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The road transport subsector tends to be vulnerable to risks. This is due to large 
budgets that often comprise a sizable percentage of a country’s national budget 
(20%–30%), an unclear strategic vision, nontransparent policy decisions that lead 
to inappropriate priorities, procurement contracts for goods and services that lend 
themselves to corruption, and political interference. Additional factors include weak 
business processes and control systems, weak capacity of subsector agencies, and 
fragile links across agencies and stakeholders. This guidance note serves two specific 
purposes: (i) explain key road transport features and identify entry points for mapping 
governance risks, and (ii) support efforts to generate knowledge products that can 
inform the preparation of future country partnership strategies. Overall, it assists with 
the recognition of governance risks that can reduce the benefits from operations in the 
road transport subsector. 
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Foreword

The Guidance Note: Road Transport Subsector Risk Assessment is part of a series of 
guidance notes for priority sectors and subsectors of the Asian Development Bank 
(ADB). A joint knowledge product of ADB’s Governance and Transport Communities 
of Practice and procurement staff, it offers a framework for mapping governance 
risks to inform the preparation of future country partnership strategies. Such a 
framework covers institutional aspects (policy, legal framework, and regulation); 
organizational aspects (planning, road management, financial management, 
procurement, and human resources); and subsector operations. 

This guidance note also supplements ADB’s Guidelines for Implementing the 
Second Governance and Anticorruption Action Plan. The purpose of the Second 
Governance and Anticorruption Action Plan is to improve ADB’s performance 
in implementing the governance and anticorruption policies in the sectors and 
subsectors in which ADB is active, as well as to design and deliver better quality 
programs and projects.

A team from the Public Management, Governance, and Participation Division of the 
Regional and Sustainable Development Department initiated this guidance note. 
The team comprised Hans Van Rijn (senior governance and capacity development 
specialist), Jessica Ludwig-Maaroof (governance and capacity development 
specialist), and Brenda Katon (governance specialist, consultant). Laarni Zapanta 
provided administrative support to the team. 

ADB’s Governance and Transport Practice Leaders provided input and suggestions 
during the preparation and finalization of this guidance note. Other reviewers 
included Njoman Bestari, Robert Guild, James Leather, Tariq Niazi, Prianka 
Seneviratne, Jose Luis Syquia, Jeffrey Taylor, and Yan Zong. Michael Diza and 
Jocelyn Tubadeza collaborated with the team in conceptualizing the cover design. 

The Department of External Relations extended timely assistance for copyediting, 
finalizing the cover design, and uploading this guidance note on ADB’s 
governance website. A special word of appreciation goes to Robert Hugh Davis, 
Vicente Angeles, Rodel Bautista, Ma. Priscila del Rosario, Christine Orquiola, and 
Anthony Victoria. 

Sandra Nicoll 
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note aims to 
assist with the 
recognition of 
governance risks 
that can reduce 
the benefits from 
operations in the 
road transport 
subsector

Introduction

Objectives. This guidance note aims to assist with the recognition of governance 
risks that can reduce the benefits from operations in the road transport subsector. 
It is intended for Asian Development Bank (ADB) staff involved in commissioning, 
undertaking, and/or reviewing governance risk assessments as required under 
ADB’s Second Governance and Anticorruption Action Plan (GACAP II).1 It targets 
both governance and road transport specialists. As such, it is structured in a 
way that allows governance specialists to comprehend the features of the road 
transport subsector, and road transport specialists to be aware of areas that are 
vulnerable to governance risks.2 Specifically, it aims to explain key road transport 
features and identify entry points for mapping governance risks. It also supports 
efforts to generate knowledge products that can inform the preparation of future 
country partnership strategies.3

Risk, in the context of GACAP II, refers to the risk of reduced development 
effectiveness—that the development objectives of developing member countries 
(DMCs) and ADB will not be met, or will be adversely affected by poor governance, 
weakly performing institutions, or vulnerability to corruption. GACAP II considers as 
priority areas those risks arising from public financial management, procurement, 
and corruption that affect development effectiveness. It recognizes, nonetheless, 
that the comprehensive sector risks can be more complex and can go beyond these 
three priority areas. In this light, sector diagnostics undertaken as part of economic 
and sector work must complement governance risk assessments to arrive at a 
more comprehensive sector risk analysis. This guidance note can be used as part of 
reference materials for the road transport subsector.

1 ADB. 2008. Guidelines for Implementing ADB’s GACAP II. Manila. www.adb.org/Documents/
Guidelines/GACAP-II-Guidelines.pdf

2 Selected procurement staff members of ADB as well as some members of ADB’s Transport 
Community of Practice and Governance Community of Practice contributed inputs to this 
guidance note.

3 One of the knowledge products that must be available at the time of the preparation of the 
country partnership strategy is the risk assessment and risk management plan covering the 
governance priorities of public financial management, procurement, and combating corruption. 
Other knowledge products include (i) priority sector diagnostics and analysis, (ii) economic analysis, 
(iii) poverty analysis, (iv) gender analysis, (v) environment assessment, and (vi) private sector 
assessment. ADB. 2010. Operations Manual: Operational Procedures for the Country Partnership 
Strategy. Manila.
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This guidance note supplements ADB’s Guidelines for Implementing GACAP II.4 
It does not replace the guidelines. The guidelines provide a risk management 
framework and map out the process for assessing, managing, and monitoring 
risks. This guidance note is meant to help staff in tailoring the generic sector 
risk assessment terms of reference found in the guidelines (Appendix 4), and in 
considering the risk vulnerabilities specific to the road transport subsector. 

Structure of the Guidance Note. Section II describes the key features of the road 
transport subsector. Section III outlines subsector risks that include GACAP II 
priorities. These priorities can be assessed within frameworks of (i) institutional 
features (policy, legal framework, and regulation), (ii) organizational aspects 
(planning, financial management, procurement, and human resources), and 
(iii) operations. 

4 The GACAP II Guidelines provide details on the methodology, sources of evidence, types of risks, 
prioritization of risks based on likelihood and seriousness, and preparation of risk management 
plans. www.adb.org/Documents/Guidelines/GACAP-II-Guidelines.pdf
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Road transport 
is pivotal to 
development, 
connecting 
people to 
resources and 
opportunities

Description of Key 
Subsector Features

Functions

Road transport forms part of a diverse transport sector. Other modes of transport 
include air transport, water transport, rail transport, and urban transport (which 
combines different transport modes). With the development of the highway and 
throughway systems, road transport has become a major mode of transport for 
goods and passengers. In most DMCs, roads and highways carry more than 80% 
of passenger kilometers and a significant percentage of freight ton kilometers. 
Roads are multifunctional. They provide the infrastructure for private passenger 
transport, public transport, goods transport, commercial road haulage services, and 
emergency services (e.g., ambulances, police vehicles, and fire trucks). Moreover, 
they provide convenient rights of way for electricity, gas, water, drainage systems, 
and telecommunications. 

Road transport is pivotal to development, connecting people to resources 
and opportunities. It enables diversification of production, links resources 
and markets, stimulates trade and, in the process, boosts economic growth. It 
catalyzes access to employment opportunities as well as to educational, health, 
and agricultural services. 

In certain DMCs, an imbalance between road demand and capacity may exist, road 
maintenance may be inadequate and underfunded, and sector institutions may 
be weak and uncoordinated. The physical condition of roads tends to deteriorate 
when (i) required funds for operation and maintenance are insufficient or not 
available, (ii) institutional arrangements for road maintenance are unclear, or 
(iii) the quality of civil works is substandard.5 Road safety may be an issue due to 
poor road design, poor vehicle condition, overloading, speed, driver capability, and 
weak enforcement of regulations. In general, the major goals of the road transport 
sector are to provide a safe and reliable road network to facilitate movement of 
goods, and improve people’s access to economic and social opportunities. Also 
important are developing institutional and human capacity to meet the sector’s 
needs; sustaining the road infrastructure network; and mitigating the negative 
effects of road transport, such as traffic congestion, road accidents, and pollution.

Major subsector operations include (i) preconstruction (feasibility studies, road 
transport design, and other preparatory activities); (ii) construction (contracting, 

5 ADB. 2009. Asian Development Bank’s Contribution to Inclusive Development through Assistance 
for Rural Roads. Special Evaluation Study. Manila. www.adb.org/Documents/SES/REG/SST-
REG-2009-35/SST-REG-2009-35.pdf
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supervision, and inspection of civil works); and (iii) road operation (serving passenger 
and freight needs) and maintenance. Road maintenance includes routine works, 
periodic works, and special works.6

Institutional Features: Policy, Legal, and Regulatory Aspects

Sector Strategy of ADB. Transport is one of the main sectors that ADB supports, 
reflecting the important role of transport in enabling inclusive economic growth 
and poverty reduction. Various factors—including economic growth, rising 
incomes, growth and aging of populations, trade, and urbanization—have led to 
changes in the types of transport support to DMCs. ADB’s Sustainable Transport 
Initiative7 aims to align ADB’s transport operations with Strategy 20208 and to 
provide technical and other resources to build a portfolio of enhanced lending 
and technical assistance to support sustainable transport.9 It assists DMCs to make 
transport systems more accessible, safe, environment-friendly, and affordable, 
and serves as a tool to help ADB adapt its transport operations to the changing 
transport needs of DMCs. Based on the Sustainable Transport Initiative, future 
ADB transport operations will cover three main categories: (i) mainstreaming 
sustainable transport in existing areas of operations; (ii) introducing new and 
enhanced sustainable transport operations; and (iii) preparing new types of 
sustainable transport operations. ADB’s existing operations, centering mainly 
on roads, will remain relevant in most DMCs during the next decade, especially 
asset management and maintenance. Sustainable transport will be mainstreamed 
into the transport sector road maps in future country partnership strategies, 
and in the approach to formulating and implementing transport and technical 
assistance projects. Opportunities for introducing new and enhanced ADB lending 
operations to scale up ADB’s support for sustainable transport include (i) urban 
transport, (ii) addressing climate change in transport, (iii) cross-border transport 
and logistics, and (iv) road safety and social sustainability. Opportunities for new 
types of sustainable transport operations over the medium term will center on 
assisting DMCs to integrate sustainability dimensions in transport planning and 
policies, and conducting research and pilot testing.

6 Please refer to the glossary for a description of these terms.

7 ADB. 2010. Sustainable Transport Initiative Operational Plan. Manila. http://adbweb/documents/
policies/sustainable-transport-initiative/default.asp

8 ADB. 2008. Strategy 2020: The Long-Term Strategic Framework of the Asian Development Bank 
2008−2020. Manila. www.adb.org/Documents/Policies/Strategy2020/Strategy2020-print.pdf

9 A sustainable transport system allows the basic access and development needs of individuals, 
companies, and society to be met safely and in a manner consistent with human health. Sustainable 
transport supports a competitive economy and balanced regional development, and promotes 
equity, including gender equity, within and between successive generations. Environmentally, a 
sustainable transport system minimizes the use of land and emissions, waste, and noise. It uses 
renewable resources at or below their rates of generation, uses non-renewable resources at or 
below the rates of development of renewable substitutes, and limits emissions and waste within 
the planet’s ability to absorb them. In terms of cost, a sustainable transport system is affordable 
and operates efficiently, taking into account requirements for investment in capacity and the need 
for maintenance. (footnote 7, p. 4).
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Developing Member Country Road Transport Policy. Variations exist in the road 
transport policies of ADB’s DMCs. These policies generally aim to expand the 
existing road network to reduce travel time and transport costs for goods and 
services, promote private sector participation in the construction and maintenance 
of road infrastructure, support operational efficiency, and/or strengthen the 
regulatory framework. They also seek to improve road financing and develop 
sector management capacity. Apart from these, they may support long-term 
network planning, foster transport competitiveness, and promote transit and trade 
facilitation. 

Legal Framework. The legal framework for the road transport subsector includes 
several components: (i) subsector structure and institutions (e.g., who is 
responsible for what functions at the central and local levels, what is the role of 
the private sector); (ii) definition of the road transport system and classification of 
roads; (iii) road transport management; (iv) licensing and registration of operators, 
drivers, and vehicles; (v) traffic regulations and enforcement; (vi) environmental 
management, including erosion prevention, the reduction of noise and emissions, 
and handling of waste and hazardous substances; and (vii) road transport fees 
and tolls. In the case of toll roads, laws often set standards and methods of toll 
collection, along with the state’s obligations toward the toll road builder and 
operator with respect to land acquisition and ownership of road assets.10 They 
may allow a private operator or a government agency to collect tolls from road 
infrastructure users and restrict road access to users paying the toll.  

Regulation. Road transport regulation aims to provide adequate service at an 
acceptable standard of safety and road quality. Regulation of quality covers (i) road 
standards (e.g., design specification and planned maintenance program vis-à-vis 
traffic volumes, traffic mix, and climatic conditions); (ii) operational standards 
(e.g., lane availability and closures, lane capacities and average traffic flows, traffic 
volumes and average speeds in peak and off-peak periods, emergency response 
times, and service levels at service areas); (iii) safety (e.g., road surface standards, 
signage and layout, driver behavior, and speed control aimed at minimizing 
accidents and their associated costs); and (iv) use of barriers to moderate visual 
intrusion and noise.11

Organizational Features

Subsector Structure. The traditional road transport subsector is vertically 
integrated—a central government body is responsible for policy formulation, 
regulation, and operations. Transport infrastructure is typically delivered through 
a public works department that builds, manages, and maintains roads. Transport 
services are regulated and, in some cases, provided through a transport department. 

10 Public–Private Infrastructure Advisory Facility. 2009. Legislative Framework. In Toolkit for Public–
Private Partnerships in Roads and Highways. www.ppiaf.org/documents/toolkits/highwaystoolkit/6/
pdf-version/4-22.pdf

11 For details, please see United Nations Economic and Social Commission for Asia and the Pacific. 
2001. The Economic Regulation of Transport Infrastructure Facilities and Services. New York.
www.unescap.org/TTDW/Publications/TPTS_pubs/econregfulltext_2191.pdf
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Past subsector reforms have addressed the separation of operations from policy 
making and regulation. Such separation of power was meant to allow for 
greater impartiality and transparency and to provide incentives and controls 
for accountability. Commercialization of road management aimed to achieve 
efficiency gains in quality and cost. The continuing rapid growth of motorization, 
the associated growth of road networks, large demands of road networks on 
the government’s budget, and the acute shortage of fiscal revenues worldwide, 
have led to a growing consensus on commercialization, or subjecting the roads 
to the discipline of the marketplace and putting them on a fee-for-service basis 
where feasible. Commercializing road management has covered reforms in four 
main areas: 

(i) separating the planning and management of roads from implementation of 
road works and contracting out implementation to the private sector;

(ii) establishing a more autonomous road agency that operates at arm’s length 
from government;

(iii) providing better oversight arrangements that strengthen accountability and 
pay more attention to the needs of road users; and

(iv) streamlining the structure of the road agency and improving terms and 
conditions of employment for road agency staff.

Effective competition and oversight help improve the accounting of works and 
services (technical and financial), quality, and cost. Vulnerability to corruption 
remains, however, in transaction management, which involves the procurement 
process, quality control, and financial control. This may be intensified at subnational 
levels where the capacity of local government units12 may be thin, staff are close to 
local vested interests, influence engenders alliances, and scrutiny may be light.13

Planning. Road transportation planning includes various steps: (i) assessing 
existing conditions; (ii) forecasting future population and employment growth, 
including projected land uses in the region and identifying major growth 
corridors; (iii) identifying current and projected transportation problems and 
needs, and analyzing, through detailed planning studies, various transportation 
improvement strategies to address those needs; (iv) developing long-range plans 
and short-range programs of alternative capital improvement and operational 
strategies; (v) estimating the impact of recommended future improvements to 
the transportation system on environmental features, including air quality; and 
(vi) developing a financial plan for securing sufficient revenues to cover the costs 
of implementing strategies.

Road Management. Road management may be assigned to a central government 
agency, a local government agency, a community group, or a private entity (as with 
private sector toll roads). There may also be roads where temporary ownership 

12 Please see page 7 for a further discussion of the challenges associated with decentralization in the 
road transport sector. 

13 Paterson, William D.O. and Pinki Chaudhuri. 2007. Making Inroads on Corruption in the Transport 
Sector through Control and Prevention. In J. Edgardo Campos and Sanjay Pradhan, eds. The Many 
Faces of Corruption. Washington, DC: World Bank.
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is delegated to a private firm under a concession agreement. Roads fall into two 
main categories: designated and undesignated. A designated road has a legal 
owner that is responsible for its maintenance. By contrast, undesignated roads 
have no legal owner. Legal owners may be government or private bodies. When a 
road is designated, a notice is published in a government gazette or other official 
publication, citing the act under which the road is designated, the road’s location, 
the responsible authority, and the functions of that authority. Usually, main roads 
are designated under the roads and road traffic act. Local government roads may be 
designated under a local government act, whereas other roads may be designated 
under a private/cooperative roads act, or game parks act. Once a road has been 
designated, the responsible road authority is expected to physically mark out the 
road reserve (or define its landholding) and to take responsibility for the various 
functions delegated to it.14 Undesignated roads, which are at the lowest levels of the 
road network, may require measures to induce local residents—individuals, villages, 
or groups of villages—to accept responsibility for managing their own roads. These 
include having them adopt the roads, receive grants from the government or the 
road fund to meet part of the costs of maintenance and improvement, gain access 
to technical advice, and be subject to some form of oversight to ensure that funds 
are accounted for and that technical standards are met. 

The road network is typically classified into four administrative classes: (i) major 
trunk roads, including expressways and toll roads, that are managed by a 
national road agency; (ii) regional and rural roads that are usually managed by 
state governments and rural district councils; (iii) urban roads, which may also 
include some toll roads, that are normally managed by urban district councils; 
and (iv) community roads, tracks, and trails, which are typically undesignated, or 
managed by local roads associations. 

A centralized road management system is associated with a single-tier setup, where 
one or more central government road agencies manage most, if not the entire, road 
network. Growing volumes of traffic have increasingly called for the involvement 
of the main road agencies in constructing and operating expressways and public 
toll roads, and overseeing toll roads built and operated by the private sector, if 
any. Autonomous or semi-autonomous road agencies may also exist to manage 
expressways and toll roads along commercial lines. Across agencies, incoherent 
and uncoordinated processes involving policy, planning, resource allocation, road 
operations, and auditing may hamper responsiveness to road transport needs.

When the political and administrative system distinguishes between the central 
and local government, countries tend to adopt a two-tier management structure, 
where local governments also participate in road management. In decentralized 
systems, a common challenge relates to the unclear de facto division of roles, 
responsibilities, and resources across the different levels of government. In many 
cases, local governments are constrained by substantial resource gaps, i.e., there 
tends to be a gap between responsibilities that have been legally assigned to local 
governments and the staffing and financial resources that would be required to 
deliver those responsibilities. As a result, investments in—and maintenance of—
the lowest tiers of the road network (e.g., feeder roads) tend to fall short of what 
would be required.

14 World Bank. 2009. Ownership and Responsibility. Washington, DC. http://go.worldbank.
org/2KPDRYHY00
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Financial Management. Most roads are financed through the government’s 
budget. National roads are funded through the central government budget; urban 
and local roads through local government budgets;15 and special purpose roads 
(e.g., agricultural roads, roads in game parks, and others) through the budgets 
of the relevant ministries. There may also be some private roads (e.g., housing 
estates and mining concessions) as well as some roads operated and financed by 
the private sector under concession agreements.

The public revenue system for road transport comprises (i) transaction fees, 
designed to cover the costs of administrative tasks (e.g., issuance of vehicle 
registration plates and driver licenses); (ii) charges for publicly provided services to 
recover costs, including road construction and maintenance, traffic enforcement, 
and administrative overheads; (iii) recovery of transport externality costs (public 
sector costs of road accidents); (iv) fines for traffic offenses; and (v) deterrent taxes 
to limit the purchase or use of certain vehicles (pollution emitters). For countries 
with a low traffic network and limited ability to pay, a full cost recovery policy may 
be difficult to implement. Less ambitious schemes include (i) recovering only part 
of the capital expenditure, but all maintenance costs; (ii) recovering maintenance 
costs only, including periodic and routine maintenance; and (iii) covering only 
routine maintenance costs.

Private sector financing can be accessed by (i) persuading the private sector to build 
and operate new toll roads under concession agreements; (ii) when toll revenues 
do not cover all costs, forming a public–private partnership under which the private 
sector collects as much money as possible through tolls, while the public sector 
provides the balance of the required revenues in the form of a grant; (iii) using 
the revenue from a public toll road to borrow private finance on the domestic or 
international capital market; (iv) partially or fully securitizing an existing public toll 
road (i.e., selling some, or all of the financial interest in the toll road to private 
sector interests); (v) entering into leaseback agreements with the private sector 
under which the private sector builds the road and rents it back to government; 
or (vi) encouraging groups of people to own and operate their own (private) roads 
through local roads associations.16 Private sector financing can be considered when 
it can be demonstrated to offer better value to the public sector than traditional 
public sector financing.

In relation to long-term sustainable financing of road maintenance, a road 
maintenance fund can provide predictable sources of funds (for example, from fuel 
levies, vehicle license fees, or taxes). First-generation models of road maintenance 
funds (often treated as “off-budget” because of their dedicated revenue stream, 
and prone to capture by corrupt government officials) have evolved into second- 
and third-generation road funds. In these subsequent models, road user charges 
are paid into a fund administered by an independent board, whose members are 
drawn from the public and private sectors and whose mandate is to ensure that 
funds are spent effectively and efficiently. These features help promote oversight 

15 In practice, however, assigned budgets fall significantly short of financial requirements.

16 World Bank. 2009. Road Financing and Road Funds. Washington, DC. http://go.worldbank.org/
YLPZDEYKS0
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and transparency, along with improved accountability.17 Making information 
publicly available on how the money is spent helps engender user support.

Management Information Systems. A functioning management information 
system is important for informing decisions on routine and periodic maintenance, 
rehabilitation of pavements and bridges, upgrading roads, and adding new roads 
to the network. Regular surveys and analysis of road condition and of traffic are 
required. Together with a cost accounting system and a chart of accounts, it 
provides financial information for decision making. Internal and external audits are 
needed to support the information system. 

Procurement. Delivery of new road construction works and periodic maintenance 
(e.g., surface dressing, overlays, and pavement reconstruction) by method-based 
contract is a traditional practice in many countries. Under this arrangement, 
contractors are used for the supply and haulage of gravel and aggregate as well 
as for undertaking construction and minor improvement works. The road agency 
as a client specifies techniques, technologies, materials, and quantities of materials 
to be used, along with the time frame for contract execution. The payment to the 
contractor is based on inputs such as cubic meters of asphalt concrete and number 
of working hours. 

Over time, some countries (mainly developed countries) have headed towards 
performance-based contracting (PBC)—a type of contract in which payments 
for the management and maintenance of road assets are explicitly linked to the 
contractor’s compliance with defined performance indicators. The contractor, for 
example, is not paid for the number of potholes patched, but for the absence of 
open potholes (or 100% patched). The selection process in PBC is normally based 
on the best value, which may not necessarily be the lowest bid. It involves choosing 
a contractor that can assess the condition of the road assets, determine the timing 
of interventions, select materials and work methods, and arrange the monitoring 
of their own services. A PBC may cover only individual assets (e.g., only bridges) or 
may be comprehensive, encompassing the full range of services needed to manage 
the contracted road corridor (e.g., traffic accident assistance, periodic maintenance, 
routine maintenance, and others). It may call for a contract tenure of 3–10 years 
or longer. Use of comprehensive PBCs, however, requires the existence of a mature 
and well-developed contracting industry with capability to undertake long-term 
management of contracted assets, assume additional risks, and to establish 
necessary programming and quality assurance mechanisms.

In general, the public sector (including national and local government) owns and 
manages most of the road transport infrastructure in DMCs. Where public–private 
sector partnerships (PPPs) exist, arrangements may take the form of build–operate–
transfer and build–rehabilitate–operate–transfer. The private sector constructs and/
or rehabilitates a specific road infrastructure (e.g., expressways and toll roads), 
shares in the capital investment, and operates the system until the road assets are 
transferred to the public sector. In such arrangements, the procurement contract 
defines various responsibilities and agreements over a specific period. Choosing 

17 For details on road maintenance funds, please see ADB. 2003. Road Funds and Road Maintenance: 
An Asian Perspective. Manila.  www.adb.org/Documents/Reports/Road_Funds_Maintenance/road
_funds_maintenance.pdf
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When PPPs are 
inappropriately 

proposed, poorly 
designed, and 

improperly 
implemented, 

they can 
give rise to 

nontransparency 
and lack of 

accountability

between a PPP and traditional public procurement is a critical decision where the 
value of the PPP is the key driver. An enabling policy environment is needed for the 
choices to be evaluated and made. Governments with insufficient public finances 
and limited fiscal space may be attracted to PPPs. When PPPs are well-designed 
and executed, they can contribute to improved governance (by increasing the 
accountability of the service provider through competitive bidding and public 
reporting), as well as to greater financial efficiency (by mobilizing private capital 
and creating fiscal space to expand public service delivery in other sectors). Well-
designed PPPs, along with longer term PBCs, can also help ensure that sufficient 
funds are available for maintenance. Links between PPPs and the overall transport 
planning system are important. Although PPPs can provide funding flexibility, they 
involve a relatively complicated process and fewer or larger firms (for example, 
larger firms with ample financial and technical resources tend to be better equipped 
for building costly expressways and highways). When PPPs are inappropriately 
proposed, poorly designed, and improperly implemented, they can give rise to 
nontransparency and lack of accountability. 

Procurement in the subsector involves public actors (e.g., national and local political 
leaders, directors, engineers, operations staff, project managers, and procurement 
officers) and private actors (e.g., construction firms and suppliers of goods and 
services). External stakeholders, such as media and nongovernment organizations, 
can also be involved to ensure transparency and integrity of the procurement process. 
Procurement is subject to the requirements of government and development 
partners. Basic principles are transparent procurement, competitiveness, efficiency, 
and award of contracts that represent the best value-for-money. 

Officials, bidders, and procurement agents, however, may find ways around rules 
to make illegal gains. Technical and commercial requirements may favor a particular 
bidder, confidentiality of suppliers’ offers may be breached, the bidding process 
and contract execution may be nontransparent, and schedules may be unrealistic. 
Informal conditions may be imposed on bidders, which may include payment of a 
certain percentage of the contract value. If the specifications and cost estimate are 
accurate, kickbacks may be generated downstream by firms bidding substantially 
above the cost estimate, by generating change orders and cost overruns during 
implementation, or by compromising the quality of materials or workmanship. 
If awards are close to the cost estimate, kickbacks may be generated upstream 
through manipulation of the design and cost estimates. Collusion may also 
transpire, wherein contractors share work among firms by taking turns as the 
favored contractor. Collusive practices involve rigging of bid prices, which occurs 
when firms that participate in the bidding process conspire to raise prices or lower 
the quality of goods and services. Moreover, losing contractors do not submit 
bids even if expressions of interest are extended, submit intentionally high bids, 
or withdraw their bids before the final stage of the bidding process. In terms of 
contract management, contractors may do works below specification (e.g., thinner 
bitumen layer). Weak supervision and lax quality control allow contractors to get 
away with such practices. The current state of the supply market can also affect 
procurement practices. Some markets may be more prone to abuse due to barriers 
to entry and the dominance of a limited number of contractors. Physically remote 
and fragile environments can also limit contractor participation.

Human Resources. The achievement of road transport goals calls for capacity 
development that is responsive to the subsector’s short-term and long-term needs. 
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Staff appointments 
and promotions 
may be used 
as rewards or 
incentives for 
cooperation with 
corrupt practices

Weak technical and managerial capacity hampers translation of decisions into 
effective management actions and delivery of envisaged outcomes. Decentralization 
may place many local governments and local roads associations in charge of road 
management, but they may not have the capacity and readiness for their role. This 
invites inefficiency and corruption.

Staff appointments and promotions may be used as rewards or incentives for 
cooperation with corrupt practices. Political interference and conflict of interest 
may occur in the appointment and promotion of senior level officials with 
decision-making authority. Internal controls to ensure checks and balances can 
avoid potential conflicts of interest and weak accountability. Well-defined job 
descriptions, transparent processes, conduct of staff performance appraisals, 
functioning appeal mechanisms, and enforcement of policies against unethical 
behavior are some measures to promote integrity.

Stakeholders

The road transport subsector has diverse stakeholders (Table 1). Examining the formal 
and informal power relationships among stakeholders can deepen understanding 
of dynamics in a given context and help identify where risks may lie. For example, 
collusive alliances in the subsector may rely on higher-level cover, and appointments 
may affect planning and expenditure processes. Appointments to senior management 
may be marked by conflict of interest, connections, and favors.

Table 1 Examples of Stakeholders in the Road Transport Subsector

General Stakeholders
Specific Subsector 

Stakeholders 

National political 
leaders

Executive and legislative 
officials 

National ministries 
and agencies

Policy making and planning Regulatory body

Finance

Procurement

Audit

Anticorruption agency/
Ombudsman

Judiciary

Law enforcement agencies

National line 
departments 

Heads of line departments:  

Public works Director (roads department)

Environment Directors of other departments

Health

Agriculture

Urban development

continued on next page
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Top management of subsector agencies may waive qualifications for technical 
management positions to place a favored ally, which can compromise the quality 
of professional decisions. They may place compliant employees or agents in 
critical nodal points along the procurement and disbursement chain to serve as 
collection agents for bribes and kickbacks. Contractors may bribe engineers and 
administrators to conceal substandard road construction. The public works director 
or engineer may direct the use of heavy equipment and staff to tasks of little public 
priority or to extend favors to friends and relatives. Moreover, officials may redirect 
road tolls to political party funding and other uses. In corrupt environments, even 
the institutional watchdogs (e.g., national auditor or departmental inspector) may 
be compromised.

Stakeholder analysis is crucial for understanding the governance of the road 
transport subsector. Key issues for stakeholder analysis include relationships with 

Table 1 continued

General Stakeholders
Specific Subsector 

Stakeholders 

Local political leaders 
(provincial, town, 
city)

Governors and mayors

Other officials

Local government 
entities

Staff of government ministries 
and departments

Administrators and supervisors

Engineers

Procurement and other staff

Suppliers of goods, 
services, and funds

International and local 
organizations

Construction companies, 
consultancy firms, and 
management firms involved 
in road infrastructure and 
services

Suppliers of goods (e.g., 
gravel, sand, cement, bridge 
trusses, and others) 

Investors and development 
partners

Community Village leaders Road-related councils 

Traffic and transit police

Business and industrial 
complexes and associations

Transport operators, realtors, 
and business establishment 
owners

Social services and utilities Hospitals and schools

Water, power, and other 
utilities

Civil society (nongovernment 
organizations, media, and 
citizens)

Motorists and other road users

Drivers’ associations

Groups with special interests 
(e.g., environment, poverty)

Source: The concept of vertical and horizontal stakeholders was adapted from The Many Faces of 
Corruption. 2007. In J. Edgardo Campos and Sanjay Pradhan, eds. Washington, DC: World Bank.

Top management 
of subsector 

agencies 
may waive 

qualifications 
for technical 

management 
positions to 

place a favored 
ally, which can  

compromise 
the quality of 
professional 

decisions



Description of Key Subsector Features 13

other organizations and individuals; basis for these relationships; power balance 
in these relationships and how this affects the ability of different stakeholders 
to articulate their demands; how and why relationships have changed over time; 
how existing alliances affect policy processes; blocks to and new avenues for 
collaboration; and potential niches for engagement across organizations and 
sectors.18 Thus, stakeholder analysis can help identify affected groups and look into 
their position vis-à-vis policy changes, the extent of their influence, the likelihood 
of their participation in coalitions to support change, and alternative ways to 
overcome risks. Governance tends to be more effective when there is (i) a demand 
for accountability from various stakeholders and (ii) a supply of governance, where 
actors in power share information, take decisions within a clearly defined regulatory 
framework and transparently allocate resources, offer space for participation, and 
are accountable for their actions.19 

18 For further details on stakeholder analysis, please see (i) Moncrieffe, J. M. and Luttrell C. 2005. 
An Analytical Framework for Understanding the Political Economy of Sectors and Policy Arenas. 
London: Overseas Development Institute. www.odi.org.uk/resources/download/2989.pdf and 
(ii) World Bank. 2009. Problem-Driven Governance and Political Economy Analysis. Washington, 
DC. http://go.worldbank.org/SGO4LFRSS0

19 European Commission. 2008. Analysing and Addressing Governance in Sector Operations. 
Luxembourg. www.nilsboesen.dk/uploads/docs/Sector%20Governance2008.pdf
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Governance risks 
at the subsector 
level may come 
from the lack of 
a clear strategic 
vision and from 
nontransparent 
policy decisions 

that lead to 
inappropriate 

priorities

Governance Risks

Understanding the Risk Environment and Identifying Risks. The road transport 
subsector has certain characteristics that make it vulnerable to risks: (i) large 
budgets that often comprise a significant proportion of a country’s national 
budget (20%–30%), (ii) multiple points of entry involving permits and contracts 
for goods and services that lend themselves to corruption, (iii) weak business 
processes and control systems, (iv) political interference, and (v) weak capacity 
of subsector agencies. Reducing risks from poor governance, institutional 
weaknesses, and weak human capacity requires an understanding of where they 
occur, what arrangements sustain them, and which systems and stakeholders 
can be strengthened to promote accountability, transparency, and integrity in the 
subsector.  

Governance risks at the subsector level may come from the lack of a clear strategic 
vision and from nontransparent policy decisions that lead to inappropriate 
priorities. Weak links in the chain of policy, planning, budget formulation and 
execution, project implementation, and results-based evaluation create gaps 
between subsector needs and actual assistance delivered. Risks may also be 
associated with discretion in the expenditure of public funds, arbitrariness in 
decision making, and in some cases, poorly defined mandates. At the agency 
level, they may stem from the absence of appropriate business processes and 
mechanisms that can increase efficiency and reduce discretion (e.g., information 
technologies, automated planning, and financial tools and applications). As part 
of the high-risk construction sector, the road transport subsector may be subject 
to political interference. Patronage networks and patron-client relationships may 
shape interactions significantly and increase the subsector’s vulnerability to risks. In 
addition, failure on the part of the procuring entity to monitor project progress and/
or to tap external organizations to assist in monitoring contract implementation 
can add to governance risks. This problem can be particularly severe in the case of 
road projects in far-flung and mountainous regions.

Leadership at higher levels may not be concerned about subsector outcomes. 
Constructing the wrong roads to the wrong standards may be allowed. Reducing 
inequities (e.g.,  disparities relating to region, gender, or socioeconomic class) 
may be ignored. For example, road construction may be biased toward more 
developed regions or provinces. Some highways may be built to make transport 
more accessible but do not consider improving connecting rural roads or providing 
facilities needed for women’s use of transport. Some road projects may draw 
attention to cost recovery but do not verify if tariff levels are affordable or whether 
subsidies are justified for some groups.20 

20 Footnote 7, p. 16.
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Corruption risks may emanate from the capture of goods and services that are 
intended for public benefit, but are diverted by officials. These include pilferage 
of materials and equipment; manipulation of contracts for works, goods, or 
services; or award of concessions for private sector operation of road facilities 
and services. Steel bridge trusses may be required where other forms of bridges 
would be more appropriate. The government may also grant bilateral concessions 
through preferential access to scarce natural resources, in return for investment 
in the construction of a highway. A private entity may offer to construct a border 
road in return for access to logging of hardwood forests. 

The difficulty of verifying authenticity, tracking individual transactions, and 
retrieving or auditing transactions in a corrupt environment can rise steeply. 
Expenses may be billed to bulk or general tasks, which are plausible but typically 
not measured, such as routine repairs, landslide removal, safety repairs, and 
earthworks. Emergency maintenance is a typical expense that is rarely subject 
to explicit measurement and control. Payment may be made to local officials or 
agents, or claims for expenses may be misrepresented, in exchange for fraudulent 
documentation. Revenue collection is a vulnerable point of leakage, especially 
in remote locations or in enforcement situations, such as traffic or vehicle 
infringements, toll or tariff collection, registration, or testing.

Subsector performance indicators may provide signals on risks. For example, 
poorly constructed or substandard roads increase the need for maintenance and 
rehabilitation. Insufficient funding for road maintenance (as a percentage of 
requirements) leads to road deterioration and lack of sustainability of the road 
network. Rising traffic accidents create opportunities for traffic enforcement 
personnel to ask for side payments. 

Other indicators may provide early warning signals of corrupt practices. In 
procurement, for example, signs that bribes and kickbacks are being offered 
include unexplained delays that may indicate that the procuring official is discreetly 
negotiating with each of the bidders outside the formal procurement process, 
bidding irregularities in favor of a small group of contractors, or unjustified sole-
source awards. Vulnerabilities can arise from the following situations: (i) the 
failure to adopt public bidding as a general rule; (ii) even though public bidding 
is complied with, the turnout of bidders is generally low; (iii) only a few bidders 
from a particular area participate (this happens when each company takes turns 
to be the winning bidder); (iv) a very short bid evaluation period, which can occur 
when a bidder has been pre-selected and the procuring entity is merely going 
through the formalities; and (v) poor records management (i.e., documents on 
bidder information, bid evaluation results, awards, and contracts are missing).

In relation to bid rigging, warning signs include the following: (i) some suppliers 
unexpectedly withdraw from the tender, (ii) each company seems to take a turn 
being the winning bidder, (iii) two or more businesses submit a joint bid even 
though at least one of them could have bid on its own, (iv) the winning bidder 
repeatedly subcontracts work to unsuccessful bidders; (v) the winning bidder does 
not accept the contract and is later found to be a subcontractor, (vi) competitors 
hold meetings before the tender deadline, (vii) bid documents submitted by different 
companies contain less detail than would be necessary, (viii) competitors submit 
identical tenders or the prices submitted by bidders increase in regular increments, 
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and (ix) there are significant reductions from past price levels after a new supplier 
bids (e.g., the new supplier may have disrupted an existing bidding cartel).21

Contractor collusion is often indicated by persistently high bid prices; relatively 
few bidders; and the same bidders, with losing bidders becoming subcontractors. 
Such indicators, however, should not be immediately taken as evidence of corrupt 
practices. For example, a firm may have been unable to bid because it was too busy 
to handle the work. A regular pattern of suspicious behavior over time is a better 
indicator than evidence from a single bid. 

Examples of Governance Risks. Table 2 illustrates general risks that may be present 
in the road transport subsector. Some of these risks may exist in the specific DMC 
subsector being assessed; others may not. Risk management measures are excluded 
from this guidance note because differences in country context call for measures 
that are tailored to specific situations.22 When preparing a road transport subsector 
risk assessment in accordance with the Second Governance and Anticorruption 
Action Plan (GACAP II) to inform formulation of a new country partnership strategy, 
the governance risk assessment and risk management plan will follow Appendix 8 
in the GACAP II guidelines. 

Table 2 Road Transport Subsector—Examples of Governance Risks

Dimension Risks

1. Institutional Risks

1.1 Policy The lack of a clear strategic vision for the road subsector, 
a poor grasp of the rationale for connecting cities and 
villages, and non-disclosure of policy decisions can 
contribute to inappropriate policy priorities. 

Where transparency is absent and strategic guidelines are 
not enforced, vested political and economic interests can 
influence the direction of road policies to earn returns for 
themselves and/or their friends. This leads to unsound, if 
not unnecessary, investments.  

Lobbying by influential people to technocrats and high-
ranking government officials can lead to favors as well as 
to policy reversals (e.g., diversion of resources to other 
projects and removal of tolls).

Policy emphasis on new road construction over road 
maintenance compromises sustainability of the road 
network and increases operating costs.

21 Organisation for Economic Co-operation and Development. 2008. Guidelines for Fighting Bid 
Rigging in Public Procurement. Paris. www.oecd.org/dataoecd/27/19/42851044.pdf

22 General examples of risk management measures, nonetheless, include (i) capacity development 
technical assistance for strategic road transport policy formulation and sector planning, (ii) advisory 
technical assistance for procurement and financial management, (iii) e-procurement, (iv) support 
for rigorous monitoring of procurement by independent consultants and other third parties, 
(v) disbarment and blacklisting of contractors found guilty of corrupt practices, (vi) independent 
audits, and (vii) policy dialogue. 

continued on next page
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Dimension Risks

Lack of capacity for improving the governance framework 
or the institutional environment in which the road 
agency operates hampers effectiveness of road transport 
investments.

1.2 Legal framework The absence of a legal framework for managing contracts 
along with unclear responsibilities can pose corruption 
risks.

Outdated laws on land acquisition and resettlement can 
provide fertile ground for corrupt practices.

The lack of a formal, judicious, and credible complaint or 
grievance redressal mechanism creates opportunities for 
corruption.

1.3 Regulation Political interference and insufficient fiscal freedom 
compromise the autonomy of the road management 
agency. 

Lack of capacity for implementing public information and 
outreach systems can create regulatory distrust.  

Poor enforcement of regulation (e.g., failure to implement 
safety or environmental standards, bribes for vehicle or 
driver licensing, extortion by traffic police, and letting off 
traffic infringements in exchange for side payments) can 
contribute to corruption risks. 

1.4  Horizontal 
coordination among 
various agencies

Weak links in the chain of policy, planning, budget 
formulation and execution, project implementation, and 
results-based evaluation, create gaps between identified 
needs in the road subsector and actual delivery of the 
required road infrastructure and road maintenance 
services.

2. Organizational Risks

2.1 Subsector planning Inadequate analyses of road transport demand and 
alternative ways of addressing such demand can impair 
appropriate uses of funds and create opportunities for 
corruption.

Vested interests control subsector investments. Little regard 
for, if not lack of understanding of, objective planning 
criteria and forecast of needs undermines sound resource 
allocation.

New road investments can be favored over road 
maintenance because they offer larger opportunities for 
fund leakages.

Lack of capacity for strategic planning, transparency, and 
informed participation by relevant stakeholders can 
weaken responsiveness of subsector plans. 

2.2 Road management Lack of clarity (i.e., areas of conflict or overlap) in the 
division of responsibilities can lead to inefficiency and 
disputes.

Table 2 continued

continued on next page



Guidance Note: Road Transport Subsector Risk Assessment18

Dimension Risks

Local governments are often assigned investment and 
maintenance responsibilities that are not accompanied by 
adequate staffing and fiscal resources. This hampers their 
capacity to comply with assigned tasks and compromises 
the quality of the lower tiers of the road transport 
networks.

2.3 Financial management Lack of a subsector policy on revenue generation and cost 
recovery compromises sustainability of the road network. 

Discretionary decision making associated with line item or 
allocation privileges (e.g., pork barrel) may be used to 
seek direct gain (through kickbacks to allies) or indirect 
gain (through increased business and rising land prices in 
the politician’s constituency).

New and recurrent expenditures are directed to support 
political influence, or withheld from disfavored areas. 
This practice weakens the agency’s role as a prudent 
asset manager.

Unclear division of responsibilities amongst involved 
government stakeholders at central and subnational 
level can lead to conflicting policy guidance, unclear 
administrative and implementation arrangements, 
inefficiencies in the allocation of resources, and blurred 
lines of accountability.  

The mismatch between planned funding requirements, 
budgetary allocations, and actual release of funds 
poses significant risks to timely completion of subsector 
projects. 

Diversion of funds can emanate from fund transfers between 
offices. These funds may be destined for a local office 
where scrutiny and document control are more lax than 
at headquarters, or billed to bulk or general tasks that 
are plausible but typically not measured such as routine 
repairs, landslide removal, safety repairs, earthworks, and 
emergency maintenance. 

Lack of capacity for automation and documentation at 
the collection and toll agencies can lead to variations 
between the budgeted and actual revenue collection.  

Poor fund generation through toll collection and asset 
management can obstruct financial sustainability.

Weak internal controls on revenue and expenditure 
management can lead to diversion of funds to 
unauthorized uses, mismanagement, and abuse. 

Weak accounting systems and record-keeping practices can 
hamper provision of timely and adequate information on 
revenue streams, expenditure flows, liquidity, and debt 
levels/arrears.

The suboptimal quality of internal audit reports can hamper 
management action against irregularities.

Table 2 continued

continued on next page
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Dimension Risks

2.4 Procurement

(i) Procurement planning The absence of competent procurement personnel leads to 
inappropriate procurement, procurement delays, loose 
contracts, and disputes.  

Procurement processes are driven solely by available funds 
or historical budget allocations, without prospectively 
considering project needs. These reduce attention to 
quality and hamper long-term planning.

The specification of goods, equipment, or materials to be 
procured favors a particular product or supplier. This 
undermines a level playing field for procurement. 

Corrupt officials collude with contractors to specify design 
or material requirements that give a certain contractor an 
advantage through proprietary rights, location rights, or 
access rights, often in return for kickbacks.

(ii) Advertising Limiting the dissemination of information on procurement 
opportunities to well-connected private firms goes against 
competitive bidding and compromises procurement based 
on best-value or expertise. It can also provide a cover for 
corrupt practices.

(iii)  Prequalification and 
bid submission

Insufficiently specified bid documents allow low-cost 
contractors to bid despite lack of experience, capital, 
and equipment. This situation compromises best- 
value-for-money procurement. 

Favored contractors are tipped off to permit the submission 
of an alternative bid. This provides undue advantage to 
certain bidders. 

Unexplained delays in the procurement process allow secret 
late bids or enable procurement officials to negotiate 
with each bidder outside the formal procurement process 
in order to extract bribes.

Potential investors who offer to conduct a feasibility study 
at no cost and submit unsolicited bids create inequitable 
opportunities to gain an inside track on contract rights.

(iv) Bid evaluation Disqualification of bidders and/or selection of high-
priced bidders without sufficient justification can pose 
corruption risks.

Pre-selection of the winning bidder can lead to a very short 
bid evaluation period, compromising the integrity of the 
procurement process. 

(v) Award of contract The absence of coherent guidelines for awarding contracts 
leads to inconsistent procurement practices as well as to 
disputes.  

(vi) Contract management Increasing the price of the contract, or changing the 
specifications after the contract has been awarded, can 
provide opportunities for kickbacks, particularly where a 
mechanism for a transparent review of the contract is not 
in place, or is not enforced. 

Table 2 continued

continued on next page
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Dimension Risks

Unclear procurement rules can promote misuse of funds. 
Civil works in a collusive environment lead to low quality 
goods and services. 

Works done by contractors below specification (e.g., 
thinner bitumen layer) impair road quality and optimal 
use of funds.

Officials accept or excuse poor quality work, and then want 
to re-hire the same contractor. Substandard services 
undermine sound resource uses.

Falsification of inspection certificates and quality tests 
poses corruption risks and undermines safety of road 
infrastructure.

Lack of capacity to manage complex contracts can lead 
to a high cost of services, unacceptability of services to 
customers, and unjustified gains for contractors. 

Poor records management (i.e., missing bid evaluation 
results, awards, contracts, and other documents) can 
provide a cover for corrupt practices. 

2.5 Human resources  Limited expertise in strategic planning, contract 
administration, asset management, maintenance 
systems, and network operation undermines the 
performance of subsector agencies.

Lack of capacity for evaluating road transport programs 
and projects can hamper efforts to achieve envisaged 
results, promote relevant and efficient resource uses, and 
boost sustainability of the road network. 

Conflict of interest with regard to staff appointments, 
especially senior level appointments with decision-
making authority for the subsector, can interfere in the 
performance of staff duties and lead to actions that favor 
certain contractors and political patrons.

Nepotism and corruption allow promotion of unqualified 
personnel, which compromises responsive service delivery 
and creates disincentives to perform well.

3. Subsector Operations

3.1 Preconstruction Lack of subsector capacity for preliminary studies leads to 
poorly designed road transport systems and inefficient 
use of resources.

Lack of due diligence in cost estimation and sensitivity 
analysis (to account for potential scenarios) leads to 
poor cost estimates. Adjusting cost estimates later can 
provide opportunities for kickbacks, particularly when 
negotiations are not transparent.  

Nontransparent negotiation of resettlement issues arising 
from the construction of highways and expressways can 
provide opportunities for corruption.  

3.2 Road construction Lack of oversight capacity in the subsector can compromise 
the safety and quality of road infrastructure.

Lack of quality assurance mechanisms for roads poses 
corruption risks.

Table 2 continued

continued on next page
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Dimension Risks

3.3  Road operation 
and maintenance

Unpredictable and insufficient road maintenance budgets 
compromise long-term management and sustainability of 
the road network.

Weak asset management capacity contributes to 
deteriorating road networks.

The use of heavy equipment by public works agencies for 
private or non-public purposes creates opportunities for 
making illegal gains. 

Practices such as renting out equipment in return for 
undocumented receipts, the billing of multiple repairs to 
a single vehicle, and the retention of scrapped vehicles 
on the inventory provide cover for misuse and/or theft 
of funds.

Sources:
(i)    ADB Guidance Note Preparation Team for the Road Transport Subsector Risk Assessment.
(ii)   Organisation for Economic Co-operation and Development. 2008. Guidelines for Fighting Bid 

Rigging in Public Procurement. Paris. www.oecd.org/dataoecd/27/19/42851044.pdf
(iii)  Paterson, William D.O. and Pinki Chaudhuri. 2007. Making Inroads on Corruption in the Transport 

Sector through Control and Prevention. In J. Edgardo Campos and Sanjay Pradhan, eds. The Many 
Faces of Corruption. Washington, DC: World Bank.

Table 2 continued
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Glossary

Bid rigging – Competing firms in a bidding process secretly conspire 
to raise prices or lower the quality of goods and 
services. 

Bribe – Advance payment to an official or staff member in 
return for a promise to act in a certain way, such as 
awarding a contract to a particular firm.

Capacity 
development

– It is the process of unleashing, strengthening, and 
maintaining capacity over time. Capacity refers to 
the ability of people, organizations, and society to 
manage their affairs.  

Commercialization – Adoption of private sector practices in the management 
of public sector assets and finances. 

Competitive 
bidding

– A selection process based on open and transparent 
advertisement of an item or service, which ensures 
that the best bidder wins according to qualifications, 
value, and other objective criteria.

Conflict of interest – Any situation in which a party has interests that 
could improperly influence that party’s performance 
of official duties or responsibilities, contractual 
obligations, or compliance with applicable laws and 
regulations.

Corrupt practice – The offering, giving, receiving, or soliciting, directly or 
indirectly, anything of value to improperly influence 
the actions of another party.

Corruption – The abuse of public or private office for personal 
gain. Involves behavior on the part of officials in the 
public and private sectors, in which they improperly 
and unlawfully enrich themselves and/or those close 
to them, or induce others to do so, by misusing the 
position in which they are placed.

Development works – Construction works that are part of the national 
development planning activity and are funded from 
the capital budget. These include paving of unpaved 
roads in villages and construction of by-passes.
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Financial 
management

– A conglomeration of processes including accounting, 
financial reporting, internal controls, and audit.

Governance – The manner in which power is exercised in the 
management of a country’s economic and social 
resources for development. It is synonymous with 
sound development management.

Institutions – These constitute formal and informal rules that govern 
behavior and shape interactions among groups and 
organizations. They are associated with policy, legal, 
and regulatory frameworks.

Organization – An entity consisting of structures, systems, and 
procedures that is oriented to the pursuit of specified 
objectives.

Periodic works – Maintenance activities undertaken at intervals to 
preserve the structural integrity of the road, or to 
enable the road to carry increased axle loadings. 
These include preventive, resurfacing, and pavement 
reconstruction works. 

Policy – A statement of a set of goals. A declaration of what is 
to be achieved.

Procurement – The process through which suppliers of goods and 
services are selected and contracted.

Rehabilitation – Road overlaying, about every 15 years, to restore 
smoothness and durability.

Routine works – Maintenance works that are undertaken annually and 
funded from the recurrent budget. These can be cyclic, 
such as verge cutting and culvert cleaning that are 
dependent on environmental effects rather than on 
traffic levels, or reactive, such as patching in response 
to the appearance of cracks or potholes.

Special works – Maintenance activities that include emergency 
works to repair landslides and washouts, and winter 
maintenance works such as snow removal or salting. 

Stakeholder – An individual, community, group, or organization 
with an interest in the outcome of an activity or an 
intervention.
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(20%–30%), an unclear strategic vision, nontransparent policy decisions that lead 
to inappropriate priorities, procurement contracts for goods and services that lend 
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fragile links across agencies and stakeholders. This guidance note serves two specific 
purposes: (i) explain key road transport features and identify entry points for mapping 
governance risks, and (ii) support efforts to generate knowledge products that can 
inform the preparation of future country partnership strategies. Overall, it assists with 
the recognition of governance risks that can reduce the benefits from operations in the 
road transport subsector. 
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