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EXECUTIVE SUMMARY 

 

Project Overview 

 

1. To strengthen its socio-economic performance, Tunisia has opted for a strategy of 

gradual integration into the global economy.  Given the important role of the transport sector 

in the economic and social development process, and as a mainstay to this strategy, the 

Government has embarked on an ambitious programme to develop an efficient transport 

system and high quality infrastructure. 

 

2. Under the Eleventh Economic and Social Development Plan (2007-2011), an 

investment programme amounting to TND 2.375 billion was earmarked for road infrastructure. 

In line with this, the Tunisian Government and the Bank discussed the financing of a road 

programme for a total cost of TND 1.087 billion (about EUR 620 million).   The 

implementation of this programme has been divided into tranches, the first of which was granted 

a loan of EUR 174.33 million.  

 

3. Road Project VI is the second tranche of this programme. It is estimated to cost EUR 

336.74 million, net of taxes, including an ADB loan of EUR 236 million.  Planned for 

implementation nationwide, the project involves: (i) the rehabilitation of 862.8 km of classified 

roads; (ii) the reinforcement of 691.3 km of classified roads; (iii) the construction of 12 

engineering structures; (iv) the improvement of 759.4 km of feeder roads; and (v) the 

modernisation/dualisation of 52.6 km of the classified road network. Project activities will start 

immediately following loan approval scheduled for the third quarter of 2010 and will be 

completed late 2015. 

 

Needs Assessment 

 

4. This project is consistent with pursuit of the transport sector upgrade strategy that 

aims at putting in place an efficient and high quality transport system to sustain growth and 

create conducive conditions for enhanced export competitiveness.  Specifically, it seeks to 

improve the service level of the classified road network so as to intensify intra- and inter-

regional trade and improve access to the country’s key development hubs. 

 

5. The implementation of this project is in keeping with the Bank’s intervention 

strategy in Tunisia for the period 2007-2011, confirmed in the 2009 CSP Mid-Term Review. 

Its implementation is also consistent with Pillar 2 of the said strategy ("Modernisation of 

Infrastructure and Strengthening of the Productive Sector"), which is a strategic thrust for 

accelerated growth by virtue of its contribution to wealth creation and improved well-being of 

the population. 

 

Value Added for the Bank 

 

6. In adopting this pillar, the Bank consolidates previous gains in terms of its 

comparative advantage in infrastructure. As such, infrastructure will continue to be the focus 

of its operations, particularly the transport sector which constitutes 47.14% of the current 

portfolio. 
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Knowledge Management 

 

7. Setting out the key impact indicators prior to project start-up and conducting impact 

assessment at the end of the project will help to produce useful information on project 

outcomes and impacts. This knowledge will be managed from a database at the General 

Directorate of Highways and will be disseminated in the annual reports and the Bank’s 

website. 
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Results-Based Project Logical Framework 

HIERARCHY OF OBJECTIVES 
EXPECTED 

OUTCOMES 
SCOPE 

PERFORMANCE 

INDICATORS 

INDICATIVE TARGETS AND 

TIMEFRAMES 
ASSUMPTIONS/RISKS 

 

Goal  

 

Contribute to promoting an efficient and high quality 

transport system to sustain growth and create conducive 

conditions for enhanced export competitiveness. 

 

Impacts  

 

Tunisia’s socio-

economic development 

guaranteed through 

contribution to 

improving access to the 

country’s key production 

centres. 

 

Beneficiaries 

 

The Tunisian 

population   

 

Impact Indicators  

 

i) State of the classified road 

network   

 

ii) Volume of intra- and inter-

regional trade and 

contribution of exports to 

growth 

 

(Sources: MEHAT/INS, 

outputs of the Eleventh Plan, 

O/D surveys of HDV traffic 

between regions, and INS 

statistics)  

 

Expected Progress and 

Timeframes in the Long-Term 

 

i) The paved classified road 

network in good condition 

increases from 70% in 2009 to 

85% in 2015 (15,230 km) 

 

ii) Increased flow of goods by 

8.2% between 2006 and 2011 

(0.32 MT to 0.47 MT ) and by 

5% from 2012 to 2021, with 

HDV traffic averaging 6%  

 

iii) Average export volume 

increases from 6.6% between 

2007 and 2011 to 7.4% 

between 2012 and 2016, and 

its contribution to growth goes 

up from 23.9% between 

2007and 2011 to 41% 

between 2012 and 2016 and 

47.7% between 2017 and 

2021.  

 

Assumptions 

 

1. Sustained economic growth  

 

2. Pursuit of upgrade programme 

in the transport and roads sector. 
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Project Objective 

 

Improve the service level of the classified road network 

and enhance access to rural areas to intensify intra- and 

inter-regional trade, and improve access to the country’s 

key development hubs. 

 

Impacts 

 

Traffic conditions 

improved and secured on 

the classified road network 

and feeder roads 

 

Beneficiaries 

 

The Tunisian  

population  

 

Impact Indicators 

 

i) Proportion of classified 

roads measuring l>=7 m wide 

developed and reinforced and 

improvement of the feeder 

road network 

 

ii) Vehicle Operating Costs 

(VOC)  

 

Expected Progress and 

Timeframes in the Medium-Term 

 

i) % of roads measuring l>=7 m 

wide increases from 61% 

(8,790 km) in 2009 to 69.2% 

(10,162 km) in 2015 and 

reinforcement of 9.5% (1,332 

km) of the linear length of 

paved roads in 2015 and linear 

length of paved feeder roads 

increases from 50% (2,059 

km) at the end of 2011 to 70% 

(8,826 km) by the end 2016  

 

ii) VOC reduced by an average 

of 18% throughout the project, 

as from 2015  

 

Assumptions   

 

1. Implementation of planned 

investments 

 

2. Budget allocations of TND 63 

million/yearly as from 2012 

for road maintenance and 

implementation of road 

maintenance programmes, 

including raising awareness on 

road safety 
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HIERARCHY OF OBJECTIVES 
EXPECTED 

OUTCOMES 
SCOPE 

PERFORMANCE 

INDICATORS 

INIDICATIVE TARGETS 

AND TIMEFRAMES 
ASSUMPTIONS/RISKS 

 

Inputs and Activities (financial and human 

resources for carrying out activities necessary to 

produce an output) 

 

i) Clearing of Rights-of-way: (a) land 

expropriation; and (b) displacement of utility 

networks in the event of straightening road 

alignments (EUR 9.73 million). 

 

ii) Works: (a) agreement with CETEC for geo-

technical, materials and all works quality 

control,  contracts for works control 

missions (engineering structures, 

improvement of feeder roads and 

modernisation of the Sousse and Medenine 

road sections), works management and 

monitoring by DGPC and DEHAT (EUR 

4.55 million); and (b)  procurement for all 

works (improvement of 862.8 km of paved 

roads, reinforcement of 691.3 km of roads, 

construction of 12 engineering structures, 

improvement of 759.4 km of feeder roads 

and modernisation/construction of dual 

carriageway  over 52.6 km of roads (EUR 

332.19 million) 

 

iii) Management and Monitoring: (a) Annual 

auditing of project accounts by IGF; and (b) 

environmental monitoring by ANPE (not 

estimated and Tunisian budget) 

 

Outputs (short-term 

outcomes) 

 

i) 50 ha of land 

expropriated; and (b) 

networks displaced for 

the release of land 

required for rights-of-

way. 

 

ii) (a) Geo-technical, 

technical and materials 

quality control, and 

works supervision 

conducted; (b.1) 862.8 

km of roads 

rehabilitated; (b.2) 691.3 

km of roads 

strengthened;  (b.3) 12 

engineering structures 

built; (b.4) 759.4 km of 

feeder roads developed; 

and (b.5) 52.6 km of 

roads modernised. 

iii) Auditing of project 

accounts and 

environmental 

monitoring conducted  

 

Beneficiaries  

 

(Target 

group(s) 

benefiting 

directly from 

project outputs) 

Population of all 

24 governorates 

of the country 

 

Output Indicators (Evidence   

indicating that outputs have 

been produced – source and 

method) 

 

i) 50 ha of land expropriated 

and displacement of utility 

networks  implemented 

 

ii) Length of roads 

rehabilitated, strengthened 

and constructed into dual 

carriageway; length of 

feeder roads developed 

and number of 

engineering structures 

built. 

 

iii) Number of audit and 

progress reports prepared 

on time; good quality 

environmental 

monitoring reports 

produced on schedule.  

Sources: MEHAT. 

 Methods: project 

progress, supervision, 

annual audit, mid-term 

review and completion 

reports 

 

Expected Progress and 

Timeframes in the Short Term 

 

i) All compensation paid prior to 

the start of each batch of 

works; 

  

ii) (a) Road rehabilitation works: 

380 km completed in 2011 

and 862.5 km in 2015; (b) 

road reinforcement works: 

691.3 km  completed in 2011; 

(c) engineering structure 

construction works: 8 units 

completed in 2013 and 12 in 

2015; (d) feeder road 

improvement works: 315.4 km 

completed in 2013 and 759.4 

km in 2015, 25% (311 km) of 

which paved; and (e) dual 

carriageway works on 

RVE814 and 812 in Sousse 

and on MC116  and MC117 in 

Medenine): 52.6 km 

completed in 2013. 

 

iii) One audit report produced 

each fiscal year as from 

2011; annual progress report 

and environmental 

monitoring report produced 

each year as from 2011. 

Sources: MEHAT. 

Methods: project progress, 

supervision, annual audit, 

mid-term review and 

completion reports 

 

Assumptions (Risk factors and critical 

conditions for success 

Mitigating strategy(ies) 

 

Assumption/Risks 

Delay in works implementation due to 

late clearing of rights-of-way. 

 

Mitigative Measures 

The Government has already completed 

parcel enquiries for land affected by the 

project and contacted the utility 

networks. In this regard, it has 

earmarked EUR 9.73 million for the 

necessary compensation. Additionally, 

granting of the loan will be subject to 

the Government undertaking to clear of 

the rights-of-way required, as was the 

case for previous projects. 
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REPORT AND RECOMMENDATION OF BANK GROUP MANAGEMENT TO THE BOARD OF 

DIRECTORS CONCERNING A PROPOSED LOAN TO TUNISIA FOR ROAD PROJECT VI 

 

Management submits the following Report and Recommendation concerning a proposal to 

grant a loan of EUR 236 million to the Republic of Tunisia to finance Road Project VI. 

 

I. STRATEGIC THRUST AND RATIONALE 

 

1.1. Project Linkages with Country Strategy and Objectives 

 

1.1.1 Under its Eleventh Economic and Social Development Plan (2007-2011), the 

Tunisian Government adopted a Road Infrastructure Investment Programme projected to cost 

TND 2.375 billion. The implementation of the programme is consistent with pursuit of the 

overall transport sector upgrade initiated during previous successive plans. The objective is to 

put in place an efficient high quality transport system, support economic growth and thus 

contribute to the objectives of export competitiveness, with a view to speeding up the opening 

of the Tunisian economy. The road network accounts for virtually all movement of persons 

and more than 80% of freight and export traffic. Over the 1997 to 2006 period, the various 

road projects financed by the Bank have helped to modernise the classified network and 

lessen its capacity constraint by almost 23%, by reducing the proportion of paved roads with 

carriageway widths of less than 7 m from 65% to 42% and reinforcing nearly one third of the 

paved road length.  The Road Network Improvement and Reinforcement Programme adopted 

by the Government under the Eleventh Plan (2007-2011) will contribute to further reducing 

the capacity constraint to 32% (4,747 km).  The implementation of this programme took off in 

2008 when the Bank granted a loan of EUR 174.33 million for the first tranche of the 

programme. 

 

1.1.2 The current Road Project VI is the second tranche, and it involves the following road 

works nationwide: (i) rehabilitation of 862.8 km of classified roads; (ii) reinforcement of 691.3 

km classified roads; (iii) construction 12 engineering structures; (iv) improvement of 759.4 km 

of feeder roads; and (v) construction of dual carriageway over 52.6 km of classified roads.  The 

implementation of this project is also consistent with the objective under Pillar II of the Bank’s 

intervention strategy in Tunisia for the 2007-2011 period ("modernisation of 

infrastructure"), confirmed in the 2009 CSP Mid-Term Review. 

 

1.2. Rationale for Bank Intervention 

 

1.2.1 In Tunisia, the road network accounts for virtually all movement of persons and over 

80% of goods transport. Over the 1997-2006 period, traffic recorded an average annual 

growth rate of 6.1%, with light vehicles (LV) and heavy duty vehicles (HDV) taking up 

86.5% and 13.5%, respectively. HDV traffic, which increasingly involves articulated units 

(articulated trucks and tractors + semi-trailers), has evolved more rapidly than the overall 

average traffic. This has resulted in: (i) a reduction in the road capacity; (ii) increased 

degradation of carriageways; and (iii) increased risks/gravity of accidents. In 2007, the only 

roads suitable for these traffic needs (i.e. consisting of graded dual carriageways or with two 

separate lanes) totalled less than 60% of the paved network (6,000 km), whereas a little over 

50% (6,890 km) required works to increase capacity. Moreover, nearly 2,500 km (21%) of 

roads are threatened with degradation, as a result of the increase in HDV traffic and the aging 

of the pavement structure. 
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1.2.2 Similar to the ongoing Bank-financed Road Project V, this project has been designed 

to address the inadequate classified road network capacity. It implementation will contribute 

to improved user mobility on the classified road network and increased intra- and inter-

regional trade. Furthermore, its feeder roads component will help to open up rural areas to 

better tap their potential. The project outcomes will have induced effects on the country’s 

socio-economic development with tangible social and economic benefits, including: (i) 

improved population access to socio-economic facilities and various activity centres (new tourist 

centres and industrial processing zones in the country’s south, central and north regions); (ii) job 

creation in agriculture, fisheries, textile industries, etc. 

 

1.2.3 Lastly, the implementation of this project is in keeping with the Bank’s Medium-

Term Strategy (MTS) for the 2008-2012 period (the third of the nine key commitments of the 

MTS is "to give priority to infrastructure, governance, private sector development, higher 

education, technical education and vocational training"). The MTS is designed to direct a 

significant part of its new commitments towards infrastructure, particularly transport, energy 

and New Information and Communication Technologies (NICT). 

 

1.3. Donor Coordination 

 
Sector Size 

  in % of GDP in % of Exports in % of Manpower 

 2009 2009 2009 

Transport Sector 6% - 4.5% 

Sector Players – Annual Public Expenditure on the Road Sub-Sector in Tunisia 

 (average in TND million) 

        Donors 

Years Currency Total Gov. ADB EIB AFESD JBIC - 

2002 – 2006 

In DT 

million 
659.2 162.4 212.2 155.5 91.2 37.9 - 

In % 100% 24.6% 32.2% 23.6% 13.8% 5.7% - 

2007-2009 

In DT 

million 
934.4 332.2 291.3 131.5 126.5 52.9 - 

In % 100% 35.6% 31.2% 14.1% 13.5% 5.7% - 

Level of Donor Coordination in Tunisia 

Existence of Thematic Working Groups 

Existence of a comprehensive sector programme 

ADB Involvement in Donor Coordination 

No 

No 

- 

 

1.3.1 The interventions of the different donors are incorporated into the successive five-

year development plans. Generally, the Government determines the areas of intervention. In 

sourcing financing, it gives priority to concessional or subsidized and more attractive 

resources, especially for the social sectors (education, health, rural infrastructure, etc.). 

Coordination among donors takes the form of information exchange through regular contacts 

with the various institutions. 

 

1.3.2 In the road sub-sector, up to the end of Tenth Plan (2002-2006), the Bank’s 

interventions focused on the modernisation of rail infrastructure and the 

improvement/reinforcement of the classified road network, including the construction of 

engineering structures. Interventions by other financial partners were spread over transport 

sector reform programmes (IBRD, mainly in road, rail and maritime transport services), road 

improvement works in major towns and on motorways (EIB, JICA), feeder roads and filling 
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of gaps in the regional road network (AFESD, IDB and IBRD). Under the Eleventh Plan 

(2007-2011) and given the tangible positive results achieved in implementing previous 

projects to rehabilitate and maintain the classified road network, the Bank has now positioned 

itself as a major player in road infrastructure financing. Thus, its operations have been 

extended to the Roads Improvement Programme (express link from the Yasmine Hammamet 

tourist area to the A2 motorway, the Djerba tourist area expressway, the RN8 interchange in 

Tunis – Berges du Lac intersection and the Tunis Carthage Airport freight road, as well as 

road improvement works in the seven other Governorate capitals), the Feeder Roads 

Programme (improvement of 760 km of feeder roads
1
) and the extension of the Motorways 

Programme (Oued Zarga-Boussalem motorway section)
2
. 

 

II. PROJECT DESCRIPTION 

 

2.1. Project Objectives and Components 

 

Project Objectives 

 

2.1.1. This project is consistent with pursuit of the transport sector upgrade strategy 

formulated by the Government during the previous five-year development plans. The strategy 

aims to promote an efficient high quality transport system to support growth and create 

conducive conditions for enhanced export competitiveness. Specifically, the project seeks to 

improve the service level of the classified road network and open up rural areas for increased 

intra- and inter-regional trade, improve access to the country’s key development hubs and 

open up agricultural production areas by linking them to the classified network. 

 

Project Components 

 

2.1.2. To achieve these objectives, project activities have been grouped into the component 

summarized in the table below. 
Table 2.1 – Project Components 

Component Name 
Estimated Cost 

(EUR million) Description of Sub-Components 

Road Works 

163.00 

54.58 

31.39 

66.06 

17.16 

 Improvement of the classified network, involving the 

rehabilitation of a total of 862.8 km of roads in 23 Governorates; 

 Reinforcement of the classified network, covering a total of 

691.3 km of roads in 18 Governorates;  

 Construction of 12 engineering structures, covering 1.770 ml 

in 10 Governorates; 

 Improvement of feeder roads, covering a total of 759.4 km in 

23 Governorates; and 

 Modernisation of additional road sections involving a total of 

52.6 km of roads. 

4.55  Supervision of works and coordination of the various activities by 

DGPC and DREHAT, including geotechnical and quality control 

of works implementations and the assistance mission of private 

consulting firms for the supervision and control of works on 

engineering structures, feeder roads and modernisation of 

additional road sections. 

Overall Total 336.74  

                                                 
1 Component included in the current project through a supplementary financing request dated 19 April 2010  

 
2 Financing request also submitted to the Bank on 18 May 2010
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2.1.3. Improvement of the Classified Network: these works involve the rehabilitation and 

widening of carriageways to 7.60 m or into dual lanes. This will mainly comprise: (i) 

waterproofing and recalibration of carriageways (construction of shoulders on the banks of 

widened roads); (ii) reinforcement of pavement structures to a thickness between 25 cm and 35 

cm (for sections where the structure is weak) with thick bituminous gravel (BG) and/or crushed 

gravel (CG) or humidified reconstituted crushed gravel (HRCG), as the case may be; (iii) laying 

of asphalt concrete surfacing of an average thickness of 8 cm or of any other suitable surfacing; 

(iv) reinforcement of drainage and sanitation structures; and (v) installation of protection and/or 

safety devices, including vertical and horizontal road signs. These works could include the 

shifting of utility networks to widen carriageways and correction of the alignment of corners 

considered dangerous, while remaining as far as possible within the limits of road rights-of-way. 

 

2.1.4. Reinforcement of the Classified Network: these works involve: (i) the reinforcement of 

road pavements for weak sections; (ii) the laying of asphalt concrete surfacing or of any other 

suitable surfacing; (iii) the reinforcement of drainage and sanitation structures; and (iv) the 

installation of protection and/or safety devices, including vertical and horizontal road signs. 

 

2.1.5. Construction of Engineering Structures: these works comprise diversions to new 

crossing sites identified, construction of approach structures and actual structures which are 

either slabs or girder bridges with reinforced or pre-stressed concrete decks and spanning 

between 65 and 450 ml. 

 

2.1.6. Improvement of Feeder Roads: based on the nine levels of improvement selected, these 

works will comprise earthworks for widening or improving roadways to measure between 5 and 

11 m; improvement of roadways with natural gravel or full rehabilitation of roadways and 

hydraulic structures; and two-course overlay, if necessary. 

 

2.1.7. Modernisation of Additional road sections: these works will involve transforming road 

sections into dual lanes with asphalt surface dressing on pavement structures reinforced with 

bituminous gravel (BG) and/or crushed gravel (CG), or simply with humidified reconstituted 

crushed gravel (HRCG), of thickness between 25 and 30 cm. 

 

2.1.8. Works Control and Supervision Services: the geotechnical control of all project 

works will be carried out by CETEC under an agreement signed with MEHAT. The control 

and supervision of the classified road network improvement and reinforcement works will be 

directly undertaken by DREHAT. With regard to the works for the modernisation of 

additional road sections, construction of engineering structures and feeder road 

improvement/rehabilitation, the Executing Agency will use consulting firms to control and 

supervise such works. 

 

2.2. Technical Solution Retained and Other Alternatives Explored  

 

2.2.1 This project was designed to address the capacity constraints (width and structural 

condition of carriageways) of the classified road network, which currently does not provide 

acceptable service levels in respect of traffic volumes and the rapid growth of heavy duty 

vehicle traffic (responsible for the deterioration of the carriageway structures and the 

heightened risk of accidents).  Hence, the sections retained under the project were identified, 

based on the mismatch between their current service levels and the traffic demand and/or the 

need to improve them. 
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2.2.2 The technical and economic feasibility studies and preliminary designs have been 

reviewed to confirm the viability of the works to be carried out. Their technical design 

complies with recognised international standards. For the rehabilitation and reinforcement 

works, the structural design of the carriageways was based on the method developed by the 

Directorate of Roads and Road Traffic of France (DRCR) for various categories of traffic and 

from DGPC catalogues of carriageway structures for the classification of supporting soils. 

Diagnoses of the carriageways were conducted based on on-site geotechnical studies aimed at 

determining the characteristics of the supporting soils and the structures of carriageways. 

Road evenness measurements were taken to obtain data on the condition of the surfaces. 

 

2.2.3 Works for the construction of engineering structures are intended to waterproof the 

classified roads on routes that can become impassable in bad weather conditions. Their design 

and sizing are also in conformity with recognised international standards. The structures were 

selected based on the optimized comparison of the different possible types and alternatives. 
 

2.2.4 The huge surge in international market prices of oil and steel, between 2006 and 

2007, resulted in increased cost of road works inputs (fuel, bitumen, steel, etc.). To address 

this, an alternative solution was proposed for the reinforcement/rehabilitation of carriageway 

structures, involving the use of cement-treated base (CTB) instead of bituminous gravel, in 

order to reduce the cost of road works. The proposed alternative solution was explored, but 

was finally rejected by MEHAT and CETEC for reasons outlined in Table 2.2 below. 
 

Table 2.2  

Alternative Solutions Considered and Reasons for Rejection 

Alternative Solution Brief Description Reasons for Rejection 

Use of cement-treated 

base (CTB) instead of 

bituminous gravel (BG) as 

base layer material in the 

design of pavement 

structures for the road 

rehabilitation and 

reinforcement works. 

Earthmoving and road works represent on 

average over 60% of the cost of road 

construction. For the sizing of pavement 

structures, BG (mixture of bitumen and 

crushed material) is usually specified as 

the base layer, given its good physical 

and chemical properties.  With the 

increase of over 40% in the price of 

bitumen (a petroleum derivative) 

following the surge in oil prices between 

2006 and 2007, it was proposed that to 

control the cost of road works, the use of 

CTB (mixture of natural gravel and 

cement) should be stipulated in the works 

specifications, instead of BG. In this 

regard, a major experimental study has 

been launched by MEHAT in the 

Kairouan Governorate in order to draw 

practical lessons from the use of this 

treated material. 

 Difficulty in obtaining a 

homogenous mixture of the final 

material on-site; 

 

 Early cracking of the treated 

material, related to hydraulic 

shrinkage, making compaction 

difficult; 

 

 Durability of the pavement structure 

considered less compared to BG, 

especially in the case of the 

increasingly high heavy duty 

vehicle traffic. 

 

2.3. Project Type 
 

This project is the second tranche of the Road Infrastructure Investment Programme to be 

financed by the Bank under the Eleventh and Twelfth Economic and Social Development 

Plans. It is worth noting that all donor interventions in the transport sector in Tunisia are made 

through this type of operation, namely investment projects under the five-year development 

plans. 
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2.4. Project Cost Estimates and Financing Arrangements 

 

Project Cost by Component  

 

2.4.1 The total project cost, including provision for physical contingencies and price 

escalation (net of taxes and customs duty), is estimated at TND 641.32 million, equivalent to 

UA 298.96 million or EUR 336.74 million. This amount is broken down partly into foreign 

exchange, amounting to UA 209.52 million (or EUR 236.00 million), and partly into local 

currency to the tune of TND 192.05 million, equivalent to UA 89.53 million or EUR 100.74 

million. This cost was calculated based on the detailed designs prepared starting 2009 and the 

average unit cost of similar works contracts being implemented in various Governorates of the 

country. Physical contingencies were estimated at an average 7.7% of the base cost of civil 

engineering works. The provision for price escalation was estimated at an average 4.5%, based 

on the works implementation schedule. The total project cost by component, excluding taxes, 

is summarized in Table 2.3 below. 
 

Table 2.3 

Project Cost by Component (excluding taxes) 

Components 
TND Million UA Million EUR Million 

F.E. L.C. Total F.E. L.C. Total F.E. L.C. Total 

Road Works                   

1. Improvement  of the Classified 

Network 
187.28 87.83 275.11 87.31 40.94 128.25 98.34 46.12 144.46 

2. Reinforcement of the Classified 

Network 
68.70 28.33 97.03 32.03 13.21 45.23 36.07 14.88 50.95 

3. Construction of Road Structures 35.36 18.44 53.80 16.48 8.60 25.08 18.57 9.68 28.25 

4. Improvement of Feeder Roads 88.81 21.91 110.72 41.40 10.21 51.61 46.63 11.50 58.13 

5. Modern. of Additional Road 

Sections 
19.98 7.35 27.33 9.31 3.42 12.74 10.49 3.86 14.35 

6. Works Supervision and Control 0.00 8.67 8.67 0.00 4.04 4.04 0.00 4.55 4.55 

Base Costs 400.13 174.32 574.45 186.53 81.26 267.78 210.10 90.59 300.69 

Physical Contingencies (Works) 29.00 10.33 39.33 13.52 4.82 18.33 15.27 5.38 20.65 

Price Escalation (Works) 20.13 7.40 27.54 9.39 3.45 12.84 10.63 4.77 15.40 

Total Phys. Contingencies & Price 

Esc. 
49.12 19.53 68.66 22.90 9.11 32.01 25.90 10.15 36.05 

Grand Total 449.25 192.06 641.32 209.43 89.53 298.96 236.00 100.74 336.74 

Percentage 70% 30% 100% 70% 30% 100% 70% 30% 100% 
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Cost by Expenditure Category 

 

2.4.2 The project cost by expenditure category is summarized in Table 2.4 below: 

 
Table 2.4 

Summary of Project Cost by Expenditure Category 

EXPENDITURE CATEGORY 
TND Million UA Million EUR Million 

F.E. M.L Total F.E. M.L Total F.E. M.L Total 

A – Goods 0.00 18.54 18.54 0.00 8.64 8.64 0.00 9.73 9.73 

B – Works 400.13 147.11 547.24 186.53 68.58 255.10 210.10 77.24 287.34 

C – Services 0.00 8.67 8.67 0.00 4.04 4.04 0.00 4.55 4.55 

Project Base Cost 400.13 174.32 574.45 186.53 81.26 267.78 210.10 90.59 300.69 

 Physical Contingencies  29.00 10.33 39.33 13.52 4.82 18.33 15.27 5.38 20.65 

Price Escalation 20.13 7.40 27.54 9.39 3.45 12.84 10.63 4.77 15.40 

Total Cost excl. taxes 449.26 192.05 641.32 209.43 89.53 298.95 25.90 10.15 36.05 

 

Sources of Financing 

 

2.4.3 The project will be jointly financed by the ADB and the Tunisian Government (Table 

2.5). The ADB loan, totalling EUR 236.00 million, represents 70% of the total project cost, 

excluding VAT. It covers the entire foreign exchange portion of the project cost. Specifically, 

the Bank financing covers: (i) 71% of the cost, excluding VAT, of the works for road 

improvement, reinforcement, construction of engineering structures and modernisation into 

dual lanes of additional road sections; and (ii) 83% of the cost, excluding VAT, of the feeder 

road improvement works. 

 

2.4.4 The Government contribution, amounting to EUR 100.74 million, represents 30% of 

the total project cost, excluding VAT, and covers the entire local currency cost of the project. 

The Government will cover: (i) part of the cost of works; (ii) the entire cost of clearing rights-

of-way and displacing utility networks; and (iii) services for works implementation 

supervision and control, and technical control missions. Government undertaking to clear the 

road rights-of-way prior to the start of each batch of works is a loan condition.  

 
Table 2.5 

Project Sources of Financing 

Sources of 

Financing 

EUR Million 
% 

F.E. L.C. Total 

ADB 236.00 - 236.00 70% 

Government - 100.74 100.74 30 % 

Total 236.00 100.74 336.74 100 % 

 

Expenditure Schedule 

 

2.4.5 The expenditure schedule by source of financing is presented in Table 2.6 below. The 

project expenditure schedule by component is in Technical Annex 1. 
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Table 2.6 

Expenditure Schedule by Source of Financing (EUR million) 
Sources of 

Financing 
2011 2012 2013 2014 2015 Total % 

ADB 57.22 69.56 60.51 32.56 16.16 236.00 70% 

Government 24.38 29.64 25.78 13.88 7.06 100.74 30% 

Total 81.60 99.20 86.29 46.44 23.22 336.74 100% 

% 24.2% 29.5% 25.6% 13.8% 6.9% 100%  

 

2.5. Project Target Area and Beneficiaries 

 

Project Area 

 

2.5.1 The project area spans the entire country, and the components involve rehabilitation 

and modernisation works on the classified network in 23 Governorates; reinforcement works 

on the classified network in 18 Governorates; engineering structures in eight Governorates 

and rehabilitation of feeder roads in 23 Governorates.  Tunisia is divided into six geographic 

regions (North East-NE, North West-NO, Centre East-CE, Centre West-CO, South East-SE, 

and South West-SO).  The majority of the population lives in the north and central regions.  

The CE and CO regions will receive 42.4% of the project investments (1,003.3 km of roads, 

five engineering structures, with a concentration of the feeder roads component to reduce the 

shortage of basic road infrastructure in those areas and help in developing their agricultural 

potential).   The NE and NO regions follow with 33.3 percent of the investment (788.3 km of 

roads and four engineering structures); and lastly the South with 24.3% (574.5 km of roads 

and three engineering structures). 

 

2.5.2 The climate is Mediterranean in the north and centre, and desertic in the south, with 

annual mean temperatures varying between 4 and 38°C. Average annual rainfall is about 

900mm and 600mm in the north and gradually declines southwards to between 250mm and 

80mm. Vast plains interspersed with valleys dominate the north and centre, contrasting with 

mountain ranges. In the south, the climate is more arid, with alternating steppes and palm tree 

oases forming the vegetation. Cereals and dates are grown in this area. 

 

2.5.3 In the north and centre, the principal economic activities are industry, tourism, 

agriculture and fisheries. Industries, generally located on the coast, include textile and leather, 

automobile and electronic components, electrical components, agri-food, chemical and 

pharmaceutical products and, to a lesser extent, mining, quarries and construction materials. 

The Greater Tunis Governorates (Tunis, Ariana, Ben Arous and Manouba), Bizerte, Sousse 

and Monastir are the major economic and industrial centres. The manufacturing industry’s 

average annual value added growth exceeded 5% over the period covered by the Tenth Plan. 

Concerning tourism, the Governorates of the Sahel (Sousse, Monastir and Mahdia) and the 

towns of Hammamet in the Cap Bon region and Tabarka on the North-West coast attract an 

average of 3.5 million tourists. Hotel capacity is currently estimated at over 180,000 beds, 

with about 30 million nights/year and over 150,000 jobs. 

 

2.5.4 Agricultural activities involve the main cereal crops (barley and wheat), tree 

cultivation (olive, citrus and vineyards), market gardening, livestock farming (sheep, goats 

and cattle) and fishing. During the Tenth Plan period, the agricultural sector value added grew 

by 19% i.e., a 24% increase over that of the Ninth Plan. The cereal crop years yielded an 

average 11.5 million quintals. Good rainfall and incentive measures by Government to 



9 

 

 

restructure harvesting in the 2009 cereal crop year led to an unprecedented yield of 11.23 

million quintals (since 2003, considered as the benchmark, with 12.3 MQx.)  The current 5.7 

MQx storage capacity should be upgraded and expanded for future requirements, as should 

transport, which has been one of the impediments to the conveyance of the crop to storage 

centres. With 235,000 tons of citrus fruits and 325 hectolitres of wine, the production of citrus 

fruit and wine grapes remained stable over the same period. Furthermore, over the last two 

years, 53 agricultural projects were launched at a cost of TND 75 million.  There was also an 

upsurge in livestock farming, with a production of 120,000 tonnes of meat and 1 million 

tonnes of fresh milk. A series of measures were undertaken in the fisheries sector in an effort 

to diversify and protect fishery resources through scientific research, promote fishing on the 

north coast of the country and the high seas, promote new investments, improve services and 

strengthen basic port and road infrastructure. 

 

2.5.5 In the south, industrial activity is mainly in phosphates and its by-products as well as 

oil and gas production. Furthermore, free industrial and trade zones have been set up in 

Zarzis, in the south.  Tourism is also booming in that region, with an average growth rate of 

over 10% per year and nearly 1.8 million tourists annually in the Governorates of Medenine 

(Djerba Island and Zarzis) and Tozeur. Saharan tourism in Tozeur and Kebili is increasingly 

becoming a highly promising niche for the future. Cereals, dates and olives are the main crops 

produced. The dominant activities are mixed farming and date production (the later has 

recorded an average yield of 107,000 tonnes over the past five years).   

 

Project Beneficiaries 

 

2.5.6 The project will benefit the entire population, particularly the people in the north-

west (Béja, Jendouba, Kef, Siliana and Zaghouan), centre-west (Kasserine, Kairouan and Sidi 

Bouzid) and the south (Gafsa, Kebili, Tozeur and Medenine). Inadequate basic infrastructure 

like roads, in the Governorates of Sidi Bouzid, Siliana and Kasserine and certain regions of 

the south, is to blame for the slower rate of socio-economic development, compared to the 

coastal areas. These areas, which engage in agriculture and mixed farming, and to a lesser 

extent, industry and services, have the highest unemployment rates in the country (about 20% 

compared with 16% at the national level). 

 

2.5.7 The area’s unemployed are a growing number of women and young graduates, 

compelled to leave their areas of origin to settle in the coastal cities in search of greener 

pastures.  The planned rehabilitation works will help to improve the infrastructure and open 

up remote areas.  These works will also buttress integrated rural development programmes 

and improve livelihoods, with the expected spillover effects from agro-pastoral, industrial, 

tourism and handicraft activities. 

 

2.5.8 Indeed, a regional irrigation project in Jendouba is expected to extend the irrigated 

area from 31,000 to 34,000 ha, as part of efforts to diversify agricultural production and 

promote high value-added export sectors, so as to boost exports to new Gulf and Asian 

markets during the Eleventh Plan.   The industrial sector will receive a boost in Kef and 

Kairouan when a new cable-manufacturing plant and an electrical appliance factory are set up 

in Kef and cement works in Dahmani, with foreign investments totalling TND 290 million. 

This will create 4,000 new jobs by the end of the Eleventh Plan. 
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2.6. Participatory Approach for Project Identification, Design and Implementation 

 

2.6.1 This project is in line with the Road Infrastructure Investment Programme under the 

Eleventh Plan (2007-2011).  A participatory approach is followed when seeking projects to 

include in the programme, as required by various laws and decrees (Law 94-122 of 28 

November 1994 relating to the Urban Planning Code, Law 115-1992 of 30 November 1992, 

establishing the National Environmental Protection Agency (ANPE) and Decree 93-1549 of 

26 July 1993 on the establishment of the Bureaux des Relations avec le Citoyen (Citizen 

Relations Offices) in various ministries and Governorates).  On the initiative of the people and 

following consultation with relevant local government officials, the Regional Departments for 

Infrastructure and Housing (DREHATs) draft project proposals for MEHAT, which reviews 

them and conducts a pre-selection.  This is then discussed at the regional level with the 

DREHATs, the local government offices and the peoples’ representatives.  The final 

proposals from these consultations are arbitrated at the central level with the Ministry of 

Development and International Cooperation (MDCI).  They are subsequently approved by 

MEHAT ministerial order, after the Ministries of Urban Planning, Planning and Regional 

Development have given their opinion. 

 

2.6.2 The DREHATs hold discussions with the people and their delegates in the regions to 

pre-define the relevant road sections.  They are budgeted at the Ministry of Finance and 

included in the investment plan.  This mandatory participatory approach procedure is standard 

for all development projects, and this project is no exception.  The Project Owner is 

responsible for organising the process.  The procedure starts right from the project design 

stage until the final delivery of works, with coordination meetings attended by all project 

stakeholders. 

 

2.7. Consideration of Bank Group Experience and Lessons Reflected in Project Design 

 

2.7.1 Since 1968, the Bank Group has approved for Tunisia 114 operations amounting to 

UA 4,144.28 million.  The current portfolio has 22 operations, including economic and sector 

work, for a net commitment of UA 866.81 million.  The public sector accounts for 82% of 

this portfolio, made up essentially of infrastructure projects (71%), with an overall 

disbursement rate of 49% for active projects.  The mean age of the projects is 2.6 years, 

denoting a relatively young portfolio.   The 2008 portfolio review showed a steadily 

improving healthy portfolio.  With an overall score of 2.7 points on a scale of 3 in 2008, 

compared to 2.53 in 2006, the portfolio performance is highly satisfactory and considered 

among the best by the Bank.  It has no risky projects.  The sterling portfolio performance is 

due to sustained dialogue and constant monitoring of ongoing operations. 

 

2.7.2 During the previous three five-year plans (1997-2011), the Bank financed five 

consecutive road projects, whose goals were in line with the 1996-2006 strategy, which was 

subsequently refocused for the 2002-2022 period, namely to establish an efficient and good 

quality transport system to support economic growth and further the country’s bid to enhance 

export competitiveness.  Two of these five projects (Classified Road Network Improvement 

Projects –Phases 1 and 2) were listed in 2004 and 2006, respectively, as projects with 

exemplary performance (OPEV prize).  The third project was completed in 2009 and the 

completion report deemed it satisfactory, despite the delay in implementation that stemmed 

from the cancellation of several contracts following fuel and steel price hikes from 2006 to 

2007. The last two, approved in 2005 and 2008 respectively, are in the implementation phase 

with progress rates of 90 and 40%, in that order.  The loan closing date for the fourth project 
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has been extended by two years from 31 December 2009, after a 16-month implementation 

delay, following long negotiations to apply new financial conditions for loans to Middle-

Income Countries approved in May 2005 by the Board. 

 

2.7.3 Briefly, the key lesson to be drawn from these projects is that strategically and 

institutionally, they are relevant to and consistent with the targeted development objectives. 

These interventions have helped to offset the deficit in the capacity of the classified road 

network by 25% and preserve this national asset, by allocating the resources needed for 

adequate maintenance (part of conditionalities attached to successive loans).   Over the period 

of the previous three plans, these road network maintenance allocations more than tripled to 

TND 59 million, from nearly TND 20 million in 1997.  The road network undergoes 

maintenance, even in the rural areas.  However, the management and operations of the 

network should be further streamlined, using a computerised road database for archiving and 

updating the network’s technical and economic data.  The Bank has expressed interest in 

assisting MEHAT to set up this management tool.  Lastly, while considerable effort has gone 

into easing procurement procedures for project implementation, the Bank must strive to 

harmonise its procurement procedures with those of Tunisia and other partners to enhance 

project effectiveness. 

 

2.8. Key Performance Indicators 

 

2.8.1. The performance indicators identified and expected outcomes at project completion 

are shown in the results-based logical framework.  The major indicators of outcomes are: (i) 

the rate of >7 metre-wide classified road network; (ii) improvement in service levels of the 

feeder road network; (iii) reduced vehicle operating costs (VOC) on rehabilitated roads; and 

(iv) total number of direct jobs generated by the project.  For medium- and long-term 

expected impacts, the key performance indicators are:  (i) the state of the classified road 

network by 2016-2020; and (ii) the rate of intra- and inter-regional trade and the rate of 

contribution of exports to economic growth. 

 

2.8.2. To determine the immediate effects of the project, MEHAT will bring its resources 

and experience to bear on the gathering of relevant data on indicators.  The data on impact 

indicators will be verified using statistical data gathered by the National Institute of Statistics 

(INS) and the Ministry of Transport (MT).  Data on intra- and inter-regional (goods flow) 

trade date back to 2002, with projections to 2022.  For updated reference data on the Eleventh 

Plan period, it will be necessary to conduct another origin-destination traffic survey (goods 

flow) on the classified network, including the feeder road network. In consultation with the 

Ministry of Transport, MDCI will seek assistance from the Bank via the MIC grant facility, to 

finance the cost of the survey. 

 

III. PROJECT FEASIBILITY 

 

3.1 Economic and Financial Performance 

 

3.1.1 Economic analyses were conducted for all the project’s feeder road sections and 

engineering structures, using the cost-benefit method, which compares the “with project” and 

“without project” scenarios.  The analysis period is 20 years for the road sections and 

engineering structures, and 10 years for the feeder roads. 
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3.1.2 The costs are for recurrent annual and periodic investment and maintenance expenses 

every six years. The project benefits are assessed based on the difference in generalised 

transport costs between the “with project” and “without project” situations, namely:  (i) 

operating costs and cost of vehicle travel time for road sections (including those comprising 

engineering structures); and (ii) vehicle operating costs and the agricultural value added for 

feeder roads. 

 

3.1.3 The vehicle operating costs were calculated based on the “VOC” module of the 

Highway Design and Maintenance (HDM-4) model, depending on the features of the 

vehicles, the geometric parameters of the roads or feeder roads, and the wear and tear of their 

surface over time.  Determining the average technical characteristics of roads and feeder roads 

(roughness, sinuous trend, total vertical drop, etc.) is based on detailed knowledge of the 

project road sections or feeder roads, and the levels of improvement envisaged. 

 

3.1.4 The traffic analysis is based on previous MEHAT (1987-2007) statistics for the road 

sections and on 2008 counts, in the case of feeder roads.   Traffic estimates for the “with 

project” situation took into account the specific future role for each road section or feeder 

road, namely:  improving interconnection of the road network, improving access to socio-

economic services such as hospitals, schools, universities and commercial centres, and 

increasing the movement of persons and goods following the development of agricultural, 

industrial and tourist activities.  Also taken into account is the future National Strategy for 

Passenger and Goods Transport, as recommended by the country’s National Transport Master 

Plan Study (PNDT), formulated under the auspices of the Ministry of Transport and 

completed in 2005 and 2006, respectively. 

 

3.1.5 Annual average daily traffic (AADT) is quite high on various sections of the trunk 

roads (RN) and regional roads (RR).  The latest official statistics from counts carried out in 

2007 by MEHAT show the following variations: (i) from 1,500 to 19,600 vehicles/day (on 

MC60 and MC92 in the Kef and Monastir Governorates, respectively) for the sections to be 

rehabilitated; (ii)  from 1,235 to 27,589 vehicles/day (on MC103 and GP8 in the Kebili and 

Ariana Governorates, respectively) for the sections to be rehabilitated; and (iii) from 2,200 to 

14,400 vehicles/day (on MC57 and GP1 in the Bizerte and Medenine Governorates, 

respectively) for the sections earmarked for engineering structures.  For the sections under the 

Supplementary Roads Programme, the traffic is around 4,600 on RVE 812, 814 (in the Sousse 

Governorate) and 7,400 on MC117 (in the Medenine Governorate). The traffic is much lower 

for feeder roads, at under 1,000 vehicles/day (according to counts carried out by the technical 

studies consultancy firms), except for two feeder roads situated in the Nabeul and Monastir 

Governorates, where traffic recorded in 2008 was 1,060 and 1,125 vehicles/day, respectively. 

 

3.1.6 Traffic forecast studies conducted for the 2012-2022 period for all road sections 

relied on moderate growth rates varying from 2.5% per annum (on the MC92 section to be 

rehabilitated in the Monastir Governorate) to 6.9% per annum (on the MC89 section 

earmarked for engineering structures in the Sidi Bouzid Governorate).  For the urban road 

sections (RVE812 and 814 situated in the Sousse Governorate and RVE542 in the Tunis 

region), traffic forecasts were carried out, using the EMME/2 traffic simulation model.  The 

growth rate for feeder roads over the same period (2012-2022) ranges between 2 and 5% per 

annum.  For all road sections or feeder roads, these growth rates take into account the induced 

traffic and, in certain cases, diverted traffic. 
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3.1.7 The results of the economic analyses show that the entire project makes a gain of 18% 

on VOCs, compared to the baseline situation.  The feeder roads show the highest gain with 

about 66%, compared to the baseline situation, given that rehabilitation for most of the 

sections will improve considerably from a < 5m wide earth road to a 6m wide dual layer road.  

For the engineering structures, VOC gains are expected to be very high (49%), given the 

significant improvement stemming from the “with project” situation on the bridges and access 

ramps.  The “Rehabilitation”, “Supplementary Programme” and “Reinforcement” components 

show rather high gains of 27%, 21% and 10%, respectively, compared to the baseline 

situation. Indeed, the project as a whole will make gains of about 7% compared to the current 

situation, with the engineering structures posting the highest (57% compared to the baseline 

situation), owing to the slow speed at which the current roads are crossed and the fact that 

most of these roads become impassable during bad weather. 

 

3.1.8 The project’s Economic Rate of Return (ERR) is 25.1%. The highest ERRs were 

recorded for road sections to be reinforced, given that with the relatively low investment 

costs, improving the state of the roads would lead to gains in VOC and time savings by 10 and 

3%, in that order.  The lowest ERRs were recorded for engineering structures (14.4%), 

because of the very high investment costs.  For the feeder roads, the ERRs are comparable to 

those of the “Rehabilitation” and “Supplementary Programme” components, taking into 

account the value added of support activities to improve agricultural production in the impact 

areas of all the feeder roads studied.  Sensitivity tests carried out by increasing the investment 

costs by 10% and reducing the economic benefits by 10% show that the ERRs are quite high 

for all project components. 

 
Table 3.1 

Summary Economic Analysis 

Financial Rate of Return (FRR), in %  NA 

Net Present Value (NPV) in TND 630 896 913 

Economic Rate of Return (ERR)  25.1% 

ERR Sensitivity (10% increase in costs and benefits and 10% 

decrease in benefits)  
20.4% 

Update rates  12% 

Residual value of investment after 10 years, for feeder roads and 

20 years for road sections and engineering structures  
40% 

 

3.2. Environmental and Social Impact 

 

Environmental 

 

3.2.1 The project is classified as environmental Category II, as it does not affect any 

natural protected area and should have no direct or indirect negative impacts on sensitive 

areas, or cause displacement of dwellings.  The works are generally located in areas already 

classified as State public roads.  Excavations for these works will be very limited, and their 

impact on the vegetation will be minimal.  Documents submitted by MEHAT are the final 

versions of the Environmental and Social Impact Assessments, prepared in 2009, and which 

incorporate the Environmental and Social Management Programme.  The expected positive 

impacts are:  (i) improved traffic conditions in terms of road security; (ii) reduction in soil 

erosion through waterproofing of the roads; (iii) enhanced agricultural activities; (iv) easier 

access to health centres, schools and government offices; (v) creation of new sources of 

income for vulnerable groups; and (vi) creation of about 4,000 temporary jobs for the duration 
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of the project.  The major expected negative impacts are inconveniences caused by the work 

site, production of liquid and solid waste, and risk of pollution of wadis and groundwater.  

These inconveniences are rather minor and can be mitigated successfully by properly 

organising the worksite and employing the appropriate environmental measures set out in the 

specifications for contractors. The costs for these have been factored into the project. 

Climate Change 

 

3.2.2 The project will have no major effects in terms of climate change.  The project 

components will make for free flowing traffic on the country’s classified road network. The 

benchmark 50-90 km/h speed limits will also contribute to fuel-efficient running of vehicles, 

leading to minimum GHG (CO2) emissions, compared to the “without project” situation, 

where emissions were concentrated at congestion points with numerous stops and starts. 

 

Gender 

 

3.2.3 The project will not affect the family structure of residents, and will not disrupt the 

distribution of roles within the family, in which women in particular play a major part.  

Indeed, the improved road network will facilitate movement on the roads, thereby improving 

access to social amenities such as schools, dispensaries, the administration and markets.  The 

time gain from this can be reassigned to other purposes such as domestic chores, and activities 

in areas like the textile industry, tourism and agriculture, where women feature prominently.  

For a fact, the proportion of women in the working population, which rose from 24.3% in 

2005 to 28.7% in 2010, should reach about 32% in 2016, with one-third of this number in 

agriculture and 12% of them managing farm holdings.  Together with the youth, they will 

experience definite improvement in income through the direct opportunities offered by the 

project, (development of agricultural production and other commercial activities especially in 

the cottage industry).  The project will complement the integrated development projects 

financed by the Bank in the country. 

 

Social 

 

3.2.4 The project has been favourably welcomed by the people in the beneficiary areas, 

because of the expected social and economic fallout, summed up as follows:  (i)  increase in 

basic road infrastructure and opening up of rural areas, especially the north and centre-west 

regions, with considerably enhanced access to the already improved classified road network, 

and thereby to socio-economic amenities and various activity centres; (ii) creation of new 

opportunities in all sectors of the economy, namely, agricultural development, by improving 

the marketing of farm and livestock products (Sidi Bouzid, Mahdia, Siliana, Jendouba, Beja, 

etc.), revitalising industrial areas (Enfidha, Sidi Bouzid, Menzel Bourguiba); improving 

productivity in the textile industries (Sahel region); (iii) ongoing export processing and free 

trade area programmes in the country (Zarzis Port in the south, industrial areas and logistics 

platforms in Kairouan in the centre, Beja, Jendouba and  Kef in the north-east and west); and 

(iv) diversification of tourism by promoting ecological (Ichkeul National Parks at Bizerte, 

Chanhambi Bouheitma at Kasserine, etc.), Saharan (Jerba, Kebili, Tozeur) and archaeological 

(Kef, Beja and Zaghouan, El Jem) tourism; thermal spring therapy (Zaghouan and Nabeul); 

and art and craft, closely tied to tourism. 

 



15 

 

 

Involuntary Resettlement 

 

3.2.5 The works are sited within the existing State public road network. The few farm 

areas requiring substitution, owing to corrections to the road alignment constitute only a 

minor shortfall in earnings rather than total activity loss.  There is no population displacement 

and therefore no involuntary resettlement. 

 

IV. IMPLEMENTATION 

 

4.1. Implementation Arrangements 

 

Executing Agency 

 

4.1.1 Through the General Directorate of Highways (DGPC), MEHAT will play its usual 

role as Executing Agency for road projects. Its services will cover general monitoring, project 

management, regular supervision of works and quality control.  DGPC will be assisted by the 

Regional Departments of Highways (SRPCs) of the DREHATs.  Likewise, it will use the 

services of CETEC (Construction Techniques Testing Centre) for geotechnical control and 

quality control of building materials (contract or convention agreement).  Consultancy 

services will also be used for control missions for modernisation works on classified roads, 

construction of bridges and improvement of feeder roads. 

 

4.1.2 DGPC is appropriately organised to handle the whole range of project implementation 

activities (procurement, contract administration, works monitoring, progress and management 

report preparation, coordination with the Bank, etc.).  It also has an ADB project unit headed 

by a highly experienced General Engineer.  As with project units financed by other financial 

partners, DGPC is attached to the Project Programming and Monitoring Directorate (DPSP).  

As the works of this project will take place simultaneously as those of Road Projects IV and 

V, DPSP has already increased the staff at the ADB project implementation unit by 

appointing two other experienced chief engineers, one of whom will be solely responsible for 

the feeder roads component.  This tried and tested monitoring and management institutional 

arrangement is designed to guarantee the success of the project under consideration. 
 

Goods, Works and Services Procurement Arrangements 
 

4.1.3 All procurement for works will be carried out in line with the relevant Bank rules and 

procedures, using the appropriate standard bidding documents.  Arrangements for various 

procurements and related costs are summarized in the table in Annex 4.  The procurement 

methods are the same as those for previous projects, namely: (i) international competitive 

bidding for the road network rehabilitation and modernisation works; and (ii) local 

competitive bidding for the road network reinforcement works, construction of engineering 

structures and rehabilitation of feeder roads. 
 

4.1.4 Works procurement through national competitive bidding is justified in that these 

works are on small sections of roads, feeder roads and engineering structures, spread across 

24 Governorates in the country.  On average, the figures for the works are as follows:  (i) 

reinforcement works on 24 kilometres of roads in 18 Governorates, at an estimated UA 1.560 

million; (ii) 148 m of engineering structures in 10 Governorates, at an estimated UA 1.440 

million; and (iii) rehabilitation of 10 km of feeder roads in 23 Governorates, at an estimated 

UA 0.634 million.  The details and the indicative procurement plan are given in Technical 

Annex 4.  This plan will be updated each year to reflect constraints encountered. 
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Disbursement 

 

4.1.5 The loan will be disbursed based on the list of expenditure categories of project works.  

Disbursements will be made according to the procedures set forth in the ADB Disbursement 

Manual.  Given the large number of contracts to be managed, as for previous and ongoing 

projects, and in order to maintain a satisfactory works implementation pace, disbursements will 

mainly be made from a special project account opened at the Central Bank of Tunisia (BCT). 

The account will receive resources based on estimated expenditure over a maximum of six 

month. The account will be replenished after justification of previous allocations, in conformity 

with Bank procedures governing special and revolving funds. 

 

Financial Management and Audit 

 

4.1.6 The public finance management arrangements are those used in the administrative, 

accounting and financial management of Bank-financed public sector investment projects in 

Tunisia, namely, the financial information circuit and tools. This is due to the country’s sound 

public finance management practices (cf. PEFA 2010 report). The annual allocations for Road 

Project VI will be recorded in the national budget at the same time as the government’s 

annual contribution to project financing. The Minister of Finance is the Authorizing Officer 

and, as such, shall authorize transactions on the project loan account by approving relevant 

requests for the withdrawal of funds. DGPC/MEHAT will be responsible for the financial 

management of the project and the preparation of the annual financial statements for auditing. 

Based on the references of a works contract and its commitment by the DGPC, the officer in 

charge of tracking payment orders will underwrite the itemized works accounts, according to 

non-Budget (State resources from external financing: the case of Road Project VI) and Budget 

(State resources from the national budget) amounts. The officer will then enter these amounts 

into the DGPC internal Budget Management and Accounting application tables for Title II 

expenditure. This application will be configured from the State budget nomenclature. The 

officer will draw up the terms of payment, which will be attached to the itemized works 

account for payment of the non-Budget amount from the project special account at the Central 

Bank of Tunisia, and for payment of the Budget portion from the Treasury.  

 

4.1.7 The authorization and payment orders will be issued by DGPC in respect of the non-

Budget amount. The officer will receive monthly statements and debit advice on the special 

account in order to keep track of the authorized payments made. He/she will forward all 

payment authorisation documentation and, later, the debit advice on the special account to the 

DGPC finance department, which will enter them into State ADAPT financial management 

and accounting application tables. However, the procedures instituted and computerized 

within this DGPC mini-payment authorization circuit for project itemized works accounts 

must be formalized through a brochure. The reconciliation of bank accounts must also be 

formalised. The Comptroller of Public Expenditure will intervene only once in the 

management of project funds by endorsing the commitment of a contract amount or other 

similar document.  The financial management and accounting of Road Project VI will take 

this form, and it will be underpinned by the internal control procedures integrated into the 

State financial information circuit.  
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4.1.8 The Bank uses annual financial audits to ensure the effective, efficient and economic 

use of the funds it makes available to countries. The accounting and financial auditing of the 

project will be carried out by the Controller General of Finance (CGF) of the Ministry of 

Finance, which is responsible for auditing the accounts of projects managed by the public 

administration. Once yearly, the CGF will check the reliability of the project annual financial 

statements prepared by DGPC/MEHAT and assess the functioning of the internal control 

system of the whole project. The project financial audit reports will be submitted annually to the 

Bank no later than six months following the end of the financial year. Audit services for previous 

projects were assessed by the Bank, which deemed them acceptable, but noted room for 

improvement, in particular the need to keep a separate account and accounting system for loan 

resources, preparation of summary statements in the form of Flow of Funds and Income-

Expenditure tables, accompanied by explanatory notes on the contents of the various items of 

such statements. These improvements have been incorporated into the Bank’s terms of reference 

for audits. The other State control organs (State Inspectorate General and Court of Audit) 

reserve the right to audit the project administrative/financial management and accounting. 

 

4.2. Monitoring–Evaluation of Project Activities 

 

4.2.1 The outline of the project implementation schedule is given on Page xiii of this 

report. It takes into account the pertinent experience of the Executing Agency in handling the 

implementation timeframes of works and that of the Bank in processing documents of similar 

previous projects. According to the estimates, project activities will start upon approval of the 

loan scheduled for the third quarter of 2010 and end late 2015, for all components. The loan 

closing date is set for 31 December 2016. In the Bank, the activities planned upon loan 

approval will be closely monitored, in accordance with the schedule in Table 4.1 below. 

 

4.2.2 Apart from the schedule for monitoring activities, the Executing Agency will also 

regularly provide the Bank with half-yearly project progress reports, including the status of 

implementation of environmental and social action plans, in the Bank’s standard format and 

covering all project activities. Such reports will include physical, financial, social and 

environmental indicators on the basis of which it will be possible to verify achievement of the 

expected project outcomes.  Additionally, project monitoring/evaluation will be carried out by 

the Bank’s supervision missions, in accordance with the Bank’s Operations Manual. As 

indicated in paragraph 2.8, the Bank will finance the services of a consultant to conduct with 

the Executing Agency O/D surveys on the goods traffic flow, a key indicator for the degree of 

intensification of intra- and intra-regional trade. 

 
Table 4.1 

Monitoring/Evaluation Schedule 

Period Stages Monitoring Activities/Feedback Loop 

Sep. 2010 General Procurement Notice Publication of procurement notice in UNDB (Bank) 

Sep. – Dec. 2010 Review of works BD   

Approval by the Bank of standard BD for first tranche 

of works – Improvement, reinforcement, building of 

engineering structures and improvement of feeder 

roads (Bank) 

Sep.-Dec. 2010 
Signing of Loan Agreement and 

loan effectiveness   

Letter of invitation to Borrower and loan effectiveness 

(Bank) 

Jan.  2011  Project launching mission  
Disbursement and procurement procedure, and update 

of Procurement Plan (Bank/DGPC) 

Sep. 2010 – Oct. 2011 
Works bid invitations - - 1

st
 

tranche, all components   

Issuing of bid invitation/evaluation and approval of 

contracts for 1
st
 tranche (Bank/DGPC) 

Apr. 2011-Dec. 2012 Works execution -1
st
 tranche, all Monitoring of works implementation for 1

st
 tranche, 
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components   all components (Bank/DGPC) 

June 2011- Mar. 2012 
Works bid invitation - 2

nd
 

tranche, all components   

Issuing of bid invitation/appraisal and approval of 

contracts for 2nd tranche (Bank/DGPC) 

Jan 2012 –June 2014 
Works execution - 2

nd
 tranche, 

all components   

Monitoring of works implementation for 2
nd 

tranche, 

all components (Bank/DGPC) 

Sep. 2012- Mar. 2013  

Works bid invitation – 3
rd

 

tranche, network improvement 

works    

Issuing of bid invitation/appraisal and approval of 

contracts for 3
rd

 tranche (Bank/DGPC) 

June 2013-Dec. 2015 
Works execution – 3

rd 
tranche, 

network improvement   

Monitoring of works implementation for 3
rd

 tranche, 

network improvement  (Bank/DGPC) 

 June 2011- Dec. 2015 
Project supervisions and mid-

term review   

Monitoring project implementation/supervision 

missions, 2 missions/year (Bank) 

June  2016 
Project completion and 

preparation of completion report 
Joint preparation of completion report (Bank/DGPC) 

 

4.3. Governance 

 

4.3.1 The World Bank Country Financial Accountability Assessment (CFAA) indicates 

that Tunisia’s public finance system is governed by a very developed and well-implemented 

legal and regulatory framework. Furthermore, since 2005, the government has launched 

budgeting by objectives in three ministries – Education, Health and Agriculture. 

 

4.3.2 According to Transparency International, the Corruption Perception Index (CPI) was 

4.2 in 2009 compared to 4.9 in 2005, on a scale of 0 to 10, ranking Tunisia 65th out of 180 

countries. Although the indicator detriorated slightly, it remained relatively stable over the 

2002-2009 period. 

 

4.3.3 In terms of the quality of public administration and accountability, Tunisia scores 

higher than average for countries of the Middle East and North African Region. However, the 

statistics of the UNDP’s Programme on Governance in the Arab Region (POGAR) highlights 

areas needing improvement, such as the quality of regulation (price control, restrictions to 

external trade and business development) and accountability. 

 

4.4. Sustainability 

 

Recurrent Costs 

 

4.4.1 The recurrent costs of the project mainly consist of maintenance costs following the 

commissioning of various rehabilitated road sections and the engineering structures built. 

Thus, in accordance with the maintenance tasks included and implemented under the MEHAT 

maintenance programme, and based on the maintenance strategy adopted, expenditure for the 

routine maintenance of the entire 2,418.2 km of classified roads and feeder roads rehabilitated 

and improved, including the 12 engineering structures, is estimated annually at about TND 1 

million (TND 994,598.034), based on an annual maintenance cost of TND 180/km of road 

and 1% of the cost of the structures. This amount represents 1.7% of the maintenance budget 

for 2010. It is below the annual maintenance budget growth rate of about 5%/year for the 

Eleventh Plan period (2007-2011). Scheduled maintenance will consist in the resurfacing of 

relevant road sections at the rate of 10 and 4 years for BC or enriched BG (1 000 km) and 

surface dressing – SD (1,850.7 km with half in single layer dressing and half in double layer 

dressing), respectively. Thus the cost of scheduled maintenance of the project road sections is 

estimated at TND 194 million, consisting of TND 180  million and TND 14 million 

respectively for surfacing in BC (TND 180.000/km) and SD (single layer and double layer 



19 

 

 

dressing at a cost of TND 13,000/km and TND 20,000/km, in that order). These unit costs 

include all the necessary works, notably resurfacing of the shoulders and the laying of tack 

coat for asphalt. 

 

Project Sustainability 
 

4.4.2 Project sustainability is assured in view of the fact that the maintenance of the 

rehabilitated road sections forming part of the State classified road network is included in the 

maintenance expenditures of the MEHAT road budget. As indicated in paragraph 4.4.1 above, 

the road maintenance budget has been growing substantially since 1997 (9.7%/year on 

average over the 1997-2004 period) and by 4.9%/year since 2004. Moreover, the maintenance 

works will be based on the maintenance strategy defined in 4.4.1 above and on professional 

standards in view of the existence within DREHAT of an increasingly robust works 

inspection system. In order to address the sharp rise in prices of works inputs (bitumen, fuel, 

etc.), the Government will need to make efforts to increase budget allocations for road 

maintenance, as required in the "Other Conditions" of the project loan. During the December 

2009 supervision mission, the mission team observed that this condition was in the process of 

being fulfilled. Thus, the maintenance budget for 2010 stood at TND 59.2 million, or 13% 

more than the amount for 2009 (TND 52 million). Furthermore, in order to preserve the 

carriageways and the safety of users, weighing is conducted regularly to check the weight of 

heavy duty vehicles. The Government’s recent decision to further step up the control of 

excess loads on heavy vehicles augurs well for the sustainability of the investments made. 

 

4.5. Risk Management 

 

4.5.1 The main risk likely to affect the smooth implementation of the project is the 

probable delay in clearing road rights-of-way for corrections to road alignment and works to 

displace utility networks (water, electricity, telephone, etc.). However, during the preparation 

of the various detailed project designs, parcel enquiries were conducted to identify such plots 

of land. The utility networks were also contacted and the cost of land expropriation and utility 

network displacement has already been budgeted. Thus, the Government has released the 

necessary funds. These arrangements will contribute to minimizing the risk related to delays 

in works implementation. In any event, the clearing of rights-of-way, including the 

displacement of utility networks prior to the start of works, is a loan condition. It is worth 

noting that such arrangements were made without any problem and were verified by the Bank 

during the implementation of previous and ongoing projects. 

 

4.5.2 The other risk is linked to possible hikes in the prices of inputs (bitumen, fuel, steel, 

etc.), as experienced between 2007 and 2008 during implementation of Phase III of the 

Classified Road Network Improvement Project. This resulted in project implementation 

slippages stemming from the termination of several contracts or contractors withdrawing from 

bid participation. To mitigate the negative impact of this risk, the Bank could, as was the case 

with Road Project IV, agree to exceptionally introduce a price adjustment clause for contracts for 

which the implementation period exceeds 18 months. 
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4.6. Knowledge Building 

 

4.6.1 Key knowledge and lessons learnt will be managed from a relational database at the 

DGPC. This database will facilitate management of all knowledge accumulated on the 

activities, outcomes, main results and lessons from this project. Summaries could be 

published on the Bank’s website. 

 

V. LEGAL FRAMEWORK 

 

5.1 Legal Instrument 

 

The instrument is a loan to be granted to the Republic of Tunisia for the co-financing of this 

project. 

 

5.2 Conditions Associated with the Bank’s Intervention 

 

A. Conditions Precedent to Loan Effectiveness 

Effectiveness of the Loan Agreement shall be subject to the Borrower’s fulfilment of the 

conditions set out in Section 12.0.1 of the General Conditions Applicable to Loan Agreements 

and Guarantee Agreements. 

 

B. Other Conditions 

 

Ensure appropriate compensation for the clearing of the relevant rights-of-way in the event of 

changes to the alignment and/or widening of the roads concerned, prior to the start up of the 

works for road improvement, rehabilitation, reinforcement of the classified road network, 

construction of engineering structures and improvement/rehabilitation of feeder roads (paragraph 

2.4.4 and 4.5.1). 

 

5.3 Compliance with Bank Policies 

 

This project complies with all applicable Bank policies. 

 

VI. RECOMMANDATION 

 

Management recommends that the Board of Directors approve the proposed loan of EUR 236 

million to the Republic of Tunisia for the purposes and subject to the conditions stipulated in 

this report. 




