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I. PROJECT DESCRIPTION 

A. Rationale 

1. The update of the Asian Development Bank (ADB) country strategy and program for Timor-
Leste for 2005 identified infrastructure development and institutional capacity building as major 
areas for support. The government considered infrastructure to be of overarching importance to the 
economy and society and believed that improving it was critical to enhancing agricultural 
productivity, government capacity, investment, human development, poverty reduction, and private 
sector development in the delivery of services. The need was particularly great in the transport 
sector and in 2004 ADB redirected an earlier advisory technical assistance grant to plan a project 
to address long-term improvement of the country’s roads.1 The technical assistance supported a 
survey of about 1,650 kilometers (km) of the core road network through traffic counts at 30 widely 
spread locations that included the most heavily used national and district roads. Consultations and 
focus group discussions were held in several parts of the country before ADB’s Road Sector 
Improvement Project was finalized and approved in September 2005 to target four crucial roads in 
agricultural areas and to explore the use of low-cost, community-based modalities to maintain 
them.  

B. Expected Impact 

2. The project impact was intended to be economic growth and poverty reduction.2 The project 
sought to expand production, trade, and investments through more reliable and less expensive 
road transport (footnote 2, para. 25). This was intended to contribute to growth in gross domestic 
product through increased freight traffic, incomes, and employment (footnote 2, Appendix 1).  

C. Objectives or Expected Outcomes 

3. The outcome expected was improved road infrastructure for economic and social 
development. This would reduce vehicle operating costs, expand the range and frequency of 
                                                 
1  ADB. 2008. Technical Assistance Completion Report: Transport Sector Improvement in Timor-Leste. Manila (TA 3731, 

$500,000, approved on 1 October 2001). 
2  ADB. 2005. Report and Recommendation of the President to the Board of Directors: Proposed Asian Development 

Fund Grant to the Democratic Republic of Timor-Leste for the Road Sector Improvement Project. Manila. 
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transport services, increase the volume of food trade, and provide people in the projects areas with 
better access to schools and health care.  

D. Components and Outputs 

4. To achieve better road sector management, the project focused on: (i) rehabilitation or 
improvement of the selected core network roads; (ii) labor-intensive routine road maintenance; (iii) 
development of sound and sustainable road maintenance policies; (iv) an efficient bidding and 
contracting system for engaging local communities in road maintenance, i.e., local small 
contractors; (v) improved project management, supervision, and monitoring; and (vi) development 
of effective systems for community-based, gender-inclusive rehabilitation and maintenance of rural 
feeder roads. 

5. Specifically, project outputs included the improvement of the three stretches of core 
network roads totaling 123 km to fair condition (component 1).3 The project was also to provide 
labor-intensive road maintenance by small local contractors on 45 km of national road (component 
2), community-based maintenance work on feeder roads (component 3), and consultant support4 
(component 4) (footnote 2, paras. 11–17). 

E. Provision of Inputs 

6. ADB grant financing assisted four separate but mutually supporting components. The 
resources that went into the project and the approach toward use of these resources are described 
in paras. 43–53 of the report and recommendation of the President (RRP). 

F. Implementation Arrangements 

7. The Ministry of Public Works (MPW) was the executing agency for overall project 
management. This was done through a project management unit (PMU) that had been established 
previous within the MPW under ADB’s completed Emergency Infrastructure Rehabilitation Project 
(EIRP), phase 2 (footnote 2, para. 43). 

II. EVALUATION OF PERFORMANCE AND RATINGS 

A. Relevance of Design and Formulation 

8. The project completion report (PCR) found the project was very relevant at the time of 
approval. 5 It addressed key priorities of the 2002 National Development Plan6 for the road sector 
and was consistent with the ADB country strategy and program7 for Timor-Leste. The project was 
designed as a first phase in pursuit of the plan’s priorities, which included the raising of the 
country’s road network to sustainable condition. It also intended to test new ways to reach out to, 
empower, and benefit isolated communities. It reintroduced a much-needed sector perspective 
beyond a project focus from whatever else had been done recently in the road sector. The roads 
selected for rehabilitation fit the government goal to prioritize road improvements that would have 
significant broader economic impacts.10 

9. The design was also shaped by the fact that the country was still considered to be in a 
fragile and post-conflict situation and had severely limited financial resources. The government had 
no resources and development partner grants were stretched by a multitude of competing needs. 

                                                 
3 These roads were assigned the highest economic priority by studies during project preparation. 
4 This comprises project management; construction supervision and establishment of road maintenance policies, 

maintenance training, and supervision; and monitoring of socioeconomic impacts. 
5 ADB. 2010. Completion Report: Road Sector Improvement Project in Timor-Leste. Manila. 
6 Government of Timor-Leste. 2002. The National Development Plan for East Timor. Dili. 
7 ADB. 2004. Country Strategy and Program Update: Timor-Leste, 2005–2006. Manila. 
10 Selection was according to government's 10-year investment program based on economic analysis and consideration 

of social problems and poverty issues. The program was developed by ADB technical assistance endorsed by the 
government. ADB. 2001. Technical Assistance to Timor-Leste for Transport Sector Improvement. Manila (TA 3731-
TIM, $500,000, approved on 1 October 2001, financed by the Japan Special Fund).  
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Subsequently, the actual design strikes a compromise. This approach chose patch- and-mend 
repairs that made the entire project road passable (over a more focused and intensive 
rehabilitation that would serve a smaller geographical area and target group and would have left 
large sections of the road impassable. At completion, the design change left fewer kilometers of 
roads than first planned at a better-engineered level that could be maintained in the long term.11 
Based on its strong consistency with country needs and the circumstances at the time, this 
validation rates the project highly relevant. 

B. Effectiveness in Achieving Project Outcomes 

10. The PCR rated the project effective, citing evidence from surveys along the rehabilitated 
roads that travel had become easier and vehicle operating costs had declined. (footnote 5, paras. 
51−52). The survey also indicated that local people were travelling more—to health centers, for 
example—and that the purchase and sale of goods has increased in project area communities. 
These achievements corresponded broadly with some of the indicator targets for the project’s 
intended impact and outcome (para. 3). In terms of length of core network road the project 
improved and the extent and durability of the improvements from the routine maintenance 
contracted, however, actual achievements fell significantly short of original expectations (Table 1). 

Table 1: Project Outputs and Costs 

Item 
Output  

Cost 
($ million)

Unit Cost
($ per km)

Planned Actual Planned Actual Planned Actual
A. Component 1 Roads 123 km 91 8.79 9.28 71,463 101,978 

1. Aituto–Same  31 km 31 2.22 3.17 71,613 102,258 
2. Viqueque–Uatucarbau  56 km 24 1.35 1.67 24,107 64.583 
3. Oeleu–Zumalai  36 km 36 5.22 4.44 145,000 123,333 

B. Component 2 45 km 47 0.50 0.30 11,111 6,383 
1. Iliomar–Lospalos  45 km 20 0.50 … … … 
2. Manatuto–Natarbora  … 27 … … … … 

C. Component 3 … 20 0.56 0.61 … 30,500 
D. Component 4 consultancy (of which 

national consultancy 
406(310) PM ... 1.53 2.20 3,768 … 

... = not available or not calculated, km = kilometer, PM = person-months. 
Source: ADB. 2010. Completion Report: Road Sector Improvement Project in Timor-Leste. Manila. 

11. Component 1 (about 75% of total cost) rehabilitated 91 km of the three high-priority road 
sections selected, 26% below target. In 2008, the Ministry of Infrastructure (MOI) and ADB agreed 
that it was more important to make the full revised 91 km Viqueque–Uatucarbau section of road 
useable rather than to try to achieve the original target of raising only part of the road to fair 
standard (5 meters per kilometer on the international roughness index), which was probably a little 
unrealistic under local conditions. The work proved more difficult to manage than expected. The 
maintenance contractors did not deliver the expected outputs in some cases due to difficulties in 
securing cooperation from local communities. 

12. The small and somewhat experimental component 2 was to test the application of modern 
forms of contracting to private operators, who would conduct routine maintenance using labor-
intensive techniques.13 This component suffered from added road damage from a 2-year delay in 
start-up. About 47 km on two roads that were selected at government’s request for regional 
balance were contracted. They were not improved as much as expected but to an extent that made 

                                                 
11  A subsequent project decision waived roughness targets in some sections for lack of funds (para. 11). 
13 Identifying viable practices for efficiently managing the large volume of routine maintenance necessary was a vital 

need. The contracts were output-based, with a fixed unit rate for each maintenance task (patching, improving side 
drains, replacing culverts, improving shoulders, constructing lined drains, and bioengineering). All works were carried 
out by workers from nearby villages. The contractors were responsible for technical and labor management and 
community relations, as well as equipment management. Some contractors ran into difficulty attracting labor and 
their contracts were completed by others. 
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the undertaking worthwhile. The project showed that a few small contractors had the potential to 
maintain national roads and that the component’s approach should be useful. Nonetheless, more 
such contractors need to be found and the capacity of those already identified to manage such 
works and adapt to changing situations it often involves needs to be enhanced. The experience 
gained from this component helped shape the road maintenance program design of a follow-up 
ADB project.14 

13. Component 3, which mobilized small community action on the local roads,15 was carried out 
in a satisfactory manner and extended beyond its two target areas. It rehabilitated 15 km of feeder 
roads and constructed 5 km of new roads. More than half of those employed for the works were 
women. By project’s end, the MOI was successfully employing output-based contracting to 
communities for feeder road maintenance. As planned, the component also (i) educated host 
communities on road safety and health protection (e.g., HIV/AIDS); (ii) trained work crew members 
in literacy and agro-forestry, basic business skills, and livelihood management; and (iii) established 
a self-help microlending program. The employment generated for disadvantaged people and 
training for road maintenance were also important benefits. 

14. In addition to improving roads, the project was effective in testing new approaches and 
deepening understanding of the road sector’s problems. It also proved of significant value in the 
planning of the next stage of ADB support for the sector.16 Overall, this validation report confirms 
the PCR assessment and rates the project effective. 

C. Efficiency of Resource Use in Achieving Outputs and Outcomes 

15. The PCR rating of efficient is confirmed on the basis of the project’s economic internal rate 
of return (EIRR) which meets the requirements established by ADB guidelines. 17  The 
implementation performance was mixed. Delays and unit cost overruns were due to such 
exogenous factors as renewed civil unrest, intermittent law and order problems, and bad weather. 

16. Economic analysis. The PCR’s reevaluated 16.1% EIRR for component 1 subprojects 
combined was well below the 24.1% at appraisal. Key reasons were lower than expected traffic 
growth (due to optimistic forecasts) and higher than expected capital costs per kilometer for two of 
the three project roads.18 In an important improvement to the EIRR projection in the report and 
recommendation of the President, the PCR estimates an EIRR for each major road section. While 
forecasts underlying the PCR recalculation are generally cautious, it would have been improved by 
analysis of the EIRR’s sensitivity to a scenario where maintenance of the project roads is 
inadequate, especially since this was and continues to be a real possibility. In view of varying 
conditions experienced along the project roads, the PCR could also have reported the results of 
the socioeconomic monitoring separately for the different project roads.  

17. Implementation process. Implementation was set from January 2006 to December 2007 
but took place from December 2007 to September 2009. The project roads suffered 2 years of 
additional damage from severe weather, continued use, and poor maintenance during the delay. 
Total costs were kept within the original budget but the unit cost per kilometer of the roads 
                                                 
14 ADB. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Asian Development 

Fund Grant to Democratic Republic of Timor-Leste for Road Network Development Sector Project. Manila. 
15 This was carried out as a major element in a community empowerment initiative contracted to the Cooperative for 

American Remittances to Europe International for application in villages carefully selected for need, local government 
interest, and potential synergy with the organization’s other ongoing activities in the western district of Bobonaro.  

16 In regard to the objective of improved project management, to which the PCR gave little attention, for example, design 
of the follow-on Road Network Development Sector Project benefited by including provisions for more systematic 
prequalification procedures and limitating new participants to a single contract initially. This was done in response to 
the problems the project faced due to the lack of experience of many of the contractors hired. 

17 ADB. 2006. Guidelines for Preparing Performance Evaluation Reports for Public Sector Operations. Manila. 
18 There is also uncertainty about the value of a comparing the 2005 and 2008–2009 traffic counts. The counts were 

undertaken at different times of the year (February–June in 2005 and November 2008–February 2009) even though 
traffic flows differ during these two periods due to weather and agricultural seasonality. 
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rehabilitated roads averaged 42.7% above original estimates because the road were in poorer 
starting condition than had been expected at appraisal. The cost overrun led to the budgetary 
constraints that in turn reduced the actual outputs in terms of quality and quantity for component 1 
(Table 1). 

18. Consultant support was 18% of total project costs or significantly more than the already 
high 12%–13% at appraisal. Nonetheless, this support was very important in the country context 
and the consultants performed to a high standard generally. This component included Timorese 
staff at the PMU, which had already benefited from extensive experience during ADB’s earlier 
EIRP. The PMU played an important role in keeping the project together and continuing early 
activities during the renewed civil unrest, which broke out at the time the grant was to become 
effective. A doubling of project management cost resulted mainly from a longer implementation 
period. Higher than expected costs for construction and maintenance supervision were due mainly 
to the greater than planned technical support needed to help contractors complete their works at 
satisfactory standards. 

D. Preliminary Assessment of Sustainability 

19. The PCR rated the project likely to be sustainable, given the high priority the government 
said it had assigned to road infrastructure and its stated commitment to rapidly increase budget 
appropriations for maintenance works on national and district roads (footnote 5, para. 55). This 
commitment was to include at least $4 million for this purpose in fiscal year 2010 and an annual 
increase of at least 30% per year until the needs were fully met. 

20. The project was relevant to ADB’s strategy (i.e., improved accessibility) in the prevailing 
circumstances. In hind sight, the project’s approach has not proven to be a part of the solution for 
sustainable roads as envisaged19  (para. 9). Sufficient investment is necessary to construct a 
sustainable road and the implication that project funds were spread thinly is a sustainability risk. 
Project road sustainability is dependent only on regular annual routine maintenance due to limited 
traffic. Based on the costs of the project’s national road maintenance subproject, routine 
maintenance for the country’s core network alone would require about $10 million per year. 
Additional spending would be needed to maintain the other parts of the national network and even 
greater provisions are required to rehabilitate other roads to a maintainable standard. While data 
from the evaluation of ADB’s earlier EIRP showed that the capital budget for roads rose by 66.9% 
annually from 2004 to 2010, the allocation for road maintenance declined 6.5% a year during the 
same period and fell as a share of the overall road budget from 40.6% in 2004 to only 2.1% in 
2010. This points to continued uncertainty in the adequacy of road maintenance allocations.21 

Moving forward, plans should reach a somewhat more concrete state and specify how different 
levels of the network (national, district, sub-district, rural, and urban) will be dealt with and funds 
allocated. 

21. While the government and ADB had agreed on maintenance funding targets, much work 
has to be done to build institutional capacities and develop a plan for what realistically can be done 
of the different road classes and how the maintenance budget may be increased. Development 
partners and government must work together in developing the institutional arrangements, and 
management and technical capacities to get desired results. Based on the foregoing, the validation 
assesses sustainability to be less likely. 

  

                                                 
19 During interdepartmental review, ADB’s Pacific Department staff reported that systematic routine road maintenance 

had not yet been embedded in the MOI’s operations. It may be said that the situation has regressed from the time of 
earlier interventions designed to restore access through "heavy" maintenance and "patch and mend."  

21 In addition, ADB’s Pacific Department staff have told the validation report team that $5.60 million originally allocated for 
maintenance of national roads in 2011 was apparently diverted to such emergency maintenance activities as slip 
clearing and repairs. 
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E. Impact  

22. The PCR rated the impact on economic growth and poverty moderate. (footnote 5, para. 56 
and Appendix 11). Timor-Leste’s gross domestic product grew at an annual average of 6.1% 
during 2005–2011. Information from traffic counts on project roads and repeat surveys in villages in 
the project’s influence areas indicate slow but positive effects from overall economic growth 
through increased employment and freight traffic. There are also indications of some contributions 
to improvements in production and incomes and greater use of social services. Villagers earned 
nearly $700,000 for labor on the project’s core-network road works, which was more than three 
times the appraisal estimate.22 The project included positive gender effects, especially through a 
community empowerment initiative (CEI) run by a nongovernment organization (paras. 2 and 24). 
Overall, the validation report agrees with the PCR rating of a moderate positive project impact.  

III. OTHER PERFORMANCE ASSESSMENTS  

A. Performance of the Grantee and Executing Agency 

23. The PCR rated the performance of the grantee and executing agency satisfactory (footnote 
5, para. 47). All 17 covenants were complied with. Decisions from the government side were timely, 
it provided its $2.5 million contribution on schedule, and cooperation with ADB was smooth despite 
periods of civil disturbance. Project implementation was not allowed to suffer during a major 
restructuring of the project ministry in August 2007. As was the case under the EIRP, all civil works 
procurement was carried out through national competitive bidding procedures under rules 
acceptable to ADB. The original executing agency was the MPW, which was later amalgamated 
into the MOI. 24 It assigned the responsibility to the PMU it established during the EIRP. While 
implementation arrangements were adequate to deliver the main outputs, the PCR forthrightly 
stated that more attention should have been given to building a stronger linkage between the PMU 
and the Directorate of Roads, Bridges, and Flood Control, the government road agency. It also 
said that the flow of institutional support, policy advice, and capacity building from the PMU and the 
project consultants to the executing agency on the crucial subject of maintenance should have 
been stronger. This validation agrees with the PCR rating of satisfactory. 

B. Performance of the Asian Development Bank 

24. The PCR rated ADB performance satisfactory based on its thorough review missions, which 
were undertaken at least once a year, and its generally prompt response to procurement matters 
and the reallocation of grant funds (footnote 5, paras. 48–49). The PCR also noted that MOI staff 
participated in road-sector training and capacity building initiatives supported by ADB technical 
assistance.25 This report validates ADB’s satisfactory performance rating. 

C. Others 

25. The principal safeguard covenants of the project related to accounting, bidding, updating of 
the initial environmental examination (IEE), fulfillment of the environmental management plan, 
prevention and community awareness of HIV/AIDS, application of labor laws and appropriate 
safety standards during execution of roads work, and measures to promote employment of women 
in work on the projects. The covenants were complied with, significant advances were made 
toward more equal employment for women on works undertaken, and adverse environmental 
consequences from project activities were avoided.26 Because ADB classified the project under 

                                                 
22 The PCR did not delve into why such a large increase occured nor whether it increased or decreased the economic 

efficiency of the investment.  
24 In August 2007, the MPW was amalgamated with the Ministry of Transportation and Communications and parts of the 

Ministry of Natural Resources, Minerals, and Energy Policy to form the MOI, which became the executing agency. 
25 ADB. 2009. Technical Assistance Completion Report: Infrastructure Sectors Capacity Development in Timor-Leste. 

Manila. 
26 The project constantly emphasized during interaction with contractors that employment opportunities be directed 

toward women as much as possible and the project’s 30% target for women’s participation does seem to have been 
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environmental category B, an IEE was carried out before appraisal. It indicated no particular risk 
since project works would fall within existing rights of way. The IEE stressed the importance of 
contractors implementing the environmental management plan and observing good practice for 
minimizing landslides and for bioengineering and drainage channel protection. 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS 

A. Overall Assessment and Ratings 

26. This report confirms the PCR’s overall project rating of successful based on the validation’s 
criteria ratings of highly relevant, effective, efficient, and less likely to be sustainable. The project 
was the first attempt by Timor-Leste to shift external assistance from emergency response work to 
overall road sector development. The project had delivered on its intended impact, outcomes, and 
intended outputs. More importantly, it also tested ways to organize future road development and 
maintenance in the country. It identified strengths and weaknesses for application and ways to 
improve policies, planning, institutions and capacity, and deepened the understanding of the 
challenges faced by the road sector. In this respect, even the delays, cost overruns, and quality 
shortfalls provided valuable experience.  

Table 2: Overall Ratings 

Criteria PCR IED Review 
Reason for 

Disagreement/Comments 
Relevance Highly relevant Highly relevant  
Effectiveness in achieving outcome Effective Effective  
Efficiency in achieving outcome and outputs Efficient Efficient  
Preliminary assessment of sustainability Likely Less likely Budget and institutional issues 

(paras.20–21). 
Borrower and executing agency Satisfactory Satisfactory  
Performance of ADB Satisfactory Satisfactory  
Impact Moderate Moderate  
Overall assessment Successful Successful  
Quality of PCR  Satisfactory  
ADB = Asian Development Bank, IED = Independent Evaluation Department, PCR = project completion report. 
Source: ADB Independent Evaluation Department.  

B. Identification of Lessons 

27. Several lessons from the PCR and project experience should be emphasized. First, the CEI 
needs to be replicated and further improved. By extending the benefits of national road 
development, ADB road sector projects will get more support and facilitate economic growth and 
poverty reduction more effectively.27 The coverage and quality of the maintenance that can be 
expected on project roads should be thoroughly assessed and spelled out upfront before future 
interventions in the country. Meanwhile, ADB should consider a sector-wide approach rather than 
standalone maintenance contracts to make road investments sustainable. Timor-Leste needs a 
road sector maintenance program and this program must include an institutional set-up, a policy 
framework, programming, implementation capacity, and funding that are effective and adequate. 
Finally, in a country where data is scarce, of relative poor quality, and thus hard to interpret, 

                                                                                                                                                                  
attained. Women were given an especially prominent part in the CEI by (i) contributing to selection of roads for 
upgrading, (ii) comprising more than 50% of the members of work teams, and (iii) benefiting from targeted training on 
broad subjects of practical relevance and in technical skills. 

27 ADB approved a Japan Fund for Poverty Reduction grant of $3 million to carry out a nationwide program to diffuse, 
promote, and provide training for community-based local infrastructure works, especially roads, and to support further 
work on maintenance programs. ADB. 2009. Proposed Grant Assistance Timor-Leste: Our Roads Our Future–
Supporting Local Governance and Community-Based Infrastructure Works. Manila. 
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economic and social analysis and monitoring and evaluation of projects need to focus on individual 
subprojects rather than broad aggregations.28 

C. Recommendations for Follow-Ups 

28. One of the more important recommendations in the PCR calls for strengthening the 
capacity of the MOI and the private sector to (i) plan and manage road works and road 
maintenance, and (ii) increase preparedness for climate change (footnote 5, paras. 60−61). The 
practicality of adopting climate-proofing technology and adaptation measures needs to be studied 
further. 

V. OTHER CONSIDERATIONS AND FOLLOW-UP 

A. Monitoring and Evaluation Design, Implementation, and Utilization 

29. The PCR has room for improvement in respect to assessing the monitoring undertaken 
even though it was referred to explicitly in project objectives and executing agency responsibilities 
and provided with a specific budget. For example, the findings of a 2008 survey and follow-up 
surveys could have been presented in a clearer form.29 

B. Comments on Project Completion Report Quality 

30. The PCR is well written and gave a moderately thorough treatment of the project. It 
improved significantly on the economic analysis in the report and recommendation of the President 
and in highlighting the importance of institutional development. The PCR had informative sections 
backed by annexes on each component. Nonetheless, it suffered from analytical gaps—e.g., 
regarding output shortcomings and cost deviations. The PCR was also unclear in assessing the 
extent to which that some objectives were or were not achieved—for example, the intended 
outputs involving the development of road maintenance policies and the introduction of significant 
monitoring effort to support management improvement. It was weak when presenting the fairly 
expensive monitoring and evaluation results. For example, it did not discuss the relative reliability, 
significance, or interpretation of the numbers presented or of the sources used. Many of the PCR’s 
lessons were more in the nature of recommendations while some its recommendations might 
generally be regarded as lessons. (footnote 5, paras. 59−65). Overall, the quality of the PCR is 
rated satisfactory. 

C. Data Sources for Validation 

31.  Data sources included ADB Board papers on Timor-Leste and the project, the project 
administration memorandum (2005), back-to-office reports and aide memoires of review missions, 
and key documents about related ADB grants to Timor-Leste. 

D. Recommendation for Independent Evaluation Department Follow-Up 

32. The project’s institutional effectiveness depends on follow-up government decisions and 
actions. The Road Network Development Sector Project was a follow-up and post-evaluation of 
this project should be considered only after the latter is completed. For value added, the evaluation 
must update socioeconomic monitoring in the CEI component-assisted villages to help (i) refine the 
longer-term road sector strategy as well as the design of some project elements, and (ii) promote 
similar approaches in other interested countries. 

                                                 
28  Linking the data collected to particular areas and works done should help improve the interpretation of subproject 

experience and validate data collection. It will also do more to identify elements of success and shortcomings. 
29 Project monitoring started with serious baseline and planning work in 2007. This was followed by surveys in select 

villages within project influence areas in 2008 and follow-up surveys. An overall analysis was done in 2009. A two-
person team engaged for this appeared to have made a real effort to gather data on aspects of production, 
employment, income, and welfare, as called for in their terms of reference. 
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REGIONAL DEPARTMENT’S RESPONSE TO THE 
PROJECT COMPLETION REPORT VALIDATION REPORT 

 
 
On 14 December 2011, Independent Evaluation Division 2, Independent Evaluation Department 
(IED), received the following comments from the Transport, Energy and Natural Resources 
Division, Pacific Department (PARD): 
 

Thank you for the revised documents. PARD has reviewed IED's earlier draft project 
completion report validation report and its final draft dated 15 December 2011. We 
appreciate that the comments made to IED on the earlier drafts have been 
incorporated to the extent possible in the final draft. PARD has no further comment 
on the report. 
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