














 

 

 



 

 



 

 

I. PROJECT DESCRIPTION 

1. The rationale for the Road Rehabilitation Project, as defined in the report and 
recommendation of the President,1 was as follows: 

“The improvement of road transport services is vital for economic development and poverty 
reduction in Tajikistan, which is the poorest of the Central Asian republics. The breakup of 
the former Soviet Union, civil conflict, and major natural disasters have resulted in a 
dramatic decline of economic activity and increase in poverty. Poverty incidence is currently 
estimated at 91 percent in the project area and 83 percent in Tajikistan overall. 
Rehabilitation of the country’s road infrastructure is necessary to sustain the economic 
recovery now under way and to reduce poverty. Roads are the most important mode of 
domestic freight and passenger transport. Maintenance of a good road network is vital for 
the agriculture sector, which accounts for 65 percent of total employment in Tajikistan. 
Roads provide the sector with crucial access to markets for produce as well as sources of 
inputs, and the rural population with access to economic opportunities and social services. 
The project road links Tajikistan’s third and fourth largest cities (Khulyab and Kurgan-
Tyube) with Dushanbe, the capital and largest city. Since sections of the road were last 
rehabilitated in the 1970s and are deteriorating due to inadequate maintenance, 
rehabilitation is necessary to extend the road’s useful life”-.  

2. The main objective of the Project was to enhance income and reduce poverty in Khatlon 
region by improving road transport infrastructure, and thereby support the creation of productive 
employment opportunities. These objectives were to be achieved by: (i) reducing transport costs 
on the project road and thus increasing incomes; (ii) providing agricultural and industrial 
enterprises with improved all-weather-road access to markets; (iii) giving the rural poor better 
access to social services, markets, and other economic opportunities; and (iv) strengthening the 
Government’s institutional capacity to manage the national road network efficiently. 

3. The project scope, at appraisal, comprised (i) the rehabilitation of about 80 kilometers 
(km) of the most seriously deteriorated sections of the Dushanbe–Kurgan-Tyube–Dangara–
Kulyab road, in particular, the repair and strengthening of embankments, bridges, protection 
structures, drainage facilities, and pavements; (ii) the improvement of about 150 km of rural 
roads, including the grading of dirt-road surfaces, the building of appropriate drainage facilities, 
and the surfacing of some important sections with gravel; (iii) the procurement of appropriate 
equipment for road maintenance, laboratory and field material testing, technical surveys, and 
design computerization; (iv) consulting services for construction supervision, contract 
management, and training needs assessment; and (v) training in contract management, 
pavement management systems, and other areas critical to maintaining the rehabilitated road 
sections.  

4. The Project also included advisory technical assistance (TA)2 for institutional and policy 
support to the road subsector, including the development of a road maintenance strategy and 
associated procedures.  

                                                 
1  ADB. 2000. Report and Recommendation of the President to the Board of Directors on a Proposed Loan and 

Technical Assistance Grant to the Republic of Tajikistan for the Road Rehabilitation Project. Manila. 
2  ADB. 2000. Technical Assistance to the Republic of Tajikistan for Institutional and Policy Support in the Road 

Sector. Manila (TA 3602-TAJ for $500,000, approved on 20 December). 
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II. EVALUATION OF DESIGN AND IMPLEMENTATION 

A. Relevance of Design and Formulation 

5. Guided by the first Country Strategy and Program for 2004–2008 and its updates, ADB’s 
assistance to Tajikistan has emphasized rural development and regional cooperation, and has 
had a sharper focus on governance and the social sectors, given the weak institutional capacity 
and limited fiscal room for borrowing in Tajikistan. Since joining ADB in 1998, Tajikistan has 
received $372.54 million in loans, $33.886 million in TAs, and $39.50 million in grants from ADB.  

6. The road subsector in Tajikistan is the most important component of transport and 
dominates the domestic transport of goods and passengers. To support the recovery and 
development of the road subsector, ADB has financed four road projects3 in Tajikistan with a 
total of $105.4 million in loans. The Project, the first ADB-financed road project in Tajikistan, 
involved the rehabilitation of sections of the Dushanbe–Kurgan-Tyube–Dangara–Kulyab road in 
the southwest of Tajikistan. This road links the country’s third- and fourth-largest cities  (Kulyab 
and Kurgan-Tyube) with Dushanbe, and is also part of the international transport corridor linking 
Tajikistan with South Asian countries and the People’s Republic of China (PRC). In addition, to 
help reduce poverty, rural roads totaling 150 km were to be rehabilitated. Consulting services 
were included in the Project. The design and formulation of the Project conformed to ADB’s 
country strategy and the Government’s development objectives, and were generally adequate 
for the existing situation in Tajikistan. The project framework is in Appendix 1. 

7. But, since the Project was prepared in 1999–2000 but implemented only in 2003–2005, 
the design had to be updated during implementation. The un-rehabilitated sections of road have 
deteriorated quickly in recent years. If not rehabilitated and maintained soon, these deteriorating 
sections will make the entire road much less easy to use. 

B. Project Outputs 

1. Civil Works 

a. Dushanbe–Kurgan-Tyube–Dangara–Kulyab Road 

8. At appraisal, the rehabilitation project was to cover about 80 km of the most seriously 
deteriorated sections of the Dushanbe–Kurgan-Tyube–Dangara–Kulyab road (the main road). 
At completion, 103.9 km of the main road had been rehabilitated, as follows: (i) embankments 
had been repaired and strengthened; (ii) road surfaces had been repaved; (iii) three bridges had 
been rehabilitated and expanded; (iv) drainage systems had been built; and (v) road safety 
facilities (guardrails and traffic signs) had been installed. The outputs expected at appraisal 
were more than achieved. The road sections that were rehabilitated were 8.93 km longer than 

                                                 
3  ADB. 2000. Report and Recommendation of the President to the Board of Directors on a Proposed Loan and 

Technical Assistance Grant to the Republic of Tajikistan for the Road Rehabilitation Project. Manila (Loan 1819-
TAJ for $20,000,000, approved on 20 December); ADB. 2003. Report and Recommendation of the President to the 
Board of Directors on a Proposed Loan and Technical Assistance Grant to the Republic of Tajikistan for the 
Dushanbe-Kyrgyz Border Road Rehabilitation Project (Phase I). Manila (Loan 2062-TAJ for $15,000,000, approved 
on 18 December); ADB. 2005. Report and Recommendation of the President to the Board of Directors on a 
Proposed Loan and Asian Development Fund Grant to the Republic of Tajikistan for the Dushanbe-Kyrgyz Border 
Road Rehabilitation Project (Phase II). Manila (Loan 2196-TAJ for $29,500,000, approved on 17 November);  and 
ADB. 2007. Report and Recommendation of the President to the Board of Directors on Proposed Loan, Asian 
Development Fund Grants, and Technical Assistance Grant to Kyrgyz Republic and Republic of Tajikistan: CAREC 
Regional Road Corridor Improvement Project. Manila (Loan 2359-TAJ for $40,900,000, approved on 24 October).  
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expected at appraisal. Seven sections that had deteriorated substantially between appraisal and 
implementation were added during implementation. The main differences between appraisal 
and implementation were: 

(i) 88.6 km of roads were rehabilitated during implementation, instead of the 80 km 
anticipated at appraisal; 

(ii) five additional sections of the main road totaling 11.7 km in length were also 
rehabilitated, under a separate contract;4 

(iii) two sections of the main road in Kulyab City totaling 3.6 km in length were 
rehabilitated under separate contracts;5 and 

(iv) the longest bridge (about 330 meters) along the main road was widened to 
12 meters, instead of the 7 meters anticipated at appraisal. 

9. The civil works started in January 2003 and, including the sections that were added 
during implementation, were completed in November 2006. Quality control of construction was 
carried out by the contractors as the contracts required. Consultants inspected and assessed 
the works to ensure that the specifications had been met. The supervision consultant and the 
Project Completion Review (PCR) Mission observed the rehabilitated roads to be of good 
quality, with surface roughness within the international roughness index for a comfortable ride. 
The drainage systems and safety facilities were built and installed as designed. However, the 
rehabilitated roads are not maintained well enough to keep them in good condition. 

b. Rural Roads 

10. The appraisal report looked forward to the rehabilitation of 150 km of rural roads under 
the Project. In 2002, using selection criteria designed at appraisal, the supervision consultant, 
the Louis Berger Group Inc., evaluated 500 km of rural roads in the project area and chose 19 
road sections totaling 150 km. However, during implementation, the estimated cost of 
$1.00 million was found to be far from enough to cover all 150 km of rural roads; hence, only 
90.7 km underwent rehabilitation under the Project. (See Appendix 2 for details of the rural road 
rehabilitation.)  

11. Four works contracts (contract 7 a–d) were procured through local competitive bidding in 
October–December 2003, and the works were completed in 2004 and 2005. The PCR Mission 
noted the fair quality of the rehabilitated rural roads and the significantly improved transport 
conditions in the project area as a result. However, the rural roads receive too little maintenance 
and may deteriorate quickly for that reason.  

2. Equipment 

12. The contract for the procurement of road maintenance equipment was awarded in 
April 2004. The supplier, Zeppelin Baumaschinen GmbH, delivered five excavators, two 
bulldozers, and one front loader in November and December 2004, and four graders in the 
spring of 2005. The equipment for the field material testing and survey was procured through 
the main works contract (contract 3), delivered by the supplier in 2002, and handed over to the 

                                                 
4  In 2005, five road sections in the vicinity of Kurgan-Tyube and Kulyab were added to the scope of the road 

rehabilitation works. After ADB approved these additional works, procurement was done through a separate 
contract (contract 8) with the same contractor. 

5  As proposed by the Government in April 2006, ADB in May 2006 approved the financing of two additional contract 
packages for the rehabilitation of Pushkin Road and 1st May Road in Kulyab City (contracts 9 and 10).  
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teams in the field on 15 December 2005. The road maintenance equipment procured is listed in 
Appendix 3. 

3. Consulting Services 

13. Consulting services were provided to strengthen the contract supervision and contract 
management capacity of the Executing Agency, the Ministry of Transport and Communication 
(MOTC), as well as the Project Implementation Unit. The Louis Berger Group Inc. was selected 
as the supervision consultant6 according to ADB’s Guidelines on the Use of Consultants (2007, 
as amended from time to time), and an agreement between MOTC and Louis Berger was 
signed in March 2002 with a completion date of 31 March 2005. With the main civil works due to 
be completed by November 2005 and a new civil works contract awarded for the rehabilitation 
of five other road sections, the consulting services contract was extended up to the end of 
June 2006. Thereafter, upon approval of rehabilitation of additional local roads in Kulyab, an 
individual consultant was recruited and mobilized at the start of July 2006 to take over the 
project supervision.  

14. The original scope of services of the supervision consultant consisted of providing 
technical assistance to MOTC in the following main areas: (i) review of detailed design and 
tender documents, (ii) prequalification of contractors, (iii) invitation and evaluation of bids, 
(iv) hiring of contractors, (v) construction supervision, (vi) procurement of equipment, 
(vii) selection of rural roads, (viii) tendering and hiring of local contractors, (ix) project monitoring 
and evaluation, and (x) training. During implementation, the scope of services was amended to 
include the detailed design of the civil works for the Dushanbe–Kyrgyz Border Road 
Rehabilitation Project (Phase II)7 and the supervision of contract 8 (additional works). At project 
completion, a total of 106.8 person-months of international consulting services (versus 75 at 
appraisal) and 254.46 person-months of national consultant services (versus 825 at appraisal) 
had been provided. The changes in project scope led to the increase in the use of international 
consultants. The national consulting services, on the other hand, had been overestimated at 
appraisal. The substantial changes in project scope and extensions in the consulting service 
contracts significantly increased the consulting cost, from $2.00 million at appraisal to 
$2.84 million at project completion. 

4. Capacity Building 

15. At appraisal, about 24 person-months of international training programs were included in 
the Project for the development of MOTC staff capacity in bridge maintenance, pavement 
management systems, contract management and quality control, and maintenance planning 
and equipment depot management. In addition, the supervision consultant was to provide 
on-the-job training in international standards and skills for laboratory and field material testing, 
technical surveys and design standards, environment monitoring, measurement and certification 
of works, and progress reporting.  

                                                 
6  In August 2001, ADB approved a minor change in project scope and implementation arrangements for the 

recruitment of a short-term individual consultant to assist the MOTC with the start-up of project implementation. 
That same month, a consultant was recruited and mobilized to help recruit an international firm for project 
implementation, and prequalify and select a civil works contractor.  

7  ADB. 2005. Report and Recommendation of the President to the Board of Directors on a Proposed Loan and Asian 
Development Fund Grant to the Republic of Tajikistan for the Dushanbe-Kyrgyz Border Road Rehabilitation Project 
(Phase II). Manila (Loan 2196-TAJ for $29,500,000, approved on 17 November) 
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16. During implementation, a total of 25 person-months of international training was 
organized, 1 person-month more than designed at appraisal. The first phase of overseas 
training for 14 trainees was completed in February 2005. The second phase—short-term 
classroom training in India and Thailand—was successfully completed in December 2005. The 
training evaluation report was prepared by the supervision consultant and submitted to the 
project implementation unit (PIU) and ADB in March 2006. The training programs were 
considered very useful. Some of the trainees have already organized lectures to disseminate 
the knowledge gained from the training they received under the Project. 

C. Project Costs 

17. The project cost at completion was $27.52 million, $0.72 million (2.7%) higher than the 
$26.80 million estimated at appraisal. This cost total comprised $19.34 million in foreign 
currency costs (compared with $18.6 million estimated at appraisal), and $8.18 million 
equivalent in local currency costs (versus $18.20 million at appraisal). The actual cost of civil 
works was $20.96 million, against $16.6 million (excluding physical and price contingencies) at 
appraisal. The higher cost of civil works was mainly a result of the changes in project scope 
involving the rehabilitation of additional road sections, as described in para. 8. As already 
mentioned, the cost of consulting services increased from $2.0 million at appraisal to 
$2.84 million at completion, mainly because of the extensions in the consulting services for 
construction supervision, the detailed design of civil works for the second road rehabilitation 
project, and the additional project management cost, 8  as described in paras. 13 and 14. 
Appendix 4 compares in detail the project cost totals at appraisal and at completion. 

18. Under the financing plan envisaged at appraisal, ADB was to provide a loan of $20.00 
million9 (75% of the total project cost) to finance 99% of the foreign exchange costs and 20% of 
the local costs. The rest of the foreign and local costs were to be financed by the Government10 
and the OPEC Fund for International Development (OFID).11  At completion, the ADB loan 
amounted to $20.98 million—all of the foreign currency costs ($19.34 million) and 20% of the 
local currency costs ($1.64 million). The Government financed $2.64 million (9.6%) of the 
project cost, and OFID financed $3.90 million (14.2%). The share of financing from the various 
sources was almost unchanged. The appraisal and actual financing plans are compared in 
detail in Appendix 4. 

D. Disbursements 

19. The disbursement of the ADB loan started in 2001 and peaked in 2004. By the time of 
loan closure, $20,978,144.17 had been disbursed from the ADB loan (see Appendix 5 for 
disbursement details). Disbursements from the loan account were completed on 
21 March 2007, the actual date of loan closing. After the last disbursement, ADB canceled the 
remaining balance of SDR1,185,177.97 ($1,792,024.65), thus reducing the loan to 
                                                 
8  On 19 February 2002, the minister of finance of Tajikistan sent a letter to ADB requesting a $300,000 increase in 

the project base cost to finance the operations of the project implementation unit (PIU). In a letter on 
28 February 2002 ADB confirmed that it had no objection in general to this request. 

9  According to the Loan Agreement, ADB agreed to lend to the Government SDR15,633,000 ($20 million) from its 
Special Funds resources for the Project. The loan had a term of 32 years including a grace period of 8 years and 
carried interest of 1% per year during the grace period and 1.5% per year thereafter. 

10  The Government was to finance $0.2 million of the foreign exchange costs to cover interest during construction on 
the OFID cofinancing and $2.6 million equivalent of local currency costs for the Project. 

11  OFID agreed to cofinance with ADB $4 million equivalent for the local costs of the rehabilitation works. The OFID 
loan had a term of 20 years including a grace period of 5 years, an interest rate of 1% per year, and a service 
charge of 1% per year.  
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SDR14,447,822 ($20,978,144). The OFID loan was administered by ADB. In some instances 
the OFID payments were delayed, causing interest charges for late payment due to the 
contractors and numerous contractors’ claims to accumulate. The delays were caused by (i) 
delays in the signing of withdrawal applications by the Government, (ii) transmission time to 
ADB headquarters, and (iii) the processing of withdrawal applications and the issuing of 
payment advice to OFID by ADB’s Controller’s Department only upon receipt of the original 
withdrawal applications. The direct payment procedure was used for all payments, including 
those for civil works, equipment, and consulting services. The disbursements were based on the 
actual progress of implementation, according to the implementation schedule and the contract 
award and disbursement projections made in January each year. The loan was disbursed more 
slowly than expected at appraisal because of the implementation delays and complexity, and 
the slow processing of disbursement applications. 

E. Project Schedule 

20. At appraisal, it was envisaged that the Project would be implemented in less than 
4 years, from prequalification in February 2001 to the completion of the main road rehabilitation 
contract in September 2004. The rehabilitation of the main road actually started in January 2002 
(after about 11 months’ delay in the start of prequalification) and was completed in 
November 2005 (about 14 months later than projected at appraisal), excluding the added 
sections. The main reasons for the project delay were (i) delay in declaring the loan effective 
due to the time period required by the Government to ratify the Loan Agreement, (ii) about 
9 months’ delay in the recruitment and mobilization of consultants in the absence of advance 
procurement action, (iii) a 13-month delay in the start of bidding for the main works contract as a 
result of the late recruitment of consultants,12 and (iv) a 4.5-month extension in the construction 
period of the main civil works contract after settlement agreement 1 was finalized in 
October 2005. The appraisal and actual project implementation schedules are compared in 
Appendix 6. 

21. In addition, the project scope changed with the addition of more sections to the main 
road for rehabilitation. To accommodate such delays and changes in project scope, the ADB 
loan was extended three times. The first extension, from 31 March 2005 to 31 December 2005, 
reflected the delays in procurement. The second extension, to 30 June 2006, was granted to 
allow the completion of the outstanding civil works specified in the final handover certificates 
under contracts 3 and 8, and to facilitate outstanding payments to the contractors for works 
completed in the defect liability period. The third extension, to 30 November 2006, was agreed 
on after ADB approved two additional road rehabilitation contracts. Altogether, the ADB loan 
closing date was extended by 20 months. Chronology of major events in project implementation 
is outlined in Appendix 7.  

F. Implementation Arrangements 

22. The MOTC was the Executing Agency for the Project, with responsibility for overall 
project management. The PIU, under an executive director reporting directly to the minister of 
transport and communication, was established in October 2001. The executive director was 
supported by a group of professional and clerical staff members with expertise and experience 

                                                 
12 Besides, the consultant had to redesign parts of the works because the design done under Project Preparatory 

Technical Assistance (PPTA) 3168-TAJ was found to be less than fully acceptable and some electronic data from 
the PPTA were lost. Also, the bid evaluation was delayed by 2 months, as ADB could not approve the award of the 
main civil works contract to the bidder without a thoroughly revised bid evaluation. 
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in financial accounting, road engineering, construction supervision, and contract administration. 
For the Project, the PIU ensured smooth operation especially in project management, financial 
management, and procurement and contract administration.  

23. At an early stage of project implementation, an individual consultant, was hired to assist 
the PIU in recruiting the international firm for project implementation, construction supervision, 
monitoring and evaluation, training, and human resources development, as well as in 
prequalifying and selecting the civil works contractor. The supervision consultant, Louis Berger 
Group Inc., was mobilized in 2002. After the Louis Berger contract expired, an individual 
consultant took over that firm’s project supervision duties. In the meantime, a large number of 
national consultants were also hired to carry out project supervision. That project 
implementation arrangement, comprising MOTC, the PIU, the consultants, and the contractors, 
ensured the satisfactory implementation of the Project and the achievement of the outputs and 
outcomes designed. An institutional diagram of MOTC is in Appendix 8.  

G. Conditions and Covenants 

24. The Government generally complied with most of the loan covenants. However, 
compliance in some cases met with certain difficulties and in other cases was not completely 
satisfactory, as discussed in the following sections. The status of compliance with the loan 
covenants is summarized in Appendix 9. 

25. The Loan Agreement required the Government to see to it that MOTC installed 
appropriate road safety facilities during and after project implementation (schedule 6, para. 10). 
The contract documents included road safety provisions during construction. According to 
settlement agreement 1 with the main civil works contractor, road signs and guardrails were to 
be installed and road markings painted during the defect liability period.  

26. The Loan Agreement also required the Government to set up, within 1 month after the 
effective date, the Legal Reform Committee, headed by MOTC and including representatives 
from the Ministry of Justice, the Interagency Transport Advisory Committee, various MOTC 
departments, and nongovernment organizations, to review thoroughly the legal framework in the 
transport sector and determine the additional amendments required (schedule 6, para. 19). The 
Legal Reform Committee was established in 2001; however, some of the transport regulations 
and rules are still being reviewed. 

27. Although required by the Loan Agreement (schedule 6, para. 7), the economic internal 
rate of return (EIRR) was not calculated during the selection of the rural roads to be 
rehabilitated. Also, the rural road rehabilitation ultimately cost an average of $11,025 per km, 
more than the $10,000 cost limit specified in the Loan Agreement. The explanation given was 
that the appraisal estimates were too low. 

H. Related Technical Assistance 

28. In conjunction with the Project, an advisory TA13 was designed and implemented with 
$500,000 from the Japan Special Fund of the Government of Japan. The TA was intended to 
identify policy and institutional deficiencies and constraints in road subsector development 
planning and management, as well as road maintenance planning and financing, and identify 

                                                 
13  ADB. 2000. Technical Assistance to the Republic of Tajikistan for Institutional and Policy Support in the Road 

Sector. Manila (TA 3602-TAJ for $500,000, approved on 20 December). 
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the need for institutional training programs to disseminate the findings and the recommended 
reforms and institutional improvements in the road subsector.  

29. The advisory TA was approved by ADB on 20 December 2000, but the TA consultants 
were fielded only on 14 April 2004 and the TA was completed on 31 December 2005. The 
consulting services for construction supervision and civil works of the Project, the condition set 
for the start of the TA, had a late start and caused the delay. At the request of MOTC, the inputs 
of the national consultant were extended from 10 to 40 person-months and the duration of the 
TA was also extended from 6 to 12 months. By the time the consulting services began, 
international training had been dropped from the scope of work and the following had instead 
been included: (i) introduction of the Highway Development and Management (HDM) model; 
and (ii) assistance to MOTC in developing community-based maintenance of rural roads and 
training for local communities. The main outputs of the TA were recommendations in three 
broad areas: (i) policy initiatives, (ii) sector and institutional studies, and (iii) institutional 
strengthening and capacity building. The TA consultants reviewed and provided comments on 
many aspects of the transport sector policy of the Government, including cost recovery 
mechanisms, budget allocation, commercialization of transport operations, sector development 
planning, feasibility study guidelines, and human resources development. They also conducted 
seminars and case studies on the main principles of transport planning and project 
programming, and methods of project costing and financing.  

30. According to the TA completion report the advisory TA accomplished all of its scope 
providing recommendations for addressing the policy and institutional constraints, introducing 
modern planning tools and providing training for MOTC staffs in various facets of modern 
transport planning and management. The TA was rated successful. 

I. Consultant Recruitment and Procurement 

31. All procurement financed under the ADB loan conformed to ADB’s Procurement 
Guidelines (2007, as amended from time to time). Contracts valued at more than $500,000 were 
procured through international competitive bidding. 

32. The recruitment of project consultants was delayed. The late ratification of the Loan 
Agreement in 2001 was partly responsible, and so was delay accrued at various steps of the 
procurement process. The original scope was amended to include design and procurement 
services for the Dushanbe–Kyrgyz Border Road Rehabilitation Project (Phase I) and the 
supervision of contract 8 (additional works). These changes were accommodated in the contract 
for consulting services through six variation orders.  

33. The civil works for the rehabilitation of the main road were originally packaged as one 
contract (contract 3) and procurement was done through international competitive bidding. The 
bidding started in May 2002 and, after the bids were evaluated and the bid evaluation report 
was revised according to ADB’s suggestions and resubmitted to and approved by ADB, a 
contract agreement was negotiated with the selected contractor and signed on 
29 December 2002.  

34. In August 2004, after assessing the financial status of the Project, the Government 
proposed to use the surplus funds (created by the appreciation of the SDR, among other factors) 
for the rehabilitation of five additional sections along the project road. On 8 July 2005, ADB 
cleared the direct award of contract 8 for additional works to Todini Construzioni Generali SpA, 
the contractor for the road rehabilitation works on the main contract. The new contract was 
signed on 22 July 2005.  
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35. In April–June 2006 the supervision consultant assisted MOTC in the procurement of two 
additional packages for the rehabilitation of Pushkin Road and 1st May Road in Kulyab City 
(contracts 9 and 10). ADB cleared the Government’s request for rehabilitation of additional road 
sections in Kulyab in May 2006, and national competitive bidding began in May 2006. The 
contracts got going on 4 July 2006 and were substantially completed on 30 November 2006. 

J. Performance of Consultants, Contractors, and Suppliers 

36. The supervision consultant, the Louis Berger Group, completed all the services required 
in the original terms of reference, as well as the additional services that were the subject of the 
subsequent variation orders cleared by ADB. Overall, MOTC rated the performance of this 
consultant satisfactory. Louis Berger produced comprehensive reports including a monitoring 
and evaluation report in 2005, after the completion of the main civil works. After its contract 
expired, an individual consultant took over project supervision. His work was satisfactory to 
MOTC. The PCR Mission rated the performance of the consultants satisfactory. 

37. The performance of Todini Construzioni Generali SpA, the contractor for the main road 
rehabilitation and the additional works, was rated satisfactory by MOTC and the supervision 
consultant in respect of the quality of the completed works and, in general, the capacity to carry 
out works of the size and complexity required for the Project. However, MOTC complained that 
the contractor seemed intent on applying persistent pressure on both MOTC and the 
supervision consultant to increase the contractor’s profit margin from the low rate in the 
contractor’s bid, by submitting too many claims. MOTC also rated the performance of Buniodi 
Roh, the local contractor for the rehabilitation of the additional two sections in Kulyab City, 
generally satisfactory. All works were completed on time and with good quality. 

38. The equipment suppliers performed satisfactorily as well. The equipment was delivered 
and installed on time, and no serious conflict or problem happened during the equipment 
procurement process.  

K. Performance of the Borrower and the Executing Agency 

39. The performance of the Executing Agency was satisfactory. Considering that the Project 
was the first of such a magnitude implemented by MOTC, MOTC and the PIU performed 
creditably. The PIU formed at the start of implementation was fully staffed, proactive, and 
speedy in resolving implementation issues. However, payments, i.e., the preparation, signing, 
and submission of withdrawal applications by the Government, could have been handled faster. 
The payment of interim payment certificates to contractors was subjected to many delays, 
leading to interest payments to the contractors for contracts 3 and 8.  

40. During project implementation, especially through the capacity-building programs, the 
PIU gained substantial training and practice, which significantly helped smooth the way for the 
later stages of implementation. At present the PIU is implementing four other investment road 
projects, three of them financed by ADB14 and one by the Japanese Government,15 as well as 
managing many TA projects financed by ADB and other donors. 

                                                 
14 Loan 2062-TAJ: Dushanbe–Kyrgyz Border Road Rehabilitation (Phase I), approved in December 2003; Loan 2196-

TAJ: Dushanbe–Kyrgyz Border Road Rehabilitation (Phase II), approved in November 2005; and Loan 2359-TAJ: 
CAREC Regional Road Corridor Improvement Project, approved in October 2007. 

15 Rehabilitation of Dusti–Nijniy Pyanj Road, approved in September 2006. 
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L. Performance of the Asian Development Bank  

41. The administration and supervision of the Project was originally done from ADB 
headquarters, but was transferred on 28 June 2005 to the Tajikistan Resident Mission. ADB 
conducted six review missions and one midterm review mission. The missions included visits to 
the project site and coordination meetings with MOTC, the PIU, and other government agencies. 
Five ADB project officers were involved in the implementation of the Project. The role performed 
by the ADB missions in providing advice on technical issues, the preparation and evaluation of 
bid documents, and loan administration was recognized by MOTC. The delegation of project 
administration to the Tajikistan Resident Mission in 2005 contributed to a significant 
improvement in the speed and efficiency of processing and decision making on various matters 
related to loan supervision and administration. Overall, the performance of ADB was rated 
satisfactory. 

III. EVALUATION OF PERFORMANCE 

A. Relevance 

42. The Project was highly relevant to the Government’s development strategy, and to 
ADB’s lending strategy for the country and its strategic objectives at the time of approval and 
evaluation. 

43. Tajikistan has eight international corridors connecting the country with the bordering 
countries of Afghanistan, the Kyrgyz Republic, Uzbekistan, and the PRC. The project road, in 
the southwest of Tajikistan, is part of the Asian Highway Network (roads AH7 and AH66),16 
which connects the country with the South Asian countries and the PRC. Most of the main roads 
in Tajikistan, built before 1970, were inadequately maintained and had sustained damage from 
civil conflict and natural disasters. At the beginning of the Project, about 80% of the national 
road network was in poor or even worse condition. The deteriorated state of the road network 
severely affected international traffic and regional development. (See Appendix 10 for more on 
the road subsector in Tajikistan.) The improvements made in the project road have considerably 
changed the transport condition in the project area. It has brought about and will enormously 
benefit international transportation and regional development in Tajikistan. Along with foreign 
trade development in this area, international road freight traffic, including transit traffic, in 
Tajikistan has increased sharply, from 45,700 tons in 1999 to 432,000 tons in 2006 for an 
average annual growth rate of 36.67%. The total number of vehicles (entry, exit, and transit) 
increased by more than 4.4 times during this period, from 9,376 to 41,744. Transit traffic 
increased by more than 17 times, and its share in the total national traffic grew from 9% to 35%. 

44. The project road also links Tajikistan’s third- and fourth largest cities (Kulyab and 
Kurgan-Tyube) with Dushanbe. It traverses seven rayons (districts) with about 400,000 
inhabitants, most of whom live within 20 km of the road. Of these inhabitants, 70% live in the 
rural areas, where poverty is particularly severe. The rehabilitation of the project road and rural 
roads has promoted local socioeconomic development and benefited the poor population. The 
outcomes have proved the close relevance of the Project to ADB’s country strategy and the 
Government’s development objectives, as well as the need to rehabilitate and extend the length 
of the project road.  

                                                 
16 Three sections of the Asian Highway Network—AH7, AH65, and AH66, with a total length of 1,925 km—pass 

through Tajikistan. Most of these are paved two-lane roads. 
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B. Efficacy in Achievement of Purpose 

45. The Project was effective in achieving its purposes. Most of the objectives stated in the 
project framework were achieved through the designed activities (Appendix 1). The main 
objectives of the Project were: (i) to reduce transport costs on the Dushanbe–Kulyab road; (ii) to 
provide agricultural and industrial enterprises with all-weather access to markets in the region, 
the rest of the country, and abroad; (iii) to give the rural poor better access to social services, 
markets, and other economic activities; and (iv) to strengthen institutional capacity for efficient 
road subsector management.  

46. The main objective was to improve incomes and reduce poverty in Khatlon oblast 
(province) by improving road transport infrastructure, and thereby support the creation of 
productive employment opportunities. The Project rehabilitated 103.9 km of the main road and 
90.7 km of rural roads, significantly improving the transport conditions in the southwest of 
Tajikistan. The Project has had significant impact even in its early years of operation, as the 
project performance monitoring program showed (see Appendix 2 for details). Freight traffic 
volume in Khatlon increased by about 30% per year from 2001 to 2006, and freight turnover by 
about 43% yearly. Total traffic on the project road increased by 25% in 2006. Cars now travel at 
an average speed of about 80 km per hour on the rehabilitated sections, compared with 50 km 
per hour on un-rehabilitated sections. Private car ownership grew by an average of 10.8% each 
year in 2001–2006, and by 36% in 2006. Private vehicles in the project area have increased to 
88% of the total traffic. Product transportation losses to farmers have been reduced from 5% to 
4%. More farmers and businesses have gained access to markets as transport expenses have 
been reduced from 7.8% to 5.8% of the product price. Many job opportunities were generated 
during and after construction. The road improvements have also stimulated the development of 
small businesses along the project road and in the project area, which increased by about 20% 
in 2006. More women are encouraged to participate in enterpreneurial activities by the prospect 
of safer business travel. Access to health and education has been aided by the availability of 
bus and taxi services along the project road and rural roads. The full impact of the Project will 
become even more evident as time goes on. 

47. The Government has improved its institutional capacity to manage transport projects and 
to operate and maintain roads efficiently, through the capacity-building programs and training, 
both international (for 25 person-months) and in-country, under the Project. In addition, the 
advisory TA supported training for MOTC staff and local communities in the use of the HDM 
model in road maintenance management. The PIU gained substantial experience in managing 
investment transport projects.  

C. Efficiency in Achievement of Outputs and Purpose 

48. This analysis shows that the Project was highly efficient in achieving its outputs and 
purposes. 

49. Traffic-count surveys on the project road sections in 2005 and 200617 indicated (i) a 
tremendous increase in automobile and pickup/small bus traffic, after the privatization of 
passenger transport enterprises and services; (ii) a dramatic reduction in large bus and truck 
traffic, with a decline in industrial and agriculture production in the project area; and (iii) an 18% 
average yearly increase in overall traffic volume from 2001 to 2006. About 35% of total traffic 
was induced by the rehabilitation of the project road. The survey results were similar to those 

                                                 
17 Final Project Performance Monitoring and Evaluation Report of the Dushanbe – Kurgan-Tyube – Dangara – Kulyab 

Road Rehabilitation Works. Dushanbe, 2006. 
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from two other ADB studies in Tajikistan.18 The PCR Mission also observed a significant amount 
of traffic on rural roads, mainly small cars and minibuses taking local residents to market and to 
social service facilities. On the basis of the traffic analysis and consultation with a national 
transport economist, a revised traffic forecast was made for the project road. (See Appendix 11 
for the traffic analysis and forecast.) 

50. The PCR Mission reevaluated the EIRR, using the same methodology as at appraisal, 
but incorporating actual, updated data. The recalculated EIRR was 21.5%, higher than the 
15.9% at appraisal, reflecting the higher traffic level and lower maintenance cost after the 
Project. The recalculated EIRRs for the base case and all test cases were much higher than the 
EIRR cutoff rate. (Appendix 12 presents the economic reevaluation.) Because the project road 
is not a toll road and has no revenue provision, no financial reevaluation was made. 

D. Preliminary Assessment of Sustainability 

51. In general, the Project is deemed less likely to be sustainable to meet the needs of traffic 
development and socioeconomic development in the area. 

52. Along with foreign trade and development in the whole country and in the area, and as 
other international road corridors are rehabilitated, traffic demand will stay high. And partly 
because of the rehabilitation of the rural roads under the Project, rural poverty has been 
reduced and socioeconomic development has progressed. For these reasons, the main road 
and rural roads rehabilitated under the Project should be able to sustain development and be 
increasingly beneficial to the local inhabitants.  

53. However, more than half of the main project road was not included in the project scope 
and was therefore not rehabilitated. The continuing severe deterioration of the excluded 
sections will affect the usefulness of the entire road if significant rehabilitation is not undertaken 
soon. Meanwhile, because of lack of funds, staff, and equipment, there has been very limited 
maintenance on the project road and the rehabilitated rural roads. Without proper maintenance, 
the roads will not stay in good condition.  

E. Environmental, Sociocultural, and Other Impact 

54. All the environmental mitigation measures identified at the feasibility stage of the Project 
were incorporated into the bid and contract documents. During implementation, the supervision 
consultant was responsible for ensuring that the contractors complied with these mitigation 
measures. The site visits made in 2005 by the supervision consultant and environmental 
monitoring by specialists from Tajikistan did not indicate any significant adverse environmental 
effects resulting from the rehabilitation of the project road. The supervision consultant’s findings 
in this regard were described in the monitoring and evaluation report of 2005. The Project also 
had no resettlement effects. It mainly involved the rehabilitation of roads on existing alignments 
(except for minor changes made to improve road safety) and required no land acquisition. 

55. No indigenous people issues were encountered during implementation. The project road 
and rural roads rehabilitated under the Project have had significant impact on socioeconomic 
development in the project area. Besides reducing road user costs and service charges, the 
rehabilitation has led to a dramatic increase in the income of local inhabitants by stimulating 
economic activities in the project area. The Project has generated more employment 
                                                 
18 ADB. 2007. Technical Assistance to Tajikistan for the Transport Sector Master Plan. Manila (TA 4926-TAJ for 

$600,000, approved on 4 April); ADB. 2003. Technical Assistance to the Republic of Tajikistan for Strengthening 
Implementation of Road Maintenance. Manila (TA 4294-TAJ for $600,000, approved on 18 December) 



 

 

13

opportunities for both men and women during and after project implementation, improved 
access to health and education facilities by shortening travel time and promoting an increase in 
car ownership, given local farmers and businesses easier access to markets where they can get 
better prices for their products, and encouraged the growth of businesses along the roads in the 
area to serve the increased traffic. Still, unemployment in the project area, in Tajikistan’s 
poorest province, is higher than average, especially outside the farming season. Various 
interventions should be undertaken to widen the Project’s reach, particularly among the poor—
local business development to increase work opportunities. better public transport to provide the 
low-income population with more reliable transport services at reduced cost, proper 
maintenance of roads. (See Appendix 2 for more information on the socioeconomic impact of 
the Project.) Overall, however, the impact of the Project on the socioeconomic development of 
the country has been significant. 

IV. OVERALL ASSESSMENT AND RECOMMENDATIONS 

A. Overall Assessment 

56. The Project realized its main objectives of increasing incomes by reducing transport 
costs, providing all-weather roads for transit and local traffic, improving the access of the rural 
poor population to social services, and strengthening the Government’s institutional capacity to 
implement and maintain national roads. The rapid socioeconomic development in Khatlon oblast, 
increased traffic on the project road, and the Project’s remarkable social impact particularly on 
poor people all prove that the objectives anticipated at appraisal were efficiently achieved. The 
outputs were generally satisfactory. The recalculated EIRR was higher than the appraisal 
estimate. Overall, the Project was a success. 

57. However, the target of rehabilitating 150 km of rural roads was not achieved. In addition, 
the project road is faced with challenges to its sustainability. The un-rehabilitated road sections 
must be rehabilitated to ensure that the road as a whole retains its usefulness. Both the main 
road and the rural roads must be adequately maintained. Public transport must be developed to 
ease the volume of traffic on the main road, and provide low-cost and more reliable transport 
services to the local population, especially the poor. 

B. Lessons Learned 

58. The Project was the first ADB-financed road project in Tajikistan. Therefore, MOTC and 
the PIU had to be familiarized with ADB’s policies and procedures. The familiarization effort was 
not so adequate, however, such that the early stage of implementation was less than smooth. In 
addition, frequent changes in ADB project officers caused discontinuity in project preparation 
and administration. ADB should provide intensive efforts and training in its policies and 
procedures to the executing agency and the PIU for projects that are new to a sector or field. 
Also, ADB should also try to keep a project officer in a project for as long as possible. 

59. Numerous changes in the road rehabilitation method from that indicated in the drawings 
caused substantial engineering changes and raised the bidding price. The scope of the 
improvement works also increased substantially between appraisal and the start of actual works. 
Advance contracting and retroactive financing would have shortened the time between appraisal 
and the start of works, and between design, tendering, and contract award.  
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C. Recommendations 

1. Project-Related 

60. Transport logistics development is a very important aspect of transport project 
sustainability. Many logistic services—gas stations, vehicle repair shops, bus stations, service 
areas, freight and passenger transport services, among others—have developed along the 
project road. The main road and rural roads are served by sufficient passenger transport, mainly 
private cars and minibuses. However, small passenger vehicles take up much more road space 
than large public buses relative to the number of passengers transported, consume much more 
energy, and cause high service charges. The development of public transport in the project area 
would significantly ease the overload of traffic on the project road, reduce passenger service 
charges, and provide more regular and reliable service especially to the low-income population. 

61. Road Maintenance Funds. Maintenance is critical to the long-term success of the 
project roads. Particularly given the rapid increase in traffic since appraisal, a sufficient 
maintenance budget must be provided for the project roads to keep them in good condition and 
avoid fast deterioration. MOTC should continue to monitor regularly the maintenance of the 
project roads and submit annual maintenance plans, strategies, and budgets. The Government 
should set aside enough funds for maintenance, create a permanent maintenance crew with 
sufficient equipment, and implement regular and proper maintenance of pavements, bridges, 
slopes, all side drains, culverts, and chutes. 

62. Further Action or Follow-Up. More than half the stretch of the project road has not 
been rehabilitated. Its severe state of deterioration will reduce the usefulness of the entire road. 
The Government must act quickly to solve this problem and ensure the efficiency and 
sustainability of the Project.  

63. Timing of the Project Performance Audit Report. The project performance audit 
report may be prepared in 2009 or later. By that time the Project will have been fully operational 
for more than 2 years, and traffic, maintenance, physical condition, benefits attained, and impact 
on poverty reduction can be better assessed. 

2. General 

64. Future Monitoring. According to the covenant, MOTC must again monitor and evaluate 
the impact of the Project 2 years after its completion. The PIU should be provided with enough 
funds and the required expertise to carry out the monitoring and evaluation in 2008 and in later 
years, measure the project impact, and recommend interventions to the Government and 
donors that would expand and accelerate the spread of project benefits to the poor. Future 
monitoring should also cover road maintenance status, including funds, staff, and the use of 
equipment procured under the Project. 

65. Experience in the procurement of smaller civil works packages through national 
competitive bidding (NCB) on this and other similar projects in Tajikistan shows that, for 
historical reasons and because of the limitations of the local construction industry, road 
contractors in Tajikistan can only partially satisfy ADB’s qualification requirements. In future 
NCB for civil works, the domestic market and national contractors’ qualifications should be 
analyzed carefully and in detail, and appropriate measures suggested to reflect the state of 
development of the local road construction industry.  

66. The loan closing date was extended three times. ADB approved the last two extensions, 
taking into account the defect liability period for main civil works contracts. On various grounds,  
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a significant amount of money was paid after that period to the international contractor for the 
civil works component. Paying such amounts from its own funds after the loan closure would 
have put the Government in serious financial difficulties. The special financial situation and 
characteristics of a project should be considered in future project management. 
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PROJECT FRAMEWORK 

Design Summary 
Performance 

Indicators/Targets 
Monitoring 

Mechanisms 
Assumptions 

and Risks Result 
A. Goal 
To promote 
economic recovery 
and reduce poverty 
in southwestern 
Tajikistan 
 

 
• Changes in the 

economic structure of 
the region 

• Per capita income of 
the region and rayons 

• Rural incomes and 
unemployment rate at 
district, township, and 
household levels 

• Number of poor 
persons in the project 
area and their 
expenditures 

• Freight and passenger 
flows and access to 
social services in the 
project area at district 
level 

• Purchase of local 
materials 

 
• Annual economic 

reports at region, 
district, and 
township levels 
from national and 
local statistics 
bureaus; national 
and local statistical 
yearbooks 

• Social and 
household surveys 
using participatory 
rural appraisal 
(PRA) methods 

• Project 
performance 
management 
system (PPMS) 
evaluation 

Assumptions 
• Continued political 

stability, reforms, 
and improved 
governance 

• Continued 
liberalization of the 
Government’s 
control of tariffs for 
transport services 
and fuel supply 

• Adequate 
counterpart funds for 
the Project 

• Complementary 
investments in 
agricultural inputs 
and credits, and 
social development 

 
• Except for raw cotton, the 

main agriculture production 
increased by about 16.5% 
to 22.4% per year after the 
Project 

• In 2005, average income 
reached TJS450 per 
month, with about 31% 
increase in real terms over 
the level in 2002 

• Freight traffic volume in 
Khatlon increased by about 
30% to per year in 2001–
2006 and freight turnover 
by about 43% per year 

• Local markets along the 
road have become more 
attractive to farmers and 
small businessmen living 
far from the project area  

• Frequent rural road users 
(those using the project 
road several times a week) 
increased from 46% in 
2002 to about 68% in 2005

 
B. Purpose 
1. To reduce 

transport costs 
on the 
Dushanbe–
Kulyab road 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

2. To provide 
agricultural and 
industrial 
enterprises with 
all-weather 
access to 
markets in the 
region, the rest 

 
• Rehabilitated of 

Dushanbe–Kulyab 
road 

• Increased average 
annual daily  traffic 
from 500–3,000 
vehicles to forecast 
traffic levels 

• Reduced vehicle 
operating costs and 
reduced freight and 
passenger service 
charges (in real terms) 
in the project area 

• Increased volume of 
agricultural products 
marketed 

• Increased use of motor 
vehicles by the poor 
population 

 
• Rehabilitated of 

Dushanbe–Kulyab 
road, especially the 
mountainous sections 

• Reduced delivery time 
for agricultural produce 
to markets within and 
beyond the project 

 
• Completion of the 

rehabilitation 
project 

 
• Traffic count and 

origin-destination 
survey 

 
 
• Survey and 

investigation by 
the Government of 
costs and service 
charges 

 
 
 
• Survey and trade 

statistics 
• Vehicle 

registration and 
traffic count in the 
rural area 

• Household survey 
 
• PRA survey, PA 

missions, and 
PPMS monitoring 
and evaluation 

Assumptions 
• Timely completion of 

the Project within the 
estimated project 
costs 

• Continued market-
oriented reforms 

• Government’s 
complementary 
investments in 
agriculture sector 
and social services 
improvements 

• Improved 
governance and 
regulatory 
management of 
transport services 
and markets 

 
 
 
 
Assumptions 
• Continued  market-

oriented reforms 
• Complementary 

investments to 
strengthen the 
agriculture sector 

 
• Traffic on the project road 

increased by 25% in 2006 
• VOC savings per vehicle-

km were estimated to be 
TJS0.08 for small cars, 
TJS0.10 for pickups and 
minibuses, TJS0.23 for 
large buses, TJS0.14 for 
light trucks, TJS0.28 for 
medium-sized trucks, 
TJS0.58 for heavy trucks, 
and TJS0.43 for articulated 
trucks 

• Private motor cars 
increased from 9 units per 
thousand people in 2001 to 
15 units in 2006, for an 
average annual increase of 
10.8% 

• Cars now travel at an 
average speed of about 80 
km per hour on the 
rehabilitated sections, 
compared with 50 km per 
hour on un-rehabilitated 
sections 

• Rural users now get to the 
main roads 10 minutes 
more quickly on average 
(40 minutes previously 
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Design Summary 
Performance 

Indicators/Targets 
Monitoring 

Mechanisms 
Assumptions 

and Risks Result 
of the country, 
and 
internationally 

 
 
 
 
 
 
 
3. To improve 

access of the 
rural poor to 
social services, 
markets, and 
other economic 
activities 

 
 
 
 
 
4. To strengthen 

institutional 
capacity for 
efficient road 
subsector 
management 

 

area 
• Year- round passage 
• Increased ownership 

of motorized vehicles 
by rural residents 

 
• Improved physical 

access to health 
services and schools 

• Growth of rural 
enterprises 

• Employment 
generated in the 
service sector 

• Increased labor 
mobility 

 
• Separation of 

government functions 
from business and 
commercial operation 
of road and transport 
enterprises 

• Adoption of 
international standards 
and methodologies for 
subsector planning 

• Adoption of 
international standards 
and methodologies for 
project costing and 
financing 

• Adoption of 
international 
accounting standards, 
and establishment of 
an effective financial 
accounting system and 
audit procedures 

 

 
• Survey on time 

used by small 
trucks on the main 
and rural roads 

• Market survey and 
monitoring of 
agriculture 
production  

• PPMS monitoring 
and evaluation 

 
 
• Local statistics 

bureaus 
• PRA and PPMS 

evaluation 
• Social and 

household survey 
 
 
 
 
 
 
• Establishment of 

Ministry of 
Transport and 
Communication 
and 
implementation of 
the new Transport 
Law 

 
 
• Review of 

subsector 
development 
planning and 
guidelines 

 
• Review of 

operational 
guidelines and 
preparation of 
future projects 

• Implementation of 
an accounting 
system in 
accordance with 
international 
accounting 
standards 

• Identification of 
institutional 
constraints 

and improve social 
services 

• Improved 
governance and 
regulatory 
management of 
transport services 
and markets 

 
Assumptions 
• Continued 

government efforts 
to reduce poverty 

• Complementary 
government 
investments in social 
development 

 
 
 
 
Assumptions 
• Government’s 

continued efforts to 
reform and improve 
governance and 
public administration 

 
 
 
• Government’s 

commitment to adopt 
international 
standards and 
practices for 
globalization 

versus 30 minutes now) 
• The Project generated 

nearly 170 jobs in the 
service sector in the project 
area during project 
implementation 

• The number of gas stations 
increased from about 20 
before the Project to 65 
after the Project, coffee 
shops and restaurants from 
15 to 55, stores and 
groceries from 10 to 40, 
vehicle repair garages from 
5 to 10 

 
 
 
 
 
 
 
• The Government is making 

enormous efforts to 
rehabilitate the roads with 
assistance from 
international organizations 
and other countries 

• Road maintenance and 
rehabilitation expenditures 
in 2004 totaled TJS14.2 
million and nearly tripled in 
2007 to constitute more 
than 95% of total 
expenditures in the road 
subsector 

C. Outputs 
1. Civil Works and 

Equipment 

 
• Rehabilitation 

completed by 

 
• Project completion 

review 

Assumptions 
• ADB  approval of 

$20 million loan by 

 
• 80 km road rehabilitation 

was extended to 88.6 km 
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Design Summary 
Performance 

Indicators/Targets 
Monitoring 

Mechanisms 
Assumptions 

and Risks Result 
• Rehabilitation of 

80 km of the 
Dushanbe–
Kulyab road 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
• Improvement of 

150 km of rural 
roads 

 
 
 
 
 
 
• Procurement and 

installation of 
equipment for 
road 
maintenance, 
laboratory and 
field testing, and 
design 
computerization 

 
2. Consulting 

Services 
• Provision of 75 

person-months of 
international and 
825 person-
months of 
national 
consulting 
services for 
supervision and 
training 

 
 
 
 
• Improvement of 

September 2004 
• Structural repairs 

completed in 
accordance with 
technical specifications 
and requirements of 
the engineering design 
by September 2004 

• Implementation of 
single and double 
surface dressing 
strategies in 
accordance with the 
minimum HDM model 
screening 
requirements by the 
end of September 
2004 

 
 
 
 
• Year-round passage 

after project 
completion 

• Potholes eliminated 
and surfacing 
improved on the basis 
of actual needs 

 
• Technical 

specifications for 
various equipment 

• Procurement and 
installation 

• Performance 
evaluation of the 
equipment procured 

 
 
• Performance of 

supervision activities 
and payment 
certifications 

• Outline design of the 
social survey and 
PPMS implementation 

• Assessment of social 
and environmental 
impact of the Project 

• Development of a 
human resource 
development plan 

 
• Redefined terms of 

reference for road 
maintenance planning 
and management 

• Introduction of a road 

• Supervision of 
rehabilitation of 
structures 

• PA missions 
• HDM screening 

sample test and 
future 
maintenance 
planning 

• Post-evaluation of 
the actual intervals 
between periodic 
maintenance 
(should be more 
than 6 years) 

 
 
 
 
 
 
 
 
 
• PA mission 
• Engineer’s survey 
• Social survey 

 
 
 
 
 
 
• PA missions, 

progress reports, 
and project 
completion review 
(PCR) mission 

• Inspection reports 
and certification of 
the supervision 
consultant 

 
• Progress reports 

on consulting 
services and 
withdrawal 
applications 

• Reports on PPMS 
monitoring and 
evaluation 

• Implementation of 
human resource 
development 
programs, and 
reports on the 
implementation of 
the training 
program 

the end of December 
2000 

• Counterpart 
financing of $4.0 
million from OFID 

• Timely and adequate 
provision of 
Government’s 
counterpart funds 

• Diligent construction 
supervision by 
MOTC, contractors, 
and consultants 

• Effective routine 
maintenance, 
meeting the 
minimum 
requirements 

 
 
 
 
 
• Proper use of funds 

for rural road 
improvement, and 
active participation of  
project beneficiaries 

 
 
 
 
• Government 

procedures and 
policies on 
equipment 
importation 

• Coordination with 
other countries for 
timely transshipment 
of equipment 

Assumptions 
• Diligent performance 

by the consultants of 
their duties 

• Government’s 
willingness to accept 
international 
standards and 
practices 

 
 
 
 
 
 
 
 
• Allocation of enough 

• Civil works started in 
January 2003 and were 
completed in November 
2006  

• Rehabilitated roads are of 
good quality with surface 
roughness within the 
international roughness 
index for a comfortable ride

• Longest bridge (about 330 
meters) along the road was 
widened from 7 meters 
anticipated at appraisal to 
12 meters 

• Drainage system and 
safety facilities were 
constructed and installed 
as designed 

• Not enough maintenance is 
being done to keep the 
rehabilitated roads in good 
condition 

 
• 19 rural road sections, 150 

km in total, were selected, 
but rehabilitation covered 
only 90.7 km  

 
 
 
 
 
• Equipment for field material 

testing and survey was 
procured through the main 
works contract; equipment 
was delivered by supplier 
in 2002 and handed over to 
the teams in the field on 15 
December 2005 

 
 
• 106.8 person-months of 

international consulting and 
254.46 person-months of 
national consulting 
services were implemented

• Performance of the 
consultants was rated 
satisfactory 

• Three M&E reviews were 
carried out; M&E reports 
were delivered to ADB 

• International training (25 
person-months) was 
organized 
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Design Summary 
Performance 

Indicators/Targets 
Monitoring 

Mechanisms 
Assumptions 

and Risks Result 
road 
maintenance 
planning, 
financing, 
operation, and 
management for 
the project road 
sections 

 
 
• Advisory 

technical 
assistance for 
institutional and 
policy support to 
road subsector 

maintenance manual 
• Increased budget 

allocation for O&M 
 
• Issuance of new 

regulations and 
policies to implement 
the Transport Sector 
Policy Statement by 
the end of 2001 

• Separation of 
Government’s 
responsibility from the 
commercial operation 
of road transport 
enterprises by the end 
of 2001 

• Introduction of 
international financial 
accounting system by 
the end of 2001 

• Identification of 
effective sources of 
revenue for cost 
recovery of O&M by 
the end of 2001 

 
 
• Progress reports 

and PA review 
missions 

• PCR mission 
• Midterm review of 

budget allocation 
 
 
 
 
 
 
• Progress reports, 

PA review, and 
PCR mission 

• Policy dialogue 
and human 
resource 
development plan 

• Tripartite review 
and final TA report 

funds for O&M 
 
 
 
 
 
 
 
 
 
• Continued efforts of 

the Government to 
improve governance 
and public 
administration 

• Consistency of 
Government’s policy 
reform initiatives 

 
 
 
 
 
 
 
 
 
 
• An advisory TAa was 

designed and implemented: 
Institutional and Policy 
Support to the Road 
Sector, approved on 20 
December 2000 

 
• About 80% of the road 

transport enterprises have 
been privatized 

D. Activities 
1. Provide adequate 

counterpart funds 
for project 
implementation in 
a timely manner 

 
2. Recruit 

consultants for 
construction 
supervision and 
training 

 
 
3. Carry out survey 

and design 
 
 
4. Tender civil 

works 
 
 
5. Implement the 

Project 
 
 

 
6. Training staffs 
 
 
 
 

 
• Adequate fund 

allocation from the 
Government budget for 
the Project 

 
 
• Consultants to be 

recruited by May 2001 
• Terms of reference for 

consulting services 
 
• Survey and detailed 

design completed by 
November 2000 

 
• Civil works contracts 

awarded by August 
2001 

 
• Rehabilitation 

completed by 
September 2004 and 
PCR scheduled for 
September 2005 

 
• Staff trained in contract 

administration, quality 
control, design, 
certification of works, 
and pavement 
management 

 

 
• Government’s 

budget allocation, 
project progress 
reports, and PA 
review 

 
• Contract 

documents 
 
 
 
 
 
 
• Completed design 

documents  
 
 
• Progress reports 

and PA missions 
 
 
• Progress reports, 

PA missions, and 
PCR 

 
 
 
 
• Progress reports 

and PA missions, 
midterm review 

Assumptions 
• Improved 

performance of 
economy and 
improved 
Government fiscal 
situation; priority 
given to road 
rehabilitation 

• Timely signing and 
effectiveness of the 
Loan Agreement 

 
 
• No major risks 

foreseen 
 
 
• Effective 

coordination and 
phasing of project 
activities 

• Effective 
coordination and 
phasing of project 
activities 

 
 
• Diligent performance 

by contractors and 
consultants of their 
duties 

 

 
• All counterpart funds 

required for the Project 
implementation were 
provided; however, there 
was some delay  

 
• Recruitment of project 

consultants was delayed; 
original scope was later 
amended 

 
 
 
 
 
 
 
• Civil works procurement 

followed international 
competitive bidding 
procedures 

 
 
 
 
 
 
• International training (25 

person-months) was 
organized; training 
evaluation report was 
prepared 
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Design Summary 
Performance 

Indicators/Targets 
Monitoring 

Mechanisms 
Assumptions 

and Risks Result 
 
 
 
 
7. Provide TA for 

institutional and 
policy support to 
the road system 

 
 
 
 
 
 
8. Incorporate 

appropriate 
environmental 
mitigation 
measures in 
project design 

 

• Consultants to be 
recruited by May 2001 

• TA to be completed by 
January 2002 

• Submission of 
capacity-building 
strategy and related 
training program 

 
• Recommendation of 

mitigation measures in 
the initial 
environmental 
examination report 

and PCR, training 
reports 

 
 
 
 
 
• The consultants’ 

inception, interim, 
and draft final 
reports 

 
 
• Review and 

approval of 
training reports 

 
 
 
• Environmental 

monitoring reports, 
PA review, and 
PCR 

 
 
 
 
• Continued 

Government 
commitment to road 
sector reform and 
improvement of 
public administration 

 
 
 
 
• Cooperation and 

coordination 
between MOTC and 
consultants 

• Adequate 
institutional capacity 
for environmental 
monitoring 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
• All the environmental 

mitigation measures 
identified at the feasibility 
stage of the Project were 
incorporated into the bid 
and contract documents; 
during project 
implementation, the 
supervision consultant was 
responsible for ensuring 
that the contractors 
complied with these 
mitigation measures 

E. Inputs 
 
 
 
 

 
 
At Appraisal ($ million) 
 
1. Civil Works  
     Main Road    16.60 
     Rural Roads  1.00 
2. Equipment     2.00 
3. Consulting      2.00 
4. International  
    Training          

0.20 

5. Physical   
Contingency      

2.20 

6. Price 
Contingency     

1.80 

7. IDC                1.00 
Total      26.80  

  
 
Actual ($ million) 
 
 
1. Civil Works  
     Main Road   20.96 
     Rural Roads  0.98 
2. Equipment     2.12 
3. Consulting      2.84 
4. International 
   Training          

0.20 

5. Physical 
Contingency     

0.00   

6. Price 
Contingency     

0.00   

7. IDC               0.42   
Total      27.52 
 
 

 

HDM = highway development and management, IDC = interest during construction, M&E = monitoring and evaluation, MOTC 
= Ministry of Transport and Communication, OFID = OPEC Fund for International Development, O&M = operation and 
maintenance, PA = project administration, PCR = project completion review, PPMS = project performance management 
system, PRA = participatory rural appraisal, TA = technical assistance, TJS = Tajik Somoni, VOC = vehicle operating cost. 
a ADB. 2000. Technical Assistance to the Republic of Tajikistan for Institutional and Policy Support in the Road Sector. Manila 
(TA 3602-TAJ for $500,000, approved on 20 December). 
Sources: Report and recommendation of the President, ADB loan financial information system, information from Ministry of 
Transport and Communication. 
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SUMMARY OF SOCIOECONOMIC IMPACT ASSESSMENT 

A. The Project 

1. The project road is in Khatlon oblast in southwestern Tajikistan. The majority of the 
impact of the road rehabilitation has occurred in the project area, geographically identified to 
include a corridor of land on either side of the alignment. This road corridor falls almost entirely 
within Khatlon oblast, and covers an area of 5,080 square kilometers (km) south of Dushanbe. 
Since the main project road is part of the national road network, it also facilitates international as 
well as interregional communications. As part of the Project, rural roads totaling 90.7 km were 
also rehabilitated, with significant socioeconomic impact in the rural areas of Khatlon oblast. In 
2002–2003, the supervision consultant, the Louis Berger Group, carried out a baseline survey in 
the project area. During project implementation in 2005 (part of the civil works for the main road 
and rural roads had been completed by then), Louis Berger undertook another round of surveys 
to gauge the traffic and poverty impact of the Project. The changes between the two sets of 
surveys were presented in the project completion monitoring and evaluation report1 that Louis 
Berger submitted to the Ministry of Transport and Communication (MOTC) and the Asian 
Development Bank (ADB). In 2006, an individual domestic consultant carried out a new traffic 
survey and a poverty assessment analysis.2 The survey results did not indicate any indigenous 
people issues during implementation. The following assessments summarize the results of the 
monitoring and evaluation, as well as the findings of the Project Completion Review (PCR) 
Mission. 

B. Socioeconomic Development in Khatlon Oblast 

2. The central Government directly administers five oblast-level administration areas—the 
capital, three oblasts, and one region (Regions of Republican Subordination). Khatlon, in the 
southwest of Tajikistan, is one of the oblasts. In 2006, it had a total population of 2.5 million, 
about one third of the country’s total. Of the Khatlon population in 2006, 83.7% was rural. The 
main agriculture production consisted of cereal crops, raw cotton, potato, and vegetables. Like 
the rest of the country, Khatlon was also developing at a high rate. Except for raw cotton, the 
production of all the main agricultural crops increased by about 16.5% to 22.4% per year in 
2001–2005. Along with improvements in road transport conditions, there were sharp increases 
in road traffic. According to statistics,3 freight transported by road increased from 1.6 million tons 
in 2001 to 6.1 million tons in 2006, for an average annual increase rate of 30%. In the same 
period, the turnover of freight transport by road increased by 42.9% per year and bus passenger 
transport by 43.0%. The number of private motor cars increased from 9 units per thousand 
people in 2001 to 15 units in 2006, for an average annual increase of 10.8%. The sharp 
increase in road transport indicates much more dynamic socioeconomic development, due at 
least in part to the rehabilitation of the project road. 
 

                                                 
1 Louis Berger Group. 2005. Project Completion Monitoring and Evaluation Report on the Dushanbe–Kurgan-Tyube–

Dangara–Kulyab Road Rehabilitation Works. September. 
2 Ziderer, I. 2006. Final Project Performance Monitoring and Evaluation Report on the Dushanbe–Kurgan-Tyube–

Dangara–Kulyab Road Rehabilitation Works. November. 
3 State Committee on Statistics, Republic of Tajikistan. 2007. Regions of Republic of Tajikistan.  
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Table A2.1:  Socioeconomic Development Profile of Khatlon Oblast 
 

Item Unit 2001 2002 2003 2004 2005 2006 

Permanent Population (as of 
the end of each year) 

’000 2243.5 2293 2344.6 2404.1 2463.3 2519.6 

Rural Population (as of the 
end of each year) 

% 82.7 82.8 82.6 82.0 82.6 82.7 

   Cereal crops tons 249,713 377,033 506,168 509,633 535,210 542,311 

   Raw cotton tons 255,092 305,725 334,031 334,079 240,884 258,073 

   Potato tons 49,287 62,569 100,363 116,957 129,071 135,221 

   Vegetables tons 120,983 134,260 177,490 222,073 240,472 259,182 

Freight transportation by road  ’000 tons 1642.3 1867.2 3164.4 3164.4 5658.5 6105.3 

Freight turnover (road 
transport) 

million ton-
km 

47.3 59.4 106.7 270.7 261.8 281.5 

Passenger transportation 
(bus) 

million 
passenger-

km 

192.8 203.7 195.8 278.7 971 1153.2 

Private motor cars  units per 
1,000 
people 

9 10 10 11 11 15 

Source: State Committee on Statistics of Tajikistan. 
 
 
C. Rural Roads Rehabilitated under the Project 
 
3. It was anticipated at appraisal that 150 km of rural roads would be rehabilitated under 
the Project. In 2002, the supervision consultant, Louis Berger Group, selected the rural roads to 
be rehabilitated, using the selection criteria designed at appraisal—geographic location (up to 
50 km off the main road), poverty and social factors, economic and traffic requirement, 
sustainability of the roads, and links to the main road rehabilitation financed by ADB—and 
evaluated 500 km of candidate rural roads in the project area. Nineteen sections of rural roads 
stretching over 150 km were selected. However, during project implementation, the estimated 
cost of $1.00 million was found to be far from enough. The Project rehabilitated only 13 sections 
of rural roads totaling 90.7 km. The rural roads that were rehabilitated under the Project are 
listed in Table A13.2. 
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Table A2.2:  Rural Roads Rehabilitated under the Project 
 

District Start End Length (km) 
Khuroson  Obi Kiik Uyali special economic entity 26.0 

Main road Kurgan-Tyube -Dangara Zamini Nav (Km 13) 4.0 
Main road (Km 8) Ak Gaza 4.0 

Sarband 

Main road (Km 4) Sabzavot  Farm  2.6 
Kurgan-Tyube–Vakshs Khatlon Farm  2.5 
Safarov Farm Kolkhoz k-k Pahta Kainar 2.6 

Bokhtar 

Oktyabrsk Sabzavot  Farm  11.0 
Boshbulok village  Huseinshute village  12.0 Dangara 
Aksu village Malikov village  4.0 

Vose  Safarov Farm  Kaduchi village  5.0 
Guliston settlement Sarichashma village  10.0 
Nazarov Farm  Tudovkash village 3.0 

Kulyab 

Kulyab Tugmachi village  4.0 

Total 90.7 
km = kilometer. 
Source: Project implementation unit. 

 

D. General Impact of the Project Road 
 
4. Increased Traffic. The rehabilitation under the Project has allowed a significant 
increase in traffic on all sections of the project road. There has been a shift in traffic composition 
from buses to cars and from lighter to heavier trucks. (See Appendix 11 for a traffic analysis.) 
Survey results also showed that about two thirds of the respondents use the project road to go 
to their fields or their place of work. Traffic on the project road increased by an average of 18% 
per year in 2001–2006. About 35% of the traffic was induced by the rehabilitation of the road. 
The number of motorized and nonmotorized vehicles on the rehabilitated rural roads has also 
substantially increased. One indicator is the increased frequency of use of the rural roads. 
Those using the project road several times a week increased from 46% in 2002 to about 68% in 
2005. 

5. Roadside Service Development. In response to the fast growth in traffic, roadside 
services have developed at tremendous speed. The number of gas stations increased from 
about 20 before the Project to 65 after the Project, coffee shops and restaurants from 15 to 55, 
stores and groceries from 10 to 40, and vehicle repair garages from 5 to 10. These service 
facilities, most of them private, are still growing fast. According to a rough estimate, these 
roadside services have provided at least 800 working opportunities, mostly to the local 
population. 

6. Reduced Road User Costs. Travel time has been significantly shortened since the 
completion of the project road. About 77% of respondents using the project road (versus 50% in 
2002) said that it now takes them less than 30 minutes to reach the health facilities. Travel time 
to educational facilities has also been reduced. The number of vehicle drivers who indicated that 
the condition of the project road was likely to affect the value of the cargo transported has 
decreased as well, from 66% in 2002 to 33% in 2005. With the transport improvements, farmers 
similarly appear to be less adversely affected. The survey responses showed that the portion of 
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crop value lost because of bad transport conditions had gone down to 4%, from 5% in 2002. 
Rural road users now get to the main roads 10 minutes earlier on average (a travel time of 30 
minutes, versus 40 minutes previously). 

7. Reduced Transport Service Charges. According to the passenger survey, the average 
cost of trips has decreased significantly in real terms, A bus trip that used to take an average of 
4.4 hours and cost an equivalent of TJS5.0, now takes only 3.26 hours and costs TJS3.7. A 
minibus trip that used to take 3.0 hours and cost TJS5.82 now takes only 2.67 hours and costs 
an average of TJS5.3. Drivers plying the project road noted that freight fares had decreased by 
nearly 20% from 2002 to 2005. Besides, driving on the project road is now much more 
comfortable, they said. 

8. Accident Rates. Government statistics indicate that road traffic accidents have 
increased on some sections of the project road and decreased on others. Table A13.3 sets out 
the number of persons wounded in traffic accidents on the project road. Even as traffic volume 
on the road has sharply increased, the number of accidents per unit volume of traffic has been 
significantly reduced.  
 

Table A2.3:  Persons Wounded in Traffic Accidents on the Project Road 
 

Section 2000 2002 2003 2004 2005 2006a 

Dushanbe–Kurgan-Tyube 37 40 64 53 67 46

Kurgan-Tyube–Dangara 16 11 6 10 2 7

Dangara–Kulyab 16 18 10 15 11 13

Total 69 69 80 78 80 66
a  Up to September. 
Source: Final project performance monitoring and evaluation report. 
 

E. Social Impact of the Project Roads 

9. Income and Expenditure. Income in the project area has grown rapidly in recent years. 
In 2005, the average income reached TJS450 per month—an increase of about 31% in real 
terms over the 2002 figure. Household expenditure for drivers during the period from 2002 to 
2005 was high, increasing from TJS216 per family to TJS397 (in current prices), or by about 
11.7% each year (in real terms). Household expenditure has similarly increased among rural 
road users (13.6% average yearly increase in real terms) and even more markedly among 
farmers (20.4%average yearly increase in real terms). These figures show that the project area 
has benefited from substantial economic growth and the improvement of the project road.  

10. Employment and Women’s Participation. As recorded, about 201 local staff and 
laborers, 23 of them women (11%), were employed in the Project during implementation. The 
majority of the employed women were cleaners and accountants. The Project also generated 
nearly 170 jobs in the service sector in the project area during implementation. The survey 
results confirmed that women now tend to participate more in business activities because of the 
improvements made in the safety of driving and travel. 

11. Access to Markets. As a consequence of the road rehabilitation, local markets along 
the road have become more attractive to farmers and retailers living far from the project area 
and wishing to deliver perishable goods to the project area. The reduction in transport expenses, 
from about 7.8% to 5.8% of the prices of their produce, has been mainly responsible for such 
changes. Some local markets have also become more specialized to serve larger areas. 
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12. Access to Health Facilities. Access to health services has improved significantly, partly 
because of the improvements in the roads. Fifty percent of those surveyed in 2002 said that it 
took less than one-half hour to get to the closest health facilities, versus 77% in 2005 and 90% 
in 2006. The improved access was also partly due to the increase in car ownership and taxi 
services in the project area.  

13. Access to Education. The 2002 survey results indicated that about 99% of 
schoolchildren walked to school. This situation has not changed much, mainly because of the 
high cost of riding to school. But only about 14% of respondents in 2005 said that it took their 
children more than one-half hour to get to school, versus about 23% in 2002 

14. Food Sustainability. In general, improved roads allow markets to develop quickly 
because of lower transport costs, shorter travel time, and less product damage in transit. 
Improved roads lead not only to more production but also to diversified production.  

15. Development of Small Business. The Project has stimulated the rapid development of 
small businesses in the project area. The 2006 survey found that businesses along the project 
road, including gas stations, roadside canteens, and maintenance centers, were increasing by 
about 20% yearly. Business development has generated substantial working opportunities and 
greater competition. 
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LIST OF ROAD MAINTENANCE EQUIPMENT PURCHASED UNDER THE PROJECT 
 

Equipment Quantity Unit Cost ($) Total Cost ($) 

Bulldozer, D6N 2 165,000  330,000  

Front-end loader, 962GII 1 147,000  147,000  

Excavator, M318C 2 139,000  278,000  

Excavator, M313C 3 112,000  336,000  

Grader 4 212,000  848,000  

Spare parts, lubricants     178,821 

Total    2,117,821 
Source: Project completion report of Ministry of Transport and Communication. 
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PROJECT COST AND FINANCING PLAN 
(APPRAISED AND ACTUAL) 

 
 

Table A4.1: Project Costs 
($ million) 

    Appraisal Estimate  Actual 
Item Foreign Local Total  Foreign Local Total 
                  
A. Base Costs        
 1. Civil Works   
  a. Dushanbe–Kulyab Road Rehabilitation 11.20 5.40 16.60  14.48 6.48 20.96
  b. Rural Road Improvement 0.00 1.00 1.00 0.00 0.98 0.98
 2. Equipment 1.90 0.10 2.00 2.12 0.00 2.12
 3. Consulting Services 1.50 0.50 2.00 2.12 0.72 2.84
 4. International Training 0.20 0.00 0.20 0.20 0.00 0.20
  Subtotal (A) 14.80 7.00 21.80 18.92 8.18 27.10
       
B. Contingencies       
 1. Physical Contingency 1.50 0.70 2.20 0.00 0.00 0.00
 2. Price Contingency 1.30 0.50 1.80 0.00 0.00 0.00
  Subtotal (B) 2.80 1.20 4.00 0.00 0.00 0.00
       
C. Interest during Construction            1.00 0.00 1.00 0.42 0.00 0.42
          
    Total (A+B+C)  18.60 8.20 26.80 19.34 8.18 27.52

Source: Report and recommendation of the President, ADB loan financial information system, information from Ministry of Transport 
and Communication. 

 
 
 

Table A4.2: Financing Plan 
($ million) 

 

Appraisal 
 

Actual Source 
Foreign 

Exchange 
Local 

Currency 
Total  
Cost 

% 
of Cost 

 Foreign 
Exchange 

Local 
Currency Total  Cost

% 
of Cost 

ADB 18.40 1.60 20.00 74.6 19.34 1.64 20.98 76.2
Government 0.20 2.60 2.80 10.5 0.00 2.64 2.64 9.6
OFID 0.00 4.00 4.00 14.9 0.00 3.90 3.90 14.2

Total 18.60 8.20 26.80 100.0 19.34 8.18 27.52 100.0
ADB = Asian Development Bank, OFID = OPEC Fund for International Development. 
Source: Report and recommendation of the President, ADB loan financial information system, information from Ministry of 
Transport and Communication. 
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Table A4.3: Summary of Contract Packages 
 
 

Actual Contract Value 
by Source of Financing                   

($ million) Category / 
Contract Description 

PCSS 
No. 

Contractor/ 
Supplier 

Procurement  / 
Selection 
Method 

Contract 
Date 

Actual 
Contract 
Value ($ 
million) ADB OFID Government 

 
Civil Works 
 

        

Contract 3: Main civil works 
contract 

0003 Todini 
Construzioni 
Generali 
 

ICB 29 Dec 2002 17,257,933 
 

13,229,071 
 

3,209,461 
 

819,401 
 

Contracts 7a, 7b, 7c, and 7d: Rural 
roads improvement 

 Four local 
contractors 
 

LCB 22 Dec 2003 
 

 979,058   — —   979,058 

Contract 8: Rehabilitation of five 
additional road sections along the 
project road 

0008 Todini 
Construzioni 
Generali 
 

DC 22 Jul 2005 3,075,060 2,413,973 562,334    98,753   

Contract 9: Rehabilitation of  
Pushkin Road from Km 0+000 to 
Km 0+742, and 1st May Road from 
Km 0+000 to Km 1+100, in Kulyab 
city 
 

0010 Buniodi Roh NCB 4 Jul 2006 396,284 
 

302,423 82,279    11,582   

Contract 10: Rehabilitation of  
Pushkin Road from Km 0+742 to 
Km 0+900, and 1st May Road from 
Km 1+100 to Km 2+742, in Kulyab 
city 
 

0011 Buniodi Roh NCB 4 Jul 2006 228,835 173,088 46,450      9,297   

Subtotal     21,937,168 16,118,554 3,900,523 1,918,091 
         

Equipment 
 

        

Contract 5:  Procurement of road 
maintenance equipment 

0005 Zeppelin 
Baumaschinen 
GMBH 

ICB 27 Apr 2004 2,117,821 2,117,821 — — 

Subtotal     2,117,821 2,117,821 — — 
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Actual Contract Value 
by Source of Financing                   

($ million) Category / 
Contract Description 

PCSS 
No. 

Contractor/ 
Supplier 

Procurement  / 
Selection 
Method 

Contract 
Date 

Actual 
Contract 
Value ($ 
million) ADB OFID Government 

Consulting Services 
 
Contract 1: Individual consultant for 
procurement of consulting services 
 

0001 John Brooks ICR 10 Aug 2001 50,240 50,240 — — 

Contract 2: Consulting services for 
project implementation, 
construction supervision, 
monitoring and evaluation, training, 
and human resources development 
 

0002 Louis Berger 
Group 

QBS 19 Mar 2002 2,384,402 1,972,737 
 

—  411,665   

Contract 4 and block audit contract: 
Audit of project accounts 

0004,  
0007,  
0009 

Marka Audit 
Bishkek 

QCBS 08 Sep 2003 
20 Apr 2005 
20 Apr 2006 

 

25,462 25,462 — — 

Individual consultant contract for 
construction supervision, and 
monitoring and evaluation 
 

0012 Dr. Kari Saari ICR 21 Jul 2006 70,989 70,989 — — 

PIU, project management 
 

    307,203  — 307,203 

Subtotal     2,838,296 2,119,428 — 718,868 
         
Training 
 

        

Contract 6: International training 0006 Louis Berger 
Group 

DS 12 Nov 2004 199,690 199,690 — — 

Subtotal     199,690 199,690 — — 
         

Interest Charges 
 

    422,651 422,651 — — 

Subtotal     422,651 422,651 — — 
         

Total     27,515,626 20,978,144 3,900,523 2,636,959 
— = not applicable , ADB = Asian Development Bank, DC = direct contracting, DS = direct selection, ICB = international competitive bidding, ICR = international 
competitive recruitment, LCB = local competitive bidding, NCB = national competitive bidding, OFID = OPEC Fund for International Development, PIU = project 
implementation unit, PCSS = Procurement Contract Summary Sheets, QBS = Quality- based selection, QCBS = quality- and cost-based selection.  
Source: ADB loan financial information system, information from Ministry of Transport and Communication 
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ANNUAL DISBURSEMENTS 
 

Table 5.1: Annual Disbursement of ADB Loan Proceeds 
 

Annual Disbursement  Cumulative Disbursement 

Year 
Amount 

($ million) % of Total 
 Amount 

($ million) % of Total 
2001 0.050 0.23  0.050 0.23 
2002 0.347 1.65  0.397 1.89 
2003 4.784 22.80  5.181 24.69 
2004 6.943 33.09  12.124 57.79 
2005 5.191 24.74  17.315 82.53 
2006 2.715 12.94  20.030 95.48 
2007 0.948 4.51  20.978 100.00 

ADB = Asian Development Bank. 
Source: Asian Development Bank.  
 
 

Figure A5.1: Actual Annual ADB Disbursement
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Table A5.2: Annual OFID Disbursement  
 

Annual Disbursement  Cumulative Disbursement 

Year 
Amount 

($ million) % of Total 
 Amount 

($ million) % of Total 
2001 0.000 0.00  0.000 0.00 
2002 0.000 0.00  0.000 0.00 
2003 0.881 22.58  0.881 22.58 
2004 1.092 27.99  1.973 50.57 
2005 0.713 18.27  2.686 68.85 
2006 0.881 22.58  3.567 91.43 
2007 0.334 8.56  3.901 100.00 

OFID = OPEC Fund for International Development. 
Source: Asian Development Bank.  

 
 

Table A5.3: Annual Disbursement of Counterpart Funds 
Annual Disbursement  Cumulative Disbursement 

Year 
Amount 

($ million) % of Total 
 Amount 

($ million) % of Total 
2001 0.02 0.90  0.02 0.90 
2002 0.13 5.00  0.15 5.91 
2003 0.63 24.20  0.79 30.11 
2004 0.96 36.89  1.75 67.00 
2005 0.64 24.33  2.39 91.33 
2006 0.20 7.49  2.58 98.81 
2007 0.03 1.19  2.62 100.00 

Source: Project completion report of Ministry of Transport and Communication. 
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Appendix 6 

COMPARISON OF APPRAISAL AND ACTUAL PROJECT IMPLEMENTATION SCHEDULES 
 

F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D J F M A M J J A S O N D
A. Loan Processing

1.Fact-Finding

2.Appraisal

3.Board Approval LEGEND

4.Loan Effectivenes PLANNED

ACTUAL
B. Civil Works

1.Rehabilitation Component START DELAY

a.Prequalification 04.01.02 - 20.05.02 COMPLETION DELAY

b.Bidding 22.05.02 - 20.01.03

c.Mobilization 22.01.03 - 30.06.03

d.Construction  01.04.03 - 30.11.05

e.Additional works 01.05.05 - 30.11.05

f. Contracts 9 and 10, 7.7. - 30.11.06
DLP 12 moths

2.Rural Roads Component 04.10.03 - 
30.06.05 + Defect Liability Period of 12 
months

C. Equipment

1.Bidding  20.06.03 - 27.04.04

2.Supply 

3.Delivery and Installation 06.11.04 - 
09.12.04

D. Consulting Services and Training

1.Shortlisting

2.Selection

3.Mobilization

4.Services and Training

Activities 2005 20062000 2001 2002 2003 2004

SD3 = 13 months

SD4 = 17 months

Defect Liability Period 12 months

SD7 = 22.5 months

SD8 = 34 months

CD 1 = 14 months

Defect Liability Period 12 months

Defect Liability Period 12 monthsSD6 = 11 months

SD10 = 7.6 months

SD9 = 9months

SD

CD

SD5 = 17 months

SD2= 11 months

SD1 = 4 m

 
Source: Project completion report of Ministry of Transport and Communication. 
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PROJECT CHRONOLOGY 
 

Table A7.1: Major Events 

Date  Event 

1 March 1999  Approval of PPTA 3168-TAJ: Road Rehabilitation Project for $840,000  

12 May 2000  Management review meeting 

20 October 2000  Staff review meeting  

9–10 November 2000  Loan negotiations  

29 November 2000  Board circulation 

20 December 2000  Board consideration and approval 

26 February 2001  ADB Loan Agreement signed 

7 August 2001  ADB loan declared effective 

28 August 2001  OFID loan declared effective 

9 August 2001  Minor change in project scope and implementation arrangements for the 
recruitment of a short-term individual consultant to assist MOTC in the 
start-up of project implementation approved by Director, IED 

10 August 2001  Contract with individual consultant, John Brooks, signed 

19 March 2002  Contract with Louis Berger Group, supervision consultant, signed 

22–30 September 2002  Loan Review Mission 

29 December 2002  Civil works contract (no. 3) for rehabilitation of main road signed 

8 September 2003  Consulting contract with Marka Audit Bishkek for audit of project 
accounts signed 

22 December 2003  Contracts 7a, 7b, 7c, and 7d for rehabilitation of rural roads signed 

27 April 2004  Equipment procurement contract with Zeppelin Baumaschinen GmbH 
signed 

12 November 2004  International short-term training contract signed 

3 February 2005  First extension of loan closing date (to 31 December 2005) approved by 
Director, ECTC 

5 March 2005  Contract for equipment supply completed 

20 April 2005 

 

Consulting contract between Aid Coordination Unit and Marka Audit 
Bishkek for block audit of Tajikistan project accounts signed; project 
accounts for fiscal years 2004, 2005, and 2006 were audited under the 
block audit contract  

12 May 2005  Major change in project scope involving rehabilitation of five additional 
road sections along the project road, using surplus loan funds, approved 
by Vice President, Operations 2 

28 June 2005  Project administration delegated to TJRM 

22 July 2005  Civil works contract 8 for rehabilitation of five additional road sections 
along the project road signed 

30 August 2005  Reallocation of loan proceeds approved by Country Director, TJRM 

30 November 2005  Contracts 3 and 8 substantially completed 
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Date  Event 

20 December 2005  Second extension of loan closing date (to 30 June 2006) approved by 
Country Director, TJRM 

29 December 2005 

 

 International short-term training contract completed 

15 May 2006  Minor change in project scope involving rehabilitation of additional 3 km 
sections along the project road approved by Country Director, TJRM 

22 May 2006  Third extension of loan closing date (to 30 November 2006) approved by 
Country director, TJRM 

30 June 2006  Expiration of Louis Berger contract for consulting services 

4 July 2006  Two civil works contracts for rehabilitation of additional 3 km road 
sections signed 

21 July 2006  Contract with individual consultant (Dr. Kari Saari) signed by MOTC 

30 November 2006  Expiration of Dr. Saari’s contract 

30 November 2006  Project completion 

21 March 2007  Last payment and closing of loan account 
ADB = Asian Development Bank, ECTC = Transport and Communication Division, IED = Infrastructure and Energy 
Department, MOTC = Ministry of Transport and Communication, PPTA = Project Preparatory Technical Assistance, 
TJRM = Tajikistan Resident Mission, OFID = OPEC Fund for International Development 
 
 

Table A7.2: Dates of Work Completion by Road Section 
 

Section 
Substantial Completion 

of Works 
End of 

Defect Liability Period 

1 27 July 2005 26 July 2006 

2 18 May 2005 17 May 2006 

3 8 June 2005 7 June 2006 

4 18 May 2005 17 May 2006 

Vakhsh Bridge 8 September 2005 7 September 2006 

5 10 November 2005 9 November 2006 

6 4 May 2005 3 May 2006 

7 22 October 2005 21 October 2006 

8 10 November 2005 9 November 2006 

9–13a 30 November 2005 29 November 2006 

Two additional road sections in 
Kulyab city 

30 November 2006 29 November 2007 

a Certificate of handover for all works issued 
Sources: (i) Louis Berger Group Inc. 2006. Construction Completion Report for Contract No. 3: Dushanbe–
Kurgan-Tyube–Kulyab Road Rehabilitation Works, in cooperation with Tajikgiprotransstroy. June; (ii) Louis Berger 
Group Inc. 2006. Construction Completion Report for Contract No. 8: Dushanbe–Kurgan-Tyube–Kulyab (Additional 
Works), in cooperation with Tajikgiprotransstroy. June. 
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STATUS OF COMPLIANCE WITH LOAN COVENANTS 
 

 
 
Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
In its capacity as Project Executing Agency, MOTC 
shall have responsibility for the overall execution and 
coordination of the Project. 
 

Schedule 6, 
para. 1 

Complied with. MOTC 
coordinated the implementation 
of the Project through the PIU.  

Project Implementation Unit 
The Borrower shall at all times maintain a Project 
Implementation Unit within the RID to be responsible 
for the day-to-day implementation of the Project. The 
PIU shall be headed by a Deputy Minister of MOTC 
as the Project Director with overall responsibility for 
Project management. The Borrower shall also 
appoint a full-time Project Manager, satisfactory to 
the Bank, to supervise implementation activities. The 
Borrower shall ensure the PIU is staffed with 
competent professional and clerical staff with 
expertise in accounting, road engineering, 
construction supervision, contract administration and, 
if required, implementation of resettlement plans.  
 

Schedule 6, 
para. 2 

Complied with. The PIU was 
established in October 2001. It 
was led by an executive director 
reporting directly to the MOTC 
minister and supported by 
professional and clerical staff 
with expertise and experience in 
financial accounting, road 
engineering, construction 
supervision, and contract 
administration. 

The PIU shall, inter alia, (i) monitor the progress of 
day-to-day Project implementation, (ii) prepare 
withdrawal applications; (iii) prepare project progress 
reports; and (iv) maintain Project accounts and 
complete financial records to facilitate auditing the 
Project. 

Schedule 6, 
para. 3 

Complied with:                
(i) PIU monitored the progress of 
the project in the field through 
the PIU field representative, who 
attended weekly site meetings 
with the contractors and the 
supervision consultant; 
(ii) withdrawal applications were 
prepared for both works and 
services contracts; 
(iii) quarterly and monthly 
progress reports were prepared 
in coordination with the 
supervision consultant; and 
(iv)  project accounts were 
established, maintained, and 
audited from the start of the 
Project. 
 

Counterpart Funding 
The Borrower shall ensure that all funds and 
resources necessary for rehabilitation of the Project 
road are provided on a timely basis. 

Schedule 6, 
para. 4 

Complied with. All funds required 
for Project implementation were 
provided.  
 

Operation and Maintenance Funding 
The Borrower shall ensure (i) that annual budget 
allocation for rehabilitation and maintenance, 
excluding new construction, of roads under MOTC’s 
jurisdiction will be increased no less than ten percent 
(10%) per annum above the rate of inflation each 
fiscal year from and including 2002 to 2004 and 

Schedule 6, 
para. 5 

Complied with. According to 
government statistics, the fund 
for road rehabilitation and 
maintenance increased by 49% 
in 2005 and 31% in 2006. The 
share of the road maintenance 
fund in the total subsector fund 
was 72% in 2004, 68% in 2005, 
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Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
(ii) that funding for road maintenance accounts for no 
less that the following percentages of the national 
budget allocation for road maintenance and 
construction: 50 percent in fiscal year 2001, 60 
percent in fiscal year 2002, 65 percent in fiscal year 
2003, and 70 percent in fiscal year 2004. The 
Borrower shall ensure that sufficient funds are 
allocated for maintenance of the Project road and the 
rural roads included in the Project. The Borrower 
shall provide the Bank with details on actual road 
maintenance expenditures for review by the Bank.  
 

and 73% in 2006. However, the 
adequacy of the fund for the 
maintenance of the project road 
and rural roads appears unlikely 
in general.  

Rural Roads 
The Borrower shall ensure that funds allocated for 
rural road improvement are provided in a timely 
manner. The Borrower shall ensure that the rural 
roads to be rehabilitated are selected, to the extent 
possible, with the active participation of Project 
beneficiaries, using participatory practices, as 
described in the ADB’s handbook Mainstreaming 
Participatory Development Processes. 
 

Schedule 6, 
para. 6 

Complied with. At appraisal, the 
Project was to rehabilitate 150 
km of rural roads, but only 13 
rural road sections with a total 
length of 90.7 km were actually 
rehabilitated.  

Rural Roads Selection 
The Borrower shall ensure that the rural roads to be 
rehabilitated under the Project will be selected taking 
into consideration the following criteria: (i) the road is 
within 50 km of the Project road; (ii) the road provides 
access to markets for products of poor communities; 
(iii) the road provides access to social services for 
poor communities; (iv) the road serves densely 
populated rural areas (i.e., a significant number of 
farmers on less than 3 hectares of land); (v) the 
Economic Internal Rate of Return is a minimum of 
twelve percent (12%); (vi) the rehabilitation is 
estimated to cost no more than ten thousand dollars 
($10,000) equivalent per km; (vii) a significant portion 
of traffic on the road comprises vehicles carrying poor 
passengers and freight produced by the poor; and 
(viii) the local community demonstrates the ability and 
commitments to maintain the road, in particular by 
using labor-intensive maintenance schemes.  
 

Schedule 6, 
para. 7 

Complied with. Appraisal criteria 
for the selection rural roads were 
used and 150 km of rural roads 
were selected. However, the 
supervision consultant’s report 
on the selection of the rural 
roads did not include the EIRR, 
and the actual cost of 
rehabilitating the rural roads 
exceeded the appraisal estimate 
of $10,000 per km. 

Changes in Ownership 
In the event that (a) change in ownership of the 
Project facilities, or (b) any sale, transfer, or 
assignment of the Borrower’s interest, is anticipated, 
the Borrower shall consult the Bank at least six 
months prior to implementing the change. The 
Borrower shall ensure that any proposed change in 
the ownership of the Project facilities is carried out in 
a transparent manner and does not affect repayment 
of the Loan. The terms and conditions of the Loan 

Schedule 6, 
para. 8 

Complied with. The project 
facilities underwent no changes 
in ownership. 
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Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
may be subject to review and amendment upon the 
nature of the change in ownership  
 
Construction Quality. 
The Borrower shall cause MOTC to ensure that the 
Project road is rehabilitated in accordance with the 
technical specifications of the design and that 
construction supervision, quality control, and contract 
management are performed in accordance with 
internationally accepted standards.  
 

Schedule 6, 
para. 9 

Complied with. The relevant 
technical specifications were 
included in the contract 
documents and were enforced 
by the supervision consultant’s 
staff. 

Road Safety 
The Borrower shall ensure that MOTC installs 
appropriate road safety facilities during and after 
Project implementation such as pavement markings, 
warning signs, traffic signs and signals, 
communications facilities, hazard barriers, and traffic 
monitoring facilities along the Project road.  
 

Schedule 6, 
para. 10 

Complied with. Road safety 
provisions during construction 
were included in the contract 
documents. Safety devices were 
included in the bill of quantities 
for the works. The contractors 
installed roadside facilities.  

Health Risks 
The Borrower shall ensure that MOTC, together with 
the appropriate authorities, causes the contractors to 
disseminate information in the Russian language on 
the risks of socially transmitted diseases to those 
employed during Project implementation.  

Schedule 6, 
para. 11 

Complied with. 

Environment  
The Borrower shall ensure that the Project is carried 
out, and all Project facilities are operated and 
maintained, in accordance with the existing laws, 
regulations and standards of the Borrower 
concerning environmental protection and the Bank’s 
environmental guidelines, in particular, the Bank’s 
Environmental Guidelines for Selected Infrastructure 
Projects.  
 

Schedule 6, 
para. 12 

Complied with. MOTC and the 
supervision consultant were 
responsible for environmental 
monitoring. The project 
completion monitoring and 
evaluation report, containing 
collected environmental 
monitoring data, was submitted 
to ADB in October 2005. 

The Borrower shall ensure that adequate 
environmental mitigation measures are adopted by 
requiring that all contracts related to the rehabilitation 
of the Project road and the rural roads contain 
adequate provisions requiring the contractor to 
(i) take appropriate erosion control measures; 
(ii) minimize any adverse impact due to altered 
embankments, borrow pits, and other activities as set 
out in the IEE; and (iii) take appropriate safety 
measures to minimize risks of landslides, soil 
subsidence, and related occurrences.  
 

Schedule 6, 
para. 13 

Complied with. The contract 
specifications included 
environmental mitigation 
measures. Data were collected 
each month, and the supervision 
consultant enforced the 
environmental impact provisions 
of the contracts.  

The Borrower shall ensure that MOTC establishes an 
environmental unit, within 3 months after the Effective 
Date, to (i) prepare erosion control guidelines for the 
Project, (ii) monitor the environmental aspects of the 
Project, (iii) ensure that the mitigation measures 

Schedule 6, 
para. 14 

Complied with. Erosion control 
guidelines were prepared for the 
Project. Regular inspections and 
monitoring were undertaken by 
the supervision consultant. 
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Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
identified in the IEE are implemented, and 
(iv) regularly undertake inspections of the provide 
reports on the environmental aspects of the Project. 
 
Human Resources Development Training.  
The Borrower shall ensure that MOTC, with the 
assistance of the international consultants under the 
Technical Assistance referred to in Recital C of this 
Loan Agreement, shall prepare a human resource 
development plan based on its future requirements. 
The plan shall include overseas training in areas 
related to Project activities. Prior to undertaking the 
overseas training, MOTC shall prepare and submit to 
the Bank for concurrence (i) training plans and 
programs; (ii) a list of candidates for training; and 
(iii) a program of workshops to be held at MOTC by 
those who have received overseas training. Upon 
completion of each training program, MOTC shall 
provide the Bank with an evaluation report identifying 
those subjects appropriate for incorporation into 
MOTC’s regular staff training courses. MOTC shall 
require that staff receiving overseas training continue 
to work for MOTC for two years, under normal 
circumstances, following completion of training.  
 

Schedule 6, 
para. 15 

Complied with. The first phase of 
overseas training for 14 trainees 
was completed in February 
2005. The second phase— 
short-term classroom training in 
India and Thailand—was 
successfully completed on 
30 December 2005. The training 
evaluation report was prepared 
by the supervision consultant 
and submitted to the PIU and 
ADB in March 2006.  

Gender and Development.  
The Borrower shall ensure that MOTC follows the 
Bank’s Policy on Gender and Development during 
implementation of the Project to the extent applicable 
and will take necessary measures to facilitate the 
participation of women in Project implementation 
activities. MOTC shall monitor effects on women 
during Project implementation through the monitoring 
and evaluation system, in consultation with local 
governments and local women’s associations.  
 

Schedule 6, 
para. 16 

Complied with. Twenty-three 
female staff members were 
employed during project 
implementation. Project impact 
on gender and development was 
analyzed in the project 
completion monitoring and 
evaluation report submitted to 
ADB in October 2005. 

Monitoring and Evaluation  
The Borrower shall ensure that MOTC, with the 
assistance of the construction supervision 
consultants, monitors and evaluates Project impacts 
to ensure that the Project facilities are managed 
effectively, and that the benefits are maximized. 
MOTC shall collect the data on the indicators agreed 
with the Bank as part of the Project performance 
management system at the commencement of 
rehabilitation, at Project completion, one year from 
Project completion, and two years after Project 
completion.  
 

Schedule 6, 
para. 17 

Complied with. The project 
completion monitoring and 
evaluation report, incorporating 
the data collected by MOTC in 
July–September 2005, was 
submitted to ADB in 
October 2005. 

Postconflict Infrastructure Program Loan.  
The Borrower shall comply with the TSAP and the 
Legal Action Plan relating to the preparation and 

Schedule 6, 
para. 18 

Complied with. The Legal 
Reform Committee established 
in 2001 dealt with the issues 
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Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
adoption of regulations, decrees, and rules, 
acceptable to the Bank, to implement the Transport 
Law and compliance with outstanding conditions 
under the PCIPL.  

relating to the preparation and 
adoption of regulations, decrees, 
and rules for the effective 
implementation of the Transport 
Law and compliance with 
outstanding conditions under the 
PCIPL. 
 

Transport Legal Reform Committee.  
Within one month after the Effective Date, the 
Borrower shall establish the Legal Reform 
Committee, headed by the MOTC and including 
representatives of the Ministry of Justice, the 
Interagency Transport Advisory Committee, the 
various departments within MOTC, and 
nongovernmental organizations, to conduct a 
thorough review of the legal framework in the 
transport sector and in light of the recently passed 
Transport Law determine what additional 
amendments to other laws, regulations, and rules are 
required to bring the legal framework in line with the 
policies set out in the TSPS and the Transport Law.  
 

Schedule 6, 
para. 19 

Complied with. The Legal 
Reform Committee was 
established in 2001. 

Commercialization of Transport Services  
The Borrower shall ensure (i) that the 
commercialization of SOE road transport operations, 
excluding large-scale urban transport operations, 
shall have been completed by Project Completion 
and (ii) that at least twenty five percent (25%) of all 
SOE road transport operations shall have been 
privatized by Project completion. The Borrower shall 
ensure that as part of the commercialization process, 
the practice of setting mandatory tariffs for 
passengers and freight operations is phased out.  
 

Schedule 6, 
para. 20 

Complied with. Significant 
changes have occurred in the 
road transport industry especially 
in commercialization and 
privatization. About 80% of the 
road transport enterprises have 
been privatized. 

Post-Conflict Infrastructure Program Loan: Draft 
Law on Transport. 
The Borrower shall ensure that the regulations 
adopted by the MOTC shall include the following 
provisions: 
(i) Each of the MOTC departments responsible for 
the automobile and water, road infrastructure, 
railway, air communication (including management of 
air traffic and civil aviation) sub-sectors would have, 
amongst others, the following powers and 
responsibilities: (a) advise on and formulate general 
policy in its sub-sector; (b) oversee and monitor the 
implementation of such policy; (c) monitor the 
performance of SOEs within the sub-sector; (d) set 
safety, technical and maintenance standards for the 
transport assets and monitor adherence to such 
standards; and (e) such other powers and 

Schedule 7, 
para. 1 

Complied with. MOTC has 
prepared a Transport Sector 
Economic Program up to 2015, 
with a list of road construction 
and rehabilitation projects. Under 
MOTC, a line department is 
responsible for road subsector 
administration, including 
regulation, development, and 
operation and maintenance. Five 
regional road departments are 
responsible for the maintenance 
of the roads and bridges in their 
jurisdiction. The regional road 
maintenance departments 
prepare annual plans and 
budgets, and MOTC then 
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Covenant 

Reference 
in Loan 

Agreement 

 
 

Status of Compliance 
responsibilities as the MOTC may consider 
appropriate 
(ii) The MOTC shall be responsible for the provision 
and maintenance of transport infrastructure when and 
where the private sector cannot construct or maintain 
it, with recovery of the cost from users, carriers and 
clients and the implementation of user-pay principles 
to the extent this is feasible. 
(iii) The MOTC shall ensure that, as part of routine 
information dissemination, the Long-Term Public 
Investment Program to be prepared, which will be 
reviewed and updated annually, will be published 
annually in the national media with an indication of 
the proposed or prospective sources of financing so 
as to encourage public awareness and maximum 
competition.  
 

allocates funding to the 
departments according to their 
requirements and fund 
availability. 

The Borrower shall ensure that Regulations 
establishing the Inter-Agency Transport Advisory 
Committee will ensure that the Committee meets at 
least twice per year and that its proceedings shall be 
open to the public and recorded and published in the 
Official Gazette.  
 

Schedule 7, 
para. 2 

Complied with. 

Conditions of Withdrawal from Loan Account. 
Notwithstanding any other provision of the Loan 
Agreement, no withdrawals shall be made from the 
Loan Account in respect of component 2(i) of the 
Project until the OFID Loan Agreement, in a form 
acceptable to the Bank, shall have been duly 
executed and delivered and all conditions of its 
effectiveness shall have been met, or other 
arrangements satisfactory to the Bank shall have 
been made in respect of the funds which were 
expected to be provided by OFID.  
 

Schedule 3, 
para. 8 

Complied with. The OFID loan 
agreement was signed on 
22 May 2001 and declared 
effective on 28 August 2001. 

ADB = Asian Development Bank, EIRR = Economic Internal Rate of Return, IEE = initial environmental examination, 
MOTC = Ministry of Transport and Communication, OFID = OPEC Fund for International Development, PCIPL = 
Postconflict Infrastructure Program loan, PIU = Project Implementation Unit, RID = Road Infrastructure Department, 
SOE = state-owned enterprise, TSAP = Transport Sector Action Plan, TSPS = Transport Sector Policy Statement 
Sources: Project Completion Review Mission and project completion report of the Ministry of Transport and 
Communication. 
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SUMMARY OF ROAD SUBSECTOR IN TAJIKISTAN 

A. Road Subsector 

1. The road subsector in Tajikistan is the most important among the three transport 
modes—road, railway, and civil aviation. It dominates domestic freight and passenger 
transportation. In 2006, road freight totaled 26 million tons, about 70% of total freight traffic. 
Total freight turnover that year was 1,776 million ton-km, compared with 1,214 ton-km by 
railway, and road passenger transportation was 370 million person-times, dominating passenger 
transportation in Tajikistan. The total length of the road network is about 31,800 kilometers (km), 
consisting of 4,870 km of national roads and 27,000 km of local roads. The Ministry of Transport 
and Communication (MOTC) has jurisdiction over all national roads and 8,920 km of local roads. 
The major part of the road network was built before 1970 and is in poor condition because of 
inadequate maintenance, damage from civil conflict, and frequent natural disasters. As a result, 
vehicle travel speeds have been reduced, while fuel consumption and vehicle operation costs 
have increased. The road network is far from adequate in capacity and condition to 
accommodate the fast pace of socioeconomic development. Road rehabilitation has therefore 
become one of the most urgent tasks for economic recovery and development. 

B. Road Administration and Transport Industry 

2. MOTC, established in 2006, is responsible for all transport infrastructure, including roads, 
railways, and airports, as well as for telecommunications. MOTC has prepared a Transport 
Sector Economic Program up to 2015 with a list of road construction and rehabilitation projects. 
Under MOTC, a line department is in charge of road subsector administration, including 
regulation, development, and operation and maintenance. Five regional road departments are 
responsible for the maintenance of the roads and bridges in their jurisdiction. The regional road 
maintenance departments prepare annual plans and budgets, and MOTC allocates funding to 
the departments according to their requirements and the availability of funds. However, the 
funds, plant, equipment, and materials for road maintenance are not sufficient for effective road 
maintenance. In recent years, significant changes have occurred in the road transport industry 
especially in commercialization and privatization. About 80% of the road transport enterprises 
have been privatized. 

C. Road Network and Traffic Development 

3. Roads in Tajikistan are generally classified according to their use, as national roads or 
local roads. Most national roads serve as international roads, providing access to and from 
bordering countries. Tajikistan is traversed by eight international road corridors, including three 
sections of the Asian Highway Network (AH7, AH65, and AH66) with a total length of 1,925 km 
in Tajikistan. In recent years, road traffic has increased dramatically, along with socioeconomic 
development and international trade. International road freight traffic, including transit traffic, in 
Tajikistan increased sharply from 45,700 tons in 1999 to 432,000 tons in 2006, or by an average 
of 36.67% yearly. To meet the transport demand, the Government is making enormous efforts 
to rehabilitate roads with assistance from international organizations and other countries. Many 
road rehabilitation projects have been or are being implemented, with financing support from the 
Asian Development Bank (ADB), the Islamic Development Bank, OPEC Fund for International 
Development (OFID), Kuwait Fund, and the governments of the PRC, Iran, and Japan, among 
others. These road rehabilitation projects have significantly contributed to the improvement of 
transport conditions and to regional development and poverty reduction efforts in Tajikistan. 
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E. Revenue and Expenditure 

4. The state budget allocation for road rehabilitation and maintenance varies from year to 
year, depending on the Government’s priorities and fiscal constraints. Since the Road Fund was 
abolished in 2000 at the recommendation of the International Monetary Fund, funds for the road 
subsector have been allocated through the Government’s normal central budgetary process. 
The general fiscal constraints and allocations to new road construction projects have limited the 
approved budgets for road maintenance and rehabilitation in recent years to only 20% of the 
amounts requested. MOTC gets a supplementary budget during the year for emergencies 
responses and other unforeseen expenditures. Road maintenance and rehabilitation 
expenditures in 2004 totaled TJS14.2 million and nearly tripled in 2007 to constitute more than 
95% of total expenditures in the road subsector. Despite this progress, the road subsector 
remains greatly underfinanced. Annual maintenance amounts to only about $300 per km—very 
low by any meaningful standards. At least four times that amount should be spent. 
 

Road Subsector Budget and Actual Expenses 
(TJS’000) 

 
 2004 2005 2006  2007 
Item Budget Actual Budget Actual Budget Actual  Budget Actual

Total Road Subsector 17,250 18,750  25,850 24,057  28,040 29,479  46,862 58,033

Total Maintenance and 
Rehabilitation 

14,250 14,250  22,350 21,188  27,790 27,790  46,862 58,033

Road Maintenance 13,500 13,500  18,100 16,243  21,540 21,540  22,173 22,173

Road Rehabilitation 750 750  4,250 4,945  6,250 6,250  24,689 35,860
Source: Ministry of Transport and Communication. 
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TRAFFIC ANALYSIS AND REVISED FORECAST 

1. At appraisal, traffic on the project road in 2001, 2006, 2011, 2016, and 2024 was 
forecast for each road section and for each of seven vehicle types. During project 
implementation, traffic count surveys for the project road sections were conducted1 in 2005 and 
2006. The actual traffic volume on the project road was quite different from the forecast at 
appraisal. Compared with the appraisal forecast, actual traffic in 2006 had the following features: 
(i) a tremendous increase in traffic speeds for automobiles and pickups/small buses, by about 
24% on average per year for automobiles and 53% for pickups and small buses since 2001, 
following the privatization of passenger transport enterprises and services; (ii) a substantial 
decline in large bus and truck traffic in the same period as a result of cutbacks in industrial and 
agricultural production in the project area, with average annual rates of −25% for buses, −21% 
for light and medium trucks, −4% for large trucks, and −2% for articulated trucks; and (iii) an 
overall increase in traffic volume during the period, by an average of 18% per year. The results 
(see traffic comparison in Table A11.1) were similar to those from two other ADB studies.2 
According to estimates made by the supervision consultant3 and the analysis prepared by the 
Project Completion Review (PCR) Mission, the induced (generated) traffic from the Project 
accounted for about 35% of the total traffic. 

2. The PCR Mission adjusted the appraisal forecast of traffic to match the actual traffic 
development characteristics and other factors, in consultation with a national transport 
economist and in the light of the two other ADB studies mentioned above. The main factors 
considered were: (i) the current state of socioeconomic development in the project area, 
(ii) traffic development speed and pattern, (iii) future traffic demand along the project road, and 
(iv) completion of international road corridors in the Tajikistan road network. The actual traffic 
data for 2006 were used as the base data. Future rates of increase in traffic for each road 
section and vehicle type and for key years were adjusted accordingly. In the traffic forecasting, 
conservative traffic increasing rates were used to a great extent. However, the revised traffic 
forecast was still much higher than the appraisal forecast, which better reflected the future traffic 
demand in the project area. In the revised forecast, the following constraints on traffic 
development were not well considered: the fast deterioration of un-rehabilitated road sections, 
the poor condition of the rehabilitated road sections due to lack of maintenance, and the low 
road capacity to meet the increased traffic demand. 
 
 

                                                 
1 ADB. 2005. Project Completion Monitoring and Evaluation Report on the Dushanbe–Kurgan-Tyube-Dangara-Kulyab 
Road Rehabilitation Works. September; and ADB. 2006. Final Project Performance Monitoring  and Evaluation 
Report. November. 
2  ADB. 2007. TA 4926-TAJ: Traffic Sector Masterplan. October; and ADB. 2007. TA 4294-TAJ: Strengthening 

Implementation of Road Maintenance Financing System. Draft Final Report. July. 
3 Louis Berger Group. 2005. Project Completion Monitoring and Evaluation Report. September. 
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Table A11.1:  Comparison of Traffic Forecast at Appraisal and Actual Traffic (AADT) 
 

Section Year Car 
Pickup/ 
Minibus Bus 

Light/ 
Medium 
Truck 

Heavy 
Truck 

Articulated 
Truck 

Total (No. 
of Vehicles) 

Dushanbe–Khazil Kala 2001 1,587 47 225 332 143 36 2,370 
Forecast in RRP 2006 2,185 65 310 457 197 50 3,264 

Actual 2006 4,564 243 40 110 95 54 5,106 
Kizil Kala–Kurgan-Tyube 2001 1,817 48 415 385 171 43 2,879 

Forecast in RRP 2006 2,501 66 571 530 235 59 3,962 
Actual 2006 4,955 333 39 173 242 71 5,813 

Kurgan-Tyube–Dangara 2001 965 35 103 190 118 29 1,440 
Forecast in RRP 2006 1,328 48 142 262 162 40 1,982 

Actual 2006 1,680 110 40 68 44 4 1,946 
Dangara–Kulyab 2001 1,082 7 82 176 77 19 1,441 

Forecast in RRP 2006 1,490 8 112 242 106 27 1,985 
Actual 2006 3,330 111 26 43 62 12 3,584 

Weighted Average 2001 1,202 17 130 215 96 24 1,685 
Forecast in RRP 2006 1,654 23 179 296 133 34 2,320 

Actual 2006 3,506 147 30 65 80 22 3,850 
Average Annual Increase Rate (%)               

Forecast in RRP 2006 7 6 7 7 7 7 7 
Actual 2006 24 53 (25) (21) (4) (2) 18 

AADT = annual average daily traffic, RRP = report and recommendation of the President. 
Source: Project Completion Review Mission. 
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Table A11.2:  Revised Traffic Forecast for the Project Road 
 (AADT) 

 

 Year Car 
Pickup/ 
Minibus Bus 

Light/ 
Medium 
Truck 

Heavy 
Truck 

Articulated
Truck 

Total (No. 
of Vehicles) 

Dushanbe–Khazil Kala  
 2011 6,108 325 56 162 153 79 6,883 
 2016 7,795 435 82 249 270 128 8,959 
 2024 10,668 643 164 460 825 391 13,151 
Kizil Kala–Kurgan Tyube         
 2011 6,631 446 55 254 390 104 7,879 
 2016 8,463 596 80 391 687 168 10,386 
 2024 11,582 881 160 724 2,101 514 15,962 
Kurgan-Tyube–Dangara         
 2011 2,248 147 56 100 71 6 2,628 
 2016 2,869 197 82 154 125 9 3,437 
 2024 3,927 291 164 285 382 29 5,078 
Dangara–Kulyab         
 2011 4,456 149 36 63 100 18 4,822 
 2016 5,687 199 54 97 176 28 6,241 
  2024 7,784 294 107 180 538 87 8,989 

         AADT = annual average daily traffic. 
        Source: Project Completion Review Mission. 
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ECONOMIC REEVALUATION 

A. General 

1. The Project Completion Review (PCR) Mission conducted an economic reevaluation of 
the Project for the with-Project and without-Project cases, using updated data. In the without-
Project case, it was assumed that the original state of the road, without significant rehabilitation, 
would be retained. In the with-Project case, the road was to be rehabilitated, as it was under the 
Project but with much more improvement. Vehicles could drive at faster speeds with low 
operating cost in the with-Project case. Also, more traffic would be induced (generated) by the 
Project on account of the better condition of transport and the lower operating cost. The 
methodology and parameters for economic reevaluation were discussed with the project 
implementation unit (PIU) and the design institute of the Ministry of Transport and 
Communication (MOTC) during the mission.  

B. Costs 

2. The project costs consisted of capital and maintenance costs. The construction cost of 
the rural roads that were part of the Project was included. The actual capital costs were about 
2.7% higher than anticipated at appraisal, mainly because of the increased cost of civil works 
and consulting services. The actual maintenance cost of the project road in previous years was 
used. In addition, it was assumed that the routine maintenance cost would increase by 10% 
each year after 2007 and periodic maintenance would be done every 6 years at an investment 
of about a third of the capital cost. Financial costs were converted into economic costs with the 
use of a standard conversion factor of 0.9. All economic costs were estimated in constant 2007 
prices.  

C. Benefits 

3. Using the same methodology as that used at appraisal, the PCR Mission considered the 
following main sources of economic benefits: (i) vehicle operating cost (VOC) savings from 
normal traffic; (ii) VOC savings from induced traffic; and (v) passenger travel time cost savings. 
The appraisal and revised traffic forecasts were used in the calculation (see Appendix 11). The 
mission also assumed 65% of the total traffic to be normal traffic and 35% induced traffic, 
consistent with the results of other transport studies and the mission’s own analyses.  

4. The VOC savings were recalculated with the use of VOC data for different indices of 
road roughness,1 which were derived from the VOC data at appraisal, adjusted by a factor of 1.2 
times to reflect the price escalation.2 The VOC savings per vehicle-kilometer were estimated to 
be TJS0.08 for small cars, TJS0.10 for pickups and minibuses, TJS0.23 for large buses, 
TJS0.14 for light trucks, TJS0.28 for medium trucks, TJS0.58 for heavy trucks, and TJS0.43 for 
articulated trucks. In calculating the VOC savings, 65% of the total traffic was assumed to be 
normal traffic and 35% induced traffic. Half of the amount of VOC savings was applied to 
induced traffic.  

                                                 
1 At appraisal, it was assumed that the roughness of the project road would 8.7 for the without-Project case and 4.4 

for the with-Project case. 
2 At appraisal, unit VOC data, in US dollar terms, were used. In the 7 years since then, domestic prices, especially for 

petroleum, had increased substantially. The exchange rate of the local currency to the US dollar had also 
increased. A factor of 1.2 times was therefore assumed and applied to the original VOC (in US dollars) and then 
converted into the local currency with the use of the latest exchange rate. 
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5. Average passenger vehicle speeds were assumed to be 50–80 km per hour for the 
with-Project case and 40–50 km per hour for the without-Project case. Passenger travel time 
cost savings were recalculated for different types of passenger vehicles. The passenger time 
cost was derived from the gross domestic product (GDP) per capita in 2006 and was estimated 
to increase 6% each year to reflect increasing income. Other factors taken into account in the 
recalculation were average vehicle loads, percentage of work-related trips, time costs for 
different road users, and travel speeds for different types of passenger vehicles. Only normal 
traffic was considered in the recalculation of passenger travel time cost savings. 

6. As recalculated, the VOC savings on the project road accounted for 71% of the total 
benefits in 2005 and 49% in 2024, while the passenger time cost savings accounted for 29% in 
2005 and 51% in 2024.  

D. EIRR Reevaluation  

7. The recalculated economic internal rate of return (EIRR) of the project road was 21.5% 
(Table A12.1), compared with 15.9% at appraisal. The increase in EIRR was caused mainly by 
higher-than-anticipated traffic and lower-than-expected maintenance cost. The EIRR 
reevaluation was conservative compare with the appraisal evaluation:(i) lower traffic increase 
rates were used in the revised traffic forecast, and (ii) benefits for the rural roads were not 
considered because the data were not available. Nevertheless, the recalculated EIRR was 
much higher than the social discount rate of 12%. The Project can therefore be considered 
economically viable. 

8. The EIRR was subjected to sensitivity analysis to test the effects of a 20% increase in 
maintenance costs, a 20% decrease in benefits, and a combination of these two scenarios. The 
extraordinary case of a 50% increase in the maintenance cost was also tested. The Project was 
still economically viable, though much more sensitive to a change in benefits than a change in 
costs. The EIRR would be 16.6% if benefits were to decrease by 20%, but would decrease only 
slightly to 20.4% if the maintenance cost were to increase by 20%. In the worst case, if costs 
were to increase by 20% and benefits reduced by 20%, the EIRR would be 15.4%. The 
sensitivity analysis also showed that a 154% increase in the maintenance cost or a 37% 
reduction in benefits would affect the economic viability of the Project (see Table A12.2). 
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Table A12.1:  Economic Reevaluation 
(TJS’000) 

 Cost  Benefit  
Year Capital Maintenance Total VOC for 

Normal 
Traffic 

Work for 
Induced 
Traffic 

Passenger 
Time 

Total Net Benefit 

2001 185 - 185 (185)
2002 1,317 - 1,317 (1,317)
2003 18,329 - 18,329 (18,329)
2004 25,684 - 25,684 (25,684)
2005 18,504 1,157 19,661 7,525 2,026 3,815 13,365 (6,296)
2006 11,194 1,670 12,864 8,361 2,251 4,170 15,321 (2,457
2007 4,368 1,836 6,204 8,896 2,395 5,293 16,585 10,380
2008 0 2,020 2,020 9,467 2,549 5,949 17,965 15,945
2009 0 2,222 2,222 10,076 2,713 6,685 19,474 17,252
2010 0 2,444 2,444 10,725 2,888 7,513 21,126 18,682
2011 23,875 2,689 26,563 11,417 3,074 8,444 22,935 (3,628)
2012 0 2,958 2,958 12,097 3,257 9,406 24,760 21,803
2013 0 3,253 3,253 12,823 3,452 10,479 26,754 23,500
2014 0 3,579 3,579 13,597 3,661 11,674 28,932 25,353
2015 0 3,937 3,937 14,425 3,884 13,005 31,314 27,378
2016 0 4,330 4,330 15,268 4,111 14,359 33,737 29,407
2017 42,295 4,763 47,058 16,181 4,356 15,854 36,391 (10,667)
2018 0 5,240 5,240 17,173 4,624 17,506 39,303 34,063
2019 0 5,764 5,764 18,254 4,914 19,331 42,499 36,736
2020 0 6,340 6,340 19,433 5,232 21,348 46,013 39,673
2021 0 6,974 6,974 20,723 5,579 23,578 49,880 42,906
2022 0 7,671 7,671 22,137 5,960 26,042 54,139 46,468
2023 74,928 8,438 83,367 23,692 6,379 28,766 58,836 (24,531)
2024 (110,340) 9,282 (101,058) 25,404 6,839 31,777 64,020 165,078

— = n/a, EIRR = Internal rate of return, NVP= net present value, VOC = vehicles operating costs  

             Net Present Value (NPV):      85,893 

             Internal Rate of Return (EIRR):    21.5% 

                                                                                                                                                                                            Discussion Rate:        12% 
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Table A12.2: Sensitivity Analysis 
 

  Test 

 Item 
Maintenance 

Cost (%) Benefits (%) EIRR (%) 
Net Present 

Value (TJS’000) 

Base Case   21.5 85,893 

Changes (+/−) 10  21.0 80,309 

 20  20.4 74,725 

 50  18.8 57,972 

  (10) 19.1 62,618 

  (20) 16.6 39,343 

 10 (10) 18.5 57,034 

 20 (20) 15.4 28,175 

Switching Valuea 154  12.0 — 

   (37) 12.0 — 
— = not applicable, EIRR = economic internal rate of return. 
a  In sensitivity analysis, the percentage change in a variable for the project decision to change, that is, 

for the economic net present value to become zero or the EIRR to fall to the cutoff rate. 
Source: Project Completion Review Mission. 
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SOCIOECONOMIC DEVELOPMENT PROFILE OF TAJIKISTAN 
 

Item Unit 1990 1995 2000 2002 2003 2004 2005 2006 

Permanent Population (as of 1 July) million 5.30 5.67 6.19 6.44 6.57 6.71 6.85 6.99 

Urban Population, as % of Total 
Population 

% 32.10 28.10 26.50 26.40 26.50 26.40 26.40 26.40 

Employed ’000 1,939 1,853 1,745 1,857 1,885 2,088 1,997 2,000 

GDP TJS million 7.3 66.6 1,637.0 3,042.5 4,253.1 5,487.5 6,375.4 8,241.5 

        Agriculture % 32.9 38.4 27.4 24.7 27.0 21.6 23.9 24.2 

        Industry % 37.0 39.0 38.5 39.0 37.1 34.7 30.9 26.6 

        Services % 30.1 22.6 34.1 36.4 35.9 43.7 45.1 49.3 

GDP Growth Rate %   8,3 10.2 9.1 10.2 10.6 6.7 

GDP Per Capita TJS  12 289 524 724 919 1,052 1,326 

Poverty Rate %   82  64    

Consumer Price Index                               
(previous year = 100) 

%   124.0 110.2 113.7 106.8 107.8 111.9 

Government Total Revenue and Grants TJS million  7.0 251.7 566.9 824.4 1,104.3 1,299.8 1,657.7 

        Total Revenue TJS million  7.0 251.7 557.8 809.7 1,063.6 1,272.9 1,635.1 

Government Total Expenditure TJS million  12.1 261.8 543.0 772.3 1,090.6 1,402.7 1,764.2 

Total Exports $ million  779 784 737 797 915 909 1,399 

Total Imports $ million  838 675 721 881 1,191 1,330 1,725 

Exchange Rate (average of period) TJS:$  0.12 2.08 2.76 3.06 2.97 3.12 3.3 

Total Debt Outstanding and Disbursed $ million  633.6 1,226.0 1,009.0 990.0 819.0 897.0 910.0 
GDP = gross domestic product. 
Source: ADB. Key Indicators of Developing Asian and Pacific Countries. Available: ADB website. 
 
 




