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CHAPTER 6 Extended Cost and Benefit Analysis 
 

6.1 Introduction 

6.1.1 Background  

This chapter presents the extended cost-benefit analysis (ECBA) of the proposed LRT Project. 
The purpose of the ECBA is to assess the economic viability of the project once the environmental 
and social costs and benefits reported in the EIA of the project had been incorporated into the 
analysis. The EIA of the project has identified environmental and social impacts that could lead 
to benefits and costs i.e. positive or negative effects to the economy. The ECBA is based on 
the principles of discounted cash flow analysis. The standard investment assessment criteria of 
net present value (NPV), cost-benefit ratio (CBR) and internal rates of return (IRR) were used as 
decision rules of the analysis.   

6.1.2 Nature of the Investment and Economic Contribution of the Project 

The project involves investments leading to establishment of new mode of transport currently not 
available in the multi-modal transport network in the Colombo Metropolitan Area. The necessity 
of LRT network has been identified in the Megapolis Transport Master Plan (MTMP) published 
in 2016 as a rapid transit system (RTS) to ease the peak hour traffic congestion and resultant 
passenger difficulties, especially in Central Business District (CBD) areas.  The MTMP 
proposed a network of seven RTS routes (RTS1-RTS7) that connects CBD as well as suburban 
areas based on a comprehensive methodology that has taken major trip generation points, major 
trip attraction points and minimum spanning tree into consideration. The project involves 
substantial cost of capital investments on civil works for construction of the line including stations 
and depot area, cost of acquiring rolling stocks as well as operational costs of running the system.  

The MTMP has carried out a detailed economic evaluation for the entire Plan based on output 
parameters of comprehensive demand forecast modelling exercise that covered the whole system 
of multi-modal transport network using a scenario based approach. However, the MTMP 
recommended undertaking detailed economic analysis in project feasibility studies to ascertain 
true economic value of each individual project implemented under it.    

The proposed LRT line for Malabe traffic corridor from the Fort station to Depot station combines 
certain sections of RTS 1 and RTS 4 thereby connecting CBD with suburban areas. Out of seven 
major traffic corridors that enter the Colombo city, Malabe corridor has the largest volume of 
traffic and the lowest travel speed at peak hours which was estimated at 13.8 km/h. Shifting and 
expansion of government office complexes in Battaramulla, Malabe and Akuregoda areas are 
further increasing the demand for transport facilities in this corridor at a rapid rate. Currently, 
there is no rail-based public transport connection available for this traffic corridor. 

The LRT Project opens a new mode of transport for passengers in this corridor in an elevated 
track that can operate on regular basis without being obstructed by traffic conditions in the 
existing road transport facilities.  It will increase the capacity of total transit system while 
simultaneously reducing the burden of overloading the existing transit facilities by attracting 
passengers especially from modes of private transport such as cars, motorcycles and three 
wheelers.  Hence, the project offers a modal choice for passengers with faster connectivity, low 
travel time, increased safety and comfort to their destinations.  

The LRT was selected as a mode of environmental sustainable transport, one of the four major 
principles considered in the preparation of WRMTMP. The LRT is an electric-powered system 
with no or minimum emissions during its operations. Simultaneously, reduced use of emission-
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intensive private transport modes and decreased traffic congestions can be expected to generate 
further reductions in emissions that can be considered as a major environmental benefit of the 
project. 

6.2 Methodology of the ECBA 

This section describes the general methodology adopted in undertaking the ECBA. It discusses 
data sources used, key steps of evaluation, standards and assumptions and decision criteria used 
for evaluation. 

6.2.1 Data Sources of ECBA 

The key data sources used for the ECBA are draft final report of the Feasibility Study1  prepared 
by the expert team of Oriental Consultants Global Co., Japan, draft final report of EIA Study1  
and Resettlement Action Plan (RAP)2  prepared by the Consulting Engineers and Architects 
Associated (Pvt) Ltd., Sri Lanka. The feasibility study team has undertaken an economic 
evaluation of the project using output parameters of the demand forecast modelling study and 
other relevant economic data from secondary sources. Even though this evaluation has not 
considered all environmental and social impacts identified in the EIA, the experts have also 
estimated emission reduction benefits of the project.  The EIA and RAP studies have identified 
environmental and social impacts of the project during construction and implementation phases. 
The ECBA is mainly based on information from these study reports.  In addition, key members 
of expert teams were consulted time-to-time for clarifications and further information. 

6.2.2 Key Steps  

Key steps of the ECBA of KHRP included the following steps:  

≠ Extracting the required base data on project costs and benefits from the demand forecast 
analysis and the feasibility study  

≠ Identifying environmental social impacts reported from the current EIA and SIA and 
determining whether they represent cost (negative impacts) or benefits (positive impacts)  

≠ Acquiring required information on economically measurable impacts (costs and benefits) 
from experts of EIA and SIA teams and evaluating costs and benefits of environmental 
and social impacts using appropriate methods 

≠ Carrying out ECBA, incorporating extended cost and benefits identified in EIA and SIA 
to estimate standard  

≠ Undertaking sensitivity analysis of CBA taking alternative scenarios of benefits and costs 
in to consideration 
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6.3 Standards and Assumptions used in ECBA 

The list of assumptions and standards adopted in the ECBA is given in the Table 6.1. 
Table 6.1 Major Assumptions and Standards for ECBA 

Parameter Standard/Assumption Remarks 

Discount rate 12% 

This is the standard rate used in CBA of the 
project feasibility study and ECBA of many 
similar projects and is based on the historical 
movement of the interest rates in the country. 

Evaluation 
period 

2018-2024 for construction 
and 30 years (2025-2054) for 
operations 

Cost estimates for the construction were available 
for given number of years and consistent with the 
usual standards applied for similar projects.   

Price year  2017 constant prices This is a new trace and EIA for it will be 
completed in early 2018 

Prices Shadow prices were used.  
Standard practice adopted in economic analysis. 
Shadow conversion factors used in the CBA of 
the project feasibility study were applied  

Numeraire 
currency LKR Standard used in the CBA and ECBA of 

previous traces 
Treatment of 
inflation  

Constant  prices excluding 
inflation was used 

Standard practice adopted in economic analysis  

 

6.4 Decision Criteria 

The three decision criteria considered in the ECBA are:  

≠ Net Present Value (NPV)  

≠ Benefit Cost Ratio (BCR)  

≠ Internal Rate of Return (IRR) 

6.4.1 Net Present Value 

The Net Present Value (NPV) measures the actual or real net economic benefit of the project. The 
NPV is calculated by subtracting the discounted costs from the discounted benefits. All projects 
with a positive NPV provide a net economic benefit and are economically justified. The NPV 
should be used when comparing mutually exclusive project options. The option with the highest 
NPV is the economically preferred option. 

The formula applied for calculating NPV is as follows: 

 

Wherein,  

B= Net annual benefits 

C = Net annual costs 

r = discount rate 
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6.4.2 Benefit Cost Ratio (BCR) 

The Benefit Cost Ratio (BCR) is the ratio of the present value of benefits to the present value of 
costs and measures the relative net gain of the proposed expenditure. The BCR will be greater 
than 1 whenever discounted benefits exceed discounted costs. A project with a BCR above 1, 
provides a net economic gain and is therefore it is economically justified. In a budget constrained 
environment, projects should be prioritized according to their BCRs. The project with the higher 
BCR is expected to provide the greatest benefit per dollar invested and hence it should receive 
priority in the allocation of funding. This will ensure the efficient allocation of scarce resources. 

The formula applied for computing BCR is as follows: 

 

6.4.3 Internal Rate of Return (IRR) 

Internal Rate of Return (IRR) is the discount rate at which the present value of benefits equals the 
present value of costs (where NPV equals zero). It measures the rate of return of benefits to costs. 
If the IRR is greater than the interest rate that would otherwise be the rate of return for the funds 
invested in the project concerned and it is considered as a sound investment.  

6.5 Costs of the Project 

(Note: Information cannot be disclosed due to confidentiality.) 

6.6 Benefits of the Project 

The project generates both transport and environmental benefits to the national economy.  The 
LRT project being a transport sector project, transport benefits can naturally be considered as the 
most important category of the benefits.  

6.6.1 Transport-related Benefits of the Project 

In the Project Feasibility Study, the following transport system benefits have been identified as 
the key benefits of the project. 

 Vehicle operation cost savings 

 Travel time cost savings  

 Savings of accident costs  

(1) Vehicle Operations Cost Savings 

Vehicle operating costs (VOC) are the costs associated with the running of a motor vehicle such 
as fuel, oil, tires, repair and maintenance and depreciation costs. Smooth vehicle running 
conditions created due to operation of LRT against the base case situation of the existing road 
network can be expected generate VOC savings as main economic benefit. General formula for 
estimating Vehicle Operating Cost Savings can be given as follows. 
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Wherein,  
VKT   = Vehicle km travelled 
∆ Unit OC  = Difference in unit operating cost between base case and LRT 

 

The unit vehicle operating costs (VOC) were derived based on ‘Assessing Public Investment in 
the Transport Sector 2001’ by the Department of National Planning, Ministry of Finance and 
Planning, Sri Lanka. The price was converted to 2017 price based on the Colombo Consumer 
Price Index (CPI) of the transport sector. Unit vehicle operating cost estimated by the 
representative vehicles and operating speed in 2017 prices is shown in Annex P Table 6. 

 

(2) Travel Time Savings 

Savings in travel time is a primary economic benefit sought from many transport sector projects. 
These savings are enjoyed by passengers as well as freight consignees. A main benefit predicted 
by traffic demand models for users of LRT is travel time savings. The general formula used for 
estimating travel time savings is as follows.  

 

 

∆VHT  = Difference in vehicle hours travelled between the base case and KHRP 
VT = Value of time per vehicle hour by vehicle class 

 

Hourly travel time value of passengers was estimated for three income groups based on the results 
of the Home Visit Survey (HVS 2013) conducted in 2013 by the CoMTrans Project and the 
Household Income and Expenditure Survey 2012 (HIES 2012) by the Department of Census and 
Statistics. Income categories were identified by the HVS considering vehicle ownership and mode 
choice characteristics. The mean household income was estimated by the HIES 2012. It is 
assumed that the future value of time by income class is consistent throughout the analysis period. 
The following table presents the time value of workers average trip for three income categories 
in 2017 prices. 

Table 6.5 Hourly Value of Time by Income Group 
Income Level  
(LKR) 

Mean Household 
Monthly Income 

Avg. No. of 
Workers in 
household 

Time Value of 
Work Trip 
(LKR/h) 

Work Trip 
Ratio 

Avg. Time 
Value 

(LKR/h) 
>80,000 231076 1.9 1129 23% 572 
40,000-
79,999 

70516 1.72 381 16% 169 

<40,000  29802 1.2 231 15% 100 
All 87343 1.36 596 16% 265 

 

(3) Savings of Accident Costs  

Compared with situation of the existing road network (base case), reduced number of accidents 
is another advantage of the LRT. This results in the economic benefit of accident cost savings. 
The accident loss was estimated by the method proposed in ‘Assessing Public Investment in the 
Transport Sector 2001’ by the Ministry of Finance and Planning. Assumptions on the accident 
loss estimation are shown in Annex P Table 7. The unit accident cost per vehicle-kilometre in 
1999 was converted to the 2017 value. It is assumed that traffic accidents will decline 4% every 
year. 
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6.6.2 Environmental Benefits of the Project 

The major environmental benefit that can be expected from the LRT project is reduction of 
emissions due to modal shift from private vehicles to LRT and low traffic congestion.  This could 
lead to improved public health and climate change mitigation due to reduction of GHG emissions.    

 

(1) Reduction of CO2 Emissions 

For the analysis, assessment year was set at 2035 to evaluate the potential GHG emission 
reduction, covering both construction and operation phases. Project activities considered in the 
analysis and the corresponding quantification methods employed are summarized in Table 6.6 

 
Table 6.6 Analysis Scope and Quantification Methods 

Project 
Phase 

Activities Quantification Method 

Construction Carbon loss from disturbance on 
grassland by construction of depot area 

Estimated by multiplying total biomass 
(including above- and belowground 
biomass in Depot construction site) and 
carbon fraction value to convert dry matter 
to carbon 

Operation Decrease of fossil fuel consumption by 
modal shift of passenger from existing 
transportation modes (e.g. buses, private 
car, taxi, motorbike) to LRT (Light Rail 
Transit) 

Determined as the difference between the 
GHG emission of baseline activity 
(existing mode of transportation, e.g. 
buses, private car, taxi, motorbike) and 
project activity (e.g. LRT.). 

Increase of electricity consumption in 
the operation of LRT 

Estimated by multiplying annual electricity 
consumption associated with the operation 
of the LRT and CO2 emission factor of the 
grid electricity. 

Source: JICA Study Team 

Parameters considered, and conversion factors used for the analysis are summarized in Annex P 
Tables 2, 4 and 5. Results indicate that during construction phase, carbon loss from disturbance 
on grassland by depot construction is estimated to be 436.8 t-CO2e. On the other hand, during 
operation phase, CO2 reduction in year 2035 is estimated to be 77,184 t-CO2e/y. In order to 
convert the estimated GHG emission data into monetary value, carbon emission reduction credit 
value under the Clean Development Mechanism (CDM) has been adopted. As of October 20, 
2018, the credit value is 0.19 Euro/t -CO2e. Therefore, the Project will incur cost of approximately 
83EUR (approximately LKR 14,8501 ) due to GHG emission during construction; and will yield 
savings (positive) equivalent to approximately 14,665 EUR (approximately LKR Million 2.768) 
in 2035 due to GHG emission reduction. These values were incorporated in the Project’s Cost and 
Benefit Analysis.  

6.6.3 Summary of Project Benefits 

According to the above estimates, the LRT project can be expected to generate LKR Billion 
3,920.51 of total undiscounted benefits over 30 years period (Table 6.7) The highest share of 
benefits is due to travel time savings which amounts to 67% of the total benefits. The lowest share 
of benefits is due to reduction of emissions.  
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Table 6.7 Summary of Benefits of the LRT Project 

Benefits 
Total undiscounted value for the project evaluation 

period ( LKR Billion) 

Travel time  savings 2,617.1 

Vehicle operating cost savings 1,290.4 

Saving of accident costs 12.9 

Emission reduction benefits  0.1136 

Total  3,920.51 

 

6.6.4 Other Unquantified Benefits 

In addition, following benefits can be expected due to establishment of LRT.  However, they 
were not included in the cost benefit analysis due to lack of data for making reliable estimates. 

Table 6.8 Unquantified Benefits Expected from the Project 
Benefits Remarks 

Benefits during construction period 

Employment (direct + indirect) 

Direct 

Indirect 

LRT project is a large scale construction project and during the 

construction period it is expected that a significant number of 

employment opportunities (direct + indirect) will be created.  

Benefits after implementation of the project 

Real estate market value gains It is expected that commissioning of LRT will bring in an upward 

push to real estate prices located along the route and surrounding 

areas.  

Employment benefits  

Direct 

Indirect 

LRT will generate additional employment opportunities after 

commissioning of the road for management and maintenance of the 

system   

 

6.7  Calculation of Benefit Cost Ratios (BCR), NPV, and IRR 
 

BCR, ENPV and EIRR were calculated applying the assumptions mentioned in Table 6.1. The 
Discount Rate used in the analysis was 12%. As in the usual case of large-scale infrastructure 
projects, capital investment of the LRT project is high at the initial stage (construction period 
2017-2024).  Thereafter, the project starts generating transport and environmental benefits to the 
national economy.  The estimated BCR, ENPV and EIRR values are given in Table 6.9. 

Table 6.9 ECBA Results 
Decision Criteria 

BCR 2.15 

ENPV (Billion LKR) 169.0 

EIRR (%) 20.2 % 
Note: E-Denotes “Environmental” 
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Estimated ENPV was 169.0 billion LKR. The values of EIRR and BCR were 20.2% and 2.15, 
respectively. Since the project records a positive ENPV together with EIRR exceeding the 
discount rate of 12% and BCR over 1, the project can be identified as an economically viable 
project. 

6.7.1 Sensitivity Testing 

A sensitivity testing was carried out under three adverse scenarios.  

 Scenario 1: Benefits are reduced by 10% 

 Scenario 2: Costs are increased by 10% 

 Scenario 3: Costs are increased by 10% and benefits are reduced by 10% 

 

The estimated BCR, ENPV and EIRR values are given in Table 6.10. It indicates economic 
feasibility under selected scenarios thereby confirming the resilience of the project under adverse 
economic conditions. 

Table 6.10 Sensitivity Analysis Results 

 

6.8 Conclusion 

The results of the ECBA (refer to Table 6.9 and Table 6.10) show the ENPV, EIRR and BCR 
values of the project under the base case and three selected adverse scenarios. It indicates that 
even under the worst scenario of 10 % cost escalation plus 10% benefit reductions; the BCR 
values are greater than 1.75. The EIRR value (17.8%) is higher than the discount rate and the 
project reports a positive ENPV of LKR Billion 122.7. Therefore, the proposed LRT project in 
Colombo can be considered as an economically viable project that can be recommended for 
implementation. 

 
  

Parameter Base Case Benefit -10%  Cost +10% Benefit -10% 
Cost +10% 

EIRR 20.2% 18.9% 19.1% 17.8% 
ENPV (Billion LKR) 169.0 137.4 154.3 122.7 
BCR 2.15 1.93 1.95 1.75 
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CHAPTER 7 Environmental Management and Monitoring Plan 
 

7.1 General  

The Environmental Management Plan (EMP) and Environmental Monitoring Plan (EMoP) 
(EMMP) are developed to avoid and/or minimize the adverse impacts to the physical, biological 
and social environments during construction and operational stages of the project. The EMMP 
presented in Annex Q has been prepared taking into account the adverse impacts and the proposed 
respective mitigation measures to minimize such impacts. 

The EMMP will form part of the respective bid documents and it will be a part and parcel of the 
contract after contract award. The implementation of the EMMP will be the responsibility of the 
contractor/s and the executing agency (The Project Proponent) through the PMU will oversee the 
effectiveness of the implementation of the EMMP in collaboration with other agencies. 

7.2 Institutional Responsibilities  

The Environmental Monitoring Plan will be executed under the following institutional arrangement. 

The implementation of mitigation actions lies with the EPC contractor during construction stage 
and the O&M Company during operational stage under the supervision of the Project Proponent, 
the Ministry of Megapolis and Western Development (MMWD) 

The main responsibility for monitoring the project activities will lie with the Project Proponent 
(MMWD) assisted by the Project Management Unit (PMU) of LRT Project, under the appointed 

 Resident Engineer (or Resident Project Manager) and the Environmental Manager 
working under the above setup. The PMU will facilitate the contractors in carrying out the required 
work. 

An Inter-Agency Committee comprising the following line agencies will be appointed for the 
monitoring of project activities. This may include the following  Urban Development Authority 
(UDA), Colombo Municipal Council (CMC), Kotte Municipal Council, Kaduwela Municipal 
Council, Central Environmental Authority(CEA), Divisional Secretaries (DSs) of the 4 DS 
Divisions (Colombo, Thimbirigasyaya, Kotte and Kaduwela), National Water Supply and Drainage 
Board (NWS&DB), Ceylon Electricity Board (CEB), Sri Lanka Telecom(SLT), Sri Lanka Railway 
(SLR), Sri Lanka Land Reclamation and Development Corporation and Department of Agrarian 
Development. 

7.3 Contractual Requirements 

The EMP and EMoP will be included in the Bid Documents, as part of the Project Requirements. 
The Bidders will be advised to carefully consider the EMP and EMoP requirements when preparing 
the bid and pricing the items of work. 

In case, the Contractor or his Sub Contractors fails to implement the said requirements after 
informing in writing, the PMU will take whatever actions it is deemed necessary to ensure that the 
EMP is properly implemented. If the Contractor/Sub-contractor still fails to comply with these 
requirements, the PMU may levy a penalty based on the level of non-compliance, cost incurred to 
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7.4 Refinement of the EMMP  

Contractor, while considering the specific contract execution methods and the results of the Detailed 
Design. 

7.5 Reporting Procedure 

During the construction stage, the Contractor is responsible to report the progress of Environmental 
Compliance to the MMWD (PMU) on monthly basis and MMWD (PMU) will submit progress report 
on Environmental Compliance to JICA and CEA on quarterly basis.  

During the operational stage, O&M Company is responsible to report the progress of Environmental 
Compliance and will submit progress report on Environmental Compliance to JICA and CEA on 
twice a year.  

7.6 Environmental Management Plan and Environment Monitoring Plan 

The EMMP consists of two parts the Environmental Management Plan and the Environmental 
Monitoring Plan. The Management Plan for pre-construction /construction stage and operation 
stage are shown in Annex Q  Table 1 and Annex Q  Table 2 respectively. The Monitoring Plan 
for pre-construction /contraction stage and operation stage are shown in Annex Q  Table 3 and 
Annex Q  Table 4 respectively. 
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CHAPTER 8 Conclusion and Recommendations 
 

8.1 Conclusion  

The Environmental Impact Assessment for the proposed project has revealed that the potential 
impacts of the project take place mainly during the construction phase, and that the possible 
environmental impacts during the operational stage is minimal.  However, there are landscape 
impacts due to the presence of LRT system such as on ceremonial access to Parliament (from 
Rajagiriya to Diyatha), Diyatha Uyana area and Depot Malabe. 

The number of houses and commercial establishments to be relocated due to the proposed project 
is relatively low, since a major portion of the LRT route traverses in the middle of the already 
existing road network. Such building demolition is mainly needed in the bends of the LRT at road 
intersections. Most of the affected structures are commercial in nature and livelihood of owners, 
tenants and employees in those structures will be affected. 

On the other hand, the LRT project could have positive impacts on ambient air quality due to the 
reduction in the number of vehicles on the road. The LRT is a low-emission solution by itself 
compared to even a usual fossil fuel driven train. The environmental impact of the LRT during the 
operational period will be minimal except for the noise and vibration which too could be mitigated.  

The Extended Cost Benefit Analysis of the project indicated that the proposed LRT project for 
Malabe traffic corridor can be considered as an economically viable project suitable for 
implementation. 

It could be concluded that the project will have some mitigable impacts during construction and 
mitigable low impacts during the operational stage.  

 

8.2 Recommendations 

It is recommended that the proposed LRT project from Colombo Fort to Malabe is implemented as 
a solution to the traffic congestion of Borella Malabe corridor, to provide passengers with a safe 
comfortable quick mode of transport, which has the added benefit of being environmentally friendly.  

MMP will be made part and parcel of the tender 
documents for the construction work and in turn of the construction contract. The responsibility of 
environmental impact mitigation will be borne by the Project Proponent while the implementation 
of such mitigation measures will be carried by the Contractor (through contractual arrangements) 
under the supervision of PM   
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MOT Ministry of Transport 
MRT Mass Rapid Transit 
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MSL Mean Sea Level 
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PIWQS Proposed Inland Water Quality Standards 
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PPE Personal Protective Equipment 
PPHPD Passenger Per Hour, Per Direction 
PPP Public-Private Partnership 
RAP Resettlement Action Plan 
RBL Rating background level 
RC Reinforced Concrete 
RDA Road Development Authority 

Appendix 13-214



EIA Report: Colombo Light Rail Transit (LRT) Project 
April 2018 

 

 

 
ROW 

 
Right of Way 
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SLLRDC Sri Lanka Land Reclamation and Development Corporation 
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14. Concurrence letter of Archeological Department
15. Concurrence letter of Department of Agrarian Development
16. Concurrence letter of Department of Wildlife Conservation 1
17. Concurrence letter of Department of Wildlife Conservation 2
18. Concurrence letter of Ceylon Electricity board
19. Concurrence letter of Department of Irrigation
20. Concurrence letter of Sri Lanka Telecom
21. Concurrence letter of Dialog
22. Concurrence letter of INSEE for solid waste
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1 TRAFFIC IMPACT ANALYSIS FOR THE PROPOSED LRT LINE 

RTS 1 (NORTHERN PART) AND RTS 4 

1.1 Introduction 

The Ministry of Megapolis and Western Region Development has proposed an Light Rapid Transit (LRT) 

network for the Western Region as one of their key developments in the transport master plan. The 

proposed LRT lines are the first phase of the LRT network. The total length of the LRT line is 1  km. 

The route of the proposed LRT lines and stations considered in the study are given in Figure 02 below. 

1.2 Characteristics of the LRT Infrastructure 
The infrastructure characteristics of the LRT line is an important consideration in assessment of its impact 

during the construction stage. The typical cross section of an elevated LRT line is given in Figure  . The 

Right of Way (ROW) is 12.4m (8.4m for track and 2m gap on each side) on straight sections and 14.6 near 

stations. It is assumed that during construction minimum of 10m wide area will be allocated for construction 

works on straight sections and 15m at stations. 10m wide is equivalent to 2 lanes including the width of the 

centre median on roads with a centre medians. 

Source: JICA 

Figure 1. Typical cross sections of LRT line
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1.3 Road Network and Traffic Characteristics in the Project Impact Area 
 

The LRT line is to constructed parallel to the existing roads for majority of its route except for section near 

Sethsiripaya Station and near Kotte-Bope Road. Therefore, it is expected that there will be significant 

impact on the road network during the construction phase. 

 

The characteristics of the roads along which the LRT lines is proposed to be constructed and other roads 

affected at key intersections are listed in Table  1 below.
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1.3.1 Bastian Mawatha (Node 1-2) 
 

Bastian Mawatha operates as a one-way two-lane road with a 12 hr traffic volume of 18,230 vehicles and 

a peak flow of 1710 veh/hr.  Traffic flow is fairly uniform during the day and reduces significantly after 

6.00PM. The vehicle composition is predominantly buses and three-wheelers with 31% and 43% 

respectively, motorcycles are 13% and 6% cars/van/jeep category. 

                          
Figure 4. Hourly traffic flow on Bastian Mawatha 

 

1.3.2 Olcott Mawatha (Node 2-3) 
 

Olcott Mawatha section where the LRT is proposed to be constructed include several key intersections in 

the Fort area and is used to access the Pettah market, main bus and railway terminals in the city. The Lotus 

Road and York Street intersections are one of the busiest intersections in the city. As shown in Figure , 

there is significant congestion and queue build up from the York Street and Lotus Road intersections and 

towards Pettah on Olcott Mawatha during the peak hours. 
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Figure 5. Traffic condition near Olcott Mawatha/Lotus Road/York Street intersections 

 

A4/Olcott Mawatha/Lotus Road junction has a 12 hr traffic flow of over 72000 vehicles with peak hour 

flow in the range of 7300 veh/hr. Olcott Mawatha/York Street junction has nearly 63,500 vehicles during a 

12 hour period, with peak flows in range of 6000 veh/hr. Traffic flow at the intersection (Node 8) on Olcott 

Mawatha is around 41,000. The average traffic flow during a 12 hr period along Olcott Mawatha is in the 

range of 35,000, with peak flow of 3199 veh/hr occurring during the mid-day period, hourly flows fairly 

even during the day (see Figure ). 

 

Olcott Mawatha has a very high pedestrian flow as well mainly due to, a) the public transport users from 

the Fort Railway Station and interprovincial and intra provincial bus terminals and b) the pettah market 

area. 
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Figure 6. Hourly traffic flow on Olcott Mawatha (near Bastian Mawatha terminal) 

1.3.3 T.B. Jayah Mawatha (Node 4-5) 
T.B.Jayah Mawatha is a 4-lane road connecting D.R. Wijewardene Mawatha and Union Place. The 12 hr 

traffic volume is 30,180 vehicle and peak flow of 3175 veh/hr. There is a significant peak in traffic 

movement during the mid day period, due to the presence of a school and the afternoon period is especially 

congested due to traffic flow towards Union Place.  

D.R. Wijewardene Mw./T.B.Jaya Mawatha intersection has a total traffic movement of 41,043 during the 

day time 12 hr period with a peak 15 min flow rate of 1250 vehicles occurring during the mid-day. 

               
Figure 7. Hourly traffic flow on T.B. Jayah Mawatha 
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Figure 8. Traffic flow condition in the network near nodes 13-15 (PM peak period) 

1.3.4 Union Place  Town Hall- Ward Place (Node 5-7) 
 

The road section from Ibbanwala junction to Borella via Town Hall is a high traffic volume corridors with 

significant congestion oberserved at Ibbanwala junction, De Soysa Circus as well the Borella Junction (see 

Figure . Ibbanwala junction has 12 hr day time traffic demand of  63,604 vehicles with peak hour demand 

of 6139 veh/hr. Union Place road segment from Ibbanwala junction to Town Hall has a 12hr traffic volume 

of 44,202 vehicles, with peak flow of 4101 veh/hr and heavy traffic flows and congestion is observed 

towards Town Hall in the evening peak period. 

 

Ward Place operates as a 4-lane road with a 12 hr traffic flow of 31,391 vehicles. Peak flow rate is 2981 

veh/hr (see. Traffic flow speeds are relatively satisfactory compared to similar roads in the network and 

delays are near the two ends of the road. The vehicle composition is as follows, cars/van/jeep -26%, 

motorcycles -19%, three-wheelers-33%, goods vehicle -3%, buses- 4%. The road segment beyond Borella 

Cross Roads has less traffic since traffic toward Borella turn left from Ward Place on to Borella Cross Road. 
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Figure 9. Hourly traffic flow on Union Place near Ibbanwala junction 

                 
Figure 10. Hourly traffic flow on Ward Place 

1.3.5 Cotta Road (Node 7-8) 
 

Cotta Road operates as a 4-lane median divided road with a 12hr traffic flow of 44181 vehicles and a peak 

flow of 4012 veh/hr. The vehicle composition is as follows, cars/van/jeep -38%, motorcycles - 25%, three-

wheelers-29%, goods vehicle -4%, buses- 4%. The Kelani Valley railway line crossing is located along this 

segment, and delays are typically observed near the crossing during closure period. In addition, as shown 
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in Figure , there is heavy congestion towards Rajagiriya during the evening peak, especially near the 

Ayurveda and Rajagiriya junctions. 

                      
Figure 11. Hourly traffic flow on Cotta Road 

 

                      
Figure 12. Traffic condition on Cotta Road (PM Peak) 

1.3.6 Sri Jayawardenepura Mawatha (Node 8-9) 
 

Sri Jayawardenepura Mawatha, at presently one of the most congested roads in Colombo. It serves a large 

population in Rajagiriya and Malabe corridors who make car oriented trips and several key intersections 

are located which that connects this to Cotta Road, Angoda, Nawala etc. which adds to the delays observed 

on the road segment. It operates as six lane median separated highway. Sri Jayawardenepura Mawatha has 

a 12 hr traffic volume of approximately 51,000 vehicles with two distinguishable peaks during the morning 
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and the evening periods. The peak hour traffic flows are in the range of 4000-5000 vehicles/hr, with 

morning peak flow of nearly 4000 vehicles/hr towards Borella and evening peak flow of nearly 3000-4000 

vehicles/hr towards Battaramulla. The vehicle composition is as follows, cars/van/jeep -41%, motorcycles 

- 23%, three-wheelers-26%, goods vehicle -4%, buses- 5%. 

 

At present, a bus priority lane is in operation on section of this road in the morning and a flyover is under 

construction at Rajagiriya intersection. 

 

1.3.7 Battaramulla Road  Denzil Kobbekaduwa Mw (Node -12-13-14) 
 

Battaramulla road section between Palan thuna junction and Sri Jayawardenepura Road is 4 lane road which 

has a 12 hr traffic volume of 18410 vehicles and a peak flow rate of 1890 veh/hr. The traffic congestion is 

low on this link compared to other roads in the network. The vehicle composition is as follows, 

cars/van/jeep -42%, motorcycles - 22%, three-wheelers-30%, goods vehicle -3%, buses- 3%. 

 

Denzil Kobbekaduwa Mawatha is a 4-lane road which has a 12 hr traffic volume of 36,858 vehicles and a 

peak flow rate of 3610 veh/hr. This section attracts high traffic volumes due to the numerous government 

institutions being established along the road.  

 

                    
Figure 13. Hourly traffic flow on Denzil Kobbekaduwa Mawatha 
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1.3.8 Kotte-Bope Road (Node 14-15-16-17) 
 

Kotte-Bope road (Between Malabe junction and IT park) serves as the main arterial road that connects the 

Malabe corridor to Rajagiriya, Battaramulla and Colombo. It is a 2-lane road with 31885 vehicles per day 

observed during a 12hr period. Peak flow rate is 3708 veh/hr and distinct peak periods are observed flow 

the hourly flow variation. 

 

           
Figure 14. Hourly traffic flow on Kotte-Bope Road 

1.3.9 Summary of the Link Traffic Flows 
 

The volume to capacity analysis was carried to gauge the existing condition of road capacity for the road 

links where the LRT line will be constructed. The following assumptions were made, 

Lane capacity  1400 veh/hr/lane 

Peak hour factor = 10% of daily traffic  

Road capacity = Hourly capacity/Peak hour factor 

Estimated ADT = 1.25 x 12 hr traffic volume 

As evident from results in Table 2, most road links operate at or near capacity levels when you consider the 
total capacity of the road.  
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This suggests that flow rate increases that occur during peak periods where flow rate increases there is 

likely to be extended periods of congestion. This was also evident from the traffic condition observations. 

 

1.4 Traffic Impact Analysis and Mitigatory Measures 
 

The proposed LRT line is to be constructed on the major arterial roads in Colombo. More than 50% of these 

roads have a daily vehicle traffic demand in excess of 50,000 vehicles. There are several critical 

intersections that will be affected during the construction activities that may have network wide impacts in 

addition to the roads directly affected by the construction work. 

1. T.B.Jaya Mw  D.R.Wijewardene Mw intersection 

2. Ibbanwala junction 

3. De Soysa Circus / Lipton Cicus 

4. Borella junction 

5. Ayurveda junction 

6. Rajagiriya junction 

7. Koswatta junction 

 

In addition, there are roads with high pedestrian movement and links to key public transport services. 

 

1.4.1 Road Link Capacity Reduction 
 

A minimum of 10m wide work-zone is required for the LRT construction. Therefore, most road links will 

lose 2-3 lanes as per standard lane width allocation. Assuming, temporary lane widths of 2.7m given and 

1-2m of sidewalks allocated for temporary roadways during the construction stages, the number of 

temporary lanes that can be provided on the affected roads during construction phase is estimated and given 

in Table 3. This would require removal of the existing center medians, if any and relocation of road side 

utility facilities. The temporary lane allocation would result in a capacity reduction of 30%-50% on most 

roads. However, it is recommended to provided minimum of 3m especially for the lanes utilized by buses.  
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Table 3. Temporary lane number estimation 

Link Road Name 
Road type 

 

No
.  

la
ne

s 

Ca
rr

ia
ge

w
ay

  (
m

) 

Si
de

w
al

k 
(m

) 

W
id

th
 a

va
il.

 
Du

rin
g 

co
ns

tr
uc

 

Te
m

p.
 la

ne
s 

1 Olcott Mawatha Divided 5 21 > 4.0m 13 4 
2 W E Bastian Mawatha One way 2 12 2.0-4.0m 3 1 
3 T B Jayah Mawatha Divided 4 18 > 4.0m 10 3 
4 Dr Colvin R de Silva Mawatha Median Seperated 4 13 2.0-4.0m 5 1 
5  Ward Place Divided 4 13 2.0-4.0m 5 1 
6 Cotta Rd Median Seperated 4 15 2.0-4.0m 6 2 
7 Sri Jayawardenepura Mawatha  Median Seperated 6 24 2.0-4.0m 16 5 
8 Battaramulla Rd Median Seperated 4 14 2.0-4.0m 6 2 
9 Denzil Kobbekaduwa mawatha1 Undivided 4 12 > 4.0m 9 3 

10 Kaduwela Rd1 Divided 2 10 2.0-4.0m 7 2 
 

Note: 1. Assume LRT line will be constructed on the edge of the carriageway and 5m on the existing 

roadway will be utilized for construction work zone. 

1.4.2 Traffic Diversion 
 

As a result of the reduced capacity of the links due to construction activity, it would be required to divert 

traffic especially during the peak periods during the construction phase. It is evident that similar to these 

roads affected, most of the links in the alternative routes have also reached their capacity. Diversion 

requirement may be in the order of 5000-10,000 veh/day for the affected roads. Therefore, it is required to 

clearly identify the stages of construction and the timeline to identify the alternative routes available and 

the phases when the diversion will take pace. Traffic diversion will be even more challenging if turning 

movements at intersections are obstructed during the construction activity. 

 

1.5 Pedestrians 
 

Pedestrian movement will be severely hindered during construction work, therefore it is recommended to 

ensure walkable paths maintained for pedestrian movement especially where high density of pedestrian 

flow is expected such as at Olcott Mawatha, Liberty Roundabout,Borella junction area. 
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1.6 Bus operations 
 

Bus operations are likely to be severely affected during the project work. This includes the recently 

established bus lane operation in some corridors. It would be required to change the operational path of 

some bus routes and to relocate bus stops etc. The most critical segment would be that of Olcott Mawatha 

and Bastian Mawatha where the bus and rail terminals are located. 

 

1.7 Safety 
 

Ensuring safety during the construction period is of high importance. The consultants are required to adhere 

to the work zone management guidelines given by RDA for the required standards.  

1.8 Recommendations 
 

A comprehensive traffic study should be carried out to assess the different scenarios of stage-wise 

construction, traffic diversion options for each construction phase and its impact on the network traffic flow 

for the study period. This study should be accompanied by a micro-simulation traffic model for the study 

area to assess possible changes that will be made in the future. A separate intersection wise analysis is also 

recommended for the key intersections affected by the study. It is also recommended to update the model 

with any changes made to the traffic management schemes in the area, such as bus lane implementation, 

traffic signal installation etc. 

 

Appoint a stake holder committee with the participation of project consultants, Colombo Municipal Council 

and the other relevant local government bodies, Road Development Authority and Traffic Police to give 

guidance on the developed traffic management plan as well as to continuously monitor its implementation 

during construction stage. The traffic management plan should be made available to the public and adequate 

time to be allowed for familiarization of the new routes. 

 

Based on the above, the consultant is required to propose a traffic management scheme for each stage of 

construction for the work zone area and mechanism to be set up to monitor the traffic flow characteristics 

during the construction stage. 
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AAnnex D 

Noise measurement survey 
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o

o

o
escription, measurement and assessment of environmental noise

Part 1. Basic quantities and assessment procedures
Part 2. Determination of environmental noise levels  

o Method for rating industrial noise affecting mixed 
residential and industrial areas

 Authorized  by      Performed by 
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Industrial Technology Institute 
Noise level measurements locations 

Annexure – 01 

Appendix 13-284
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Notes  : 
1. It is recommended that the be measured on a 15 - minute basis. 

2. Logarithmic average = n
n

i

L i
Aeq

Annexure – 03 
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Annexure – 04 
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Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 

Annexure – 05 
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Annexure – 06 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 07 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 08 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 09 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 10 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 11 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 

Appendix 13-295



Annexure – 12 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 13 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 

Appendix 13-297



Annexure – 14 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 

Appendix 13-298



Annexure – 15 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 16 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 17 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 18 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 19 Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 

Appendix 13-303



Annexure – 20 
Measurement Point  :
Date of measurement :
Day : (0600h to 1800h)  Evening : (1800h to 2200h)  Night : (2200h to 0600h) 
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Annexure – 21 

Measurement Point  :
Date of measurement :
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Annexure – 22 

Measurement Point  :
Date of measurement :
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Annexure – 23 

Measurement Point  :
Date of measurement :
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Annexure – 24 

Measurement Point  :
Date of measurement :
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Noise Monitoring Programme for Proposed 

Location - N2 Location - N1 

Location - N3 Location - N4 

Annexure – 25 
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Location – N6 Location – N5 

Location – N7 Location – N8 
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AAnnex E 

Water Quality Survey 
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AAnnex F 

Bo tree survey 
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1. List of Bo Trees along proposed LRT route 
 

 
Figure 1 Location of Bo tree along LRT route 

 
 

Table1: detail of each Bo tree 
 

ID 
 
Location 

 
PHOTO 

 
NOTE 

 
 
 
 
 

1 

 
 
 
 
 Bo tree belongs to 
Shalawanoddyaram
aya Temple  

 

 
 One major branch have to be cut down. 

According to the priest this great Bo tree has a 
miracle power.  

 
 
 
 
 

2 

 
  Bo Tree at   

Thalahena Junction  

 

 
Branches to be trimmed. This Bo tree 
belongs to the temple. (Kotte) 
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ID 

 
Location 

 
PHOTO 

 
NOTE 

 
 
 
 
 

3 

 
 
 
 
 
Bo Tree   near  KFC -

Rajagiriya  

 

 
Some branches have to be cut down. There 
is shrine. This Bo tree maintains by the 
temple. (Kotte).The religious ceremony calls 
“Breaking water” occurs this place.  

 
 
 
 
 

4 

 
 
 
 
 
Bo Tree   near 
Rajagiriya  
Fly Over  

 
 

 
Some branches have to be cut down. There 
is a shrine. 

 
 
 
 
 

5  

 
 
 
 

Bo Tree at  
Rajagiriya Junction  

 

 
 
Branches to be trimmed. There is a shrine. 

 
 
 
 
 

6 

 
 
 
Bo Tree In front of 
Rajagiriya Victoria 

Home 
 

 

  Some branches have to be cut down. Victoria 
Home people attends all religious activities. 

    

 
 
 
 
 

7 

 

 
 

 Bo Tree near  
Rajagiriya 

Janadhipathi 
Vidyalaya  

 
 

 
 
Some branches have to be cut down. 
Premises owned by  Rajagiriya Janadhipathi 
Vidyalaya. There is a shrine. Religious 
activities undertaken  by school or 
Montessori community. 

 
 
 
 
 

8 

 
 
 
 
 

 Tree at   Borella 
Junction  

 

 
Branches to be trimmed. There is a shrine. 
Premises owned by CMC. People in 
surrounding area continuous religious 
activities. 
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ID 

 
Location 

 
PHOTO 

 
NOTE 

 
 
 
 
 

9 

 
 
 
 
Bo Tree belongs to  

Thilakarathnaramay
a Temple 

 

  Branches to be trimmed. According to priest 
Rathgama Upananda Thero this old Bo Tree is 
owned by the temple. (Thilakarathnaramaya). No 
objections for trimming. But  should be organized  
religious activities when trimming or cutting 
branches . After that it should be balanced the 
tree. 

 
 
 
 
 

10 

 
 
 
 

ree near the Ward 
Place 

 

 
Some branches have to be cut down. 
According to priest Rathgama Upananda 
Thero the area is owned by 
Thilakarathnaramaya temple. No shrine.   
 

 
 
 
 
 

11 

 
 
 
 
 

o Tree near the Nestle 
Company 

 
 

 
Branches to be trimmed. Part of the tree is 
on ROW. Other part is in side of the Nestle 
Co. premises. Very Old Bo tree. Religious 
activities carry out by workers of Nestle. 

 
 
 
 
 

12 

 
 
 
 
 

     Bo Tree near  
Gamini Hall  

 

Branches to be trimmed. There is a shrine. 
No special society or person to carry out 
religious activities. People in surrounding 
area continuous religious activities. 

 
 
 
 
 

13 

 
 
 
 
 

ee near the Gamini 
Hall  

 

 
 

 
 Some branches have  to be cut down. Bo Tree 

is growing with Tamarind tree. It is on 
pavement area. No Shrine. 

 
 
 
 
 

14 

 
 
 
 

ee at   E.W Bastian 
Mawatha  

 

 
Branches to be trimmed. There is a shrine. 
People in the area takes on day to day 
religious activities. Land is owned by CGR or 
UDA. 
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2. Discussions with stakeholder regarding Bo Trees along the proposed Light Rail Route. 

 
1: Shalawanodyaramaya Bo Tree 

 

ID 01 

Potential 
Impact 
 

A branch of the Bo tree 
May be impacted 
 

This Bo Tree own and maintains by  a committee headed by chief priest of   Sri Shalawanadyramaya , 
Thalangama North, Malabe.The survey team had a discussion with the chief priest of the Temple. 
 The chief Priest of Sri Shalawanadyramaya , Thalangama North, Malabe  is a very broad minded 
person. According to him he had been in Europe Countries for his researches. He expressed his views 
and ideas towards the very positive manner.  
The Thero stated that  the branch of the Bo tree must be cut down,  because it is very dangerous. A 
high tension electricity line runs below this particular branch.   According to the Thero, they  tried to 
cut down 02 times after all religious activities. The Electricity Board also tried to cut down the branch. 
But it was notpossible. Finally Electricity Board has decided to put the cable as an under ground cable.  
Thero said that the Buddhist community believe this particular Bo Tree is having a miracle power. 
Also he thinks this particular branch is not growing. He can remember that during the last 20 years 
this branch is of same size.  
 The discussion completed with following suggestions.  

The Thero can  inform to the  Buddhist Society of the temple (Dhayaka Sabhawa) 
when the project design completed. 
 At the beginning no need to discuss with (Dhayaka Sabhawa)   
Cutting down the branch should be done after performing all religious activities.  

With the development, all people to be adapted to  the realistic situations.          
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2: Thalahena Bo Tree 
 

 

ID 02 

Potential 
Impact 
 

No Direct Impact 
 

   Discussion had with the Chief Priest of  Sri Bodhi Rukkaramaya-Thalahena, Malabe regarding 
Thalahena Bo Tree. The Thalahena Bo Tree is owned by the “Bodhi Bharakara Mandalaya”.The chief 
Patron  of the society is the  Chief Priest of the Bodi Rukkaramaya Temple.The three wheel drivers of 
the surrounding area and the Buddhist people in the area take care the day to day religious activities 
for the Bo Tree. 
 The chief Priest expressed his ideas in a very positive manner.  
The Thero stated that  the if there  is a need to cut down the branches ,considering the impacts for 
the community due to the project it should be done. But it must be done after performing all 
religious activities. The Thero said that there are 06 persons representing the “ Bodhi Bharakara 
Mandalaya” and at the correct time Thero discuss with  them.  
But according to the cad drawing the requirement is to trim some  leaves. 
 
 
 
3: Thilakarathnaramaya Bo Tree 

 

ID 09 

Potential 
Impact 
 

A branch of the Bo tree 
May be impacted 
 

   For the information of this BO Tree a discussion had with the priest of Thilakarathnaramaya  
 
This Bo Tree belonging  to the temple Thilakarathnaramaya   is  very old one.  The flower offering 
table in this temple close to the Bo Tree, was  constructed in1885. The year in which the Wesak Full 
moon day was declared by the government as a public holiday. The Thero is  very positive.. He said 
that  all of us should be positive and flexible for the changes toward the development. His 
suggestions are ,  
 

Cutting down the branch should be done after performing all religious activities.  
Pruning the branches should be done balance the tree. 
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4: Bo Tree at the Nestle Company 
 

 

ID 10 
 

Potential 
Impact 
 

A branch of the Bo tree 
may be impacted 

This particular Bo Tree is at Nestle Company premises .Manager Administration expressed his views 
regarding the Bo Tree and the development of the projects. According to him This Bo tree also an old 
one. The staff of the company is performing the religious activities since 1947/1948. 
They also believe that this Bo Tree has a miracle power. According to him even the foreign directors 
also respect to the Bo Tree. He said that if it is required to trim some small branches it should be 
done after  performing all religious activities properly. 
 
 
5: Boralla Bo Tree 
 

 

ID 08 

Potential 
Impact 
 

A branch of the Bo tree 
may be impacted 

Discussed with the devotees of the respected Boralla Bo Tree. The premises belongs to Colombo 
Municipal Council. People in surrounding area perform  religious activities. The people is believing  
that the Bo Tree is very important for the Buddhist Community and the  Bo Tree is having a miracle 
power. If it is removed it may come harm to the people involved. Their thought is to avoid the Bo 
tree.  
After the explanation of the project and the type of the impact to this Bo Tree they accepted the 
smooth trimming . But before the trimming It should be performed all religious activities should be 
properly performed.  
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AAnnex G 

Utility map 
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Transmission Line around the proposed LRT Route 
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Sewage system around the proposed LRT Route 
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