 3D | 476 0 Q [1] 100 110 73
s1llon P.Susres 180 azd | 4,400 ] [ 30 128 125 300
10 Seco Desaguadero 9% L 34- B 233 0 B 30 30 30 175
_“aipata Tacuns 80 b 4] | 37 37 ] o [) 0 37
daore Yapacand 298 31D | sl 348 346 1] Q 1,004
sticual Maiatenance Program 1663 310 ' 228 as0 133 as 0 713
Sub sotal 3328 7,356 1.161 1.1%0 1,046 897 164 3,018
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BOLIVIA

SECOND. ROAD MAINTENANCE PROJECT
Road Maintenance By Force Account

Maintenance Organization

1. Maintenance of the road network is carried out by SNC's Maintenance
Department (MD), reporting %o the Operations Division, with three units at the
central level: one for planaing and control, another for pavement technology
and the third for personnel training. A new unit, the Project Execution Unit
(Unidad Ejecutora del Proyecto - UEP) was created in 1989 to coordinate the
actions in projects with external financing. SNC's organization in the field
on road maintenance is composed by ten districts, each employing from 520
people (La Paz) to 82 peoplie (Pando), depending directly on the Operations
Division. The districts aze further divided into 43 subdistricts and five
special units. Road maint:2nance equipment and workshops are supervised and
coordinated by the Equipment Department (ED), also depending on the Operations
Division, and composed of five units: Supervision, Procurement, Central Work
Compound, Workshops and E1 Alto Unit. All this organization totals about
3,857 people of which 236 are at the central office and the rest work in the
districts. These numbers cught to be sufficient to carry out the required
maintenance work by force account and to plan and control the entire
maintenance program. On the other hand, maintenance equipment still needs
rehabilitation and major repairs (see Annex 4).

Maintenance Planning and Budgeting

2. Maintenance planning has noi been practiced before 1990. Traditionally,
the data for budget preparation had been generated in SNC, with very little
quantitative input from the field operating units. The budget format was
very general and was not based on any measure of expected work performance.
Each year the budget submission represented a percentage increase over the
previous year, but with little assessment of what funds are really required
for each maintenance function.

3. In recent years, the Government and SNC have made efforts to allocate
funds to improve road maintenance. The corresponding allocations under the
current account increased from US$5.6 million in 1985 to USS18 million in 1988
and US$20.2 million in 1989, but these budgets were not sufficient and caused
maintenance levels to deteriorate significantly and, so far, have not
recovered in real terms. The 1990 budget for SNC’s current expenses reached
US$29.0 million, (including about US$6 million for purchases of some units of
equipment), of which 972 of the total had been disbursed by December 31, 1990.
The level of disbursement varied from 106% for wages to 60% for spare parte to
operate the equipment. Considering the total amount disbursed, the average
expenditure on road maintenance was about US$740 per km in 1990. This is
adequate for routine maintenance alone, but not enough to cover periodic
maintenance and therefore, less than 11,000 km received adequate maintenance.
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4, The budget for current expenses in 1991 was about US$22 million.
However, these funds are still barely sufficient., They represent a
significant effort, (about 30% of the total road expenditures budget, capital
and current) but are still a Jow amount, especially if we take into account
that from the US$23 million, approximately US$12 million is for salaries of
about 3,857 people who are SNC employees, of which only around 3,170 people
are actually working on road maintenance. An cdditional amount of about
US$8.3 million was included in the SNC investment program for 1991 to carry
out the maintenance program financed by CAF in the five southern districts.
Furthermore, in recognition of the inadequacy of the funds allocated to road
maintenance, the National Treasury (TGN) in the last quarter of the year
transferred to SNC additional US$4.2 million for the maintenance program.
These facts and figures confirm the need to prepare adequate maintenance
programs and budgets and to establish an appropriate control system.

5. The 1587~BO project provided technical assistance to prepare and develop
the S5AM, a maintenance management system and the SAE, an equipment management
system, and some training was also provided especially for equipment
management and workshop organization. However, a detailed work program was
never implemented. 'In 1989, SNC started the implementation of the SAM and the
SAE in the five southern districts under CAF (Corporacion Andina de Fomento)
financing and recently the SAM and the SAE have been implemented in the other
five districts, under the Export Corridors Project. Now, the SAM and the SAE
will provide the means to improve the maintenance budget process. In the
meantime, the general principals of these systems have been used in the
preparation of the annual maintenance budgets by force account for 1991 and
1992-1995,

Road Maintenance Programs (1991-1995) by Force Account

6. During project preparation, the maintenance activities to be carried out
by force account and the parameters of the SAM were reviewed and updated for
planning purposes and used as inputs for the system in preparing maintenance
programs for the period 1991-1995. The first maintenance program studied was
the program for 1991, based on the maintenance activities provided by the
system; each activity has its work measurement unit (e.g. square meter). The
level of maintenance service to be provided was established for what was
considered a full level of maintenance service. This "full level" implies all
maintenance requirements except marks and signals studied separately, (see
Annex 8 and was defined by a set of quantity standards (e.g. square meters of
patching per year) with a separate standard for each activity. Quantity
standards were fixed starting from the existing system and the results of
interviews with SNC’s staff at the field level. Three basic levels of
quantity standards were determined corresponding to the three categories of
roads (fundamental, complementary and rural). Modifying factors to the
quantity standards were introduced according to pavement condition, surface
type, climatic regions, pavement age and SNC's policies (e.g. manual or
mechanical execution). Data on pavement condition were collected in the field
using the Mays Meter, the Benkelman Beam, soil testing from core samples and
surveys by SNC’s staff.

7. Once the maintenance activities and the levels of maintenance (expressed
in quantity standards) were established, the Bank’s HDM model was used to
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analyze different quantity standards for the most important activities (those
that represent more than 802 of the maintenance total cost) and select the
optimum alternative for a specific road condition. The levels of maintenance
were so optimized and used in the SAM to obtain a maintenance program and
budget. Another model, the Expenditure Budgeting Model (EBM) was then used,
interacting with the HDM model, to select the maintenance policies, and
maximizing the investment under the existing budget constraints. These new
quantity standards were then used again by the SAM to determine a maintenance
program adjusted to the resources available. (Once the quantity standards are
established, annual work gquantities are determined for each maintenance
activity by multiplying the quantity standards by the appropriate inventory
quantity., The amounts and types of resources required to carry out the annual
work quantities are determined by using each maintenance activity'’s
performance standard, which define the activity, the daily resource
requirements, the expected daily accomplishment and the approved work method.
Annual costs for each activity are determined by multiplying the resources
required by unit costs for labor, equipment and materials. The sum of all
annual activity cost is the maintenance budget).

8. The network length considered under maintenance in the 1991 program was
37,128 km corresponding to the length of the total highways network less the
part of the network under reconstruction or rehabilitation in 1991, Out of
the length considered, only about 20,500 km are properly maintainable
according to the criteria established in the SAM. The rest of the network
only can be considered for emergencies and essential works to maintain the
roads passable . The maintenance program and budget were prepared for each
road, district by district, for all roads in which the SAM is applicable (the
maintainable network). The program for the rest of the network was evaluated
according the experience of SNC’s staff in past years. As a sum of all these
programs, a general program and budget were prepared for the nation’s entire
highway network., The total maintenance budget for 1991 resulted in the
equivalent to US$26.8 million of which US$11.9 million was for activities
considered as routine maintenance and US$5.3 million) for activities
considered as periodic maintenance. The rest was for emergenciles and
improvements., The program for 1991 was considered minimum but satisfactory
and was used by SNC to propose the 1991 maintenance budget to the Government.
It was also a step forward in improving road maintenance procedures and
modifying current maintenance practices and will set up a starting point for
developing the maintenance programs for the following years.

9. The program for 1992 was prepared on the same basis that the 1991
program but, including under routine maintenance the part of the network
under reconstruction and rehabilitation in 1991 and excluding the part under
reconstruction and rehabilitation in 1992, The total maintenance hudget for
1992 is the equivalent to US$35.2 million of which US$12.9 million for
routine maintenance (US$15.7 million) for periodic maintenance US$1.2 million
is for emergencies and US$ 4.4 million for minor improvements. The length of
the network (total and by district) considered under maintenance by force
account is shown in Table 1A. The results of the 1992 program are shown in

Table 1B.

10. The programs for 1993, 1994 and 1995 were prepared on the same basis as
the 1991 and 1992 programs. They are also based on the assumption of
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excluding the part of the network in reconstruction or rehabilitation during
the project period. It was estimated that the roade under reconstruction or
rehabilitation in the year considered will not need routine nor periodic
maintenance in that year, but will need routine maintenance in the following
year and periodic maintenance after four years of the reconstruction and
rehabilitation works.

11, The length of the mnetwork (total and by district) considered under
maintenance by force account in 1993-1995 is shown in Tables 2.A (1993); 3.A
(1994); and 4.A ?1995). The results of the 1993-1995 programs are shown in
Tables 2 B (1993); 3 B (1994); and 4 B (1995) with the partial budgets for
routine maintenance, periodic maintenance, emergencies end minor improvements,
and the total SNC maintenanca cost by force account for each year.

12, Table 5 shows a summary of the length and results of Tables A and B.
The tot:al amount for maintenance by force account in 1992-1995 is the
equivalent to US$77.5 million, of which USS$54.5 (or 70.3%) is for routine
maintenance, US$18.3 million (or 23.6%) is for periodic maintenance, and
US$4.7 million (or 6.1%) is for emergencies. All these figures, which do not
include salaries for the people working at the central offices and other
current expenditures of SNC, are considered adequate, taking into account the
additional US$ 60.1 million for periodic maintenance by contract, which will
be financed by the Project. Table 5 also includes the figures for periodic
maintenance by contract in the paved and gravel network.
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BAIR RDADS COMPLENENTARY ROADS FEEOER ROADS TOTAL BY DISTRICT

DISTRIELT
PAVED JGRAVEL | EARTH | TOTAL | PAVED {GRAVEL | EARTH | TYOTAL | PAVED {GRAVEL | EARTH { TOTAL | <AVED | GRAVEL | EARTH | 70TAL
-t Laeaz 28 3 481 i 238 m 489 4B ¢ 1,489 | 2,969 4,418 313 1,893 5283 5,49
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0-3 TARI3A | 64 314 180 18 Jgn 164 m B 3811483 1,886 1% 1,804 1 41,6851 2,768
0-4  COCHABANBA '435 119 52 7 7 131 195 51 911 1,854 1,%9 417 1,887 1,183 ; 2,689
D=5 SANTA CRUZ | 248 391 k) 445 358 499 858 35 ] 96| 3,534 4,155 2% LA 3,642 3,638
b-6 ORURD 153 163 L] 3% S8b 981 2 | 4,086 ] 5,838 153 981 5,282 8,33
0-7 FOTDS) | 28 ? 258 w2} 39 LYI S 242 | 4,192 4,394 21 WL 4477) 5B
0-8 TUPII2 1} 23 | L1 384 1 2,1 2,355 51 24581 3,979
-9 BENI 248 a4 kL] 43 m 338 2 150 161 3BS 988 § 1,285
B-18 PANDD 32 139 178 115 13 187 187 39 L2 H] 188
TOTAL COUNTRY 1,183 | 2,348 ki 4,448 83 | 1,733 § 2,889 1,785 119 | 5,845 {22,869 § 29,21 1,296 4,118 | 26,742 | 37,18t
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NATIONAL NET MAINTENANCE

PROGRAM 1993

DISTRICT |-

HATIE ROADS

CONFLEMENTARY RORLS

FEEDER KDADS

. BY BESTRIED

PAVED (GRAVEL | EARTH % T0TAL | PAVED IGRAVEL | €ARTH | TOTAL | FAVEL (GRAVEL ! ERRTH | IBIAL ! Pﬁl’ﬂo. E BRAVEL 's £A5TH 138 ;
-t LpPAI i 155 219 4% 24 e 294 88 )] 3 1,359 § 2,989 30387 193 1,744 34382 5,028
b-2  CHUBDISACA | k] 374 166 191 47 241 2 377 1 3,885 3,382 93 945 3,363 438

9-3 TRRLA &4 73 339 3eg 164 472 18 382 ¢ 1,413 1,88 i Gab 1,30 2,817 !
D-4  COCHABANBA 405 ) e 324 ? 57 13 19 k; 211 3 1,83 1,989 417 1,837 1,185 2,089
D-5 SNHA tau? 368 i 3 358 356 159 858 35 9t 1 3,134 4,135 2 1,5 3,697 5,
b-6 (ORURD 225 163 ige 3% il 981 322 | 4,686 523 225 93] 3,202 6,487
§-7  PDIOS! 2 238 [ 258 102 319 421 242 ] 4,152 4,39 2t 575 45,377 S.873
b8 TUPIZA 191 283 i 384§ 2,1 2,535 s 2,45 3.8%%
b-9  BEN] 2t8 3 194 43 287 338 2 15% 161 385 9838 1,288
0-18 PaNDO 39 139 178 {43 1] 187 187 38 1 483
TOTAL COUNTRY 1,328 | 1,968 | 1,078 4,334 2 {1,733 1 2,889 4,80 110 ) 4,994 J22,B62 | 27,965 1,78% E15 | 24,86 | 37,252

t X3ny.

v~ _o14ey

- €01 -



AMWNDAL VOXK PROCEAN ARDP ROAD HAINTENANCE BUDGET

ROUTINE BALIBTENARCE 1393
1 8 € ¢ 1 ¥ 3 T T OE S mmnmrn mmmm TORCT ACCOMMT KCXRS UHIT COSTS (BY PORCE ACCOUNT) i AHHOAL SUDCET (B¥ FORCE ACCOUNT) | ABMUAL BUDCET (BY CONTIACT)
ICODI ] A 8 E Datly Jiccom) WORE Anoas) domusl) MTEI!ILS LASOR  |EQUIPME l SATERIALS ! EQU TOTAL Annusl Ilhu :o-t;
t Unie {QUANTITIES jwark quent.jCsev Daye $us $0s sns $us vork juan sus
3001 iFothole petchiog 30 ju2 45,22, 83,72 2,143 0.0 2.0¢ L 6.33 40,340 183,280
WL htchln; with -w(!u 308 [uz 49,50 40,30 m 193 0.7 2.09 $.78 71,930 30,670
hend (Zoutiue) 300 {2 i¥ 51,48 31,4 m .38 0.3 | 0.2 1.3 920
003 l vnh squipsaus (doutine) 1,048 2 201,324 01,2 1303 0.5 0.9 0.60 t.32 338,910
3009 |Deep poteh 20 bt 43,07 42,0 2,104 0.86 3.21 | 12.09 22.9) 26,630
3108 {Greding -l -Mdo s vith equipmenut -5 301 360 300 .00 3.17 1 1858 2.7
3301 JCrediog ting end coupaction 19 [U-ZE {Grev € #L93 o .20 0.00 $.08 1 25.0% 385
ditchas 7 3 15,829 0,00 .60 | 2.08 8.6
Rt 4 163, 3¢ 512 0.00 106 | 422 .28
9 tHY 438,99 £36, 4,033 0.00 $.43 <04 0.3
. 2 43 | 2.0 » 0.00 .04 | o.18 0.22
300 |un [ FITRS 08 0.60 0.33 1 0.3 0.69 260
dsd)iches by hand 210 |ut. K] of [13 ©.60 c.47] 0.83 1.30 10,450
statlon contrel 4,800 |12 601,69¢ {30,601, 6,373 0.00 0.03 | 0.08 0.04 1,049,140 o348,420
7102 [Hscar .l- stack (o-hcu‘ srsveld 300 NS 14056,9. 1,138, 3,85
7301 [Crusbiog dase sggregetes 300 My K13 252 3
7306 [Cold apbale cencrets mis Iw site 130 [u3 2098 v ELY
2303 [Crushing -:, gotes d1fvrent alaw: 210 Pty 632 +63 1
2306 [Crusdtog cnd sczesning cxgsegater 130 [Hy 4,018 +OF al
2305 |Saaé scresal .’ 420 1S 68 (1] 3
1302 [eceparstion of cut Backe MC-000 130,000 {LT 887,231 497,23 “%
ITOTaAtL XOUTINE Hal} § 311,200 }3,106,295 | 9,306,200 J13,002,393 | 1 1 1 13,602,393
PERIODIC BAINTLHARCE )¢9
4 € T I ¥ 1 T 1 E S lumrmw“u pome, FORCE ACCOUHT WOISS | UNIT COSTS (BT PORCE ACCOUMT) 1 ANNUAL BUDGET (8% YOUCE ACCOUNT) | AHRUAL DUDGET (B¥ CONTRACT) é"JSﬁu
Conz 8 a o 4 Datly lAccos) TAKIO WO3K Anonual 4onus) H.lﬂ:lu.l.s moa EQl?lhﬂ'. NTI.L MATERLALS LAZOX EQUINIENT i ToTal Apnual llln!l cost TOTAL SUOGET
h Produc {Unft QUANTITIES {wosk quast.[Ciew Days Sus 5US sus sus juork quen 508 sus
3006 [Seel with equipment 9,930 12 [Peved In 308,359 308,360 | n 0.39 0.07 | ©0.38 0.2 120,210 21,020 0,260 220,920 2,278,423 | 2,302,383
9021 asphsle concrets onrlu, 8 g o .:.ou;.ﬂ: 040,826
%12,
32 $0 [43 Paved Ia 72,438 1,208 0.00 1.44 4.02 .48 110,833 1,342 $30, 380 o
3202 {Gravel hplu-nn: 230 3 {Cravel Ku 484,825 1939 0.00 C.92 | 3.35 647 2,696,360 { 3,143,160 .
TOTAaL PERIODEC BAITETENANC § 19,710 | 388,503 | 3,494,287 | 302,440 | t e, st l 19,933,997
EYERGENCY ACTEYITIES 199 i
4 ¢ ¥ 1. v I T I E 8 mvmmlwt : mumml“ POXCE ACCOGHT WORKS | UNIT COSTS {BY POXCE ACCOWNT) { ARNUAL IDDCIT (ll TORCE ACCOUNT) } aHBUAL BUDGET (l‘ CONTRACT) TOTAL
cong I ¥ 2 B E I Datly lu:- [y [reens tumlu.s ulol :qumﬂ: TOTAL ! WATERIALS wol EQUIRIENT TOTAL Aunued {ﬂnlt Cost rm'u. SOOGET
Produc [QUANTITIES [wosk quent. Cuv Dsp $Us $us su. HI Woik Quso $us
8308 {Clesulng of Debids 1 8 I ([Emesgency | 138 | s | s.8% 0.00 | #2.16 |336.06 [  612.12 § | 232,230 | 94,000 { 1,166,340 § i ] 1 166,70
$O0TaL EMERGE®CT i 1 332,330 ) 994,010 § 3,886,260 § i i TS n&
SAJMNSENLRCE I1HPROVINENT
A C vV 1L Ttk § TRYEHTONY | AmRIAL T [FORCE aCCONT VORES DNIT COSTS (BT PORCE ACCOUST) 1 AbATAL WUDGET (BY FORCE 4CCOLIT) 1 Lslii 3UBGET (Y CONTRAET) 1. somd
cose | A 8 E feoetiy lleeu- voRE Soniel -} Gl USELLALS | Laton [EQDIRE S T EQUIRMERT Bnu Cost | TOTAL SOLCET
Produc [Untt JQUANTITIES [vork quant.{Crew Osye $US SUS $6S $Us Uo:t Quu: s0s $us
2000 {Listc Tmpsovessnrs i [T ] ] ] ) 0.00 } 1 0.90 ) 1 1 1 [} 5,950,946 | 3,958,904
TOTAL NAIMTERANCE THPROVENEWT ] 1 i i i 173,930,868 | 5.830.348
TOTAL BALNTEBANCE PROGRAN 1 630,400 §3,925,528 03,994,457 [18,351,393 | H - £20,630,403 § €0,0¢0,028 }

sl

- %01 -



NATIONAL NET MAINTENANCE PROCRAM 1994

- 6§0T -

MAk RDADS CONPLENENTARY ROADS £TELER ROADE : W6 By DISTRICT
DISTFRICT . :
PAVED |GRAVEL | EARTH | TOTML | PAVEP |GRAVEL | EARTW | TOTAL | PAVED [GRmEL | EARTE | TOTAL PAVED | GRAVEL 3 BRTE | Tk
D1 L PR o5 | e ses{ 24| ;| 2 86 ) 40 01,359 | 2,965 | 4,307 93 ) 1| seen ot
8-2 ﬁwﬁumma 53 sl e 79 g m| 2 s | 23 R} 935 | 333 ) 43
0-3  TARLIA 73] £37] [ Y g2 | |43 1,8 163 gs¢ | 1,5 2.8
D-4 COCHASANBA | 591 | 19 n 1 sr| wr 195 51 qu |08 ] 1,99 o | 1,007 raes{ 2,67
05 sstacAuz | e2f | 83 821 ps1 | 9w | 050 55| 96 {3,434 4,155 87 1,1 el sazm
U-6  ORUAD 25| 183 388 we i ses| o 62 | 4,816 | 5,838 15 o8t | S0 s
D-7  POTOSI u| o 7 258 | 39 121 ur a2 4304 2 s15 1 eam | senm
p-8 TUPIIA 19¢ 283 474 . 388 Y 2,47 2,338 515 2,434 3,879
D-9  EENI 25 | 2| SM | 1,08 AL 338 159 | o5 385 g | g3
D-16 PANDO 1)1 178 15 15 197 187 3 441 38 |
TOTRL COUNTRY | 2,837 | 3,877 | 1,978 | 5,892 | 220 | 2,0% | 2,889 | 5.186 | 16 { 4,99 {22,860 | 27,95 | 2518 e,007 | 26,9 | 38,243
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NATIONAL NET MAINTENANCE PROGRAM 1995

HAtN ROADS CONPLEMENTARY ROABS FEEDER ROADS . i 1016 8¢ DISTRICT }
PISTRICT !
PRVED |GRAVEL | EARTH | TOTAL | PAVED {GRAVEL | EARTH | TOTAL | PAVED jERAVEL | EARTH | TOTAL FAVED ¢ GRAVE. EARTH T§ia

0-1 LA PAL 233 135 249 687 264 238 294 788 98 § 1,339 | 2,959 §,416 o83 1,744 3,48 %813
0-2  CHUBUISACA 53 n 16b bl L1 28 238 327 { 3,805 3,332 33 5 3,383 £,361
0-3 TARKA 173 164 3 388 164 72 18 382 | 1,413 1,88 183 834 1,377 2,415
0-4  COCHABANBA )| 19 1t 1 57 13 195 3 911 1 1,84 1,569 684 1,087 1,185 >,616
D-3  SANTA CRUZ 693 1 13 85 831 LT 1,13 55 %6 | 3,134 4,155 15 1,794 3.447 b, 198
D-6  ORURD 2% 163 3g8 19 596 21 422 | 4,618 5.0%8 2 98t 5,282 6,487
0-7 POT051 2t 239 7 258 182 e 121 242 | 4,152 4,394 2 575 4,417 5,873
-8 TUPLIR B il 283 LI 384 2,111 2,35 575 2,48 3,829
D-9  BENI 8| 477 33 71 LN 207 338 ? 159 164 268 522 980 1,162
D-1¢ FANDD 39 139 178 15 115 187 187 3 441 488

TOTAL COUNTRY 2,252 | 2,094 { 1,078 5,425 271 | 2,826 | 2,609 5,186 161 § 4,994 j22,860 | 28,815 2,684 9.114 | 26,826 | 36,820

£ NIANNY
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ANEUAL VOLER PROGCRAN AND ROADP MAINTESANCE VUDGCET

ROUTINE MAINTINANCE 1893
| 4 € T U v 1. T ¥ E S lﬂg‘:’gﬂ Nll:l..' PORCE ACCOLNT VORRS 3 T COSTS ¢3Y POACE ACCOUNT) ANNUAL BUDGET (BY PORCE ACCOWST) ANBUAL SUDCET {83 mnnn_fn._ Tﬂtts
L a L] [ 4 Datly [a ORE Amnsal Anousl [MATERIALS | Las0x  jEQUIAME MATERIALS LasoL EQUILHENT TOTAL Annusl fUste cons TOTAL SULCET
I I?l:luz n:f:' QUANTITIES Jwork quant.|[Crew ;oyc $US 23 $US $U5 §Us $us sus work quan]  §f sus jus
3001 |Fatbole patchiug 40 (42  |Poved Kn . 120,107 | 3029, 0.20 .34 1 LN 835,160 449,260 98,710 79,710
3002 ':I‘O :q'n'l th l'lllrl.ul'. SDI U2 hv:l . [l 36,440 183 1.93 0.6 2.09 :” 116,390 "‘:' [ 370,810
3004 ISesl by Dand (Rourine) #3  Peved Kn 9 0.58 0. | 0.8 22,520 M, 00,480 100,480
3005 [Seald vllb eguipnsnt (Routdue) '.N) H2 Paved Kn 1) 0.3 [ 1] 0.60 4,4 163,340 387,330 b1 30
3008 [0esp patch 20 In; [0 3 0.56 $.22 | 12.09 39,330 3,033,140 | 1,362,090
103 Gn‘ing o{ shoulders wich qnm-ut Paved Kn Bl .00 3.12 1 1038 69,868 &,
200 [Csedicg, wetting sué compacticn Craw Crush & 04 0.00 6.08 ] 33.05 402,830 258,640
Yol {Cesdtug lululx ditches o paved 0] .00 3.60 2.08 1,08 0 ] 2,918,230
302 [Cesdlug ondy eur u- -5 [Uo paved dn {8 0.00 061 4.2 430,390 § 3,009,140
303 [Local luthu with o .-m kn 49} .60 163 1 .08 3,941,200 § ¢,584,800
3300 [Clessing vf ditches .'u‘ with l"ll Pat 3 0.00 .04 0.18 A 54,100 3“.“‘-
35¢2 [0, sgs uatotennce by havd 3 0.00 0.33 0.3 N 2,020 136,900 1
3503 1oy psved-ditches by Rend 3 ©.00 041} 0.0 18,630 13,200 20,65 28,83
<008 | .5 vu-uuu conteol 0! 0.00 0.03 0.0/ 3,363,120 390,420 § 2,336,390 1,286,310
103 | stock (eelecced gravell 91
200 {Crus avs egpreget %3
304 §Co)e M‘.ll CORET: 13,43
209 {Crusbing sggre 68
304 ownlu a8 ag sgpreg. 49
203 Bsa h, [+
1302 ml':quulu cut Sacks IC-400 1,273,06)
TOTAL BROUTINE MHAIRTEWASCE 440,670 13,296,009 [10,392,4¢1 34,038,120 36,638,120
PERIODIC HATUTERLANCE 1993
4 € T % v 3 v % E S ll'ml‘l l.'lll.l..t [PORCE ACCOUNT UORKS ONIT COSTS (MY FORCE ACCOUNT) AHHUAL BUDGET (8Y FORCE ACCOLNT) ANNRAL BUDGET (3% CONTRACT} mt'il
CObE | ] 1Y .} | 3 Datly Men MORE Ancusl Anoual [HaTERIALS lAlOl TATAL HATERIALS Lason EQUIRENT TOTAL Acousl) {0ass coss TOTAL FERIODIC P
Produc [QUARTITIES [work quast.[Crev Daye US sns $us sus $us $us $us wotk quan; $us 5Us $US
3006 1Sasl uith squipesnt .25 2 [Feved Ka 433,892 433,892 . 0.3 .00 | 0.28 0.7 126,200 31,020 29,230 334,930 334,930
9021 [aspbale csuctets aveslsy 9.00 0.00 [ [ [ o
9022 {Trestment 0.00 ©.00 0 0 ° ©
3305 shouldec: £0 1) Paved En 10,124 110,134 1836.2 .00 1.66 .02 .48 180,483 1 1,080,309 | 1,262,506 3,363,980
3202 {Grovad Lo 230 {43 {Cravel Ta 332,30t 332,388 | 21%0.3 0.00 o.92 ] 3.3 . 430,520 { 2,934,090 | 3.¢e3.800 3,6€3,610
TOTAlL PERIODIC AITRNTENANCE 126,200 202,223 | $.186,329 | 3,008,95¢ 3,00¢,938
EHEZCEMCTYT ACTEIVLITIES 3993
4 ¢ T 1 vV I T 1 E S am muﬁz POXCE ACCOUMT MORKS UHIT €OSTS ¢BY FORCE ACCOUNT) ANMULL BUDGET (3Y PORCE 4CCOINT) AMIAL SUDGET (BY CONTRACT)
caoE ¥ s 08 € Deily facceal o1z dnous) | Ausmel  [HATERIALS | LaBOR TOTAL | MATEMIALS ) LaBCR | EQUIPNENT )  7TOTAL | danusd  [Uafe coss §  TOTAL
Produc [Unic QUANTITIES {wosk quant.[Csew Daye| §US [H $Us Sus sus sus Sus U5 Juosk qusaj sUS sus
8001 [Clesnsng of debsts 1t jed  [Emevpency 1,981 1861 | 1810 0.00 } 82.16 133¢.9¢ .12 161,100 | 2,049,110 | 3,210,290
TOTalr EBELCENCY o 163,380 | 3,005,310 | 3,230,290
BAIWTEBABCE IMPROVENENT 19393
4 ¢ T F V1 T I E S o ANNUAL  [FORCE ACCOIMT VOXKS LT COSTS (BY FORCE 4CCOUNT) -AHNUAL SULGET (8Y PORCE ACCOUNT) AMHDAL SUDGET (3¥ CONTRACT) TOTAL
cone ® a4 0w E Detdy [Accom VORK toooal | Anzesl LABOL  [EQUIRME]  TOTaL | MATERIALS | LABDR | EQUIRUNT | OTAL | Acwusd Ualt cost |  SOTAL |  BUDGET
Peoduc {Ualt QUARTITIES Jwork qusut.jCrew Daye 5US sus 505 sus §Us sus U5 sus wosk quenf SUS sUs s
9000 [Listc Taprovemrute ) I 0.00 | 0.00 o 5,332,560 § 3.732,3¢0
TOTAL RNALNTCHWAMCE LUPROVEBMEMNT ° ° o 5252360 | 3.732,340
TOTAL HAIBTEWANCE PROGCEAM | 616,870 $4,639,418 J15,813,009 21,009,344 | ] )} 5,232,500 { 26,803,900 |

8-y 3Tqel
€ XINNV
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MAINTENANCE
1992-1995

PROGRAM

SUMMARY
FORCE ACCOONT PERIODIC HAINTENABCE {BY CORTRACT)
T074L
ROUTINE PERIODIC THRRGEHCY TOTAL PAVED ROAD |GRAVEL ROAD  HAINTRUACE
TREAR[HATNTEHANCEMAINTENABCE ACYIVI?IES PROGRAY
1.} $05 n {05 I $0S i $US . $0S | $us $05
1992 1,161 12.9 9,128 4.2 - .21 3,18 18.2 218.4 10.9 258.8 1.2 36.3
1393 n,2%2 13.0 8,115 4.2 - 1.1] 3,28 18.4 8.7 IR} 258.9 1.9 0.2
1934 3,24 13.8 8,887 4.9 - .21 B2 19.9 185.3 1.1 145.0 2.6 2.6
1395 3,626 14.8 9,114 5.4 - 1.2} 38,626 2.1 169.9 6.7 134.4 3.2 A8} -
T0TAL
1992-1995] - " 545 - 18.3 - L1 - .5 817.4 3.5 195.0 2.0 131.8

§ ®1qel
€ XAV
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BOLIVIA

SECOND ROAD MAINTENANCE PROJECT

Road Maintenance Equipment and Workshops

Equipment Fleet

1. Traditionally, external financing to SNC has been mainly allocated
either to equipment acquisition or to construction programs requiring new
equipment (not adequate for maintenance activities), which is transferred to
SNC at the end of the programs. So, SNC has a large fleet of construction and
maintenance equipment with 1672 units, operating or available to operate and
about 1500 old units to be sold at an auction. Out of the 1386 units
available in the current SNC road maintenance fleet, 400 (29%) are less than S
years old; 215 (15%) between 5 and 10 years old; 383 (28%) 10 to 15 years old;
and 388 (282) 11 to 15 years old. (At present, 308 units need rchabilitation
or major repairs). Table 1 shows the various equipment groups and the current
condition of each group. In addition, new units have been added to SNC's
fleet during 1991, financed by several loans, credits and donations. This
financing has allowed SNC to purchase 466 new units in 1991 (some of them
under IDA RIC-II, Credit 1828-B0) which gradually will replace old units.
Table 2 contains the list of this new equipment. At present, SNC has a
shortage of current funds to satisfactorily operate such a fleet. 1In
addition, IDA recommends that some periodic maintenance be carried out by
contract and this is not consistent with additional equipment purchases.
Furthermore, the current road maintenance fleet of SNC, after the new
purchases, is large enough to carry out the 1992-95 routine maintenance
program, if it is maintained and rehabilitated in a proper and timely manner.
Therefore, purchases of new equipment are not necessary for the maintenance
programs 1992-1995, unless new units are justified by future adjustments of

these programs.

Equipment Management

2. Equipment management was poor before 1991. Many units are in poor
condition because they were not properly operated and maintained. SNC’s
capital investment in equipment must be better protected by observing regular
preventive maintenance. The first steps in this direction were taken under
technical assistance financed under Credit 1587-BO, to design an equipment
management system (SAE), now in phase of implementation in the five southern
districts with CAF financing, and in the other five districts with IDA
financing through the Export Corridors Project (Credit 2012-BO). With the
implementation of the SAE, completed in January 1992, SNC will be able to
achieve satisfactory programs for equipment rehabilitation, repairs and
maintenance, matched to the real needs arising from the road maintemance

programs.

3. Furthermore, the existing structure for equipment administration must be
strengthened, Annex 6 contains a proposal for adapting SNC’s current
personnel organization, including equipment administration to the future
decentralization. 1Ia the future, each equipment unit should preferably be
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aseigned to a specific operator who will be responsible for its operation and
maintenance. These operators should be treined under a program within the
SNC. Due to the lack of tenure in operator positions, the program should be
permanent. The training will serve to improve the present quality of
operation and maintenance. This Project includes a training program for
equipment operators and SAE users (see Annex ll).

Equipment Rehabilitation

4, Equipment rehabilitation can save SNC thousands of dollars in capital
investment. In view of its recent and approved equipment purchases, SNC
should not buy new units until a plan for the rehabilitation of its equipment
1s finalized. This plan must be responsive to the equipment needs of the road
maintenance programs. Consequently, an Equipment Rehabilitation and Major
Repairs Program has been prepared by SNC with technical assistance financed
under Credit 2012-BO. This program includes the needs for equipment
rehabilitation and major repairs during the period 1992-95 and was prepared
including all units more than three years old in 1991, It is based on the
needs in equipment availability to carry out maintenance works, included in
the 1992-95 maintenance programs, by force account. Table 3 shows the list of
units to be rehabilitated in that period. The cost of the program would be
US$3 million, financed by the Project.

5. Ideally, the equipment rehabilitation program should be carried out in
SNC workshops. This would be possible if SNC workshops had proper tools,
workshop equipment and competent personnel. The first two conditions have
basically been met (Credit 1587-BO provided funds for it) but SNC’s workshop
organization is still the limiting factor to carrying out a program of such a
magnitude. Until this situation improves; rehabilitation will have to be
carried out by contract. This contracting system will have an additional
advantage of preventing the expansion of SNC staff without tenure of their low
salary level positions. Allowing SNC mechanics to work in the local
contractor workshops, could reduce the cost to SNC and provide mechanics with
valuable on-the-job training. The firms to be considered for contracting
equipment rehabilitation could be local equipment distributors, if their
capabilities, facilities and experience with SNC are acceptable.

Equipment Operational Costs end Repair

6. During the years of the project, large resources will be needed to
operate the equipment for the road maintenance programs. Table 4 shows a
summary of the equipment requirements on fuel, lubricants, tires and spare
parts to make SNC’s equipment available and operational in the period 1992-95.
To ensure that sufficient funds are available to operate the equipment, the
Project will finance US$11.8 million for acquisition of tires and spare parts
for repairs, during the period 1992-95. Close supervision will be needed to
monitor resources allocated and to ensure that they are applisd effectively to
maintain the equipment availability and utilization.

7. Minor repairs included in the equipment repair programs will be carried
out by SNC’s and local suppliers workshops that have adequate facilities. In
many caeses, these minor repairs could be done efficiently, at low costs, by
contracting mechanics operating small workshops. In these cases, SNC would
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provide the necessary spare parts and supplies and the contractor would
provide the mechanics. As an alternative, the workshop would provide its own
labor for specific tasks and would guarantee the quality of the labor. Since
the work capacity of the contracted mechanics and the workshops is limited,
flexible procurement procedures would be used to award small contracts for the
repair of SNC equipment. SNC would be the responsible for the work done under
this arrangement.

Workshop, Warehouse and Workcompound Organization and Needs

8. Adequate work compound workshops and warehouses are essential to
maintaining of a road network and an equipment fleet. SNC’s facilities are
classified according to their geographical location, and type and complexity
of mechanical work to be performed. Since SNC's warehouses and workshops were
generally inadequate, the 1587-B0O Credit financed the rehabilitation of these
facilities. However, some of them still need important improvements. The
cost 1a estimated at US$3.5 million. Table 5 shows a breakdown of the
resources that will be needed for this purpose.
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7E

SERVICIO NACIONAL DE CAMINOS

SNC'S ROAD MAINTENANCE EQUIPMENT BY AGE AND CONDITION

(DRAFT) .

REPARABLE

1TOTAL:GOOD :REPAIR:TOTAL:MINOR:REHAB:TOTAL:
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EQUIPMENT
DESCRIPTION

™ v o o

H

10
6

20
13

35

1l
1

24
101 ¢ 174 3

H 19 ¢
H

sLOADERS < 2M3

54 ¢

67

7
28

31

1LOADERS => 2M3

H 30 H

17

28 3

sMOTORGRADERS > 125 HP

7
20 :

12 3

1MOTORGRADERS < 125 HP

L

50 3 42

s 91

29

30 ¢

12 2

tTRACTOR <= 125 HP

23 :

.

tAGRICULTURAL TRACTOR

tPRIMARY CRUSHER

o

.

e

$SECONDARY CRUSHER

s

46

.

3

tVIBRATING COMPACTOR

:DIP TRUCK <= 5M3

30 : S5 :

25

93 : 139 :

21 ¢ 236

86 3 120 :

3

9
12

1

t 26 ¢

5
15

sWATER TRUCK 6000-10000 LIS

1PICK UP 4X¢

H 17 ¢ 106 ¢ 83

39

9

39

$TRUCKS 4-8 TON

e

.

o

tASPHALT IRRIGATOR TRUCKR

sWATER PUMP D = 6 PLG

H
H
H

.

o

L3

12

.

20: S56 1 1l

34 3

3 60

28

30

H

:COMPRESSOR 525 C.¥.M.
sASPHALT HEATER

s COMPACTORS

25 ¢ 15 3

15

R

.

1NEUMATIC HAMMER

tPATCH UNITS

:
3
H

3

..

-

+THERMAL TRUCKS

-

H

$VIBRATING ROLLER

3
:

tASPHALT MIXER PLANTS
$CLASSIFIER PLANTS

3

165

16

40

9

sDUMP TRUCKS > 7.5 M3

sUTILITY VEHICLES

tPICK-UPS
s JEEPS

6

20

H

16 ¢+ 44 5 83 : 15 : 98 3 4

H

27 2

o

.

tMOBILE LUB-UNITS

sREPAIR TRUCKS

o

10 ¢

$FLAT - BEDS TRUCKS

$FUEL TRUCKS

)

343 :1078 : 168 3 140 : 308 :

215 ¢ 383 : 388 :1386 : 735 @

s 400 3

TOTAL

.

BUILD EQUIPMENT TOTALS

EQUIPMENT TOTALS
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SERVICO NACIONAL DE CAMINOS

COMPLEMENTARY EQUIPMENT LIST

nERITINTIS =a= =%

:+: T I P O D B E Q U I P O : OPERATING : REPAIR s TOTALS::
H 3 3 H
$TRACTOR > 220 HP H 34 : 8 : 42
sTRACTOR > 300 HP H 4 2 6 :
:MOTOTRAILLAS AUTCCARGANTES 3 1 2 3:
sMOTOTRAILLAS CONVENCIONALES H 8 : 3 11
tWHEEL TRACTOR s 6 : 0 : 6 3
:NEUMATIC ROLLER COMPACTOR s 11 : 4 3 15 :
:VIBRATING REMOLCABLE COMPACTOR H 8 : 14 : 22
sHANDLE MANUAL ROLLER : 7 ¢ 16 23 ¢
:COMPACTADOR MANUAL PLACA H 25 22 47
sCRUSHER EQUIPMENT 50/100 TONS. : 0 : 2 3 2 3
$BACKHOES H 2 0 : 2
tWHEEL BACKHOES H b 0 1
s TANDEM POWERED SCRAPERS H 3 6 9
¢ TRACK~TYPE SCRAPERS : 2 3 5 ¢
t:ESCOBA MECANICA H 1: 4 : S
s PAVEMENT BREAKER : 1: 3 4 :
:ASPHALT PLANT H 0 : 0 0 :
+STRIPPED PAINTING MACHINE : 5 : 0 S ¢
$ELECTRICAL GROUP 10 KW. : 17 i8 35
tELECTRICAL GROU 50 KW. t 23 : 4 : 27
¢:ELECTRICAL GROUP 200 KW. 3 13 3 : 16 :
: TOTALS H 172 114 ¢+ 286 :

(1 - SAA.WK1)
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Table 2
NEW EQUIFMENT LIST FOR "SERVICIO NACIONAL DE CAMINOS™
GERMAN-JAPAN-CAF & O0.E.C.F. LOANS
3 1 H H CAF s C.V, s C.V. H H
t DESCRIPTION 1 G.C. s RIC I1 :COCHABAMBA: POTOSI ¢ LA PAZ 1 TOTAL @
[} H H 1STA. CRUZ H H E
$BULLDOZER SCRAPERS TRACTORS H H 3 6 ¢ 7 7 3 20 ¢
1BULLDOZER WHEELS TRACTORS H 23 $ 6 3 S 3 : 13 3
tMOTORGRADERS L 6 : $ 5 7 7 3 25 3
sWHEEL LOADERS H 2 5 3: : S 15 3
1CRUSHER PLANT H H 2 1 2: 2 6 3
1PORTABLE CLASSIFIER H s 10 : : s H 10
tPATCH UNITS H 8 1 10 ¢ ¢ H H 18 ¢
sHYDRAULIC EXCAVATORS H 51t 6 ¢ 4 3 H 3 15 3
sFLAT-BED TRUCKS H 1 2 : 1 1 5
sDUMP TRUCK H 24 20 16 : 25 25 3 110
sWATER TRUCK s H 40 ¢ H 22 2 44 3
sFUEL TRUCK H 5 H 2 2 23 11 :
+TRUCKS 4-8 TON, H 5 10 H 2 H 12
$TRACTOR-DUMP TRUCKS H H s ) 3 H 1
sREPAIR TRUCKS H H : : 1: 1 2
1PICK UP 4x4 H H 30 : 7 6 2 6 ¢ 49 3
sUTILITY VEBICLES H s 3 s 1 H )
sAGRICULTURAL TRACTORS H 3 s 4 3 s : 4 3
sPORTABLE COMPRESSOR H H 10 : s 3 3 10
s TAMPER COMPACTOR H s H 5 s H 3
1NEUMATIC ROLLOVER COMPACTOR 3 H s : 4 3 4 3 8
$ELECTRIC GENERATOR H H 10 : 5 2 2: 19 :
+ROLLOVER BANDLE COMPACTOR H 11 3 s H : 11 :
s PAVEMENT BRAKERS H 20 3 H : H 20
$STRIPPING EQUIPMENT H b 2 H H : H 4 3
¢DRILLING EQUIPMENT H 1 H : : H 1
sCONCRETE TUBES FACTORY s 3 : H s : 3
:1STATIONARY TANKS : H H H 6 ¢ 6 3 12 3
sNEUMATIC HAMMERS H H H s 12 H 12 ¢
: TOTAL H 92 1 155 3 64 3 85 70 3 466 3

G.C: GERMAN LJOAN MERCANCIAS II

RIC 11 PRASE 11 - O.E.C.F.

CAF PROJECT. CAF LOAN.- COCHABAMBA-SANTA CRUZ ROAD RAHABILITATION

C.V. JAPAN DONATION - RURAL ROADS IMPROVEMENT. POTOSI

C.V. JAPAN DONATION- RURAL ROADS IMPROVEMENT. LA PAZ

{1 ~ 5b.wkl)
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EQUIFMENT REBABILITATION PROGRAM
(1992-1993)

ANNEX 4
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Table 3 (i)

TYPE OF UNITS UNIT COST TOTAL REPLACING REP. COST./

FIRST PERIOD (1992-1993) WORK OF REPAIRMENT COsST COST ADQ. COST.
TRACTORS < 125 HP REPAIR 3 4,750.00 16,250.00 88,000.00 5.402%
RECONSTRUCTION 2 18,500.00 37,000.00 88,000.00 21.02%
TRACTORS < 160 HP REPAIR 13 8,650.00 112,450.00 130,000.00 6.65%
RECONSTRUCTION 19 22,244,00 422,636.00 130,000.00 17.112
MOTOR GRADERS REPAIR 14 7,650.00 107,100.00 95,000.00 8.052
RECONSTRUCTION 20 18,250.00 365,000.00 95,000,00 19.21%
LOADERS REPAIR S 6,250.00 31,250.00 100,000.00 6.25%
RECONSTRUCTION 8 17,500.00 140,000.00 100,000.00 17.502
DUMP-TRUCKS REPAIR 24 3,500.00 84,000.00 55,000.00 6.36%
RECONSTRUCTION 32 9,850.00 315,200.00 55,000.00 17.91%
WATER TRUCKS REPAIR 1 2,500.00 2,500.00 50,000.00 5.002
RECONSTRUCTION 1 8,760.00 8,760.00 50,000.00 17.52%
FUEL TRUCKS REPAIR 4 3,840.00 15,360.00 50,000.00 7.68%
RECONSTRUCTION 1 6,250.00 6,250.00 50,000.00 12.50%
PICR UPS REPAIR 9 2,750.00 24,750.00 19,000.00 14.472%
RECONSTRUCTION 4 5,500.00 30,000.00 19,000.00 28,952
REPAIRMENT TRUCKS REPAIR 1 6,500.00 6,500.00 60,000.00 10.832
RECONSTRUCTION 0 0 0.00 60,000.00 0.002
COMPACTORS REPAIR b 2,500.00 . 2,500.00 24,000.00 10.422
RECONSTRUCTION 1 6,000.00 6,000.00 24,000.00 25.00%
PERSONNAL CARRIERS REPAIR 2 1,573.00 3,146.00 26,000.00 6.052
RECONSTRUCTION 2 5,629.00 11,258.00 26,000.00 21.65%
JEEPS REPAIR 2 1,500.00 3,000.00 17,500.00 8.57%
: RECONSTRUCTION 1 3,570.00 3,570.00 17,500.00 20.40%
TRUCRS REPAIR 5 2,500.00 12,500.00 50,000.00 5.002
RECONSTRUCTION 2 10,000.00 20,000.00 50,000.00 20.00%
COMPRESSORS REPAIR 7 1,500.00 10,500.00 35,000.00 4,29%
RECONSTRUCTION 1 4,000.00 4,000.00 35,000.00 11.432
BUSES REPAIR 1 1,800.00 1,800.00 46,000.00 3.912
RECONSTRUCTION 1 5,000.00 5,000.00 46,000.00 10.872
AGRIC. TRACTORS REPAIR 0 0.00 40,000.00 0.002

RECONSTRUCTION 1 10,500.00 10,500.00 40,000.00 26.25%
ASPHALT IRRIGATORS REPAIR 0 0.00 0.00 70,000.00 0.00%
RECONSTRUCTION 1 9,500.00 $,500.00 70,000.00 13.57%
CRUSHERS REPAIR 0 0.00 0.00 120,600.00 0.00Z
RECONSTRUCTION 1 10,000.00 10,000.00 120,000.00 8.332
ELECTRIC GENERATORS REPAIR 0 0.00 0.00 13,000.00 0,002
RECONSTRUCTION 3 2,050.00 2,050.00 13,000.00 15.77%

SUBTOTAL 191 1,838,330.00
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Table 3 (ii)
EQUIPMENT REHABILITATION PROGRAM
(1994-1995)

TYFE OF UNITS UNIT COST TOTAL REPLACING REP. COST./

SECOND PERIOD (1994-1995) WORK OF REPATRMENT COST COST ADQ. COST.
TRACTORS < 125 REPAIR 2 4,750.00 9,500.00 80,000.00 5.942%
RECONSTRUCTION 2 18,500.00 37,000.00 80,000.00 23.132

TRACTORS < 160 REPAIR 8 8,650.00 69,200.00 130,000.00 6.652
RECONSTRUCTION 12 22,244.00 266,928.00 130,000.00 17.11%

MOTOR GRADERS REPAIR 10 7,650.00 76,500.00 95,000.00 8.05%2
RECONSTRUCTION 13 18,250.00 237,250.00 95,000.00 19.21%

LOADERS REPAIR 3 6,250.00 18,750.00 100,000.00 6.25%
RECONSTRUCTION 5 17,500.00 87,500.00 100,000.00 17.50%

DUMP-TRUCKS REPAIR 16 3,500.00 56,000.00 55,000.00 6.36%
RECONSTRUCTION 21 9,850.00 206,850.00 55,000.00 17.91%

WATER TRUCKS REPAIR 0 2,500.00 0.00 50,000.00 5.00%
RECONSTRUCTION 1 8,760.00 8,760.00 50,000.00 17.52%

FUEL TRUCKS REPAIR 2 3,840.00 7,680.00 50,000.00 7.682
RECONSTRUCTION 0 6,250.00 0.00 50,000.00 12.50%

PICK UPS REPAIR 6 2,750.00 16,500.00 19,000.00 14.472%
RECONSTRUCTION 2 7,500.00 15,000.00 19,000.00 39.472

REPAIRMENT TRUCKS REPAIR 1 6,500.00 6,500.00 60,000.00 10.83%
RECONSTRUCTION 0 0 0.00 60,000.00 0.002

COMPACTORS REPAIR 1 2,500.00 2,500.00 24,000.00 10.422
RECONSTRUCTION 0 6,000.00 0.00 24,000.00 25.002

PERSONNAL CARRIERS REPAIR 1 1,573.00 1,573.00 26,000.00 6.05%
RECONSTRUCTION 1 5,629.00 5,629.00 26,000.00 21.65%

JEEPS REPAIR 1 1,500.00 1,500.00 17,500.00 8.572
RECONSTRUCTION 0 3,570.00 0.00 17,500.00 20.40%

TRUCKS KEPAIR 3 2.500.00 7,500.00 50,000.00 5.002
RECONSTRUCTION 1 10,000.00 10,000.00 50,000.00 20.00%

COMPRESSORS REPAIR 4 1,500.00 6,000.00 35,000.00 4.29%
RECONSTRUCTION 1 5,000.00 5,000.00 35,000.00 16.29%

RECONSTRUCTION 1 2,050.00 2,050.00 40,000.00 5.13%

40,000.00 0.00%

SUBTOTAL 118 1,161,670.00

GRAND TOTAL 309 3,000,000.00
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Table 3 (iii)

lescenmescasssces

H
3

. e

w e e e

- e ee

.
:

t

] 3 1992 t 1993 ] 1984 3 1993 t TCTAL
tITE: DESCRIPTION 1QTY uss 1QTY uss 1QTY uss$ Q7Y us$ t uss
ecule H {eane levse wessverslecencscccscvcannunlerenscnannnnael
1 :TRACTORS < 125 B2 1 4 35,875.00 ¢ 15,375.00 ¢t 3 30,225.00 s ) 16,275.00 ¢ 97.750.00
2 :TRACTORS < 160 AP ¢ 22 374,%60.00 10 160,526.00 113 218,483.00 3 7 117,645.00 3 871,214.00
3 tMOTOR GRADERS s 24 330,470.00 :10 161,630.00 213 203,938.00 : 8 109,812.00 3+ 785,850.00
& 3:LOADERS 1 9 119,873.00 ¢ & 51,375.00 s+ S 69,063.00 1 3 37,187.00 ¢+ 277,500.00
5 :DUMP-TRUCKS t 39 279,6440.00 317 119,760.00 124 170,853.00 13 91,997.00 ¢+ 652,050.00
6 WATER TRUCKS t 1 7,882.00 ¢ 1 3,378.00 ¢ 2 8,760.00 : 0 0.00 ¢ 20,020.00
7 tYUEL TRUCES t & 15,127.00 s 1 6,483,00 2 L 64,992.00 s ) €,688.00 29,290.00
8 1PICK UPS t 9 38,325.00 : & 16,6425.00 s 3 20,475.00 ¢ 3 11,023.00 : 86,250.00 :
9 :REPAIBMENT TRUCRS : 1 4,850.00 3 O 1,950.,00 s § 6,500.00 : 0 0.00 ¢ 13,000.00
t110 sCOMPACTORS L § 3,950.00 s 2 2,550.00 1 ! 2,500.00 3 O 0.00 : 11,000.00
111 sPERSONAL CARRIERS : 3 10,083.00 s L 4,321.00 3 2 4,681.00 3 1 2,321.00 3 21,606.00 :
$12 sJEEPS s 2 4,599.00 s 3 1,971.00 s L 1,500.00 s O 0.00 3 8,070.00
+13 +TRUCKS s S 22,750.00 3 2 9,750.00 1 3 11,375.00 ¢ 1 6,125.00 1 50,000.00
114 :COMPRESSORS s 6 10,150.00 = 2 4,250.00 ¢ & 8,483.00 ¢ 2 4,367.00 ¢ 27,550.00
315 :BUSES s 2 6,800.00 : O 0.00 3 0 0.00: 0 0.00 3 6,800.00
116 tAGRIC. TRACTORS t 1 10,560.00 s+ O 0,00 ¢ 0 0.00 s 0 0.00 s 10,300.00 :
317 :ASPHALT IRRIGATORS : 1 9,500.00 s O 0.00: 0 0.06 s ¢ 0.00 3 9,800,00
118 tCRUSHERS [ § 10,000.00 s © 0,00 2 0 0.06 : O 0.00 ¢ 10,000.00
119 $ELECTRIC GENERATORS : 1} 2,050.00: O 0.00 : 0 2.00 31 0 0.00 ¢ 2,050.00
=3 13 3 H ] s= : Ll dd
H t136 1,298,486.00 385 $39,844.00 78 761,828.00 340 399,862,00 1 3,000,000.00
‘el ! ] $ $ seswssslvavansnnsnanns}
H 2 H 43.202 17.99% 28.392 13.332 100.00%
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Table 4
SERVICIO NACIONAL DE CAMINOS
EQUIPMENT OPERATIONRAL COSTS (US$ Million)
ITEM\YEAR 1992 1993 1994 1995 TOTAL
FUELS AND LUBS. 6,800,000.00 6,700,000.00 6,900,000.00 7,300,000.00 27,700,000.00
TIPES ° 1,600,000.00 1,600,000.00 1,700,000.00 1,700,000.00 6,600,000.00
GROUND ENGAGED
SPARE PARTS 5,600,000.00 5,600,000.00 5,800,000.00 6,200,000.00 23,200,000.00
" TAL $us. 14,000,000.00 13,900,000.00 14,400,000.00 15,200,000.00 57,500,000.00

THE OPERATIONAL COSTS WERE DEDUCTED FROM THE MAINTENANCE PROGRAM FOR 1992/1995
CALCULATED BY SAM ACCORDING WITH S.N.C. ROAD REQUIREMENTS

EQUIPMENT OPERATIONAL HOURS: 1000 hrs/year

{5E.wkl)
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Table §
WORK CAMP AND WORKSHOP CONSTRUCTION PROGRAM
{1992 - 1995)
DESCRIPTION UNIT PARTIAL
UNITS COST COST
Resident Engineer’s Office
Offices and housing /
Technical staff 9 25,725 231,528
Work camp . 11 31,980 351,780
Dining room and Instalations 8 31,450 251,600
Workshop 16 9,965 159,440
Watchman office 16 6,132 98,112
Sectional
S=mmEEREsT
Sectionals 45 31,980 1,439,100
Dining-room with instalations 45 15,800 711,000
Potosi District
Sub~Central Workshop Global —-—— 120,000
Oruro District
Offices and Workshop Global —— 47,000
Kitchen House-Hold Global ——— 90,443
mmmmImammiets
TOTAL 3,500,000
sEoommmRnT
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BOLIVIA
SECOND ROAD MAINTENANCE PROJECT
Road Infrastructure Financing Study
Objectives
1. The study of Road Infrastructure Financing is designed to provide

information on which the Government can make a decision on what standards of
design should be used for different types of roads, how the development and
maintenance of those roads should be planned, administered and undertaken, and
how that development and maintenance should be financed. The study will pay
particular attention to the extent to which road users should contribute to
the costs of road financing and how the costs should be allocated between
different types of road users. The study will also review the consequences of
the poliey of road decentralization.

2, The study is being undertaken in two phases. The first phase,
which was financed by the Export Corridors Project and completed early in
1992, was designed to produce an initial analysis of the necessary and
justified costs of road maintenance using the current standards of design and
maintenance, and to provide an analysis of the alternative ways in which this
scale of maintenance activity could be financed. The second phase will
include:

i) recommendations for the detailed implementation of the
government’s policy based on the conclusions of the first part
of the study;

ii) an extensive review of road design and maintenance standards
applied in Boliviaj

11i) a detailed road maintenance and construction cost analysis;
iv) a Road Investment Plan for the next four years; and
v) a Road Maintenance and Investment Plan.
3. The remainder of this Annex is in two parts. The first part (A)
provides a summary of the methodology used, assumptions made in the analysis

and the recommendations of the first phase of the Study, while the second part
(B) provides the Terms of Reference for the second phase of the Study.

PART A: S.mmary of Method, Assumptions and Results
of the First Phase of the Road Financing Study

4, The first phase of the Study was concerned with determining the
most appropriate way of ensuring that funds would be made available to finance
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an adequate level of road maintenance, once the Project was completed. 1In the
introduction to this phase of the Study, a distinction was made between taxes
and user charges. The former were considered to be government charges which
were independent of the use made of a particular service or facility and whose
revenue formed part of the general government revenue fund. A user charge was
considered to be a charge for the use of a specific service, whose incidence
to the user was proportional to his use of the service, and the revenue from
which was used to finance the provision of that service. The provision and
maintenance of the national road network was considered as a service, similar
to that of the provision of other government communications networks, such as
post, telephone and railways. Finance for the maintenance of the
infrastructure of such services should be provided, so far as possible, by
users in proportion to the benefits they receive from the service. This
financing principle was taken as a guide in the analysis of alternative
financing mechanisms. A recognition that a proportion of the benefits of an
adequately maintained road network did not necessarily accrue to the users of
the network was included in the a2lternative financing mechanisms analyzed.

S. Using these definitions, the current fuel surcharge and annual
vehicle licenses were considered to be taxes and the current road tolls were
considered to be user charges. The current requirement for a "Prestacion
Vial", under which all adult males are required to provide a fixed amount of
their time for maintaining the road network, or to pay a fee in lieu of that
time, was also considered a tax as the Ycharge" was not related to use of the
road network although the revenues from the charge were allocated exclusively
to the road maintenance budget.

6. If a proposed financing scheme was to make use of earmarked
revenues which currently form rart of the national taxation revenue, the
scheme would be subject to the accusation that it could be contrary to the
objectives of fiscal reform, and distort the allocation of funds between
competing demands for treasury funds. For this reason, all the financing
schemes analyzed related to new users charges and would leave present treasury
revenues from current user taxes unchanged. There would, therefore, be no
earmarking of current treasury revenues.

7. The second part of the first phase of the Study reviewed the costs
which should be covered from new user charge revenues and the projected levels
of those costs. The costs which were considered as appropriate for user
charge funding included those of routine maintenance (including bridge and
emergency maintenance), periodic maintenance and maintenance administration.
Continued use of loan finance for road maintenance activities was not
considered appropriate for the period following the conclusion of the proposed
Second Road Maintenance project, so finance of counterpart funding for future
road maintenance project loans was not considered to be an issue. The costs
of amortization of previous lcans for road maintenance projects were analyzed,
but it was concluded that the financing of these costs should not be the
responsibility of future road users. Loan amortization costs are a
consequence of previous lack of provision of road maintenance finance by the
treasury, so their financing should continue to be the direct responsibility

of the treasury.
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8. The costs of routine maintenance were derived from the current unit

maintenance costs included in the SAM, the road maintenance system used by
SNC, the national highway authority. These unit costs, by type of road
surface and Distriet of SNC were applied to the projected future road network.
A statistical analysis of the unit costs of road maintenance indicated by this
model showed no significant correlation with the condition of the road
surface.

9. The costs of periodic maintenance were also derived using a unit
cost method applied to the future road network. The costs of resurfacing each
_of three types of road surface, gravel, single surface treatment and
ashphaltic concrete, were estimated from the costs of projects of this type
iucluded in the Second Maintenance Project. $Since the next round of
resurfacing of paved roads would be applied to roads which had been not only
resurfaced but reconstructed and improves where necessary and economically
justified, it was assumed the costs would be only those of resurfacing.

10. The frequency of the required resurfacing on each of 1,200 road
sections was derived from an analysis of the life of the surface expressed in
terms of equivalent axles, and the project volume and composition of the
traffic for each road section. Maximum and minimum physical lives were
applied to those sections of the network where the determination of life based
on the equivalent axle life and traffic volume and composition was outside of
the range of practical experience. The average annual cost of resurfacing
each road section was obtained by dividing the appropriate total cost by the
frequency of reconstruction. The resurfacing cost and road life assumptions
are summarized in Table 1 of this Annex. The average annual cost of future
periodic maintenance was obtained by summing the annual cost of each link.

11. The volume of periodic maintenance work implied by this procedure
would be beyond the capabilities of the current SNC administration. It was
therefore assumed that a period of four years would be required for the volume
of work to build up to this equilibrium level.

12. The costs of administration of road maintenance were determined
separately for routine and periodic maintenance. The routine maintenance
administration cost estimate was based on the costs derived from the SAM for
the Districts of SNC, plus an additional 15% for headquarters administration.
The costs of administration of periodic maintenance were expressed as a
proportion of the total costs of the projects to be administered.

13, The projected annual total costs of road maintenance, by type of
maintenancze and by fixed and variable cost, using this method are shown in
Table 2 for the years 1996 to 200l.

14, The next part of the study analyzed alternative ways of financing
this level of road maintenance expenditure from user charges. The user
charges considered as suitable were road tolls, annual vehicle licenses and
fuel price surcharges. Revenue from all of these sources could be considered
as being related to use of the network, and therefore to be genuine user
charges and not taxes. The National Treasury was also considered to be a
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legitimate source of finance for part of the expenditure, since part of the
benefits of adequate road maintenance would accrue to the national econemy and
not necessarily directly to users of the network. The proportion of benefits
which could be retained by road users would depend on the level of competition
in the road transport industry - less competition indicating a higher
raetention of benefits, more competition indicting a lower level of retention.

15. The alternative financing schemes considered included differing
proportion of revenue from the four sources. The recommendation of which
particular alternative to recommend were based on considerations of the
proportion of variasble maintenance costs attributable to each vehicle type,
which would be covered by the projected revenued from user charges from that
vehicle type. Each alternative scheme was required to produce sufficient
revenue to cover not only the variable costs but also the total costs of
maintenance. The difference between the sum of revenues needed to cover
variable maintenance costs and the sum of revenues needed to cover total
maintenance costs was designed to be generated in a way which would minimize
the loss of economic benefit in the economy. This was achieved by proposing
additional charges for those users which had the lowest elasticity of demand
in respect to vehicle operating costs, in addition to allocating a proportion
of the revenue generation to the Natienal Treasury.

16. After a preliminary consideration by the Government, it was
determined that & fuel surcharge would not be legal, although an additional
tax on petroleum production would be legally acceptable. However, a
production tax would not be the same as a user charge, and would not allew any
discrimination in the impact on the users of gasoline and diesel. Such a
discrimination would be necessary to ensure that commercial vehicles, which
cause the most damage to the road surface and therefore, are attributed the
highest maintenance costs, can be assigned an appropriate user charge.

17. It would be preferable for the scale of charges to be kept constant
in real terms for as long as possible. However, the increase in periodic
maintenance costs while building up to the equilibrium level would require a
corresponding increase in charges since traffic volumes and vehicle numbers
would not be increasing so fast over this periocd. One way of keeping charges
constant in real terms while allowing for this cost increase would be to set
the overall revenue from the charges at a level under that needed to finance
the equilibrium level of maintenance but for them to be applied from the
earlier date when the use of user charge financing was first implemented.
This would allow & surplus to be built up in the earlier years, to be consumed
in the later years. The creation of such a surplus would have two additional
advantages in that it would provide a buffer againet the unpredictable
variation in annual maintenance costs and provide a source of working capital
for the funding of reconstruction contracts.

18, The preferred financing scheme, which included a fuel price
surcharge, was that shown in the second column of Table 3, while the
recommended scheme, which excluded the fuel price surcharge and relied on only
three revenue sources, road tolls, an annual vehicle license and a treasury
contribution is shown in the third column of Table 3. The second part of



- 125 -

ANNEX 5
Page 5 of 8

Table 3 shows revenues, financial results and the ratio of revenue to variable
cost for each vehicle type in the equilibrium year of 2001, both for the
prefarred and recommended schemes.

19. For the procedure of creating a number of specific user charges to
finance road maintenance, and for the revenues from these charges to build up
an initial surplus, to work efficiently it would be necessary to create a Road
Maintenance Fund (RMF). The user charge revenues could be deposited into the
RMF accoumt, and road maintenance expenditures could be financed exclusively
from this account. The RMF would be administered by SNC as the agency
responsible for road maintenance, but its operation would be subject to the
normal safeguards applicable to government funds. These would include
requirements for external auditing satisfactory to the Ministry of Finance,
the undertaking of economic evaluations of all investment projects acceptable
to the Ministry of Planning, and preferavly the preparation of a three year
road maintenance plan acceptable to the Ministry of Transport and
Communications.

PART B: Terms of Reference for the Second Phase of the
Road Finanecing Study

Scope of the study
20, The study will provide:

i) a detailed implementation plan for the policy for financing
road maintenance, based on the recommendations of the first
part of the study;

ii1) a review of the design standards used in countries at
different stages of their economic development, and
recommendations for standards applicable in Bolivia. The
recommended standards should take particular account of the
contribution that improved roads can make to national economic
development and the financial capacity of the national
econony;

iii) a review of the different ways of administering the national
road network, and the level of autonomy that road authorities
should have. This activity should be coordinated with the
studies of SNC's decentralization;

iv) a theoretical analysis of road user charges in developing
countries, with particular reference to Bolivia;

v) a four-year Investment Plan for road construction and
maintenance, taking account of resources available and
including procedures for reviwing and updating this Plan;
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vi) an assessment of the financial capacity of road users to pay
the costs of the Investment Plan;

vii) recommendations for future government actions and proposal of
a feasible plan for implementing these recommendatiens; and,

viii) recommendations on how road construction agencies with
different areas of responsibility should be financed.

21, The detailed implementation plan for the policy to finance road
maintenance, based on the government's policy announced after receiving the
recommendations of the first part of this study will include, but not
necessarily be limited to:

i) detalls of how SNC will administer the Road Maintenance Fund
(RMF), in such a way as to ensure that the funds are used only
for maintenance and not for new construction. The
recommendations of the first part of the study provided the
genaral principles which should be followed in establishing
this mechanism;

i1) details of how the revenues from each of the proposed sources
of finance for the RMF will collected and transferred to the
Fund’s account;

1ii) a detailed proposal for auditing the accounts of the Fund,
ensuring that revenues are properly allocated and spent; and,

iv) a detailed proposal for preparing a four-year rolling
Maintenance Program, which will be the base for the needs of
the RMF.

Theoretical framework for analysis

22, The Consultant will provide a sound economic and financial analysis
of the iseues related to road expenditure and its finance, with particular
reference to the particular circumstances of Bolivia. These include a low
level of development of the road network, low possibilities for public sector
investment in the road network, low levels of ability to pay by road users,
and higher than normal transport costs.

23. The expenditure analysis will take account of the economic and
social benefits of road development, with particular emphasis on the impact of
transport costs in international trade. Based on these assessments, general
guidelines will be prepared for determining the overall justifiable level of

road expenditure.

24, The revenue analysis will take account of the difference in
coverage of average and marginal costs, and the attribution of costs to
different types of vehicle, as well as the need for adequate financing of
maintenance and construction costs. The Consultant will also need to take
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into account the proposed decentralization of responsibility for road
maintenance and construction activities.

Future financing needs

25. The Consultant will review future financing needs of the road
network, taking account of current outstanding debts, probable new liabilities
arising from future loans for road construction, and the costs of adequate
routine and periodic maintenance of the whole national road network. This
review will include an assessment of current road design and maintenance
practices, with reference to their suitability for a country with strictly
limited financial resources. The Consultant will also make recommendations
for any revisions needed to current standards and practices.

26, The needs for future investment will take account of projected
future traffic levels and changes in the composition of traffic. The
Consultant will take account of the recommendations of the recent report on
the implementation of axle -oad and vehicle weight regulation. The
recommendations for future investment should be capable of implementation in
Bolivia and be accompanied by a feasible implementation plan.

Alternative charging systems

27. The consultant will provide a comparative evaluation of alternative
methods of financing future costs of road construction and maintenance. The
review should pay particular attention to the conclusions reached in the first
part of the study. It will irnlude assessments of the ability of users to
pay any charges and the impact of such charges on the general level of prices.

Recommendation and Implementation

28. Based on the results of the evaluation, the Consultant will
recommend: i) an implementation plan and schedule for the Road Maintenance
Fund, as recommended in the report of the first part of the study. The
proposed schedule should allow the Government to satisfy the requirements of
this Staff Appraisal Report; ii) design standards for different types of
roads; 1ii) an appropriate road sysem management; and, iv) a suitable system
of raising and allocating finance for road maintenance and construction. For
the recommended system, the Consultant should review with all interested
agencies, including those of road users, the feasibility of its
implementation.

29, Based on these recommendations, an implementation plan should be
prepared, detailing what actions should be taken and by whom. The
implementation plan should be discussed with the agencies required to take
actions, to ensure that they have the legal/legislative authority and
technical capability and capacity for the actions they must take.

30. For the recommended system, detailed financial cash flow
projections should be made for the next four years and outline projections for
the following six years.
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Resources
3l. It is estimated that the Consultant will require about 20 man-

months to carry out his task, according to the following distribution of
activities:

1) Implementation Plan for first stage proposals: 2 man-months

1i) Review and recommendation of road design standard: 8 man-
months

i111) Review of tl joretical aspects of road user charges: 2 man-
months

iv) Assessment of future road financing needs, including
revision of current standards and methods: 3 man-months

v) Evaluation of alternative user charge systems: 2 man-months

vi) Consultation with interested agencies: 1 man-months

vii) Development of an implementation plan: 2 man-months

viii) Cash flow projections for all agencies: 2 man-months
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ROAD RESURFACING COST ASSUMPTIONS Table 1

single Ashphatlt
Road type Earth Gravel Surface concrate
Resurfacing cost 0 12,000 30,000 55,000
USS per km
surface life in
equivalent axles 0 200,000 800,000 1,600,000
Minimum surface
life in years o 0.5 2 4
Maximum surface
tife in years 0 8 8 12

Average routine
maintenance cost
Us$ per km 180 657 983 750

Annex 5
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PROJECTIONS OF ROAD MAINTENANCE COSTS AND USER CHARGE REVENUES

P L L T Ry Ry P Y L R R R R P R L Y L L L L Lk Ty

a) Praferred scheme

Table 21

1995 1996 1997 1998 1699 2000 2001
1M Maintenance costs USSM USSM USSM USSM USSM ussM USSM
Routine 19.1 12.5 12.8 13.1 13.4 13.8 14.1
periodic 0.0 20.0 35.0 40.0 45.0 50.0 52.7
Total 19.1 32.5 47.8 53.1 58.4 63.8 66.8
Fixed 5.2 15.2 20.2 25.2 30.2 34.5 34.5
variable 13.9 17.3 _7.6 27.9 28.2 29.2 32.3
Total 19.1 32.5 47.8 53.1 58.4 63.8 66.8

L L R Ry Y Y e Ty R R R e T T PP RY Y PRy R R Y P Y T T T T Py

1995 1996 1997 1998 1999 2000 2001
i) User charge revenues USSM USSH USSM USSM USSM USSM USSM
vehicle license 4.2 4.3 4.4 4.6 4.7 4.9 5.1
Road totl 19.8 2.6 25.4 26.3 27.2 28.1 29.1
Fuel surcharge 11.8 12.2 12.6 13.0 13.5 13.9 1%.4
Treasury 5.0 5.0 5.0 5.0 5.0 5.0
Total 35.8 46.1 47.5 48.9 50.4 52.0 53.5
{ii) Financial analysis 1995 1996 1997 1998 1999 2000 2001
Annuat surplus - yssm 16.6 13.6 -0.3 -4.2 <8.0 -11.8  -13.2
Cunulative surplus - USSm 16.6 30.2 29.8 25.6 17.6 5.8 -7.5
Revenue/Total cost 1.9 1.4 1.0 0.9 0.9 0.8 0.8
Revenue/Variable cost 2.6 2.7 1.7 1.8 1.8 1.8 1.7
iv) Ravenue/Variable cost by vehicle type 1995 1996 1997 1998 1999 2000 2001
Motorcycle 3.45 6.99 6.9 6.90 6.86  6.83 6.79
car 2.20 4.73 4.70 4.67 4.64 4.62 4.59
Jeep 3.21 6.81 6.76 6.72 6.69 6.65 6.61
pick up 3.04 6.28 6.26 6.24 6.17 6.14 6.10
van 2.66 5.47 5.44 5.40 5.37 5.34 5.32
Truck
- 2 exles 2.28 1.63 1.00 1.02 1.05 1.05 0.97
- 3 axles 2.64 2.13 1.33 1.36 1.39 1.39 1.30
- 4 axtes 2.97 1.55 0.90 0.93 0.95 0.95 0.88
- 5 axles 4,03 2.15 1.25 1.29 1.32 1.32 1.22
Urban bus « gasoline 4.29 7.52 6.03 6.09 6.5 6.12 5.89
Urban bus - diesel 2.62 6.61 3.87 3.90 3.92 3.91 3.79
Interurban bus 1.39 2.28 1.82 1.84 1.86 1.85 1.78

P R R Ry A Ty N Y Y YTy T Y PRI T Y T T L )

Total

2.57

2.67 1.7

L T e R N Y T

1.75

1.79

1.78

1.66

Annex 5
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PROJECTIONS OF ROAD MAINTENANCE COSTS AND USER LHARGE REVENUES Table 211
b) Recommended scheme

' 1995 1996 1997 1998 1999 2000 2001
i Maintenance costs USSM US$M UssSM USSH USSEM USsH USSH
Routine 19.1 12.5 12.8 13.1 13.4 13.8 14.1
Periodic . 0.0 20.0 35.0 40.0 45.0 50.0 52.7
Total 1941 32.5 47.8 53.1 58.4 63.8 66.8
Fixed 5.2 15.2 20.2 25.2 30.2 34,5 34,5
Variable . 13.9 17.3 27.6 27.9 28.2 29.2 32.3
Total 19.1 32.5 47.8 $3.1 58.4 63.8 66.8

1995 1996 1997 1998 1999 2000 2001

ii) User charge revenues UsSsM USSM USSM UssM USSM USSM USSH
vehicle license 8.8 9.1 9.5 9.8 10.1 10.5 10.8
Road toll 19.8 26.6 30.5 31.6 32.6 33.7 34.9
fuel surcharge 0.0 0.0 0.0 0.0 0.0 0.0 0.0
Treasury 10.0 10.0 10.0 10.0 10.0 10.0
Total 28.7 43.7 50.0 51.3 52.7 54.2 55.7
iii) Finmancial analysis 1995 1996 1997 1998 1999 2000 2001
Annual surplus - US$m 9.5 11.2 2.2 -1.8 5.7 -9.6 =11.1
Cumulative surplus - USSm 9.5 20.7 22.9 21.1 15.4 5.9 -5.2
Revenue/Total cost 1.8 1.3 1.0 1.0 0.9 0.9 0.8
Revenue/Variable cost 2.1 2.5 1.8 1.8 1.9 1.9 1.7

Motorcycle 0.42 1.00 1.20 1.19 1.18 1.18 1.17
Car 2.48 5.29 5.7 5.68 5.64 5.61 5.58
Jeep 2.45 5.31 5.84 5.80 5.77 5.74 5.71
pPick up 1.7 3.82 4,16 4.1 4.09 4.07 4,04
Van 1.43 3.05 3.30 3.28 3.26 3.2 3.22
Truck

- 2 axles 1.69 1.25 0.89 0.91 0.93 0.93 0.87
- 3 axles 2.15 1.78 1.30 1.33 1.37 1.36 1.27
- 4 axles 2.56 1.37 0.94 0.96 0.99 0.99 0.91
- 5 axles 3.59 1.95 1.34 1.38 1.42 1.62 1.31
Urban bus - gasoline 6.29 7.52 7.23 7.30 7.37 7.35 7.07
Urban bus ~ diesel 2.42 4.61 4,65 4.68 4.7 4.69 4.54
{nterurban bus 1.15 1.94 1.80 1.82 1.84 1.83 1.76

Total 2.06 2.53 1.81 1.8 1.87 1.85 1.73

Annex 5



PREFERED AND RECOMMENDED SCURCES OF MAINTENANCE FUNDING
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Source of
Finance

Annual vehicle license

Road tolls

Fuel surcharge

Treasury
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Preferred
Scheme

Us$ 10 per vehicle
plus US$ 15 per rear
axle for all freight
vehicles

Current tolis plus
+20% in 1996.

Evasion reduced to
20%.

Gasoline: US 1.0c /litre
Diesel: US 1.5¢ /litre

1% 5 million/year

Table 3

---------------------------------------------

Uss$ 25 per vehicle
plus US$ 20 per rear
axle for all freight
vehicles

Current tolls plus
+20% in 1996 and &
further 20% in 1997.
Evasion reduced to
20%,

Gasoline: None
Diesel: None

Us$ 10 million/year

Annex 5
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BOLIVIA
SECOND ROAD MAINTENANCE PROJECT

Road Decentralization

Background

1. The Government of Bolivia is contemplating decentralizing the
administration of services in the subsectors of road infrastructure,
agriculture and cattle, sewerage, education and health. This decision aims at
rationalizing and improving the provision of service and avoid duplications
thet now exist. It also aims at mobilizing local resources in order to reduce
the financial burden on the Central Government. The decentralization will be
effective through the transfer of functions --partially regulatory bhut
basically technical-- of administrative and financial nature, from the Central
Government to the departmental governments.

2. As a first step towards this decentralization, a draft decree ("Ley
Basica") has been proposed to create new functions within tke local
governments; its approval ie pending from Congress. Additionally, in support
of the decentralization process, the Bank provided technical assistance for
the preparation of a program to strengthen the economi: functions of the
public sector (Economic Management Strengthening Operation (EMSO)). This
program included a component directed at the preparation of the basic proposal
for decentralization.

3. In reference to the road infrastructure subsector, the National Road
Service, Servieic Nacional de Caminos (SNC) is the institution in charge of
rhe national road network. Since the needs, specially those of the regions,
for more and better means of communications exceed the resources and the
institutional capacity of execution of this entity, the regional development
corporations have begua to undertake the execution of road works. These
activities by the corporations, often carried out without adequate planning,
have over-committed the scarce resources available to the SNC for road
maintenance. It has also distorted the national road plan. Under these
circumstances, the Government considers that the decentralization process will
be an adequate measure to delimit responsibilities, establish jurisdictions
and carry out the administration in the national and departmental governments.

EMSO’es Proposal

4, The EMSO program has proposed a preliminary classification of the
Bolivian road network (approx. 41,000 km.) into two categories: the
Interdepartmental Rosd Network (around 8,000 km.) that will continue to be in
charge of the Central Government through the SNC (see Table 1), and the
Secondary and Rural Roads Network (around 33,000 km.) which will be under the
responsibility of the departmental governments, through the proposed Road

Department Directorates, Direcciones Departamentales de Vialidad (DDVs).
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5, EMSO’s proposal for decentralization of the subsector of road
infrastructure defines the functions of the Central Government, the
departmental governments and the subdepartmental districts. In a general
manner, it also defines the functional character of the DDVs. The proposal
also explores the form of distribution of equipment and use of human nd
financial resources.

6. The recommendation of the EMSO program for the decentralization of the
road infrastructure can be summarized as follows:

(a)

(b)

(c)

The road infrastructure system of the country would be governed by
the Ministry of Transportation end Communications (MTC) which
would have among its responsibilities the formulation of the
national transport policy in general, and the road policy in
particular. The MTC would also define the length and the
composition of the Basic Road Network (Red Vial Fundamental
(RVF)). The MIC would assume regulative functions for the
subsector and would make the necessary basic decisions. It would
also approve the plans and programs for the development of the
national road network, and the financial policies that, at the
end, would be considered and approved by the National Planning
Council "CONEPLAN", the Ministeriel Cabinet and, if necessary by,
the legislative power.

The RVF would be governed by the SNC, which would continue to be a
decentralized body under the MIC. It would also function as the
principal entity within the country’s road system, in charge of
regulating the subsector, and of monitoring the implementation of
regulations throughout the country. The SNC would execute its
functions through its Central Office, with headquarters in La Paz.
The decentralized offices to be established in each departmental
capital would be basically in charge of: (i) management and
administration of the RVF; (ii) execution of the necessary
roadwork to complete and improve the network; and (iii) road
maintenance, by force account, by contract, or by agreed transfers
to the regional entities, or a mixture of these, in a manner that
contracts should be executed wien medium-length road sections are
involved, in order to promote competition among national
construction firms.

The construction of new roads, as well as the maintenance ~f the
existing ones, in the geopolitical-administrative jurisdiction of
each Department in the country, which do not belong to the RVF
(i.e., roads that make up the secondary and local network of each
department) would be entrusted to a departmental road office
(Direccion Departamental de Vialidad - (DDV) to be created as a
decentralized regional institution, under the departmental

government.



(d)

(e)

(£)

(8)

(h)

(1)

(&}

- 135 -

ANNEX 6
Page 3 of 5

Due to the fact that today one of the main activities of the
Regional Development Corporations (Corporaciones Regionales de
Desarrollo (CORDs) is the execution of roadwork, these entities
already have the necessary small-scale operational units, labor
and mechanical equipment. Therefore, it is proposed that the
existing Road Departments are reorganized and merged with the
corresponding DDV in the Superintendent’s Office of each
department, in the case they exist, and also with the section of
the existing SNC district, which would be transferred accordingly.

The new DDVs would be administered and managed in accordance with
the institutional and technological criteria defined for this
purpose. These criteria would allow adequate planning, sound
project design, and construction of roads that are of interest to
the region.

The road design, construction and rehabilitation in the secondary
and local network in each Department, would have to be done by the
corresponding DDV. These tasks would preferably be undertaken by
contract, or by force account if the DDVs have enough operational
capacity to do so without interfering with other of their
responsibilities.,

Maintenance of roads in the departmental secondary network would
be initially carried out by the DDVs by force account, with the
road equipment available, and with the human resources obtained
from reactivation of the labor tax ("empleo de brazos"), which
basically requires the communities to provide local labor in
exchange for road services. Progressively, they would be able to
introduce a maintenance system by contract, whenever possible.
Also, they would be able to charge users® fees or tolls on the
roads, as necessary.

The maintenance of the roads in the departmental rural network
would be carried out by the DDVs, again using the human resources
derived from the reactivation of the labor tex, described in (g)
above, and with support of nearby communities. The same concept
of the existing "food for labor" system would be applied. On a
complementary basis, support could be sought from the mechanical
units of road equipment, only when needed, and according to the
type of works to be carried out.

The organizational chart proposed for the decentralization of the
system is shown in Chart III. The basic organizational chart for
the new DDVs 1is indicated in Chart IV.

The SNC and its district offices would retain the necessary staff
to support the functions that they would have been assigned. The
rest of the staff would be dismissed and transferred to the DDVs.
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These, in turn, would absorb the roadwork units of the CORDs and
of the superintendents' offices, in the case they exist.

(k) SNC would only retain the road equipment that is considered
strictly necessary to undertake, by force account, the maintenance
works in the areas that are normally affected by landslides and
elipping. The rest of the equipment that it now owns and that is
useful after repairs, would be transferred to the DDVs free of
charge. Equipment that is found obsolete or non-repairable, will
be either fully depreciatesd or auctioned.

(1) For servicing the RVF, the SNC would retain the buildings that now
house its district offices, as well as the work camps it owns
installed along the RVF, Other work camps would be similarly
transferred to the DDVs free of charge.

(m) As indicated above, the SNC would retain the work camps that it
now owns, but would be responsible for providing maintenance and
repailr services of road equipment that the DDVs would own.

(n) The RVF should be as extensive as possible to satisfy its design
characteristics, and t¢ fulfill the mandate that requires the
Centrvl Government to provide:

Communication among the departmental capitals.
Improvement of export corridors and of international linkage

(Pan American Road System).

At early stages, the RVF should try to meet these objectives in order to
maintain e direct relation with the economic/financial capabilities of the
Central Government and the actual possibilities of completing, improving and
adequately maintaining the RVF. Excessive capacity would imply heavier
financial burdens. It would also prevent an efficient performance of the
units in the provision of services. It is proposed that the RVF would
initially be integrated by the routes indicated in Table 1.

Ongoing Studies

7. IDA is financing, under the Export Corridors Project, a consultant for
assessing the work done by EMSO concerning road decentralization. This
assessment focuses on the districts of Sta. Cruz and Tarija. Based on this
assessment, the consultant will prepare detailed terms of reference to develcp
a realistic plan, based on the recommendations of the EMSO program, to
initiate and make effective the decentralization process in the road
subsector. The plan will include the following objectives:

(a) to carry out a detalled analysis of the general and specific
functions, both permanent and temporary, of the organization of
the road subsector administration that would be required at the
departnmental level;
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(b) to classify the functionse and jurisdictions and determine the
appropriate transfers needed in the secondary and rural roads
networks

(c) to plan the servicing of the networks in the short and medium
term;

(d) to carry out a detailed estimate of human resources and functions
in order to plan their distribution at departmental and
subdepartmental level;

(e) to carry out a detailed analysis of the financing, allocation and
administration of national and departmental resources for road
maintenance and rehabilitation.

(f) to develop and transfer the planning, evaluation, contracting and
monitoring systems for the projects;

(g) to link, in a coordinated manner, the national and departmental
entities and other support units; and

(h) to develop a plan for the gradual and orderly implementation of
the plan for road decentralization in the various departments of
the country. Also, to facilitate the support and institutional
strengthening that should be provided to the departimental entities
in road activities,

Future Actions

8. As soon as the study mentioned above is completed, it will be possible
to implement the necessary management systems in the DDVs with technical
assistance financed under the proposed Project. This assistance will include
(i) implementation of the SAM and the SAE in the new DDVs; (ii) training staff
of the DDVs in the application of the system; (iii) analyze the requirements
for human physical and financial resources for SNC and the new DDVs; (iv)
organization and use of these resources after the decentralization. Detailed
terms of reference for this technical assistance are included in Annex 9 (to
be confirmed with the Government during negotiations). The project provides
USS1.0 million for this technical assistance.

DIRECTORYs BOLIVIA
Docs Names ANNEXGG.mar
030392
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Tabiet

PROPOSED INTERDEPARTMENTAL ROAD NETWORK

(BASIC NETWORK)

ROAD
No.

10

2.

3.

4.

6.
7.

10.

11.
12.

13.

ITINERARY

L ENGT H (Rms)

Desaguadaro-La Paz (El Alto)
Caracollo-COruro-Potosi-Tarija-~
Bermajo

Oruro-Caihuasi Branch

La Paz (El Alto)-Yucumo
Rurrenabaque-Chive-Cobija

Yucumo-San Borja-San Ignacio
de Moxos-~Trinidad

Tambo Quemado-Patacamaya
Caracollo-Cochabamba-Chimore~
Yapacani-Guabira-Santa Cruz
Ollague-Uyuni-Potosi-Sucre-Epizans
Sucre-Tarabuco-Padilla-Ipacf
Cochabamba-Epizana-Mataral-Santa Cruz

Rurrenabaque-Santa Rosa-Riberalta-
Guaysramerin

Trinidad-San Ramén-Los Troncos-
Pailén-Santa Cruz

Villa Tunari-Puerto Patifio-San Ignacio
de Moxoe

Tarija-Entre Rios-Villamontes

Pailén-Pozo del Tigre-San José

de Chigquitos-Roboré-Puerto Suarez-
Arroyo Concepcién

Santa Cruz (Km. 14)-AbapS-Ipati
Camiri-Boyulbe-Villamontces-
Yacuiba-Pocitos

e

Total

New Total
Paved Gravel Earth Construction

344 876 .—- 1,220
wew 39 e .o 39
65 361 297 248 971
eee 48 228 ana 276
603 241 - cow 844
18 351 449 -——- 818
e 204 217 e 4621
417 69 e cum 486
PR, 448 74 80 602
18 532 e ——— 550
.me 50 cwe . 245 295
.ee 212 26 . eas 238
17 - 78 513 608
con 148 406 = 554
1.482 3.579 1.775 1.086 7.922

Sources EMSO
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Iraffic Counters

1. At present, SNC has 54 traffic counters installed on the road network.
Out of them, some 34 were inetalled in 1980 and 20 in 1988, of which only 32
units (59%) are working satisfactorily, (20 magnetic counters and 12

pneumatic counters). There are 12 additional counters not yet installed. The
needs for traffic counters have been analyzed by SNC during the preparation of
the Project and the result is that 146 new counters are needed to cover
adequately the-network in the next four years, completing & total of 200
counters. Table 1 shows the distribution by district of the existing and the
required counters. Taking into account the acquisition of the 146 counters,
complementary equipment and spare parts, the cost of the program on traffic
counters amounte to about US$500,000 (see Table 2). The installation of the
counters will be carried out by SNC's personnel in the districts. The
proposed Project includes US$350,000 for financing this sub-component.

[+) en

2. The SNC has a Central Laboratory of Road Materials depending on ite
CGeology and Geotechnic Divieion with sections for soil, asphalt and concrete
testing, The staff of the Central Laboratory is composed of 18 technicians
which are enocugh for the work to be performed. The main problem is the lack
of resources to finance adequate equipment. The problem is similar in the
smaller laboratories in the districts. During project preparation the needs
in laboratory equipment were analyzed and the results are shown in Table 3.
The cost of these needs amounts to about US$400,000 equivalent, of which the
proposed Project will finence US$250,000.
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EXISTING AND REQUIRED TRAFFIC COUNTERS
Exilisting l

DISTRICT Pneumatic Magnetic Total Required |Total
La Paz 7 7 14 27 41
Chuquisaca 4 - 4 18 22
Tarija 3 3 6 18 24
Cochabamba 6 4 10 20 30
Santa Cruz 3 4 7 27 34
Oruro 3 2 5 14 19
Potosi 3 - 3 13 16
Tupiza 1 - 1 3 4
Beni 3 - 3 6 9
Pando 1 - 1 - 1
33 20 54 146 200
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TRAFFIC COUNTERS AND ADDITIONAL EQUIPMENT
(Uss)
ITEM Units Unit Cost | Total Cost
Traffic Counters 164 2380 390,320
Spare Parts for New Counters (102) 39,000

|| Spare Parts for Existing Counters 7.500

Control Panel 11,200

Switches 2,700

Relays 1,200

Clutch Keys 50 2.8 140

1,350

Tape Ratchets

Print Wheels 1,500

Drive Motors 20 290 5,800

Ink Cartridges 100 45 4,500

Detectors 65 500 32,500

| Tape Optical Reader 1 2000 2,000

l TOTAL 499,710 l
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SOILS, CONCRETE, ASPHALT LABS EQUIPMENT

Central Lab:

Equipment for triaxial test, consolidation, drilling,
screens, thermometers, dynamometric, ringe, etc.

Concrete Equipment

Corecutter, winds reset test, portable mixer,
moulds, flasks, etec.

Asphalt Eguipment

Marshall equipment, compressor for compaction unit,
viscosimetter, compacting equipment, thermometers,
receptables, etc.

2 Troxler equipment: to determine soils density,
asphalt mixes and c.a. % (percentage)

Geology Equipment

Stereoscopic, pantograph, compass, hammers
to make borings, camping tents and complementary equipment

Labs for the Disgtricts:

Two soil and concrete equipment for Beni and Pando
Complete asphalt lab, to work in Chuquisaca, and districts

Failure presses, capping equipment, CBR equipment,
dynamometric rings, etc. to complete the labs,

of the SNC districts.

53,500

ANNEX 7
Table 3

47,700

35,600

23,600

62,000

6,100

128,000

51,290

(*)

(*)
(*)

- Gy e - W B D e G S e T S W WP I D A G AP B S GS AP WD AP OB TP Wb S G b G G0 Tk YD AD ER D G G R ER G5 Ab 0D IR U W b G 4R P MR S D YR S SD TE NE 00 I e WD e 4 S

407,790

- s P U P TV T D A UD S WD D AP ED WP A W G S A M S D S AP P WS D D D TP TP G D YR OB D G b G M U GRS B0 W U P P Y T R D P T TP D P D 66 P ED D G S Y mw 40 W W

(*) C.I.F. SNC warehouse
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Road Safety Program

1. The number of accidents on the road network is high, particularly if it
is compared with the number of vehicles and che average medium traffic of the
network., One of the causes of accidents is the lack of adequate vertical
signalization and safety barriers. This problem is more acute in the gravel
network (26.2% of the total), which totally lacks of any signs and safety
barriers. The contracts for periocdic maintenance financed by this Project
will include signs and marks for the roads included in the program, but, for
the rest, additional funds are necessary to improve the present situation.
The proposed Project will finance a Road Safety Program on road signs, safety
barriers and scope protection (detailed in Table 1) with a total cost of about
US$1.6 million (the Project includes US$1.l1 million for financing this

program).

V-B
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Table 1
SAFETY PROGRAM
L
1992 - 1993
LENTH (RM) VERTICAL SIGNALS BARRIERS SLOPE PROTECTION
LENGTH SURPACE

TYPE OF HIGHWAY PAVED UNPAVED TOTAL SIGNALS COST US§ (M) COST US$  (M2) COST US$S
lst Yr. Program 1992
#Hain Trunk Roads 228 968 1196 890 115,344 2265 193,884 10000 50,000
Regional Trunk Roads - 326 326 250 34,400 380 32,528 .o 0
Rural Roads - 22z 22 28 3,240 30 2,568 -~ 0
TOTALS (1992) 228 1316 1544 1165 150,984 2675 228,980 10000 50,000
TOTAL 1992 Program: Uss 429,964
2nd Yr. Program 1993
Main Trunk Roads 70 1054 11254 860 111,456 1465 125,404 10000 50,000
Reglonal Tzunk Roads - 253 253 238 30,844 350 29,960 - 0
Bural Roade -= 89 89 70 9,072 160 13,696 .- 0
TOTALS (1993) 70 1396 1466 1168 151,372 1975 169,060 10000 50,000
TOTAL 1993 Progzam: US$ 370,432
3rd Yr. Progzam 19594
Main Trunk Roads 282 827 1109 710 92,016 2140 185. 184 20000 100,000
Reglonal Trunk Roads e 310 310 290 37,584 300 25,680 - 0
Rural Roads - - .- - '] - 0 -~ 0
TOTALS (1994) 282 1137 1419 1000 129,600 2440 208,864 20000 100,000
TOTAL 1996 Prograwms USS 438,464
4th Yr. Program 1995
Mein Trunk Roads .- 105 105 60 7,776 120 10,272 5000 25,000
Regional Trunk Roads o’ 499 499 500 64,800 1050 89,880 .o ae
Rural Roads 40 571 611 550 71,280 990 84,744 - -
TGTALS (1993) &0 1178 1215 1110 143,856 2160 184,896 5000 25,000
TOTAL 1995 Programt Us$ 353,752
TOTAL NEEDS (1992-95) 620 5024 5644 4463 575,812 9250 791,812 45000 225,000

TOTAL 1992-1995 Progresm US$ 1,392,612
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SECOND ROAD MAINTENANCE PROJECT

Implementation of the SAM and the SAE in the DDVs

Terms of Reference

Background

1, The 1587-B0 project, financed by IDA, provided technical assistance to
SNC to prepare and develop the SAM, a maintenance management system and the
SAE, an equipment management system, and some training was also provided
especially for equipment management and workshop organization. However, a
detailed work program was never implemented. In 1989, SNC started the
implementation of the SAM and the SAE in the five districts under CAF
(Confederacion Andina de Fomento) financing and is now implementing the SAM
and the SAE in the other five districts, under the Export Corridors Project.
The systems will require additional updating data, concerning effective work
force for maintenance activities, list of equipment and condition, and highway
inventory by physical characteristics. After completion of their
implementation in January 1992, the SAM and the SAE will provide the means to
improve the SNC maintenance budget process. This technical assistance will
assist in the extension, to the future DDVs, of these systems at the
departmental level and in the field, within the process of decentralization
from SNC to the DDVs. They will then be used as the basis for determining
future road maintenance budgets.

Objectives

2. The main objective of this technical assistance is to strengthen the
technical and administrative capacity of the future Road Department
Dirvectorates (DDVs), including assistance in the organization during and after
the probable transfers to these new DDVe. This technical assistance will also
include: (i) implementation of the SAM and the SAE in the new DDVs; (ii)
training DDV’s staff in the application of the systems; (iii) study of the
needs in humen, physical and financial resocurces for SNC and the new DDVs; and
(iv) organization and use of the resources after the decentralization.

Scope of assistance

3. The principal tasks to be performed by this technical assistance are the
following:

(a) reviewing, updating and adapting, to the needs of the DDVs, the
existing road and equipment management systems in SNC;

(b) revising the available elements and collecting the information
required to implement the systems;
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(c) implementing the SAM in the DDVs;

(d) implementing the SAE in the DDVs;

(e) implementing a computerized analysis of the systems in the DDVs;
(£) applying cost accounting to road maintenance;

(g) preparing the DDV maintenance program and its budget using the
implemented systems;

(h) formulating a program for maintenance by contract in the DDVs; and
(1) personnel training in the DDVs.

4, The first task will consist of reviewing the adaptability of the systems
implemented in the SNC, at a central level and in the districts, te the new
DDVe. After this analysis, the consultant will adapt the system to the DDVs.
In this phase, the consultant will determine maintenance activities, quantity
of works, maintenance levels, performance standards and the costs to.be used
in the SAM, based on the experience of the implementation of the system in the
SNC districts.

5. The second task will include the programs for collecting road roughness
data (using the Mays Road Meter) and deflections (with the Falling Weight
Deflectometer) and other data needed to use the HDM-III model. This task will
also include identification, evaluation and selection of sources of materials
for road maintenance, including the analysis of problems concerning
development of borrow pits, transportation of materials and possible
environmental impact.,

6. The third task, (implementation of the SAM) will aim at strengthening
DDV’s technical and administrative capabilities, setting up the procedures for
planning, budgeting and monitoring road maintenance programs. The system will
be implemented, at the DDV's offices and in the field, considering routine,
periodic and improvement maintenance. The SAM will allow to organize the DDVs
to carry out the road maintenance programs. The implementation of the system
at the field level will ellow the DDV field offices to prepare and monitor its
monthly road maintenance programs.

7. As fourth task, the consultant will adapt and implement the SAE in the
DDVs. First, the consultant will collect and analyze data on the availability
and use of SNC's transferred equipment fleet. He will also: (i) analyze the
outputs and operating cost of the DDVs' equipment and will update the existing
equipment inventory; (ii) evaluate SNC’s programs and policies on equipment
management, preventive maintenance levels and workshops management, in order
to adapt them to the DDVs; (iii) analyze the procedures in equipment control,
including forms and reports currently used; by SNC; (iv) evaluate the
procedures used by SNC to cbtain equipment operating and maintenance costs and
will adapt them to the DDVs; (v) analyze and evaluate the control procedures
for spare parts including stocks and inventories and adapt them to the DDVs;
and (vi) recommend the policies and procedures to be followed in the future by
the DDVs.
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8. The fifth task will be the implementation of computerized analysis of
the management systems. The consultant will prepare and implement: (i)
computerized programs for planning, budgeting and monitoring the road
equipment maintenance programs in the DDVs; and (ii) analysis and assessment
of maintenance policies using mathematical models for short, medium and long
term.

9. The sixth task will be the application of the cost accounting to road
maintenance based on the experience of SNC at the central level and in the
districts. The main objective of this task 1s setting up a cost accounting
system to support the SAM and the SAE and introducing reliable procedures to
monitor the DDVs’ payments and expenditures according to work progress.

10. The seventh task will be the preparation of a detailed DDV maintenance
program and its budget for the two following years, taking into account the
experience of SNC with the CAF program in the southern districts and with the
National Road Maintenance Program in the northern districts. This DDV
maintenance program will be prepared based on the previously implemented
maintenance, equipment and computer systems. It will be started in the last
phase of the technical assistance and include assistance to the DDVs by the
consultant in implementing the program and preparing the appropriate documents
for government approval.

11. The eight task will be the formulation of a program to carry out
maintenance by coatract for the first two years of the implementation of the
systems. The consultants, will select the works to be contracted starting
from the maintenance program for the period and will prepare bidding documents
for the procurement of contractor services. They will also group the works in
lots whose size will be attractive to local contractors, in function of their
equipment and working capital.

12. The ninth task will be personnel training. The consultant will: (1)
assess the DDV’s minimum needs in training specialists; (ii) assess and update
the personnel directly involved in maintenance activities, in their central
offices and in the field by category; (iii) prepare and carry out a training
plan for technical and administrative personnel involved in maintenance
planning, execution and control; (iv) set up a system of evaluation and
control of the training programs; and, (v) prepare a study of DDV's personnel
needs at their central offices and in the field, based on the maintenance

programs.

Staffing and Cost
13. The technical assistance will be provided by the following specialists:

a) A highway engineer, with experience in maintenance and equipment
management systems, maintenance by contract and maintenance
planning and budgeting, who will be the program leader and
coordinator. (24 months)

b) An equipment specialist, with experience in equipment management
eystems. (18 months)
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c) A computer system analyst. (12 months)
d) A specialist in maintenance cost accounting. (9 months)

e) A personnel training specialist. (12 months)

14, It is envisaged that this technical assistance will be carried out over
a period of two years and will require a total of 75 man-months. All staff
must be fluent in Spanish. The cost of this technical assistance, financed by
this project, will be US$1 million.

Executing Government Agency and Counterpart Staff

15. SNC will be the technical assistance executing agency. The counterpart
staff will selected by SNC from permanent staff at the DDV’s central offices

and in the £field.

Schedule and Reports

16. By the first month, the Consultant will submit an initial program with
the activities to be caerried out in the term established by the contract (24
months). This program will consist of, but not necessarily be limited to, the

following:
a) analysis and evaluation of the existing situation;

b) implementation of the technical assistance in accordance with the
initial program approved by SNC and the DDVs;

c) monitoring of the first maintenance programs and preparation of
the following maintenance programs and budgets; and

d) monitoring of the systems implemented.

17. 1In eddition to the initial program, the consultant will submit quarterly
reports to the SNC Director General and the DDV directors, during the period
in which services are rendered, and a final report by the date on which the

contract ends.
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Terms of Reference for a Study of the Road Construction Industry

1. Objectives

The objectives of this study are to identify the main constraints and
obstacles preventing the domestic constructicn industry of Bolivia from
assuming a more effective role in the country’s road construction and
maintenance programs and to develop appropriate detailed plans of action to
overcome those constraints.

The work process should be to undertake a brief but balanced and careful
overview, and then to focus on the main issues on which action is needed.
iMost of the effort of the study will, thus, be devoted to identifying and
considering alternative, viable solutions to the problems and to working up
action plans for their implementationm.

To ensure full commitment of the Government and of the industry to the
execution of the strategy and action plans, they should be developed in close
collaboration with the Ministry of Transport and Communications, acting
liaison agency for the study team, and with the construction industry’s
representatives and professional associations.

2, Scope of the Study

The study of the construction industry and the formulation of a strategy
and action plans will be based on a careful consideration of the following
subjects: i) structure of the industry; ii) demand; iii) procurement and
contract administration; iv) choice of technology; v) the industry’s capacity;
vi) financing; vii) legal aspects; and viii) institutional aspects

2.1 Structure of the Industry

(a) Historical development of the industry including emergence
of entrepreneurs and ownership characteristics of
construction enterprises.

(b) Participation of the industry in the economy of the country
including contribution to employment, backward and forward
linkages, particularly with the construction materials
industry, and comparison with developed countries and with
countries at a similar stage of development.

(¢) Participation of the main sectors of the industry in the
satisfaction of the overall demand for construction and
maintenance services; historical participation, and future
trends.
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(a)

(b)

(ec)

2.3
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(b)
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(d)
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(d) Experience with joint ventures and domestic sub-contractors
of foreign firms.

Demand

Overall demand: historical series, fluctuation of annual growth
rates relative to the manufacturing industry and GDP and
identification of trends.

Implications of the program for decentralization of the
transport sector on the future demand for construction services,
at both national and regional levels.

Forecast future demand, identifying, in particular:

(i) Recurring demand for construction and maintenance services
which can potentially be supplied by the domestic private
sector;

(11) Recurring demand for construction and maintenance services
which would preferably be catered for by force account
operations; and

(iii) Demand for larger construction works which can be handled by

domestic enterprises, either by slicing and packaging or by -
providing those enterprises with technical and financial
assistance.

Procurement and Contract Administration

Procedures for procurement in the public and private sectors;
regulations for bidding and negotiating construction and
maintenance work; existence and adequacy of contractor’s registry;
time consumed and difficulties encountered in the post-bid
process, up to the start of work.

Contract forms and contracting practice; fairness of contract
provisions, particularly in the apportionment of risk between
cwner and contractor; compensation to the contractor for default
by the ovmer (for example interest payable for late progress
payments,. or compensation for delays induced by the owmer);
adequacy of provisions for price escalation and settlement of
disputes; existence of indices or data sources for applying
escalation provisions,

Policy and legal framework for contracting with government
agencies.

Capacity of government agencies to manage contracts and supervise
construction; autonomy of government supervisors; adequacy of
consultants employed for supervision; restrictions which may
inhibit the engagement of competent supervisors.
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Adequacy of the engineering preparation of works in relation to
the level of development of the domestic construction industry.

Anomalies and difficulties observed in the process of procurement,
management, and completion of construction contracts.

Choice of Technology

Potential for the employment of alternative technologies in
construction.

Pricing distortions which may influence choice against locally
available, traditional construction materials.

The Industry

Level of development of civil construction sectors, according to
specified indicators of complexity and volume of the operations
the domestic enterprises can handle.

Ownership and ¢ ganization of construction enterprises state and
private, and problems and constraints of each, in particular
efficiency of each type of organization.

Entreprencurs and managers: their status in society; potential
supply of entrepreneurs and managers; traditional attitudes;
willingness of leaders to learn modern management techniques;
facilities available for coaching entrepreneurs and managers;
salary levels.

Supply of engineers, architects, estimators, surveyors,
accountants, senior clerks, foremen, and other middle-level
menagers; traditional sources, adequacy of supply, and training
facilities available; salary levels.

Supply of equipment operators and mechanilcs; adequacy of supply
and training facilities available; proficiency levels relative to
the quality of finished work; wage levels.

Adequacy of salary and wage regimes for state and private
construction enterprises; problems arising from these regimes.

Labor productivity and feasible incentives.

Equipment resources: restrictions for the importation and
ownership of construction equipment; standardization; availability
of spare parts and servicing facilities; restrictions on the
importation of spare parts; availability of excess equipment in
government fleets which could be sold or hired out to contracting
enterprises; prices of consumable.

Availability of materials: shortage which affect construction;
alternatives available; means of marketing and distribution,
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accessibility of self-help builders; prices of domestic and
imported materials.

Technology gaps in estimating, planning, organizing and managing
construction work, cost control, and construction technology;
quality of finished work.

Research and development facilities available for the industry;
identification of neads.

Financing

Financing, bonding, guarantee and insurance requirements of
builders and civil contractors.

Perception of the industry by domestic financiers, bondsmen, and
insurers. Financial indicators which confirm or do not confirm
this perception.

Particular characteristics of construction risk in Bolivia.

Availability of credit for the industry from commercial banks,
DFCs, non-banking sources, suppliers’ credit. Terms and
conditions on which credit, bonds, and guarantees are advanced to
the industry. Capability of the industry to meet those terms and
conditions.

Availability of suitable insurance facilities.

Suitability of contractual arrangements (advances ov progress
payments) in the context of the financial resources available to
the industry. Acceptance by financiers of government progress
certificates and other contractual documents for discounting.
Terms of such discounting.

Participation of the private sector in public works financing,
through concessions, build-operate-transfer systems of others and
potential under the regulatory framework created by the
government’s policies on decentralization of the transport sector.

Legal

Taexation regime applicable to the construction industry. Tax
exemptions and concessions (particularly, incentives for re-
investment), depreciation allowances. Protection of industry
against foreign competition. Pricing and profit controls.

Employment regime. Permanence of labor in construction iadustry
employment. Wage-fixing procedures, free bargaining. Social laws
(health, insurance, pension, and so forth) applicable to
construction. Methods available for settlement of disputes.
History of periodicity of disputes.
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(c) Importation regime. Duties @r quotas levied on equipment, spare
parts, and materials. Treatment of domestic and foreign
companies. Restriction in the availability of foreign currency.

(d) Company and cvmership laws applicable to the industry.

(a) Codes and regulations affecting the industry (for instance,
licensing of contractors, determination and limitations of
responsibility, building codes, safety and fire regulations).

2.8 Institutional

(a) Existence of a government office responsible for development of
the industry and for liaising with industry institutions.

(b) Existence of an institution representative of the industry,
capable of presenting its views to the Government in matters
affecting construction and providing management information and
training services to construction enterprises.

(¢) Existence of professional associations related to the construction
activity (for engineers and architects, for example).

3. Strategy and Action Plans

A comprehensive strategy for development of the industry will be
prepared, to enhance the level of development of the industry.  The strategy
will propose short-, medium-, and long-term cbjectives. These shall take into
account the state of development of the country’s economy and its likely
evolution when proposing a time frame.

A small number of action plans, aimed at resclving key problems and
constraints identified in the strategy as having & high priority will be
prepared, The plans will contain schedules and programs for their
implementation, the persons or institutions responsible, the estimated costs
and likely sources of funding, and the standards by which to appraise the
results of these progranms.

4.  Staffing

The study will be carried ocut over a period of 8 months by the following
professionals:

i) e highway engineer, experienced in identifying comstruction
industry problems and contract administration, who will be the
project leader (8 months);

41) & finencial analyst, sxperienced in fiacal policies and
legislation (4 months); and

1ii) a lawyer, experienced in construction legislation, tax reform and
public management (4 months).
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5. Executing Agency

SNC’s Planning Department will supervise the study and will assign a
coordinator to follow up the progress of the study and coordinate discussions
between the consultants and the institutions involved in the road construction
industry.

6. Schedule and Reports

The study will start in early 1993. The consultant will submit a final
report, summarizing the main findings of the study and the action plans
recommended. The consultants will furnish to SNC a preliminary version of
this self-contained report by the end of the seventh month and will issue the
revised version, approved by SNC, by December 31, 1993.

Directory: BOLIVIA
Doc. Namas A-Annxl0.ear
Alonso-Blargeinv
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SNC's operational efficiency can be improved only with qualified

personnel.

objectives of SNC.

An assessment of the needs in personnel will be one of the main
This objective will be accomplished by executing the

different courses, seminars and scholarships programmed by SNC for its

personnel.

Furthermore, the implementation of Suticollos’s Training School will
become & very useful tool to improve staff’s productivity and efficiency at
every level by means of the following programmed courses:

I. National and local courses (88 programmed courses)

1.
2.
3.
4,

5.

II. Registration for courses, seminare, and per diem abroad

51 courses by instructors of the Training
School (see Table 1)
19 courses to SNC personnel by contracted
national instructors (see Table 1)
18 courses by contracted foreign
instructors (see Table 1)
Cost equipment for implementation of the
above courses (see Table 2.1)
Cost of training materials to be used
in the of courses, brochures and
publications (see Table 2.2)

Sub Total

(Including tickets) SNC.

1.
2.
3.

4.

Attendance of 5 professionals to specialized

courses abroad, 3 months each
Travel abroad of 6 Bolivian professionals,
1 month each
Visits to institutions abroad for
professionals, 1 month each
Scholarships abroad for 2 instructors
of the Training Division, 1 year each
Sub Total

FINAL TOTAL _COST OF THE TRAINING PROGRAM

I, Nationsl and local courses (88 courses)
II. Courses, seminars and scholarships abroad

Total cost

Uss$
Us$
Us$
Us$

Uss
Uss$

us$
us$
Uss$

uss
Uss

Us$
uss$
Us$

90.000
60.000
100.000
40.000

10.000
300.000

44,000
36.000
40.000

80.000
200,000

300.000

200.000

500.000
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TRAINING
| ! ] [No ozfoURATI | 1 !
No | COURSE } ATTENDANTS | AREA |ATT. |DAYS |PLACE] LECTURER i DATE | COST
1seee] 1 ! | CESTRY RRRES PRSSY 1 |
| |BOBLIC RELATIONS | TEGHNIGAL AND ADMINIST.STAFP |ADMINIST, | 3 | $ |LPZ. |MATIONAL COMSULTANT 101.13.92 |  2,500.00
2 |METROLOGY T - IL | MECHANICS AND ASSIST. |MECEANTICAL | 30 | S |LPZ. |TRINING DIVISION (SNC) |62.33.92 | 2,383.00
3 IMETROLOGY T - I | WORKSHOP PERSONNEL [MEGRANTCAL | 30 ] $ JLPZ. |TRALMING DIVISION (SNC) ]02.26.92 |  2,383.00
4 |METROLOGY T - 12 | MAN.QOF GOODS AND SPARE PARTS [MECHANICAL | 30 | S |LP2. |TRAINING DIVISION (SNC) {03.16.92 | 2,383.00
5 |ENGIHE QVERHAUL ] MECHANICS ARD ASSIST. IMECHANICAL | 30 | 5 |LPZ. |TRALNING DIVISICN (SNC) |04.13.92 | 3,000.00
6 [TURBG CHARGERS | MECHANICS AND ASSIST. |KENBANICAL | 30 | S |LPZ. |TRAINING DIVISION (SHC) |05.04.92 | 3,000,00
7 [INJECTION SYSTRMS | MECRANIES AND ASSIST. |MECHANICAL | 25 | 10 |LPZ. |FOREIGN CONSULTANT Jos.25.92 | 4,500.00
8 |ENGINE'S INSPECTION | MECHANICS AND ASSIST. JMECHANICAL | 30 | 8 |[LPI. |HATIONAL CONSULTANT {06.22.92 | 2,000.00
9 JCOOLING SYSTEM | MECEANICS AND ASSIST. {MECHANICAL | 30 ] S [LPZ. |TRAINING DIVISION (SNC) .]07.20.92 | 3,000.00
10 |LUBRICATION SYSTEM | MEGHANICS AND ASSIST. |MECHANICAL | 30 | $ |LP2. |TRAINING DIVISION (SHC) ._oo.:.o» { 3,000.00
11 |ENGINE PARTS INSPECT| MECHANICS AND ASSIST. [MECHANICAL | 30 | & |LPZ. |TRAINING DIVISION (SNC) [09.07.92 | 3,000.00
12 |ENGINE TUNZ UP | MECHANICS AND ASSIST. IMEGHANICAL | 20 | 5 |LPZ. NATIONAL CONSULTANT 109.08.92 |  2,000.00
13 |HANUAL SHIPTING { MECHANICS AND ASSIST. [MECRANICAL | 30 | 8 |LPZ. [NATIOHAL CONSULTANT j10.19.92 | 2,000.00
|MECHANTSY | | | ] | | | ]
14 [CLUTCH SYSTEMS |MECHANICS AND ASSIST. JMECHANICAL | 30 | § [LPZ. |NATIOHAL CONSULTANT j11.09.92 | 2,000.00
15 [DIPPERENTIAL SYSTEM |MECHANICS AND ASSIST, JMECHANICAL | 30 | 8 LP2. |NATIONAL CONSULTANY 111.30.92 | 2,000.00
16 [CONE LATHE |WORRSHOP PERSONNEL JMECHANICAL | 30 | 8 |LPZ. |TRAINING DIVISIOR (SNC) |12.14.92 | 3,5800.00
17 {SCREW CUTING LATHE |WORRSHOP PERSONNEL JMECHARICAL | 30 | 10 |LPZ. |TRAINING DIVISION (SNC) ]01.18.93 | 3,500.00
18 [MILLING OPERATION {WORKSHOP PERSONNEL JHECHANICAL | 30 | 10 JLP2. |TRAINING DIVISION (SNC) |02.08.93 |  3,500.00
19 JARC WELDING JWORKSHOP PERSONNMEL JMECHANICAL | 306 | 10 |LPZ. |TRAINING DIVISION (SNC) |03.01.93 | 3,500.00
20 JOXYGEN WELDING [WORKSHOP PERSONNEL |MECHANTCAL | 30 | 10 [LPZ. |TRAINING DIVISION (SNC) [03.22.93 | 3,500.00
21 {uArg JHORKSHOP PERSONNEL [MECHANICAL | 45 ] 5 |LPZ. |TRAINING DIVISION (SNC) [04.12.93 | 3,000.00
22 (AT |WORKSHOP PERSONNEL |HECHANICAL | 45 | 8 |LPZ. |TRAINING DIVISION (S¥C) [05.03.93 | 3,000.00
23 |SUPZRVISION AND |TECHNICAL AND ADM.STAF |MECHARICAL | 45 | 8 jLPZ. |POREING COMSULTANT 105.24.93 | 4,000.00
|coNTROL | | ] I 1 1 | |
26 JINDUSTRIAL SATETY  |TECENICAL STAFF |MECHANICAL | 85 | 8 |LPZ. |TRATNING DIVISION (SNG) ]06.14.93 |  2,500.00
25 JINDUSTRIAL SAPETY  |WORRSHOP PERSONNEL [MECEANICAL | 65 | 8 |LP2. |TRAINING DIVISION (SNC) [07.05.93 |  2,500.00
26 |SECRETARIAL JADMINEST.DISTRIC STAPP JADMINIST. | 65 | 10 |LPZ, [NATIONAL CONSULTANT 125.07.93 | 2,300.00
27 |SECRETARLAL JADMINTST,DISTRICT STAFP JADMINIST. | 45 | 10 jLPZ. [NATIONAL CONSULTANT 108.16.93 |  3,000.00
28 |CIVIL PROJECT |CIVIL ENGINEERS jetvit | & | 10 |LPZ. |NATIONAL CONSULTANT 109.06.93 |  4,000.00
|EVALUATION I i | | | 1 i 1
29 |GENERAL PROJECT | TECHNICAL AND ADM.PERSONNEL  |CIVIL | 651 10 {LPZ. [NATIONAL CONSULTANT 169.27.93 |  4,000.00
{EVALUATEON ] ] [ S B ! !
30 |COSTS AMD DECISION ([MIDDLE MANAGEMENT JADMINIST. | &S | 10 |LPZ. |NATIONAL CONSULTANT 130.18.93 |  4,000.00
|HARTNG | | | | l | | i
31 |ADVANCED MANAGEMENT |UPPER HARAGEMENT JADMINIST. | 65 | 10 |LPZ. [NATIONAL CONSULTANT 111.08.93 |  4,300.00
32 JADMINISTRATLVE {ADMINIST.AND AUDITING STAPP  |ADMINISY. | &5 | 10 |LPZ. |NATIONAL CONSULTANT 110.29.93 |  4,300.00
{PROCEDORES | | | ! | | | {
33 |ACCOUNTING JADMINIST.AND AUDITING STAFP  |ADMINIST, | 43 | 10 |LPZ. |RATIONAL CORSULTANT 112.20.93 |  6,500.00
36 [PURCHASES AND JADMIN.AND AUDITING STAY? JADMINIST, | 45 ] 10 |LPZ. |NATZONAL CONSULTANT 101.10.93 ]  4,300.00
|DELIVERIES | | | | I | I !
33 [CONCRETE ASPHALT  |PIEL ENGINEERS AND SUPP.STAFP [CIVIL | &8 | 3 |LPZ. [POREING CONSULTANT 101.31.94 |  6,000.00
|PLANT INSPZCTION | 1 | | | | | I
36 JCONCRETE ASPRALT  |PIELD ENGINEERS AND SUPP.STAPP|CIVIL ] 31 5 [LP2. [POREING CONSULTANT 102.21.94 |  5,500.00
|PAVEENT | | i | 1 | ) |
|PIELD ENGINEERS AND SUPP.STAPP[CIVIL { 43 ] 3 |LPZ. |POREING CONSULTANT 103.13.98 | 6,000.00
| |
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Joe

11 I | |No OF |DURAT| ] I ]

| No | COURSE | ATTENDANTS | AREA  [ATT. |DAYS |PLACE| LECTURER | DATE | €OST

]

] 38 |PAVEMENT |PIELD ENGINEERS AND SUPF.STAPP|[CIVIL | 45| S |LPZ. [POREING CONSULTANT 104.06.96 |  6,000.00

| )RECYCLING INSPECTION) | ! I ) I ]

| 39 |CONCRETE PAVEMENT |PIELD ENGINEERS AND SUPP.STAFF|CIVIL | 45| 5 |LPZ. |FOREING CONSULTANT 106,25.94 |  6,000.00

I JINSPECTION | I [ ! i ] | |

| 40 ISTRUCTURAL WORRS  |PIELD ENGINEERS AND SUPP.STAPP|CIVIL | 45| S [LPZ, [POREING CONSULTANT 105.16.94 |  6,000.00

I | INSPECTION | | ) ! | ! ] |

| 41 |CONCRETE STRUCTURES |PIELD ENGINEERS AND SUPP.STAPF|CIVIL | 45| S |LPZ. |FOREING CONSULTANT 106.06.94 |  5,000.00

| |INSPECTION | 1 | | | I l I

]| 42 |ANALITHICAL VERIPI. |FIELD ENGINEERS AND SUPP.STA?F|CIVIL ] 45| S |LPZ. |FOREING CONSULTANT 106.27.94 |  6,000.00

| |CATION OF CONCRETE | i | | | ] ] |

| 43 |ROAD RESEALING INSP.|PIELD ENGINEERS AND SUPP.STAPF|CLVIL | 5| 5 |LPZ. |FOREING CONSULTANT 107.18.94 |  6,000.00

| 44 |SIMPLE AND MULTIFLE |PIELD ENGINEERS AND SUPP.STAFF|CIVIL | 5| 5 [LPZ. |FOREIRG CONSULTANT 108.08.94 |  5,000.00

| |ASPHALTS | 1 | | I | I |

| 45 |BASIGC SURVEYING |FIELD ENGINEERS AND SUPP.STAPP|CIVIL | 45| 10 |LPZ. |TRAINING DIVISION SNC  |08.29.94 |  4,500.00

| 46 JADVANCED SURVEYING [FIELD ENGINEERS AND SUPP.STAPF|CIVIL | 65| 10 JLPZ. |TRAINING DIVISION SNC  [09.19.94 |  4,500.00

| 47 |CONCRETE ADITIVES  |CIVIL ENGINEERS |cIvIL | 45| 5 |LPZ. |NATIONAL CONSULTANT }10.10.94 |  3,500.00

| 48 |CLEARING AND |{CIVIL ENGINEERS |cIviL | 45| 5 |LPZ. |NATIONAL CONSULTANT {10.31.96 |  3,500.00

|  |BRUSHING OF BRIDGES | ! ] ! | ] I 1

| 49 |COMPUTERIZET |CIVIL ENGINEERS |cIvIL | &8 { 5 |LPZ. JFOREING CONSULTART 111.21.94 |  6,000.00

| |HIGEWAY DESIGN 1 ] | l | | | |

| 30 |HIGHWAYS - BASIC  |CIVIL ENGINEERS jevit | 45| 5 |LPZ. |FOREING CONSULTANT j12,12.96 |  6,500.00

| 51 |ADVANCED |CIVIL ENGINEERS |cIviL | 45| 5 |LPZ. |FOREING CONSULTANT 101.16.96 |  6,500.00

) |HIGHWAY SOILS ] | | | 1 ] ! |

| 82 |MAINTENANCE |CIVIL ENGINEERS |cIviL | 151 1 |DIST.|TRAINING DIVISION SNC  [02.27.95 | 900.00

| |PROBLEMS | | | } | ! ! |

| 83 |ASPHALT CRACRS |PIEL ENGINEERS AND SUPP,STAPP |CIVIL | 15| 1 |DIST.]TRAINING DIVISIOR SNC  ]03.20.95 | 900.00

| |REPAIR ) } | | } I | |

| 54 |BASE AND SUBBASE  |FIEL ENGINEERS AND SUPP.STAFP |CIVIL | 15| 1 |DIST,|TRATNING DIVISION SKC  04.10.95 |} 900,00

1 |REPAIR ) | | l i H I |

| 55 JASPHALT PATCHING  |PIEL ENGINEERS AND SUPP.STAFF {CIVIL | 15| 1 {DIST.|TRAINING DIVISION SNC  [01.05.95 | 900,00

|  |REPAIR | ] | | | | | |

| 56 |RELEVELING |PIEL ENGINEERS AND SUPP.STAFF [CIVIL | 15 ] 1 |DIST.|TRAINING DIVISION SNC  [05.2..95 | 00,00

| 57 |MOTOR GRADER |PIEL ENGINEERS AND SUPP.STAPP |CIVIL | 15| & |[DIST.|TRAINING DIVISION SRC  |06.12.95 | 1,500.00

| JOPERATION | I ) | | | | |

| 38 |ARTICULATE MOTOR.  |PIEL ENGINEERS AND SUPP.STAPF [CIVIL | 15 2 |PIST.|TRAINING DIVISIOR SNC  }07.17.95 |  1,000.00

| |GRADE OPERATION l | I | | | { 1

| 59 |FRONT LOADERS |PIEL ENGINEERS AND SUPP.STAPP |CIVIL | 15| 2 {DIST.|TRAINING DIVISION SNC  [08.16.95 |  1,300.00

|  |OPERATION | ] 1 | | I | |

| 60 |COMPACTORS OPERATION|PIEL ENGINEERS AND SUPP.STAFF |CIVIL | 15| & |DIST.|TRAINING DIVISION SNC  |09.18.95 | 1,500.00

| 61 |TRACTOR OPERATION  |PIEL ENGINEERS AND SUPP.STAFP |CIVIL ] 15| & |DIST.|TRAINING DIVISION SNC  |10.16.95 | 1,500.00

| 62 [WELDED JOINTS JCIVIL AND MECHANICAL ENGINEERS|CIVIL | & | S |LP2. |FOREIGN CONSULTANT 131.13.95 |  6,000.00

| 63 JROADS PHYSICAL {CIVIL ENGINEERS jetviL | 45| 5 |LPZ. |FOREIGN CONSULTANT 132.11.95 | 6,000.00

| ]CHARACTERISTIES | I | i | | I |

| 64 [CRUSHERS OPERATION |EQUIFMENT OPERATIONS AND ASSIS|CIVIL | 15 ] 2 |DIST.|FOREIGN CONSULTANT 107.12.92 | 900,00

| 65 JASPEALT DISTRIBUTOR |EQUIPMENT OPERATORS lcivit ] 5| 1 |DIST.|TRAINING DIVISION SNC  ]04.06.92 | 3,000.00

| 66 |ASPHALT DISTRIBUTOR |EQUIPMENT OPERATORS AND ASSIS.JCIVIL | S| 1 (DIST.|TRAINING DIVISION SNC  |06.01.92 | 551,00
| |
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1

|
|ToTAL i | ] 1 i I ] | 250,000.00

|
I l 1 I8e OF |DURAT] ] l | I
| o | COURSE | ATTENDANTS | AREA |ATT. |DAYS |PLACE] LECTURER | DATE | cosT |
[==esl | | |eemee]memenfennan] | | ]
| 67 |MOTORGRAIDER DAILY |EQUIPMENT OPERATORS AND ASSIS.|MECHANICAL | 15 | 1 [DIST.|TRAINING DIVISION SNC  ]07.227.92] 900,00 |
I [MAINTENANCE | | l | 1 ] ] i |
| 68 |FRONT LOADER DAILY |EQUIFPMENT OPERATORS AND ASSIS.|MECHANICAL | 15 | 1 |DIST.|TRAINING DIVISION SNC  ]09-21-92 | 900,00 |
] |MAINTENANGE | i | | ] | 1 ] |
| 69 JCOMPACTOR DAILY |EQUIPMENT OPERATORS AND ASSIS.|MECHANICAL | 15 | 1 |DIST.|TRAINING DIVISION SNC  |11.16.92 | 900,00 )
] |MAINTENANCE | | | ] | | | | |
| 70 |DRMP TRUCKS DAILY  |EQUIPMENT OPERATORS AND ASSIS.|MECHANICAL | 15 | 1 |DIST.|TRAINING DIVISION SNC  }01.11.93 | 900,00 |
| [MAINTENANCE | } ] | l } | l I
| 71 |TRACTOR DAILY |EQUIPMENT OPERATIORS AND ASSISMECHANICAL | 15 | 1 |DIST.|TRAINING DIVISION SNC  ]03.08.93 | 900,00 |
} |MAIRTENANCE | | I l | | 1 ! |
| 72 |LIGBY VEHICLES |EQUIPMENT OPERATORS AND ASSIS.|MECHANICAL | 15 | 1 |DIST.]TRAINING DIVISION SNC  }05.10.93 | 900,00 |
| |MAINTEMANCE | | [ | i [ | | |
| 73 |CONCRETE ASPHALT  |[FIEL ENGINEERS AND SUPP,STAFF |CIVIL | 15| 1 |DIST.|TRAINING DIVISION SNC  ]07.12.93 | 900,00 |
| |PATCHING REPAIR i 1 | | 1 | ! } ]
| 76 |TRAPIC CONTROL |PIEL ENGINEERS AND SUPP.STAFF |CIVIL | 15} 1 |DIST.|TRAINING DIVISION SNC  ]08.30.93 | 900.00 |
| IMAINTENANCE | | i | I I I I |
| 75 JCOMMON MAINTENANCE |PIEL ENGINEERS AND SUPP.STAPP |CIVIL | 15 ] 1 |DIST.|TRAINING DIVISION SNC  |10.11.93 | 900.00 }
| |pROBLEMS | | ] | | | | ! I
| 76 |ASPHALT PAVEMENT  |FIEL ENGINEERS AND SUPP.STAFF |CIVIL | 151 1 |DIST.|TRAINING DIVISION SNC  ]12.06.93 | 900.00 |
| |CRACRS | | | H | | | ! |
| 77 IBASE AND SUBBASE  |PIEL ENGINEERS AND SUPP,STAFF |CIVIL | 15| 1 |DIST.|TRAINING DIVISION $NC  |02.28.,94 | 900.00 |
| IREPAIR } | | 1 1 I | I i
| 78 |BITIMINORES ASPHALT |PIEL ENGINEERS AND SUPP.STAFF |CIVIL ] 151 1 |DIST.|TRAINING DIVISION SNC  |04.18.94 | 900.00 |
| |PATCHING REPAIR | } I 1 | i | I I
} 79 |RELEVELING |PIEL ENGINEERS AND SUPP.STAPF |CIVIL | 15 ] 1 |DIST.|TRAINING DIVISION SNC  ]06.13.94 | 900.00 |
| 80 [MOTORGRADERS |PIEL ENGINEERS AND SUPP.STAPP |CIVIL | 15| 1 |DIST.|TRAINING DIVISION SNC  ]08.15.96 | 1,500.00 |
| |OPERATION | | | | | | I | |
| 81 JARTICULATE MOTOR-  |PIEL ENGINEERS AND SUPP,STAFF |CIVIL ] 15 ] 1 |DIST.|TRAINING DIVISION SNG  |10.17.94 |  1,000.00 |
|  |GRADERS OPERATION |} | | 1 | } | | |
| 82 |PRONT LOADERS |FIEL ENGINEERS AND SUPP,STAFF |CIVIL | 15| 1 |DIST.|TRAINING DIVISION SNC  |12.05.94 |  1,500,00 |
] |OPERATION | | | | ] | | | |
| 83 |COMPACTORS OPERATION|PIEL ENGINEERS AND SUPP.STAPF |CIVIL | 15| & |DIST.|TRAINING DIVISION SNC  [02.13.95 |  12,500.00 |
| 86 |TRACTORS OPERATION |FIEL ENGINEERS AND SUPP,STAFP |CIVIL | 15 ) 4 |DIST.|TRAINING DIVISION SNC  ]04.03.95 | 1,500.00 |
| 85 |DWMP TRUCRS |ASSISTANT DRIVERS (34734 | 15| 2 |DIST.|TRAINING DIVISION SNC  ]05.29.85 |  1,000.00 |
| |OPERATION | | l I | | ] I )
| 86 |RELEVELING AND |EQULPMENT OPERATORS AND ASSIST]CIVIL | 15} 1 |DIST.|TRAINING DIVISION SNC  |07.24.95 | 900.00 |
| JLEVELING OF RDS 1 | | | I l | | |
| 87 |CLEANING OF DITCHES JEQUIPMENT OPERATORS AND ASSIST|CIVIL ] 151 1 |DIST.|TRAINING DIVISION SNC  ]18.09.95 | 900.00 |
| 88 |REGRAVELLING JEQUIPMENT OPERATORS AND ASSIST|CIVIL | 15 ] 1 |DIST.|TRAINING DIVISION SNC  ]10.20.95 | 900.00 }
| |
i l
) 1
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Annex 11
Table 2
2.1 COST OF EQUIPMENT FOR TRAINING COURSES
ONITS ITEM us.

l Printer'..'...‘l.'l..l’.‘......l.'. 900
1 Color Microcomputer...eececseccsass 5.700
1 PhOtOCOpier.-...............--..... 9.500
1 Professional Portable Video

Camera...’...O.l....'l....l......'. 2-500
1 Editing Equipment (Movies and

video)......I.............CI....... 7.700
1 Data Show..l..l.................... 30000
2 Acrylic Boards (2x1.30mts.) and

Markers.....‘0'0...."‘.‘......‘.0. 500
1 Color Portable Microcomputer....... 4,500
4 Transparent ProjectorsS...cceceecees 2.500
4 Screens (3x2.5mts.) with tripode... . 3.200
SUB TOTAL 1111~ S 40.000

2.2 COST OF MATERIALS FOR TRAINING ACTIVITIES
UNITS ITEM Us.

1 Photocopier Paper...............l.. 1'750
1 Computer Paper..l...'l..d...l...... 1'750
1 Cassettes for VHS and Beta..cceeess 1.500
1 Covers for TextsS.ieseecscesscssccnss 500
1 Office SupplieS..cceeeccsssosenenns 1.000
1 Computer DisketteS...ivesesesscsnes 1.000
1l Computer RibbONS.cceecesccsosonsnns 500
1 Computer Disikettes Protectors..... 500
1 Electric Power RegulatorsS....cceaee ~1.500
SUB  TOTAL SUScococnvcss 10.000
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BOLIVIA
SECOND ROAD MATNTENANCE PROJECT

Economic Evaluation

Project components evaluated

1. An economic evaluation was made of 64 sub-projects to improve the
condition of the roads included in the periodic maintenance component of the
loan. The paved network sub-projects £inally included in the Project have a
total length of 781 km, a base financial cost of US$42.6 million and an
economic rate of return of 36.6%. The only paved links excluded from the
evaluation were those sections of road which have had a reconstruction project
in the last three years, such as the La Paz - Oruro road currently being
reconstructed with finance from the Export Corridors Project. The gravel
network component has total length of 765 km, a base financial cost of USS$17.5
million and an economic rate of return of 45.0%. The economic rate of return
for the periodic maintenance component as a whole is 39.2%. This component of
the project accounts for 72% of the total investment funds and 58% of the IDA
component of the project.

2. The equipment rehabilitation program (US$3.0 million) was also
subject to an economic evaluation. This component of the project will extend
the economic life of each unit of equipment and postpone purchases of new
equipment. The rehabilitation cost of each unit of equipment does not exceed
40% of its replacement cost, with the average cost at 25%, which yields an
average economic return of 42%.

3. The principal benefit of the project is a reduction in vehicle
operating cost (about 70% of total benefits), with reduced future highway
maintenance and reconstruction costs as an important secondary benefit
(accounting for about 15% of the total). Savings in car and bus passenger
time costs account for the remaining 15% of the total benefits. The evaluation
results are summarized in the following Table, and provided for each link in
Tables 1 (paved network) and 2 (gravel network):

Paved Gravel Total

Units Network Network  project
Length of roads included km 781 765 1,546
Number of road links 32 28 60
Financial cost USS m 42 .65 17.87 60.52
Econonmic cost USS m 36.90 16.81 53.71
Financial cost per km uss 54,961 22,827 39,044
Economic rate of return (ERR) z 36.6 45,9 39,2
ERR with 25% extra cost 3 30.6 34,6 31.8

ERR with zero passenger time 4 33.0 as.9 34.7

——————— D A B R s G e U b S0 SR DGR D BB D G R G Nh R 4 B0 h b B B D U 4n B TH 65 G W ¢ X 0 4R L L TR UM B VS I UB b Gh At 4 Gk 60 B B0 W W W
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Method of evaluation

4. The economic analysis of the periodic maintenance component was
carried out using the Highway Design and Maintenance Model. The sections to
be rehabilitated were divided into links which were considered homogeneous in
terms of traffic levels and physical condition. For each link, traffic was
projected based on historical trends and expected population and production
growth in the region. The overall traffic growth rate adopted for the
economic evaluation was the lower of the rate calculated using information
specific to the locality of the road and the historic average growth rate.

S. Estimates of the investment costs for both periodic maintenance
components were based on engineering studies for overlays, surface
improvements, sealing and regravelling. Using engineering data and climatic
and geographic data, as well as traffic characteristice and cost parameters,
the model simulated the operating conditions for each link and calculated
total vehicle operating and highway maintenance costs for the situations with
and without the proposed sub-project.

Alternatives evaluated

6. The following options were examined by the model in 842 km. of the
paved network: (i) routine maintenance only;
(1i) seealing of 10 mm. (only for roade with asphals
concrete);
(144) doudble surface treatment of 20 mm; and,
(iv) asphalt concrete overlay of 50 mm.

Four components of post-project routine maintenance were considered for each
section of paved road evaluated:
(1) patchings
(11) resealing;
(1i4) patching and resealing; and
(iv) routine maintenance.

7. A separats analyeis was conducted for 925 km of the gravel roads.
The evaluated project was similar in all cases, provision of a new surfece of
150 mm. of gravel, with associated complementary works such as construction of
rvetaining walls, provieion of drainege, etc., Four components of post project
routine maintenance wers considered for sach section of rcad evaluated:

{1) replacement of batween S and 50 w3/kn/year of gravel;

(11) grading at intervals determined by the volume of

traffic, between once every 15 and 90 days;

(4144) replecement of the surface with 100/150 mmn. of naw
gravel at intervals alsc datermined by the volume of
traffic; and

(iv) routine maintenance.

8. The Highway Design Model 4s designed to recommend the solution which
ninimizes the net prasent value of the costs associated with each solution
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including investment and maintenance costs and vehicle operating costs. The
higher the traffic level, the more rapid is the deterioration in road
condition and the more likely is a higher-cost investment alternative. The
analyeis resulted in the solutions recommended in the following paragraph.

Evaluation results

9. Of the 1,767 km of road analyzed, 221 km merit only routine
maintenance because the low actual and projected traffic do not produce
sufficient benefite to justify the investment. These sections of road were
therefore excluded from the Project. Of the remaining 1,546 km included in
the Project:

186 km justify overlay,

510 km justify surface treatment,

85 km justify sealing and
765 km of gravel roads merit regravelling.

10. The economic rates of return varied from a maximum of more than
1002 to a minimum of 15.8% for the finally accepted projects. The average rate
of return by year of implementation of sub-project and surface type is:

Your Paved Cravel Total
1992 37.32 34.5% 36.1%
1993 33.7% 50.72 36.9%2
1994 43,872 65.02 49.4%
1995 36.72 48,0% 39.32
11. The phasing of implementation of sub-projects originally took

account of their estimatad sconomic rate of return, with esub-projects with
higher rates being aliocated to the earlier years of the project, but in
course of preparation of the Project, thc evaluation results changes as the
construction cost estimates and other criticsl values were vevised. The range
of evaluation results is now eo small that it was seen to be little advantage
in redesigning the Project on the basis of the latest evaluation results,

\4 st

12, Thres £full sensitivity analyesie were cerried cut on the economic
evaluation of thess project components; the £irst analyeis coneidered a 252
increase in conetruction and maintenance costs, but kept the benefits
constant. On the paved netuwork, all sub-projects maintained acceptable rates
of raturn. On the gravel network, five sub-projects, with a total length of 87
kn and a total cost of US$ 3.7 million feiled to achieve a setisfactory rate
of return. There are csasons to believe that the economic rate of return on
the thess sub-projects is underestimated becauss of the conservative
ansumptione of traffic growth. They are all expected to have higher than
average traffic growth rates because they provide links to committed new
industrial developments. They have therefore been retained in the Project.
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1s. The second sensitivity test was to reduce project benefits by 30%.
With this test, only one sub-project on the paved network failed to achieve a
satisfactory rate of return. On the gravel network, in addition to the five
links which failed to achieve an acceptable result on the previous test, a
further four sub-projects were in this situation. Two of the four gravel
network links were in the same geographic region as the sub-projects reviewed
in the previous test and were retained in the Project for the same reason. The
remaining three links which failed on the second test are in areas of
exceptional projected agriculctural development, and so are also expected to
have benefits in excess of those evaluated and so are retained in the Project.
With the reduction of passenger time benefits to zero, 2ll subprojects
maintained acceptable rates of return.

Detailed results

14, The estimated cost and econcmic rate of return for each road link are
shown in Tables 1 and 2. The rates of return are based on comparing the cost
and benefits of the proposed solution with the second best alternative. A
minimum rate of return of 12% was required for any road periocdic maintenance
project to be included in the program. Values in excess of 60% are considered
unreliable as they assume that the benefits of the project can be invested in
other projects providing a similar high rate of return. These sub-projects
will provide rates of return of at least 602, it is the excess above this rate
which is uncertain. The weighted economic return is for the four-year program
as & whole. Given the sensitivity of economic rates of return to the
investment cost of sub-projects, agreement will be reached during negotiations
that, before undertaking any investment, IDA will be consulted if £final
engineering for any sub-project results in cost estimates exceeding the
original estimate by more than 25% in dollar terms.

)
15. The economic analyses described above underestimate the true economic
benefits of the road rehabilitation program because it they not quantify the
additional benefits to be derived from increased industry activity or lost
production due to higher transport cost under the second best alternative.
They do not take account of the benefits of generated traffic or the benefites
of reduced interruptions to transport flows from bridge and road £lood
washaways.

Additional analyses

16. Furthermore, the Bank's HDM model was uwsed to analyze different
quantity standards for routine maintenance and select the optimum alternative
for a specific road condition. The levels of maintenance were so optimized and
used in the SAM to obtain the maintenance program and budget. Another model,
the Expenditure Budgeting Model was then used, interacting with the HDM medel,
to select the maintenance policies and maximize the investment under the
budget restrictions. These new quantity standards were then used in the SAM
to determine another maintenance program, adjusted to the resources availabdle.
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RESULTS OF ECONOMIC EVALUATION
@) Pavedpetwork ~ eeeses Sensitivity Tests ------
----- sossemennn. ARDT Cost Benefit Passengers
Length veh/ Cost/km  TVotal Cost Basic *25% -30% Time = 0
Link Road Section‘ kms day uss uss ERR % ERR % ERR % ERR %
First Year Program
1 EL ALTG-VIACHA 21.2 1083 81,048 1,718,218 51.3 43.2 34.7 44.6
2 LA PAZ-COTAPATA 38.5 556 45,886 1,766,607 16.6 12.7 8.4 16.5
3 WARNES-MONTERO 19.6 1960 94,310 1,848,485 28.0 23.7 18.8 na
4 SAN I1SIDRO-LA PALIZADA 7.2 156 53,300 383,225 7.5 22.7 17.5 24.6
5 LA PALIZADA-ABRA DEL QUIN 8.9 175 53,300 471,703 28.3 23.1 17.4 26.5
6 ABRA DEL QUINE-MATARAL -19.5 175 $3,300 1,037,213 28.3 23.1 17.4 24.5
7 MATARAL-AGUA CLARA 26,0 235 53,300 1,385,79 58.1% 48.4 38.6 50.8
8 AGUA CLARA-MAIRANA 26.5 235 53,300 1,305,844 £8.1 48.6 38.6 50.8
9 TARUMA-LA GUARDIA 36,3 939 16,733 607,409 23.3 19.9 16.0 ne
Sub totel 201.6 52,205 10,524,498 37.3 31.0 26.3 27.5
Second Year Program
10 QUILLACOLLO-VINTO 4.0 4002 60,305 261,218 59.5 52.2 44.5 ng
11 VINTO-SUTICOLLO 8.6 1620 56,691 487,544 48,2 34.6 28.4 40.7
12 SUTICOLLO-PAROTANI 13.0 882 82,851 1,077,063 38.9 3.7 24.5 34.6
13 PAROYANI-CONFITAL 78.7 689 77,237 6,078,561 21.5 17.2 12.5 19.4
146 GUABIRA-KM 24 26.0 600 87,278 2,094,660 43,1 36.9 30.0 37.3
15 KM 24-0KINAWA 21.0 600 130,945 2,749,853 43.1 36.9 30.0 37.3
16 ORURO-VINTO 5.7 1144 24,588 140,149 86.4 73.2 59.0 74.9
17 VINTO-MACHACAMARCA 25.1% &9 48,689 1,222,092 23.0 18.0 12.6 18.8
18 GUABIRA-MINEROS 27.0 1267 79,212 2,138,711 40.4 33.8 26.8 na
19 MINEROS-CHANE 13.0 465 155,565 2,022,339 33.8 27.6 21.0 2r.4
Sub total 220.1 82,927 18,252,190 3.7 27.8 1.7 eh.6
Third Year Program
20 COCHABAMBA-ANGOSTURA 1%.7 188 70,000 1,027,600 .7 7.3 62.3 76.4
21 ANGOSTURA-TOLATA %,7 1277 70,000 1,031,800 $0.7 46,9 36.7 47.6
22 TOLATA-PARACAYA 11.5 897 70,000 802,200 33.0 26.4 19.5 25.7
23 R10 SECO-HUARINA .2 T35 35,000 1,967,000 .4 35.1 28.3 34.5
26 HUARINA-TIQUINA 39.0 335 35,000 1,365,000 27.0 21.0 1%.6 20.3
25 TOMATAS-TARIJA 3.5 1768 18,800 65,800 63.0 55.5 47.4 ne
256 TARJJIA-Cr.S6AN GERONIMO S.7 o9 18,800 107,160 52.5 45.7 38.4 ne
27 Cr. SAN CERONINO-PADCAYA  40.0 326 18,800 752,000 30.8 25.9 20.5 28.4
Sub total 185.3 38,421 7,118,540 43.8 37.4 30.6 36.9
Fourth Year Program
28 PARACAYA-LA VILLA 5.5 468 40,000 219,600 72.0 81.7 51.3 62.4
29 LA VILLA-EPI2ANA .6 222 40,000 3,182,000 20.9 16.3 1.5 19.%
30 EPI2ANA-POJO 1.8 135 40,000 2,952,000 49.5 42.1 34.6 6.7
31 TOLATA-CLIZA 7.2 9.8 40,000 288,000 41,9 34.5 27.6 33.5
32 PARACAYA+PUNATA 3.0 925 40,000 120,000 62.9 $3.6 43.9 55.1
Sub total 169.0 40,000 6,761,600 35.7 30.5 eb. 33.8

0P CERAR ROt e L E RNttt AE R IR st t el etalatailserttnantotstetolotbttttetttottitiniotototttisaathsacsrdtasaiuditansatlontds

Yotel Paved Road Sub project  776.0 54,069 42,656,848 36.6 30.6 2h.2 28.7

T L L L T T Y Y Y Y R N Y T R Y N N Y Y T N N Y Y Y Y Y Y Y Y Y Y T A L I s
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Table 2
RESULTS OF ECONOMIC EVALUATION
b) Gravel network  seecses Sensitivity Tests =-----
ceresscscrcancnann AADT Cost Benefit Passengers
Length veh/ Cost/km Total Cost Basic +25% -30% Time = 0
Link Road Section kms day uss uss ERR % ERR % ERR % ERR %
First Year Program
1 HUARINA - ACHACACHI 20.0 330 26,016 520,320 48.9 39.0 32.2 39.9
2 ACHACACHI - ANCORAIMES 36.0 200 21,246 764,870 86.2 69.3 57.7 70.%
3 VILLA TUNARI - ETERASANA 27.0 495 18,557 501,026 122.2 92.0 72.9 95.1
4 QUILLACOLLO - BELLA VISTA 5.0 219 28,241 141,206 114.5 92.4 7.1 87.7
14 SAN MIGUEL - SAN FRANCISC 23.0 225 26,674 567,497 41.4 33.5 28.0 35.9
S LA LOMA-AROMA 11.0 22% 28,895 317,844 16.3 na na 14.5
6 INGENIO MORA-SAN JOAJUINM 1.0 129 45,150 496,646 15.8 8.2 2.8 na
7 OKINAWA-Pto. BANEGAS 15.0 280 34,863 522,945 19.9 11.6 5.9 na
8 Cr.Rt.4-QUIRUSILLAS -29.0 89 41,335 1,198,718 18.2 12.8 8.9 14.5
9 TEXAS-CANDELARIA 20.0 146 52,188 1,043,756 15.6 10.9 7.5 12.5
10 ANCORAIMES - ESCOMA 39.0 145 13,130 512,055 54.7 43.3 35.5 44,3
11 LA PALIZADA-PUENTE TAPERA  43.0 104 29,520 1,269,375 24.4 18.3 13.9 20,5
Sub total 279.0 28,159 7,856,258 34.5 26.0 20.7 27.1%
Second Year Program
12 EL ALTO - CHACALTAYA 22.0 110 11,585 254,872 22.1 15.7 1.1 19.0
13 Cr.Rt.7 - Pto. VILLARROEL 25.0 240 19,193 479,837 26.9 21.5 17.4 23.6
14 Cr.Rt.4 - CAPINOTA - JRPA 29.0 282 16,588 481,052 111.2 na na ne
15 POJO -~ LIMITE DISTRITAL 3.0 135 20,637 701,658 90.4 72.2 68,3 na
16 MATARAL-VALLE GRANDE 53.0 65 17,696 937,879 20.8 1.4 2.5 17.4
97 MADRECITAS-SAN NICOLAS 12.0 108 49,258 591,090 15.6 7.1 0.9 na
18 LIMITE DISTRITAL-COMARAPA  25.0 131 15,025 375,621 103.6 82.0 67.5 83.7
19 COMARAPA-SAN ISIDRO 20.0 156 12,387 247,730 179.1 141.8 116.7 96.4
20 YAPACANI-COLONIA SAN JUAN  13.0 247 13,885 180,511 119.0 95.9 80.3 102.1
Sub total 233 18,241 4,250,250 50,7 39.0 32.3 25.90
Third Year Program
21 MALLASA - VALENCIA 14.0 157 26,016 364,226 39.6 29.9 23.1 33.1
22 Cr.Rt.% - EL PASO 6.0 338 16,568 99,528 177.7 161.6 117.5 139.8
23 AIQUILE-EPIZ2ANA 89.0 116 16,588 1,476,332 7.1 57.6 46.6 67.9
24 YAMPARAEZ-TARASULO 36.0 129 16,588 597,168 39.3 31.1 25.3 34.5
Sub total 145.0 17,498 2,537,252 ¢5.0 50.7 41.0 57.9
Fourth Year Program
25 ORURO-CAPACHOS-PARIA 21.0 326 26,016 546,336 26.0 17.9 16.6 19.5
26 MACHACANARCA-HUANUNT 2.0 217 26,016 572,352 9.6 76.3 85.7 72.0
27 SUCRE<-YAMPARAEZ 29.0 145 16,588 481,052 51.0 40.3 32.8 43.8
28 COBIJA-PORVENIR 33.0 259 34,883 1,150,479 7.3 21.3 17.0 3.3
Sub total 105.0 26,193 2,750,219 48.0 37.6 30.9 35.3
Total Gravel Metwork 762.0 2,827 17,393,979 45.1 36.8 8.1 32.5

T L L I e T Y T Y Y N Y Y Yy Y Y Y Y Y Y Y Y Y YY)

Totsl Project 1538.0 39,064 60,050,827 39.1 31.8 25.3 9.8

PRGN LGOI PN CIO R RGO ERIRRAE R sRc i to ot Ros Rt ottt ltnttnoniias it tocatitniatltstotottnatithit s otnnuattebinaniossnds
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SECOND ROAD MATNTENANCE PROJECT

Environmental Impact

1. Introduction

The civil works financed by the Project are rcad works (periodic and
routine), with no new construction or major upgrading. Therefore, they will
not cause significant environmental impacts. Only minor impacts may be
expected, mainly extraction of materials, used in rocad improvement and
maintenance activities, and waste disposal. On the other hand, improved road
maintenance implies environmental benefits by reducing road-related erosion
and improving stream drainage at road crossings. A study of all these
possible effects was carried out by a consultant hired by SNC and financed by
the Export Corridors Project (Credit 2012-B0). The following paragraphs show
a sumpary of this study, the conclurions and recommendations and the
specifications to be included in the bidding documents and SNC’s code of
maintenance, as safeguards against the possible negative effects on the
environment produced by the maintenance works.

2. Summary of the Study

The objectives of the study on the environmental impact of the road
naintenance works included in the Project are:

- to assess the positive and negative effects on the environment
produced by the programmed works;

- to establish the conditions to accept or modify the works; and,

- to prepare the recommendations to avoid or minimize possible

negative impacts. (These recommendations will be incorporated as
specifications into the bidding documents for all the civil works
financed by the Project and into the SNC code of maintenance).

Introducing the environmental variable in the program of road
maintenance will provide more secure decision making in choosing the best
alternative, considering natural resources protection and development
interests.

For the purposes of the study, Bolivia was divided into ecological
regions according to the Ellenberg classification (modified). These regions
ave called environmental units and are the following: humid and mountainous
jungle, low sub-humid jungle, easily flooded savanna with foreest islands, low
and mountainous semi~humid forest, low semi-arid mountain, semi-humid and
semi-arid valleys, semi-humid puna with trees, high andean semi-humid puna
floor with trees, semi-arid and arid puna, high andean semi-humid floor
without cultivation, and high andean semi-arid and arid floor with
cultivation.
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The assigned environmental units are described in terms of its climatic
conditions, types of vegetation, animal life, ete. Each unit shows the
location and characteristics of national parks and protected areas. Some of
these ecological regions or environmental units of Bolivia were visited by the
consultant in order to analyze the environmmental impacts caused by road
construction, operation and maintenance, including landscape, hydrie and
edafologic resources, wild life, vegetation, use of land and human health.

The problems created by the roads are described for each environmental unit.
All positive and negative effects were classified in three categories,
according to the benefits or damages caused in the ecosystems.

As a result of the analysis made, the study concludes that:

a) The impact of road maintenance activities depends on the type of
road and the environmental factors. Environmental impacts of road
maintenance are minor compared to these produced by road
construction and operation of the existing network.

b) Most road maintenance works have positive impacts, especially
those related to drainage improvements, including construection of
channels, ditches and sewers. Such positive effects contribute to
improve the landscape, geomurphology, hydrology and socioceconomic
factors,

e) The major negative impacts of the Project will be produced by the
extraction and exploitation of materials for aggregates, which
have a negative effect on the landscape, vegetation, soil and
hydrologic systems. Deposits for waste materials will be selected
with the assistance of a specialist in environmental impact and,
once the quarries are abandoned, actions for fast vegetation
recovery will be required.

d) If some road embankment must be put up, the roads may become
breakwaters and prevent the normal water flow. In these cases,
road maintenance projects will include adequate bridges and sewers
to avoid water damming.

e) Negative impacts may also arise from asphalt overlays, due to
detour construction, removal of damaged asphalt, and manufacture
and spreading of asphalt mixes. Detours and accesses may alter
the landscape, hydrology, soil, and vegetation at the local level,
while the work with asphaltic mixes at high temperature could
eventually damage the human health due to toxic gases and loud

noise.
3. Conclusions and Recommendations
a) Conclusions.
- In general, the activities of the maintenance programs will have a

positive impact for the ecosystems and the social medium,
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The proposed road maintenance programs will also eliminate or
reduce negative impacts produced by past road construction and/or
lack of road maintenance,

Recommendations.

In road sections where the embankment must be reconstructed,
particularly if they are in savanna and flat areas, drainage
systems and adequate bridges will be provided. These will allow
the normal flow of waters, avoiding damages to the nearby areas
and the road itself,

Borrow materials must be extracted preferably from distant
quarries provided with adequate drainage, so that the landscape
and the hydrologic system will not be altered significantly.

The possible water bodies caused by existing embankments without
adequate drainage in the vicinity of populated areas, must be
adequately drained or, if it is not possible, the stagnant waters
must be treated with adequate plant species to avoid infections
and other health problems among residents.

The SNC Environmental Unit (EU) must participate in the selection
of quarries, to cause the minimum impact on the environment.

Once the quarries are abandoned, fast action for re-establishing
former vegetation should be taken. If necessary, autochthonous
specles will be sown.

When graveling in zones close to populated areas, special gravel
mixes with low levels of lime should be used as much as possible,
in order to mitigate dust problems.

Workers permanently in contact with dust or asphalt mixes must use
mouth-nose protectors provided by the contractor, in accordance
with the guidelines of the equipment manufacturer and with the
existing labor regulations.

The contractor/SNC must provide milk to the workers on a daily
basis, to counteract the effects of the toxic gases from asphalt
mixes in the human body.

The contractor/SNC must provide ear, eyers, hand and feet
protectors to their workers for removal of asphalt nmixes by
compressors.

In zones where work compounds and workshops must be installed, the
contractor/SNC must restore the original landscape in the place
when the works are finished. Security measures should aveoid
spillage of contaminated hydrocarbons in the workshops.
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- When the work compounds and workshops have to be installed in
forest areas, the contractor/SNC will avoid the falling of trees
and the lighting of fires, as much as possible.

- If maintenance activities are carried out done in protected areas
or national parks, it will be necessary a specific assessment by
the SNC Environmental Unit. In these cases environment
recommendations for construction and feasibility should be
considered and the assessment should be coordinated with the
institution charged of protected areas at the mnational level.

- In order to assess the envirommental impact of road maintenance,
it is recommended to monitor regularly the main roads of the
network. Quarterly reports will be prepared by the EU regarding
possible environmental changes and suggesting correction measures.

- Fences and installations other than that needed for road services
must be prohibited in the right-of-way areas.

4. Specifications for Contractors and SNC:

Based on the recommendations above, a set of specifications has been
prepared. These specifications will be adopted by SNC and will be included in
the bidding documents for works by contract and in the SNC’s code of
maintenance. Following is a summary of these specifications:

- Where the climatic conditions allow it, the existing organic
ground on the top layer of quarries or lending stone banks should
be kept and deposited for the subsequent recovery of the original

conditions.

- After the extraction of materials from quarries or river beds, the
contractor/SNC will re-establish the original vegetation and the
ecological conditions of the areas where the materials were

extracted.

- The contractor/SNC will require prior authorization, that should
be justified in advance, to extract boulders, pebbles, sand or
other construction materials from the beds of water courses.

- On flat lands subject to floods (stegnation) fzom water drains or
with elow drainege (in particular, near towns or settlements) the
contractor will not dig ditches or pits to extract borrow
materials, without @ drainage plan based on a land survey to
adequate scale,

- In road sections where asphalt concrete or other materials must be
rvemoved and discarded, the contractor/SNC will deposit or bury
them in far or isolated areas, but never in river beds or water

courses.
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Asphalt plants will be installed, whenever possible, on easily
eccessible f£lat lands, lacking vegetation, and located not very
close to towns.

In nearby populated areas, the contractor/SNC will use, as much as
possible, mixtures with a low lime content to avoid problems
related with dust.

In sections where the construction of embankments is necessary,
the contractor/SNC will construct adequate bridge and drainage
systems to allow stream drainage.

In case of water bodies parallel to the roads, the contractor/SNC
will construct drainage systems or plan decontaminating vegetable
species to avoid infectious diseases.

In flat lands, where road embankments must be put up, the
contractor/SNC will use materials from deposits where the hydric
system, land and vegetation will not be affected.

During the werks, the contractor/SNC will exercise all reasonable

precautions, including the application of transitory and permanent
measures, to control erosion and minimize the deposits in rivers,

creeks, lakes and small lakes.

During the works, the contractor/SNC will exercise all type of
precautions as deemed reasonable to prevent pollution of rivers,
creeks and lakes. The pollutants and noxious wastes will not be
discharged along the rivers, creeks, small lakes or natural or
artificial water channels that flow into them.

In order to protect the cuts of land due to erosion, vegetable
species adapted to the native ecological conditions will be
planted on slopes and fillers.

The contractor/SNC will take all reasonable precautions to prevent
forest fires in any area involved in construction operations or
occupied as a result of such operations. The Contractor/SNC will
cooperate with the corresponding government agencies in the
reporting, prevention and extinction of forest fires.

In the case of any discovery of prehistoric ruins, indian
settlements or of fizst settlers, cemeteries, relics, fossils,
meteorites or other objects of archeological, paleontologic or
special mineralogic interest during the works, the Contractor/SNC
will take immediate measures to suspend temporarily the works and
will cooperate in the protection, release and transportation of
these findings.

The Contractor/SNC should take the necessary measures to guarantee
to workers and employees, the best conditions of hygiene, housing,
nutrition and health. Personnel should be vaccinated and should
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receive prophylactic treatment against epidemics and regional
endemic diseases.

- The Contractor/SNC will provide their workmen ear and eye
protectors and dust masks.

- The Contractor/SNC will take measures to avoid spilling of
hydrocarbures nearby the work compounds.

- The contractors/SNC will prohibit their workmen to lumber trees
and to light fires nearby the roads or the work compounds.

- Burning of combustibles will be done under constant supervision of
competent supervisory personnel. Extreme care should be taken in
the manner in which burning of materials takes place, so that it
does not destroy or damage private property or produces excessive
air pollution.

Doc.Manes C3\WP31\DOCS\BOLIVIA\ANNEX13,5AR
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ENVIRONMENTAL IMPACTS OF MAINTENANCE PROGRAMS
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BOLIVIA

SECOND ROAD MATNTENANCE PROJECT

Supervision Strate

The project includes a large number of sub-projects: sixty-one of road
periodic maintenance and seventy-seven of bridge maintenance and repair. It
also includes workcompound rehabilitation, equipment rehabilitation, purchases
of complementary equipment, technical assistance, and a comprehensive training
progrem. Furthermore, the project has to be monitored in the context of a
substantially larger investment program for the 1992-96 period. Experience
under the previous credit shows that the average ten man/weeks per year for
supervision is insufficient to provide effective control over the program.

To reduce the need for IDA manpower, an expanding monitoring and
reporting role will be played by the Borrower through the Project Executing
Unit (UEP) in the National Road Service (SNC). For this purpose UEP will use
a series of quantitative indicators based on the already implemented
management systems, which monitor physical and financial aspects of project
execution, and implementation of the road maintenance programs. SNC will
recruit consultants, to be financed by the Credit, for assistance to the UEP
and supervision of works. The consultants will report each quarter to the
Ministry of Transport and Communications (MIC), SNC and IDA. All issues which
will arise will be dealt with in joint meetings between SNC and IDA and during
annual project reviews. During these meetings remedial actions will be agreed

upon.

We intend to have a two-pronged IDA supervision. First, to allow
intensive field supervision we will recruit a local consultant for a period of
about 12 staff-weeks, in stretches of 3 weeks. After each 3-week assignment
he will send to the Bank a report identifying any project issues. This
arrangement will not be too costly, as we expect to pay no more than US$3,000
per month, so the 12 weeks will cost us no more than about 4 weeks of regular
staff. Second, we will provide about 12 staff-weeks of in-house supervision:
8 staff-weeks of the engineer’s time (mainly for procurement and monitoring of
technical assistance tasks and implementation of road maintenance plan) and 4
staff-weeks for the economist (user charges, maintenance financing and
budgeting, evaluation of additional sub-projects, etc.).

In sum, we plan to dedicate about 24 staff-weeks to supervision, but at
a cost which is equivalent to only 16 staff-weeks. Thus, supervision will be
intensive but its cost within reasonable limits. We intend to put a special
effort into a project launch workshop planned for Oct/Nov 1992 to establish
the grounds for project implementation and supervision.

We have also provided for annual project reviews and a mid-term project
review with the participation of SNC, Government (MTC, Ministry of Planning
and Ministry of Finance) and IDA. The issues which will be given priority
are: program of ph,sical implementation of the project, execution of four-
year road maintenance program and updating of five-year investment plan,



- 174 -
Annex 14
Page 2 of 2

carrying out the decentralization program, restructuring of SNC, and progress
on maintenance planning and budgeting and on the action program.
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