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Abstract 

Transportation-based infrastructure development has become a crucial element in 

urban milieu. In developing nations, financing transportation infrastructure 

development has been under pressure due to high cost of compensation, construction 

and maintenance. However, efforts to improve transportation facilities often focus on 

ill-suited sources of financing, often involving massive debt, with limited attention to 

the potential contribution of alternative financial models in financing infrastructure 

development. This paper seeks to bridge this gap by tracing linkages between 

financing, transportation and land use systems and how these connections can inform 

policy development. This will assist governments to achieve positive outcomes for 

financing transportation infrastructure development in particular projects. This study 

is bult around the theory of land-based value capture in order to explore whether there 

is any alternative opportunities for infrastructure financing in Sri Lankan cities. By 

applying this theory, a four-step framework was introduced and validated through the 

case of Kottawa – Makubura Multi Model Transport Centre Development (MMC) 

and highway development projects. This framework mainly considered the existing 

regulatory framework to identify suitable alternative financing opportunities. In 

addition, it conducted an infrastructure beneficiary analysis to identify beneficiary 

groups in new developments. As the next stage it analysed the property value impacts 

through the hedonic pricing method. Findings indicated significant value increments 

(of around 20%) taking place within a 500m radius of new transportation 

developments, with lower impacts at distances of 1km and 2km from a given 

development. It verified that locational factors are the most influential factors in 

increasing residential property values pursuant to development of new infrastructure. 

Finally, it was proposed to adopt an active funding policy. The framework was 

validated by selected practitioners in the field. Accordingly, the conceptual 

framework developed will accommodate future studies related to land-based value 

capture. 

Key Words: Land Value Capturing, Transportation Infrastructure Development, 

Hedonic Pricing Model, Residential Properties. 
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1 INTRODUCTION.  

Transportation based infrastructure development is an essential factor to the urban 

development. When cities are growing drastically, require the better public transit 

system to attract more people to the cities. Conversely, transportation based 

infrastructure systems are more complex, forceful and require the bulk of 

investments. Accordingly, financing infrastructure development has become critical 

challenge for many countries. However, some countries have taken solutions as 

successful way by considering the innovative financial models through integrating 

such systems [1].Land value capturing is the one of the most effective concept for 

accumulating finance for transportation based infrastructure development projects 

[2]. “Land value capture is a policy approach that enables communities to recover 

and reinvest land value increases that result from public investment and other 

government actions. Also known as value sharing, it's rooted in the notion that public 

action should generate public benefit” [3]. 

Despite the fact that, many developing countries including Sri Lanka still uses 

traditional and unyielding methods for financing infrastructure development projects.  

Many projects are implementing through foreign funds in Sri Lanka [4].For the 

instances; highway project is mainly funded by the collaboration of China EXIM 

bank and Japan government. However, there will be a question of sustainability of 

these infrastructure developments in future due to the number of conditions and 

agreements behind those foreign funded projects and long term of payback period 

[5]. Therefore, planners, transport officers often require to investigate these matters 

which have arisen in Sri Lankan transportation sector today. In order to accountable 

for introducing appropriate strategies, policies and models to overcome the future 

disputes regarding the transportation infrastructure development in Sri Lanka. 

 

In fact, this research is being focused the new mechanism which reveals on to develop 

a framework for effective land based value capture mechanism for financing 

transportation based infrastructure development in Sri Lankan cities. In order to 

identify the most influential factors for measuring the effects of transport based 

infrastructure development and finally examined the appropriate policies for effective 

value capturing in Sri Lankan cities. The paper structure begins with an introduction 

to the study followed by a literature review on concept of land based value capturing. 

The subsequent sections elaborate the briefs of research methodology with data 

collection, analysis and also research findings. The final section presents the 

conclusion of overall study.   

 

 



2 LITERATURE REVIEW. 

2.1 Concept of Land Value Capture (LVC) 

The concept of Land value capturing has a long history and the idea was coming from 

David Ricardo and Henry George. Accordingly, land value capture refers to a set of 

mechanisms used to measure the increasing land values that are arisen in the 

catchment area of public infrastructure development [2].Further Smolka, [6] (2015) 

claimed the concept of LVC as unearned income by generating the public action 

(bridges, roads, rail) to private landowners. His studies basically rely on Latin 

American experiences and that unearned values have acknowledged as ‘Plusvalias’. 

Many countries are triggering the well legal and regulatory policies to implement the 

effective LVC for financing infrastructure development in their cities. The most wide-

ranging and regular case of value capturing is the legislation of Latin America which 

found in Colombia’s law 388 of 1997 (Ley 388 de 1997).It noted that, the public 

actions expand urban land uses, including the associated air space and give the public 

right to participate in resulting land value increments. The benefits are conversion of 

rural land to urban uses, changes in zoning and density, and the rate of land 

occupation. Afterward, countries like Germany, Australia, Singapore, Japan, Spain 

and France adopted this policy for their legislation. 

Meanwhile Duncan,(2011) [7] has enlighten main requirements of successful value 

capture mechanism which elaborated as significant value generation and value 

distribution via new transportation infrastructure development. Further, his studies 

have focused the question about how to measure this significant value increment of 

new infrastructure development. Accordingly, literature has confirmed two most 

popular approaches for measuring implicit property values, which are regarded as 

repeat sale method and hedonic pricing model. However, many researchers have 

justified hedonic pricing approach as best model to analyze the effects of new 

infrastructure development [8, 9, 10, 11, 12] 

 

2.2 Hedonic Pricing Model 

 

According to Rosen, (1974) [13] hedonic price is the implicit price of each attribute 

associated with heterogeneous goods. Hence, hedonic price model allows us to 

estimate the implicit price and the relative importance of each attribute in determining 

the overall price/rent of the property, using a regression analysis, with data on 

property prices/rent and attributes [14]. According to Ustaoglu, (2003) [15] hedonic 

method is applied to value goods for their utility bearing capacity. If the attribute 

composition of a good and the prices of each attribute is known or estimated, hedonic 

method can be used as a framework of valuation estimation.  



The traditional hedonic pricing model has formulated with limited variables and it 

was a very simple equation. Accordingly, HP equation mainly consisted the 

structural, environmental and neighborhood categories [14]. 

 

                   P = f {S, E, N}.................................................................. (1) 

 

Heddebaut, (2014) [16] cited variables or price determinants of HP model are vary 

with particular context. Similarly, number of researchers have classified the property 

price determinants as different way and selected different sets of variables for their 

studies based on market characteristics and data availability. Furthermore, literature 

has justified the importance of physical and location parameters through several 

studies. However, when testing the impacts of transportation based infrastructure 

development, location variables are frequently selected by scholars due to easy 

identification of significant value changes in model with new infrastructure 

development. 

Furthermore, two main forms of value capturing instruments have identified in 

literature, which classified as direct and indirect value capturing [17].  Conversely, a 

similar categorization was distinguished among ‘active’ and ‘passive’ approaches of 

LVC. [18]  Active VC tools can be used for state properties or vacant public lands 

which can get advantages through uplifting the transit accessibility and increased 

property values. It mainly based on development potentials. For the instances, direct 

public or joint development, sale or lease of land, development rights or air rights, 

land readjustment ,transport company ,business diversification, rezoning, leasing of 

commercial space etc. Passive VC mechanisms typically applied on private land and 

revenue generated through tax based condition [19, 20], such as tax increment 

financing, land value tax/location benefit levy, income or payroll tax, special 

assessment districts, sales tax levy, transport-focused development fees and user fees. 

Nevertheless, different empirical studies ascertained that active VC tools are more 

successful than passive VC tools from their studies [21].                           

Moreover, considering process  of LVC Medda, (2012) [22] and McIntosh,(2017) 

[23] claimed step wise framework for effective value capturing of their studies which 

presented as identification of existing policies and regulations, value distribution or 

accessibility targets, property market analysis, selecting value capture tools and 

ultimately procurement and implementation strategy. Indeed, the literature synthesis 

was vastly important to develop the LVC framework of this study.  

 

 

 

 

 



 

3 RESEARCH METHODOLOGY. 

 

The mixed methods approach, recently, has increasingly gained excellence and 

acceptance as a realistic and practical alternative research method for a single 

traditional qualitative / quantitative research approach. The reason for using mixed 

methods for this study is that words, images and descriptions can be used to 

complement the meaning of numbers, and strong evidence can be provided by 

combining broader findings and perspectives relevant to research questions. 

Moreover, this method offers deep understandings and insights relevant to the 

research findings compared to a single approach method. Therefore, by considering 

the strengths of both qualitative and quantitative research methods this study will be 

conducted the mixed method approach. 

 

 

 

 

 

   

 

 

 

 

 

 

  

 

 

 

 

 

Figure 1: Conceptual Approach to the Research 

 

3.1 Data Collection Methods 

Primary Data was collated through the semi structural interviews and questionnaire 

survey. The main purposes of the semi structural interviews were conducted for 

validating the LVC concept, confirmation of literature findings, ascertaining gathered 

background information about case area and verifying the conceptual framework of 

land based value capturing for Sri Lankan context. Questionnaire surveys will be 



carried out by targeting the dwelling community around the selected case area which 

will be collected the independent variables of identified model.  

Secondary data was mainly important for dependent variable which means 

transaction prices were gathered through land valuation data, land auction data, land 

acquisition costs paid by transit, and other published real-estate prices gained from 

various secondary data sources. 

 

3.2 Sampling Methods and Sample Selection. 

 

Qualitative study was based on the judgmental sampling method which was used to 

identify the key experts who are involving in the real estate, transport and planning 

fields. As the sample size of the qualitative study, ten key practitioners were selected 

by considering the awareness of the LVC 

Quantitative study was carried out based on the random sampling method. It was 

given equal chance for contribution of entire population. Residential property sample 

was limited to the 210 due to the restrictions of real estate market data.  

3.3 Methods of Data Analysis. 

 

Qualitative data analysis was followed different steps in this study. As the first which 

was set down the interview data and organized the interview data with statement 

quoting of the respondents. Subsequently, coding data will be analyzed through 

cluster analysis and word frequency analysis in NVIVO software and finally will be 

concluded the meanings of each interpretations. 

  

Quantitative data analysis was mainly based on the hedonic pricing model. After 

selecting the appropriate variables, which will be analyzed the price variations 

through multiple linear regression, automatic linear modeling and descriptive 

statistics in SPSS software and ultimately identify the significant value increment 

around the new infrastructure development area.  

 

3.4 Conceptualization of Variables 

 

Depending on the key literature reviews, availability of data, applicability to the 

selected case area, author has initially selected the following 19 variables to analyze 

property price determinants using hedonic regression model. That, set includes 

structural attributes, location attributes and neighborhood attributes of dwellers 

around in case area. As the next step was developed the hedonic equation base on the 

19 variables in this study. 

 



 

 

Table 1: Selected Variables of the Study 

Name of the variable Description of the variables  

Type of 

the 

variables  

Measure 

of the 

variable  

Dependent Variable      

Price (Before) 

Market Price of Residential Units 

(Rs.Mn) before Construct the MMC 

and Highway) Numeric Scale 

Price(After) 

Market Price of Residential Units 

(Rs.Mn) After Construct the MMC 

and Highway)  Numeric Scale 

Independent  

Variables       

Dis_HIWAYIN _ MMC 

Distance from House to Highway 

Interchange &Multi Model center 

(m) Numeric Scale 

Dis_School 
Distance from House to Nearest 

School Numeric Scale 

Dis_super Market 
Distance from House to Nearest 

super Market (m) Numeric Scale 

Dis_Hospital 
Distance from House to Nearest 

Hospital(m) Numeric Scale 

Dis_Open Space 
Distance from House to Nearest 

open space(m) Numeric Ordinal 

Dis_Town center 
Distance from House to Nearest 

Town center(m) Numeric Scale 

Dis_Main Road 
Distance from House to Nearest 

main road (m) Numeric Scale 

Dis_Highway 
Distance from House to Nearest 

Highway(m) Numeric Scale 

No_acess Rd Number of Access Roads Numeric Scale 

Width_of Local _Rd 

Width of the Local Road ( 1= 

average local road with 6m 

available, 0= not) Numeric Ordinal 

Income Household Income (Rs) Numeric Scale 

Age Age of the House in years Numeric Scale 



Physical_Con 

Physical Condition of the House 

(5= Very Good,4= Good, 3= 

Average, 2=Fair, 1= Poor) Numeric Ordinal 

 
No_Stories Number of Stories in the House Numeric Scale 

No_Bed_ Rooms 
Total number of Bed Rooms in the 

house Numeric Scale 

No_Bath_Rooms 
Total number of Bath Rooms in the 

house Numeric Scale 

Land_Area Total Land Area (Sqm) Numeric Scale 

Floor_Area Floor Area of the House( Sqm) Numeric Scale 

Parking 

Availability of Parking Space 

within the House premises.(If 

available = 1,not available=0) Numeric Ordinal 
 

Source: Adopted by Author Based on the Literature and Structural Interviews 

 

 

 

 

 

                     

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Y = c + a1 L1 + a2 L2 + a3 L3 + a4 L4 + a5 L5 + a6 L6 + a7 L7 + a8 L8 + a1 

N1+ a2 N2 + a3 N3+ a1 S1 + a2 S2 + a3 S3 + a4 S4 + a5 S5 + a6 S6  

+ a7 S7 + a8 S8+ɛ ........................................................................................(2) 

 

Y = Price of the property 

 

C = Constant Term 

 

a1 to a17 = Coefficient of relevant explanatory variable / attributes 

 

L1 to L8 = Location attributes  

 

N1 to N3 = Neighborhood attributes  

 

S1 to S8 = Structural attributes 

 

ɛ   = Error Term 

 

 

 

 



 
3.5 Conceptual Framework Development 

Initially, a conceptual framework was proposed for the study and it was based on the 

basic information gathered through comprehensive literature review. Then the 

framework will empirically investigate with the new infrastructure development 

project and findings will reveal the real condition of residential property value 

changes. Further appropriate policy decisions were proposed with semi structural 

interviews. Finally, entire framework will be validated with selected key practitioners 

who are involving in real estate, planning and transportation fields. 

 

3.6 Case Study Selection. 

3.6.1 A Case of Kottawa – Markubura, Multi-Model Transport Center and 

Highway Development 

Kottawa - Markubura Multi-model transport canter development project and highway 

interchange have constructed a few years ago by the Sri Lankan transport sector. 

Kottawa identified as the rapidly developing suburb in the Colombo district, which 

gives more public transport facilities for surrounding localities. As the empirical 

study of the research, these two modern transit development projects have selected 

due to rapid conversion of the area, significant increment of average property prices 

and considerable infrastructure project.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 2: Location Map of the Study Area 



4 ANALYSIS. 

Results of semi structural interviews have verified the importance of alternative 

financing models and further emphasized new opportunities and potentials of 

innovative funding mechanism for Sri Lankan transportation sector development. 

Accordingly, results of the structural survey presented as 70% of the respondents are 

well aware and highly accepted the concept of land-based value capturing for Sri 

Lankan cities. Afterward, developed conceptual framework has empirically tested 

and findings delineated as follows. 

 

4.1 Findings of conceptual framework. 

 

4.1.1 First Step: Identification of Existing Land and Property Based Funding 

Policies and Regulations 

 

The main purpose of this step is to identify the gap between existing land and 

property-related funding regulations and value capture mechanism. So far, LVC is 

not practicing in Sri Lankan infrastructure development. However, there are some 

sorts of land and property related funding policies and regulations in Sri Lanka. For 

instances, stamp duty fees are collected under the (special provisions) stamp duty act 

– no. 43 of 1982 (as amended) and it is 3% - 4% of property value, land betterment 

charges act – no. 28 of 1976, rating and valuation ordinance - no. 30 of 1946 , land 

acquisition act - no.9 of 1950 as amended etc. However, current policies do not target 

for financing infrastructure improvement in Sri Lanka.  

 

4.1.2 Second Step: Transport Infrastructure Accessibility Beneficiary 

Analysis. 

The main purpose of this phrase is to identify the real beneficiary communities around 

the new transportation infrastructure development. Accordingly, beneficiary groups 

have identified based on the accessibility criteria and analyzed through transit 

network configurations using spatial network analysis in arc GIS. Figure 1 has shown 

where the actual infrastructure beneficiary areas in this study. Then, six GN divisions 

have identified, namely Makubura North, Makubura South, Malapalla West, 

Malapalla East, Hiripitiya and Niyandagala. Consequently, real beneficiary groups or 

properties were identified by using GN wise geographical distribution of clustered 

land-use data. Finally, real beneficiary residential properties have selected under the 

each demarcated buffers in this study. 

 

 

 



 

 

 

 

 

 

 

 

 

 

 

  

 

 

 

 

 

 

Figure 3: Analysis of Transport Accessibility Beneficiary Areas.                                                   

Source: GIS Spatial Data 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 4: Selected Residential Property Sample                                                                              

Source: secondary data Sources such as project report, census data, land value data, newspapers, 

website and other relevant secondary data sources 



4.1.3 Third Step: Property Value Impact Analysis 

Hedonic pricing model used to capture the increment property values after arrival of 

new infrastructure development project. In this case, eight models have identified for 

analyzing the property value changes based on the space (distance) and time series 

factors (pre and post construction stage).  

In this paper, key models have interpreted. Model one represented the pre-

construction stage in overall distance buffers. Subsequently, only 1% level of 

significant variables have identified within this model. The results have shown in 

table 2. Accordingly, variable of distance to main road has negatively affected to the 

residential property prices. Also, physical parameters such as land area, floor area, 

stories and parking were positively affected to the property prices. However, pre-

construction stage the variable of distance to the MMC and highway interchange is 

not significant any level and coefficient values are positive. It indicates that there 

might be no obvious benefits for locating near the upcoming location of the MMC, 

which is logical because there is no multi-model transport center and highway 

development at that time. (Pre- construction stage). 

 

Table 2 : Coefficient Results of Pre Construction Stage in Overall Distance Buffers 

 

 

 

 

 

 

 

 

 

 

 

 

 

Source: Adopted by Author Based on Survey Data 

 

Model two represented the post construction stage in overall distance buffers. 

According to this model, distances to the MMC and highway interchange 

negatively correlated to the property prices. The results have shown in table 3. 

In addition, distance to the main road also negatively correlated to the property 

prices. Physical variables of land area, floor area and parking have positively 

affected to the residential property prices. 



 
Table 3: Coefficient Results of Post Construction Stage in Overall Distance Buffers. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

   

 

Source: Adopted by Author Based on Survey Data 

 

Model 3, 4 and 5 have represented the pre construction stages and buffers delineated 

respectively 500m, 1000m and 2000m distances. Accordingly, variable of distance to 

main road is 1% level significant in resulting models of model 3 and 4, which 

represented 500m and 1000m buffers. However, physical factors had most significant 

in model 5 which represents 2000m distance buffer due to facts of increasing  buffer 

distances location factors are less important by comparing with other variables. 

Model 6, 7 and 8 have represented post construction stages and buffers delineated 

respectively 500m, 1000m and 2000m distance buffers. Accordingly, variable of 

distance to MMC and highway interchange is 1% level significant in resulting models 

of model 6 and 7, which represented 500m and 1000m buffers. However, physical 

factors had most significant again in model 8 which represents 2000m distance buffer 

due to the facts of increasing  buffer distances location factors are less important by 

comparing with other variables. 

The table 4 has described the overall summary of property impact analysis. 

Accordingly, analyses have reflected approximately 32% of property price increment 

around new infrastructure development area. In addition, allowing for the buffer wise 

variations, 500m distance that means very closer to transportation development has 

observed significant value increment (around 20%) rather than the other two buffers. 

Accordingly, these statistics are important to formulate the suitable policy decisions. 

 



Table 4: Price Variations of Different Stages & Buffers. 

 

 

 

 

 

 

 

 

 

 

 

 

Source: Adopted by Author Based on Survey Data 

 

 

4.1.4 Forth Step: Introducing appropriate policies by integrating the 

transportation and land use system. 

 

Active LVC tools have identified as more effective and equitable policy tools in 

successful cases of recent literature. In fact, it based on the new development 

potentials rather than the taxes and fees. Accordingly, 80% of practitioners have 

agreed with active LVC tools in semi structural interviews. In addition, they further 

suggested tools like rezoning, additional building rights & density bonus are most 

appropriate active LVC tools for Sri Lankan context.   

Afterward, referred the zoning and development plans around the case area for further 

clarifying of this phrase of framework. Initially author observed the zoning plan from 

2008 to 2030, which exhibited the characteristics of pre construction stage. 

Accordingly, zoning and land use pattern of case area consisted as the residential, 

wetland and agriculture zone. Subsequently, observed the zoning and development 

plans from 2019 to 2030, which mainly highlighted the characteristics of post 

construction stage. Then 500m buffer area redefined as high dense commercial zone 

and 500m to 2000m area demarcated as residential development zone. Thus, Multi 

Model Center has constructed previously on abandoned paddy land area. Generally, 

FAR or additional building rights have increased than previous with new 

development. However, existing zoning system and development regulations were 

not targeting financing infrastructure investment in Sri Lanka. It has used only to 

fulfill the development purposes. Therefore Government must be acquired the 

premium of new developments based on the identified percentages of value increment 

in each buffer. Accordingly, it will incorporate the land use, transport and financing 



sector together. This mechanism will be more effective for financing infrastructure 

development in Sri Lanka.  

Finally, validated whole framework through selected key practitioners who were well 

awareness of LVC concept. Also all practitioners entirely agreed and accepted the 

criterions such as clarity, organization and applicability features of the framework. 

However, easy operational task distinguished some of difficulties due to the limitation 

for getting real property value changes. Then, their interpretations cited as “regular 

property valuation systems can encourage this kind of alternative concept and 

overcome the issues of transport infrastructure development”. 

 

5 DISCUSSION AND CONCLUSION. 

 

The main aim of this study is to develop a framework for effective value capturing in 

Sri Lankan cities. Accordingly, to achieve this aim two objectives have 

acknowledged in this study.  

• To identify the most influential factors for measuring the effects of transport 

based infrastructure development (Multi-model city hubs + highway 

interchange) on residential property values.  

• To examine the appropriate policies for effective value capturing in Sri 

Lankan cities. 

 

Accordingly, to achieve these aims and objectives mixed-method approach was 

followed. Additionally, to formulate the LVC framework comprehensive literature 

synthesis were incorporated. Afterward, developed framework has investigated 

through the empirical case of Kottawa – Makubura Multi-Model Transport Center 

Development (MMC) and highway development projects. Then, the framework has 

verified through the identified professionals of transport, planning and valuation 

sectors. The final feedback of practitioners regarding the whole framework was total 

acceptance and the concept of LVC was totally appropriate to the Sri Lankan context. 

However, they further discussed a problem such as reliability of the existing property 

valuation process in Sri Lanka. Then their solutions reflected as “regular valuation 

system can alleviate these circumstances”.  

Then, turning to first objective, which questioned the most influential factors for 

involving the property value changes in particular case area. Accordingly, as the first 

observed literature, which also gave evidences as ‘distance’ is the most influential 

factor. Subsequently 9.8 weighted percentage of structural interviewers have agreed 

with distance factor (location attributes) as most influential parameter of property 

value changes near the new infrastructure development area. Furthermore, empirical 

evidences again verified distance factors are more influential. It has reflected through 

the variable of distance to main road, which significantly affected on property value 

changes in pre construction stage. Also, variable of distance to MMC and highway 



interchange was most significant factor of the model in post construction stage. 

Accordingly, location factors have identified as most influential factor for property 

value increment due to new infrastructure development.  

 

The second objective examined the appropriate policies for effective LVC in Sri 

Lankan context. It also comprehended in final phase of the LVC framework. 

Accordingly, literature and empirical results have verified that active VC tools are 

more successful and effective way of value capturing due to it mainly based on the 

development potentials rather than the taxes and fees systems. Then there were 

suggested three main active LVC tools by selected key practitioners for this context. 

 

- Land use/zoning regulatory intensives 

- Additional Building Rights (FAR) 

- Density Bonus. 

 

These active policy mechanisms are worldwide successfully used. They have targeted 

higher benefits .through rezoning, increasing FAR and converted to high dense zones. 

However, current zoning and development regulations do not consider the 

development return or accessing new investment. In addition, the active VC tools 

further incorporating the land use, transport and financing sector together. Therefore, 

it is a more effective way of financing infrastructure development. 

 

 

6 RECOMMENDATIONS 

This research study is mainly focused on the land-based value capturing mechanism 

for residential property values. However, future studies can be included the 

commercial, industrial and agriculture properties or otherwise, it can be investigated 

the benefits of new mass transit improvement projects excepting the Multi-model and 

highway development. 
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