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A. Background 
 
1. A sector assistance program evaluation (SAPE) of the Asian Development Bank’s (ADB) 
assistance to the transport sector in Sri Lanka is proposed to be carried out as part of the 
Independent Evaluation Department’s (IED) work program for 2011. The SAPE will be 
supported by a project performance evaluation report (PPER) that will be undertaken for the 
Road Sector Development Project (RSDP).1 The transport sector comprises ports, railways, and 
roads subsectors. However, the SAPE will focus on the roads subsector with reference to ports.  
 
B. Sector Background 
 
2. The country measures about 400 kilometers (km) from North to South and 250 km from 
East to West, encompassing a land area of about 65,000 square kilometers. The majority of the 
population (estimated at 19.6 million in 2006) live in southwestern and northern parts of the 
country. Over the past 30 years, Sri Lanka’s annual economic growth has averaged 5%, with an 
upward trend since 2003. This growth was achieved despite a civil conflict that started in 1983. 
Per capita income nearly quadrupled from $431 in 1990 to $1,600 in 2007, the highest in South 
Asia after the Maldives. The northern and eastern provinces are lagging areas as interregional 
economic and social activities have been slow, due to years of conflict and internal division. The 
end of nearly 3 decades of civil war in the country’s northern and eastern provinces signifies a 
particular challenge for the road sector, as prolonged underinvestment in the conflict-affected 
regions has caused the roads to lie in a state of total disrepair requiring sustained investment. 
 
3. Sri Lanka has a well laid-out transport network for which development started in the 19th 
century, with basic spatial coverage by roads and railways for all major towns and centers of 
economic activities. Sri Lanka is at the strategic location of Asian trading routes. The transport 
sector of Sri Lanka has contributed to its economic growth. It is estimated that the roads and 
rails transport sectors have, on average, contributed around 5% to the country’s gross domestic 
product (GDP) over the past decade. Improvement of infrastructure to strengthen connectivity in 
remote areas is a key challenge in Sri Lanka. Transport costs within Sri Lanka are high by 
international standards.  
 

                                                 
1  ADB. 2002. Report and Recommendation of the President to the Board of Directors: Proposed Loan to Sri Lanka 

for the Road Sector Development Project. Manila (Loan 1986-SRI[SF], approved on 19 December). 
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4. The total lengths of national, provincial, and local authority roads are 11,700 km, 15,500 
km, and 65,000 km, respectively, and national roads, accounting for about 10% of the total road 
network, carry about 70% of the traffic in Sri Lanka. Traffic volumes around Colombo City are as 
high as 60,000 to 80,000 vehicles per day. Road density of Sri Lanka is higher than in many 
developing countries. Roads support vital movement of people and goods and play an important 
role in integrating the country, facilitating economic growth, and ultimately reducing poverty, 
accounting for 93.5% of freight and 91.0% of passenger traffic. The private sector provides all 
road freight services, while a mix of private (about 80%) and public (about 20%) operators 
provide bus passenger transport services.  
 
5. However, the conditions and standards of roads are inadequate to meet traffic demands 
and needs. Over the past decade, investment in road sector has been mainly concentrated on 
the rehabilitation of the existing road network and budget for new road construction and 
maintenance have been limited. Due to lack of expressways and bypasses, the thruway traffic is 
passing through, rather than circumventing villages, towns, and cities. This issue has also been 
contributing to low travel speed, congestion, and safety hazard. In recent years, the government 
has commenced the construction of bypasses and road widening.  
 
6. Under RSDP (footnote 1) and the National Highways Sector Project,2 the government 
has agreed to set up a road maintenance trust fund in the Central Bank of Sri Lanka under the 
current budget administrative arrangement. The deed of trust was created in 2005 and the trust 
fund was established in 2006 under the Ministry of Finance and Planning (MOFP). The trust 
fund was established and commenced in 2006, and MOFP allocated a budget of $42 million for 
the trust fund, of which $8–10 million will be covered by fuel taxes in 2010. However, the trust 
fund is not well established because (i) the trust fund has been applied only to national road 
maintenance; (ii) sustainability of the trust fund is not secured, since fuel taxes are not sufficient 
for maintenance even for national roads; and (iii) transparency of distribution of the fund is not 
clear yet, such as selection criteria and priority for maintenance sections. As MOFP is 
experiencing capacity constraints in managing the road maintenance trust fund, particularly with 
the technical aspect, the President of Sri Lanka has transferred responsibility of the road 
maintenance trust fund from MOFP to the Ministry of Highway (MOH) on 30 April 2010. 
Currently, MOH is drafting the amendments to the original trust deed to (i) improve the 
performance of the road maintenance trust fund, which include among others the allocation of 
additional powers for the Secretariat and flexibility to include provincial roads later; and  
(ii) improve transparency by enhancing the trust fund 's planning and budgeting system, funding 
allocation system, and disbursement system. 
 
7. For people who live in the villages around 65% of the country’s population, roads are 
extremely important. To improve welfare, roads are often the only way for most rural people to 
reach essential services such as hospitals, schools, markets, and banks that are mostly situated 
far from their villages. However, poor road condition cases low road capacity, low travel speeds, 
high vehicle operation costs, and poor service. Uncontrolled roadside developments are another 
factor which reduces service quality of road transport in Sri Lanka. This situation has 
discouraged smooth traffic and hindered the spread of economic activities and development in 
regions.  
 
8. Sri Lanka’s railways played a dominant role in the country’s transport sector until 1928. 
By 1948, when Sri Lanka became independent, there were about 1,500 km of railway network, 

                                                 
2  ADB. 2005. Report and Recommendation of the President to the Board of Directors: Proposed Loan to Sri Lanka 

for the National Highways Sector Project. Manila (Loan 2217-SRI, approved on 15 December). 
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but the railway network then has largely remained at this level ever since. Its share in 2005 for 
passenger and freight transportation has reduced to about 5% and 2%, respectively. The 
railways continue to face serious competition from road transportation, and were adversely 
affected by the country’s near 3-decade war. Since 1989, security threats led to the suspension 
of services on the northern rail-links, north of Vavuniya, and the link to Talai-Mannar. With the 
ending of the war in May 2009, steps have been taken to restore the line to Jaffna. 
 
9. Sri Lanka’s economy has been open to international trade with exports and imports 
averaging more than 60% of GDP over the past 2 decades. In this respect, ports and shipping 
play a vital role. Sri Lanka has three deep seaports—Colombo, Galle, and Trincomalee. 
However, due to its proximity to main international shipping routes and affiliated support 
services, only Colombo Port has attained commercial significance. The Colombo Port is one of 
the better performing ports in Asia. It handles both conventional cargo as well as containers, 
and has been acknowledged as one of the most economical ports in the region. From the 1980s, 
port traffic grew at an average rate of 6.5% per annum, reaching a level of about 42 million tons, 
equivalent to 3 million containers of twenty-foot equivalent units (TEU) in 2006. About two-thirds 
of the cargo throughput is transshipment cargo to and from Sri Lanka. Colombo Port currently 
has an annual capacity of approximately 3.5 million TEUs, and the port traffic is expected to 
grow by at least 8% per year. At this growth rate and with current measures to improve port 
efficiency, demand will exceed the capacity of Colombo Port by 2010. The government, on its 
intention to retain the market share of the Colombo Port, has already commenced construction 
of the breakwater for the new Colombo South Harbour. Private sector investment for the 
development of terminals has also been sought on build-own-operate/build-transfer-operate 
(BOO/BOT) basis. The government has commenced the phased construction of a large 
commercial port in the southern district of Hambantota. The initial works that are undertaken are 
the construction of a breakwater, two berths, deepening of the approach channel, and the 
harbor basin. 
 
10. Government strategy. The government’s 10-year development framework (10YDF) 
emphasizes that implementation of large-scale infrastructure projects is a necessary condition 
to achieve its ambitious development and poverty reduction objectives. The 10YDF targets 
economic growth of more than 8% annually and identifies a nationwide transport network as a 
key to balancing growth across regions. The 10YDF’s vision for development of economic 
infrastructure is to (i) provide accessibility to all population in the country, and (ii) have a high 
and quality mobility road network for the transportation of passengers and goods. 
 
11. In December 2007, the Ministry of Highways completed the National Road Master Plan 
(NRMP) 2007–2017, with assistance provided by ADB. The plan provides a strong technical 
framework for the development of national roads, with the aim of achieving maintainability of the 
national highway network (NHN). The NRMP defines how the NHN will be maintained, improved, 
and expanded to promote national integration and economic growth. The NRMP estimates 
investment needs of $6.1 billion over the plan period 2007–2017. The expected distribution of 
financing sources is as follows: (i) government (45%), (ii) multilateral development institutions 
(49%), and (iii) public-private partnerships (PPPs, 6%). This translates into a requirement 
equivalent to $270 million annually in external funding. NRMP sets out a 11-year investment 
program, covering six elementary building blocks: (i) construction of expressways and highways 
($2.38 billion), (ii) widening of highways ($2.15 billion), (iii) reduction of traffic congestion ($0.25 
billion), (iv) road maintenance and rehabilitation ($1.27 billion), (v) bridge rehabilitation and 
reconstruction ($0.19 billion), and (vi) land acquisition and resettlement ($0.45 billion). MOH and 
the Road Development Authority (RDA) revisited NRMP in view of the post conflict scenario. 
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12. The vision for the ports subsector outlined in the 10YDF is to “develop Sri Lanka as the 
leading navigational, trading, and commercial center in South Asia.” The policy directions to 
achieve this vision focus on (i) developing the main ports to facilitate the increase in export and 
import trade, triggered by economic growth in Sri Lanka and globalization; (ii) increasing the 
capacity of the Colombo South Harbour, and developing Galle and Hambantota ports;  
(iii) developing ports in identified provinces, such as those in the south, east, and north, to divert 
the increasing volumes of domestic bulk freight from road to sea transport; (iv) encouraging 
alternative sources of financing for port infrastructure development, including PPPs for new 
investments; and (v) operating ports as commercial entities. While public ownership of existing 
ports will continue, the government’s strategy is to (i) encourage improvements in capacity, 
efficiency, and productivity; and (ii) establish container terminals on a PPP basis. 
 
C. ADB Assistance 
 
13. A summary of ADB’s transport sector operations is provided in Appendix 1. As per 
current information, only seven out of the 15 loans in the roads subsector were completed in 
terms of their implementation. In the rails subsector, one loan was completed. In ports, under 
ports subsector, one out of the four loans was completed. 
 
14. IED assessed the sector assistance performance of transport sector in Sri Lanka in 2007 
and issued the Country Assistance Program Evaluation (CAPE) for Sri Lanka on the Inclusive 
Development and Conflict Resolution: Major Challenges in the Future. The paper pointed out 
several challenges facing the transport sector: (i) fragmented planning and policy formulation 
responsibilities with multiple ministries and agencies, (ii) poor intercity and urban mobility,  
(iii) the need for innovative financing schemes to afford the construction of intercity expressways 
in strategic transport corridors, and (iv) current institutional and governance constraints that 
impede efficient delivery of transport infrastructure and services. 
 
15. The findings in the CAPE were incorporated in the transport sector strategy included in 
the 2009−2011 country partnership and strategy (CPS). The transport sector strategy focusing 
on greater connectivity, is vital to efficiently link rural areas with national roads and urban areas, 
and is a key to improving Sri Lanka’s international competitive position by (i) reducing transport 
cost, (ii) improving connectivity, (iii) increasing port capacity, (iv) increasing PPPs, and  
(v) improving the policy, regulatory, and institutional frameworks. Capacity development in 
technical strengthening continues with support for establishing a centralized procurement unit, 
and enhancing capacity to independently prepare feasibility studies and detailed designs. 
 
16. Since the mid-1990s, ADB has been the lead development partner agency in terms of 
policy dialogue and institutional reforms. In the recent projects, ADB, the Japan International 
Cooperation Agency (JICA), and the World Bank (WB) have taken the same direction on 
rehabilitation of national and provincial roads and institutional capacity development. By 
coordination, ADB, JICA, and WB have implemented the projects in different provinces to 
complement each other. JICA is the largest source of assistance to Sri Lanka, with an annual 
lending totaling about $300 million, of which the transport sector accounts for about $150 million. 
WB did not lend to the sector during 1999−2005, apart from assistance to a Post-Tsunami 
Rehabilitation Project when it reentered with a $100 million loan for the Road Sector Assistance 
Project. WB will finance about $10 million for the maintenance in the Road Sector Development 
Project II. To strengthen the roam maintenance trust fund, the WB’s funds for maintenance will 
go through the trust fund. 
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17. Sector issues and development challenges identified by the country partnership 
strategy. While investment demands are still considerable, past growth has spawned a number 
of complex issues. These challenges, identified by ADB’s CPS (2009–2011), include the need 
to ensure (i) greater institutional capacities at central, provincial, and local levels; (ii) asset 
sustainability through better maintenance and maintenance funding for existing roads;  
(iii) protection of the environment and mitigation of social impacts of road works and traffic;  
(iv) development of the national construction industry; and (v) larger supply of aggregates, sand, 
and bitumen to control price escalations. For the ports subsector, container volumes in Colombo 
Port have risen. With expected annual growth of 8%, demand is anticipated to exceed capacity 
by 2010. The port has a depth of 15 meters, which is inadequate for larger container ships that 
are increasingly used. Road or rail access for container traffic to Colombo Port is limited. In 
addition to the capacity constraints, more intra-port competition is lacking to increase efficiency 
and enhance the competitive position of Colombo Port. IED carried out PPER for the Colombo 
Port Development Project (Investment 7153 and Loan 1689-SRI[SF])3 in 2008, and assessed as 
follows: (i) while ADB’s assistance to the Colombo port has been rated successful, a number of 
reforms are still needed to improve the efficiency of its operations, and (ii) ADB should pursue 
reforms promoting PPP in Sri Lanka by providing both lending and nonlending assistance. 
 
D. Sector Assistance Program Evaluation 
 

1. Scope, Objectives, and Key Questions 
 
18. The SAPE will focus on the roads and ports subsectors, and will cover the projects and 
technical assistance (TA) approved between 2000 and 2010, plus the Colombo Port 
Development Project (footnote 3) and the Southern Transport Development Project (Loan 1711-
SRI[SF]).4 The SAPE will provide an independent assessment of the performance of ADB’s 
assistance to Sri Lanka’s transport sector, identify factors affecting such performance, and 
identify lessons and provide recommendations for improving current and future ADB operations. 
It will also provide an input to the validation of CPS in Sri Lanka and also to a new CPS and 
formulation of future assistance to the transport sector. The PPER for RSDP (footnote 1) will be 
an input to the SAPE. The evaluation approach for the PPER is presented in detail in  
Appendix 2. 
 
19. The objective of the SAPE is to assess the strategic positioning, program relevance, 
efficiency, effectiveness, and sustainability of ADB’s completed and continuing transport sector 
program and operations in Sri Lanka. It will derive lessons and good practices to guide future 
ADB support. This SAPE will focus on seven core questions: 

(i) Strategic direction. Did ADB’s strategies for roads and ports provide a sound 
direction for ADB support, taking into account Sri Lanka’s needs and priorities, 
the support provided by other donors, and ADB’s comparative advantages? Are 
there any needs of context changes in the ADB’s future assistance pipeline? 

(ii) Alignment of program with strategy. Was ADB’s program for loans, TA, and 
other sector assistance work aligned with its strategies for roads and ports in 
terms of consistency, completeness, coherence, and critical mass? 

                                                 
3 ADB. 2008. Report and Recommendation of the President to the Board of Directors: Proposed Loan and 

Investment for the Colombo Port Development Project in Sri Lanka. Manila (Investment 7153 and Loan 1689-
SRI(SF). 

4  ADB. 1999. Report and Recommendation of the President to the Board of Directors: Proposed Loan to Sri Lanka 
for the Southern Transport Development. Manila (Loan 1711[SF], approved on 25 November).  
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(iii) Performance of assistance program. What were the output, outcome, and 
impact of the ADB program in the transport sector, and was the support delivered 
effectively, efficiently, and sustainability? 

(iv) Approach to thematic issues (sustainability, greenhouse gas emissions, 
and gender). What are the government understanding and approaches to 
increase sustainability, including financial, institutional and technical capacity for 
sustainability? What were the government understanding, policy and actions to 
reduce greenhouse gas emissions? What was impact of ADB support in transport 
sector for greenhouse gas emissions? How did ADB support in the transport 
sector contribute to mitigation of gender issues? 

(v) Value addition of ADB support. Did ADB’s support to Sri Lanka’s transport 
sector address the needs, priorities, and challenges of the sector and where did 
this support add value?  

(vi) Performance of ADB. How effective a development partner was ADB in terms of 
the quality of its dialogue, advice and support, its responsiveness to country 
needs, and its consistency in following its mandate, objectives, and strategies?  

(vii) Lessons. What lessons can be derived? 
 
20. The SAPE will track ADB’s cumulative contribution to each of the priorities established 
by its road and port subsector strategies within the respective country operations business plan 
(COBP) and CPS as well for any other priority subsector initiatives that emerged during 
implementation of the COBP and CPS For each of these priority areas, it will identify ADB’s 
combined contributions over the period—through policy dialogue, lending, TA, and sector 
work—and evaluate their outcomes.  
 
21. The SAPE will attempt to identify where ADB’s investments have added value. 
Examples may include (i) the transferring, dissemination, and taking-up of technology and 
knowledge; (ii) enhancing the design and implementation of ADB-financed projects, including 
safeguard standards and anticorruption measures; (iii) enhancing the design and 
implementation of associated projects and umbrella programs; (iv) identifying sector issues and 
assisting assistance to the government of introducing initiatives to address them; and  
(v) contributions to introducing and improving sector reform and institutional strengthening 
initiatives. By identifying successes in value-addition, as well as areas where greater value-
addition could be achieved, the SAPE will contribute toward formulation of the next CPS and 
ADB’s transport sector assistance strategy for Sri Lanka. 
 

2. Approach and Methodology5 
 
22. The approach to performance assessment and rating will draw upon the IED’s Revised 
Guidelines for the Preparation of CAPEs.6 The evaluation will rate (i) strategic contribution  
(ii) program relevance, (iii) efficiency, (iv) effectiveness, (v) sustainability, and (vi) development 
impact, focusing mainly on projects and TAs approved during the study period as follows and 
the evaluation framework is presented in detail in Appendix 3. 

(i) Strategic positioning reviews ADB's strategic positioning in the transport sector 
in Sri Lanka to assess the (a) alignment of the strategy with the government 
strategy and infrastructure development needs and/or priorities, (b) binding 
development constraints, (c) coordination with activities of other development 
partners and the private sector, (d) suitability of institutional arrangements,  

                                                 
5  Approach and methodology for PPER is in Appendix 2. 
6  ADB. 2010. Revised Guidelines for the Preparation of Country Assistance Program Evaluations. Manila. 
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(e) alignment with good practices and international standards where appropriate, 
and (f) effective coordination with other key development partners in the sector. 

(ii) Project relevance assesses appropriateness ADB's transport sector strategies 
and programs with priority development needs, government development 
strategies including PPP, and ADB and Sri Lanka’s comparative advantage and 
capacity constraints. 

(iii) Efficiency assesses whether there was efficient use of resources in the design 
and implementation of the transport sector strategy and individual projects? Were 
the costs and benefits commensurate with the initial plans and project designs? 
Was process of project approval and implementation efficient 

(iv) Effectiveness assesses the achievements of outcomes. Determine whether 
ADB's assistance (a) responded to the needs and achieved useful results in 
terms of outputs and outcomes; Did ADB's assistance achieve what it intended? 

(v) Sustainability assesses the risks to sustainability and the likelihood of 
sustaining achieved outputs and outcomes? Are the sector policies and 
procedures in place? Are the policies and sector interventions likely to contribute 
to durable development gains? What is the financial sustainability of the sector 
entities with respect to trust fund and tariff settings etc.? Is government 
institutional  and technical capacity is sufficient for operation and maintenance? 

(vi) Development impact assesses whether ADB transport sector operations have 
contributed to long-term transport sector development in Sri Lanka, sustainable 
economic growth, mitigation of gender issues and the Millennium Development 
Goal targets. What are the positive and negative impacts that have been created 
due to the implementation of ADB assistance in the country and project 
beneficiaries or stakeholders?  

 
23. The SAPE will also assess ADB and borrower performance through a combination of 
perception assessments, data analyses, and literature reviews involving desk studies at ADB 
Headquarters and field visits to Sri Lanka. Sub-criteria for ADB and borrower performance will 
follow the Appendix 6 of the revised guidelines for the preparation of CAPEs (footnote 6). 
Interviews will be held with representatives of government ministries and agencies, national and 
local governments, beneficiaries, nongovernment organizations, civil society organizations, and 
development partners. The SAPE will utilize findings from available PPERs, and project 
completion reports (PCRs) (see list in Appendix 1). 
 

3. Evaluation Issues 
 
24. The SAPE will analyze the following issues: 

(i) Issues related to the transport sector in Sri Lanka. 
a. Transport sector responsibilities in Sri Lanka have traditionally been 

spread over a multitude of ministries and agencies, leading to a highly 
fragmented structure of decision-making. Consequently, the various 
transport agencies tended to tackle their own challenges and problems in 
isolation, resulting in insufficient consideration for an integrated, 
multimodal approach to planning. This situation has impeded rational 
allocation of investments and prevented the government from formulating 
comprehensive and consistent transport policies. The SAPE will review 
the current status of coordination, decision making processes and any 
structural issues among the various transport agencies. 

b. Transport planning has not been aligned with the budgeting process, 
largely defeating the purpose of planning. The government has made 
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various attempts at consolidating responsibilities and streamlining the 
planning and decision processes.  

c The composition of the allocations for maintenance and capital 
expenditures is about 20% and 80%, respectively. The continued neglect 
of routine maintenance has caused a gradual deterioration of 
infrastructure conditions to the extent that rehabilitation and 
reconstruction were needed to remove the backlog of deferred 
maintenance. The SAPE will briefly review the financing scheme and 
budget structure, and government approach for sustainable of 
investments.  

d. While responsibilities were reshuffled, ministries renamed, and new ones 
created, substantial improvements had not been achieved. The SAPE will 
review the transport planning process and budgeting process, and will 
identify issues on coordination between planning and budgeting.  

e. The northern and eastern provinces are lagging areas as interregional 
economic and social activities have been slow due to years of conflict and 
internal division The SAPE will briefly review governments’ recovery 
policy and ADB assistance. 

f. Government authorities and corporations have over time been involved in 
transport infrastructure construction and maintenance. There was a lack 
of professional and technical expertise in the local private contracting 
industry, particularly in planning, programming, design, contract 
administration, and quality control within provincial councils. The SAPE 
will briefly review governments’ strategy and ADB’s approach to the 
issue. 

 
(ii) Issues specific to the subsectors. The SAPE will review and assess the 

following issues and provide: 
a. Roads  

i. Increasing traffic volumes and a traffic mix consisting of motorized 
and non-motorized traffic have resulted in low travel speeds, 
severe traffic congestions, and increased accident rates. This 
created severe traffic safety problems.  

ii During the last 2 decades, emphasis was placed on the 
rehabilitation of existing roads. In addition to the issue of road 
maintenance, the limited capacity of trunk roads poses major 
challenges to the fast growing traffic. 

iii. Revenues from road transport related charges are not earmarked 
for expenditures on roads. Innovative financing strategies are 
needed to mobilize funding for road maintenance and construction 
and make road development sustainable. The government 
established the Road Maintenance Trust Fund with revenue 
collected from a fuel levy. However, the trust fund is not well 
established because (1) the trust fund has been applied only to 
national road maintenance; (2) sustainability of the trust fund is 
not secured since fuel taxes are not sufficient for maintenance 
even for national roads; and (3) transparency of distribution of the 
fund is not clear yet, such as selection criteria and priority for 
maintenance sections. 

iv The Road Construction Development Corporation (RCDC) was 
established in 1986, which was fully owned by RDA and entrusted 
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with a major portion of road maintenance work in Sri Lanka. In 
2004, RCDC was closed but another government-owned 
company, the Group Maga Neguma, was created. This company 
is expected to play a smaller role in RDA road works than RCDC. 

v Although the government's declared objective has been to 
promote and increase private sector involvement in road 
construction and maintenance, the past legacy of carrying out 
maintenance through force account has been existed, and the 
local private contracting industry has had little opportunities to 
develop. 

vi Existing state-owned bus companies need to be rationalized, and 
several options examined including privatization of the state-
owned bus companies, strengthening of access and safety 
regulation, rationalization of bus fares, and determination of 
selective subsidies for non-economic rural bus routes and 
maintenance of low fares for targeted groups. However, easing 
the financial burden of the government will not be succeeded. 

vii Operation of the government-owned bus services is subsidized, 
because fares are set below cost mainly for social reasons. Fare 
increases have been infrequent, and have not generally kept pace 
with inflation. This has deterred investment and discouraged 
potential investors from entering the industry. 

viii Uncontrolled roadside development has reduced the capacity of 
the road network. The scope for widening roads on existing 
alignments is limited mainly because of land acquisition issues.  

b. Ports 
i. The existing Colombo Port cannot offer the (1) additional 

operating capacity to remain competitive in the Indian 
subcontinent transshipment market, or (2) depth required to berth 
the latest generation container ships. It is projected that demand 
of the port traffic will exceed the capacity of Colombo Port by 
2010. ADB approved Colombo Port Expansion Project in February 
2007. 

ii. The ports subsector is an exception in terms of cost recovery. The 
Sri Lanka Ports Authority has consistently made operating profits 
in recent years. Therefore, private sector investment for the 
development of the terminals have also been sought on BOO/BOT 
basis. 

iii A number of reforms are still needed to improve the efficiency of 
its operations, and ADB should pursue reforms promoting PPP in 
Sri Lanka by providing both lending and nonlending assistance.  

iv Access to the Colombo Port is presently congested, and there is 
no expressway that is linked to the port. The existing transport 
system does not have an effective road link and railways to 
support the Colombo Port development. 

 
4. Limitations 

 
25. The SAPE will have the following limitations: 
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(i) It will exclude telecommunications and communications, and multisector 
emergency projects including transport components. It will focus on the roads 
subsector with reference to ports.  

(ii) Outcomes assessment of individual projects will be limited to projects that have 
been completed and for which PPERs or PCRs are be available. 

(iii) Studies on environmental safeguard and resettlement, socioeconomic, gender 
issues, and poverty impacts will rely on completed and ongoing studies in view of 
the complexity, time required, and difficulty in generating reliable results or 
findings and brief interview with the executing agencies and other stakeholders. 

 
5. Implementation Arrangements  

 
26. IED Management and staffing. The SAPE will be prepared by a team comprising a 
senior evaluation specialist (team leader, Toshiyuki Yokota), supported by a senior evaluation 
officer (Barbara Palacios), evaluation assistant, and national and international consultants.  
 
27. Implementation period. It is proposed that the preparation and implementation of the 
study be undertaken between December 2010 and August 2011. During study preparation, the 
team leader will conduct (interview, discussion, and presentation of key findings) two missions 
to Sri Lanka for consultant supervision for PPER and SAPE. The missions will be of 1 week 
duration for PPER and 2 weeks for SAPE. The principal milestones are summarized below: 
 
28. The broad schedule of the evaluation is as follows: 
 

Milestone Activities Schedule 
  
Phase I (PPER) 

Appointment of Consultants I December 2010 
IED Mission IV January 2011 
Submission of First Draft Report for Internal Review of PPER I March 2011 
Interdepartmental Circulation of PPER in ADB and Government III March 2011 
Draft to Editor I April 2011 
Approval of the Director General, IED III April 2011 

  
Phase II (SAPE) 

Appointment of an Consultants III January 2011 
IED Mission IV January 2011 
Submission of First Draft Report for Internal Review of SAPE I April 2011 
Interdepartmental Circulation of SAPE in ADB and Government II April 2011 
Draft to Editor I May 2011 
Meeting with Director General, IED III May 2011 
DG-Level meeting I June 2011 
Approval of the Director General, IED III June 2011 

 
29. Consulting Services. The SAPE will employ the services of an international and five 
national consultants in total 8.5 person months. The consultants will be recruited individually 
following ADB’s Guidelines on the Use of Consultants (2007).7  
 
attachments:  Appendix 1: Transport Sector Operations 
  Appendix 2: Project Performance Evaluation Reports 
  Appendix 3: Sector Assistance Program Evaluation Proposed Evaluation  
    Matrix 

                                                 
7  ADB. 2007. Guidelines on the Use of Consultants by the Asian Development bank and its Borrowers. Manila. 
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TRANSPORT SECTOR OPERATIONS 
 
Table A1.1: Transport Sector Loans and Loans with Transport Components 
 

Loan   Fund Amount Date Date Expected
No. Project Name Type ($ million) Approved Closed Closing

       
A. TRANSPORT AND ICT      
1. Road Transport      

0471  Mahaweli Area Roads Development ADF 10.0 30-Sep-80 5-Dec-90  
0753 a Trunk Roads Improvement ADF 22.0 19-Nov-85 16-Dec-93  
0864 a Second Road Improvement ADF 36.5 24-Nov-87 29-Nov-96  
0865 a Emergency Road Restoration ADF 20.0 24-Nov-87 24-Jan-94  
1312 a Third Road Improvement ADF 55.0 15-Sep-94 3-Feb-05  
1567 a Southern Provincial Roads Improvement ADF 30.0 30-Oct-97 27-Oct-05  
1649 a Road Network Improvement ADF 80.0 8-Dec-98 7-Apr-09  
1711 a Southern Transport Development ADF 90.0 25-Nov-99 Active 31-Dec-10 
1986 a Road Sector Development ADF 56.5 19-Dec-02 Active 31-Dec-08 
2080 a Road Project Preparatory Facility ADF 15.0 13-Apr-04 Active 31-Dec-10 
2217 a National Highways Sector OCR 150.0 15-Dec-05 Active 31-Mar-12 
2413  Southern Transport Development 

(Supplementary Loan) 
OCR 90.0 6-Mar-08 Active 31-Dec-11 

2546  Eastern and North Central Provincial Road ADF 70.0 16-Sep-09 Active 30-Jun-14 
2639  Northern Road Connectivity OCR 130.0 18-Jun-10 Active 30-Dec-15 
2640  Northern Road Connectivity ADF 24.4 18-Jun-10 Active 30-Dec-15 

        
2. Water Transport      

0031  Colombo Port Tanker Berth OCR 2.6 30-Mar-70 19-Apr-73  
7153 a Colombo Port Development PS 43.5 11-May-99 21-Sep-06  
1841  Colombo Port Efficiency and Expansion ADF 10.0 27-Sep-01 16-Nov-09  
2319  Colombo Port Expansion OCR 300.0 27-Feb-07 Active 30-Apr-11 

        
ADF = Asian Development Fund, OCR = ordinary capital resources, ICT = information and communication technology, No. = number, PS 
= private sector. 
a  Covered in the 2007 Country Assistance Program Evaluation.  
Source: Asian Development Bank databases.  

 
Table A1.2: Transport Sector Loans Advisory and Capacity Development Technical 

Assistance Grants 
 

TA       Date Date Expected 
No. Project Title Type Total Approved Closed Closing 

       

1.    Rail Transport      
3410 TA to Establish Public-Private Partnerships for 

Railways AD 150,000 8-Mar-00 30-Sep-03 
 

       
2. Road Transport      

0718 Institutional Strengthening of MOH AD 200,000 19-Nov-85 31-Dec-88  
1110 Institutional Strengthening of Road Development 

Authority 
AD 575,000 17-Jan-89 31-Mar-94  

2152 Road Safety Study AD 800,000 15-Sep-94 30-Apr-98  
3110 Reengineering of Road Sector Institutions AD 640,000 8-Dec-98 30-Sep-03  
3110 Reengineering of Road Sector Institutions AD 360,000 17-May-00 30-Sep-03  
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TA       Date Date Expected 
No. Project Title Type Total Approved Closed Closing 

(Supplementary) 
3691 Road Maintenance Budgeting and Expenditure 

Control 
AD 150,000 27-Jul-01 30-Sep-03  

4075 Passenger Transport Services Improvement AD 500,000 19-Dec-02 11-Jul-07  
4315 Road Sector Master Plan AD 1,000,000 20-Jan-04 25-Mar-08  
4736 Capacity Building of the Environmental and 

Social Division of the Road Development 
Authority 

AD 400,000 14-Dec-05 Active 31-Aug-09 

4748 Independent External Monitoring of 
Resettlement Activities of the Southern 
Transport Development 

AD 336,000 19-Dec-05 Active 31-Dec-10 

4748 Independent External Monitoring of 
Resettlement Activities of the Southern 
Transport Development Project (Supplementary) 

AD 175,000 25-Nov-08 Active 31-Dec-10 

7065 Land Use Planning of the Southern Highway 
Corridor 

AD 300,000 6-Mar-08 27-May-10  

7153 Establishment of a Central Procurement Unit in 
the Road Development Authority 

AD 225,000 17-Oct-08 Active 30-May-11 

7239 Strengthening Road Development Authority in 
Implementation of the Environmental 
Management Plan of the Southern Transport 
Development Project 

CD 150,000 12-Feb-09 Active 30-Jun-10 

7347 Capacity Development of the Provincial Road 
Agencies 

CD 800,000 16-Sep-09 Active 29-Feb-12 

7545 Capacity Development of the Northern Provincial 
Road Development Department 

CD 500,000 18-Jun-10 Active 31-Dec-12 

       
3. Water Transport      

4121 Port Sector Master Plan AD 150,000 27-May-03 20-Jan-05  
       
AD = advisory, CD = capacity development, No. = number, TA = technical assistance.  
Source: Asian Development Bank databases. 
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PROJECT PERFORMANCE EVALUATION REPORT 
 

A. Road Sector Development Project 
  

1. Background 

1. On 21 December 2002, the Asian Development Bank (ADB) approved the Road Sector 
Development Project (RSDP).1 RSDP was the first in the series of interventions, supporting the 
first stage of the reform program and financing improvement of provincial roads. The main 
objective was to improve transport efficiency, contributing to the expansion of economic 
opportunities and the reduction of poverty by (i) strengthening national and provincial roads 
institutions to perform their core role of strategic management and planning of the road network; 
(ii) developing strong, competitive domestic capacity for road construction and engineering 
services; (iii) planning, executing, and financing road maintenance on a sustainable basis; and 
(iv) upgrading and increasing the capacity of priority roads. The Project also aimed to  
(i) increase private sector participation in the road sector by outsourcing construction and 
maintenance works and engineering services, and exploring opportunities for private operation 
of bus services; and (ii) improve the governance of the road sector by increasing transparency. 
 
2. The project had two major components, namely reforms program and investment. The 
reform program to improve the performance of national highway provision had two sub-
components: (i) transferring most road construction and engineering activities to the domestic 
private sector on the basis of competition, with a commensurate decrease in the role of the 
Road Construction and Development Company (RCDC); and (ii) strengthening the performance 
and capacity of public sector institutions, mainly the Road Development Authority (RDA), 
through implementation of an agreed reengineering action plan (REAP). The investment 
component included (i) civil works for rehabilitation of roads and bridges of about 980 kilometers 
(km) or 12% of the provincial road network in North Central, North Western, Uva, and Western 
provinces; (ii) improvement of about 40 km of community access roads; and (iii) consulting 
services for construction supervision and for detailed design of national highway development. 
The provincial road improvement component was expected to rehabilitate roads in the project 
provinces to maintainable standard. The roads were to be widened to maximum 6.7 meters 
where possible and the pavement strengthened. Bridges, drainage structures, and culverts were 
also to be improved and replaced as necessary.  
 
3. RSDP included two technical assistance (TAs): (i) advisory TA for passenger transport 
service improvement, and (ii) project preparatory TA for national highway development to 
identify priority roads in the national highway network for rehabilitation and upgrading.2 The 
objective of the advisory TA was to increase private sector participation in the road sector by  
(i) increased outsourcing of road works and engineering services, and (ii) exploring 
opportunities for private operation of bus services. 
 

2. Major Findings of the Project Completion Report 

4. RSDP became effective on 22 May 2003, as scheduled. The scheduled closing date is 
31 June 2008 indicated in the loan agreement, and after one extension, but the project is still 

                                                 
1  ADB. 2002. Report and Recommendation of the President to the Board of Directors: Proposed Loan to Sri Lanka 

for the Road Sector Development Project. Manila (Loan 1968-SRI[SF], approved on 19 December). 
2  ADB. 2002. Technical Assistance to Sri Lanka for the Passenger Transport Services Improvement. Manila (TA 

4075-SRI[JSF], approved on 19 December). ADB. 2002. Technical Assistance to Sri Lanka for the Feasibility study 
on National Highways Development. Manila (TA 4074-SRI[JSF], approved on 19 December).   
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open as there is outstanding or undisbursed balance. The project completion report (PCR) was 
circulated to the Board in December 2009. 3  The PCR rated the Project highly relevant, 
effective, highly efficient, and less likely sustainable. Overall, RSDP was rated successful. 
 
5. The PCR concluded RSDP achieved its intended target to a large extent. With the 
reforms and the introduction of private sector participation in road construction and maintenance, 
Sri Lanka has come a long way from where it was at appraisal. However, some of the reforms 
have not yet had time to permeate the system. That a system is now in place at the RDA and 
the provincial road administrations (PRAs) for more effective functioning is a very positive 
development. It is necessary for ADB and other development partners to design and implement 
follow-on projects based on similar approaches to fully institutionalize and deepen these 
achievements. The PCR mission assessed RSDP in terms of its relevance, efficacy, efficiency, 
sustainability, and impact on institutional development and rated RSDP successful in these 
terms 
 
6. The PCR recommended (i) review progress on the performance improvements of 
provincial road authorities, especially on monitoring road conditions, budget submission, and 
actual routine and periodic maintenance; (ii) pursue the covenant requiring the government to 
propose for ADB approval a financing mechanism for sustainable road maintenance funding 
and establish targets agreed with ADB for progressively increasing maintenance budgets to 
levels required to sustain Sri Lanka’s national and provincial road assets; (iii) waive the loan 
covenant regarding the performance-based maintenance contracts for reasons spelled out, but 
efforts should be continued to introduce the scheme when adequate maintenance funding is 
available; (iv) unfilled positions as soon as possible to strengthen RDA and PRA institutions;  
(v) fielded a  mission to prepare a project performance audit report at any time; (vi) given the 
safety issues related to higher vehicle speeds after road improvements, incorporate adequate 
road safety features as standard in the specifications of all road project designs; (vii) update IRI 
and cost estimates when the lag between the feasibility study and project appraisal, approval, 
and/or start of implementation has become excessive, or if during that time major economic 
events or changes have taken place 
 

3. Major Findings of the Project Completion Report Validation Report 

7. The PCR validation report (PVR) rated RSDP relevant, less effective, less efficient, less 
likely sustainable, and partly successful as overall assessment. 4 
 
8. The PVR also evaluated the quality of PCR partly satisfactory. The PVR pointed out that 
the PCR does not adequately assess the relevance of the project. Specifically, the objectives 
lacked clarity, the design was too complex, and the numerous components and subcomponents 
were not linked to the project objectives. The PCR claims that the provincial road component 
was a follow-on project to the ADB-funded Southern Provincial Roads Improvement Project, 
which was seen as a model to be replicated in other provinces. However, the report and 
recommendation of the President (RRP) for the project makes no such claim. The PCR provides 
most of the essential data regarding the project, but it should have given more assessments and 
analyses. In particular, the PCR should have assessed more thoroughly the effectiveness of the 
RDA's reorganization, and the quality and suitability of the concept papers, guidelines, and 
manuals that were developed and issued under the various REAPs. There is no assessment of 
                                                 
3  ADB. 2009. Completion Report: Road Sector Deveopment Project in Sri Lanka. Manila (Loan 1986-SRI[SF], 

approved on 18 December). 
4  ADB. 2010. Validation Report: Road Sector Deveopment Project in Sri Lanka. Manila (Loan 1986-SRI[SF], 

approved on 13 October). 
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the REAPs developed for the PRAs. The major issue of road maintenance financing is not 
sufficiently discussed and the calculation of the economic internal rate of return (EIRR) is based 
on unrealistic assumptions, resulting in a hypothetical estimate. There was also no discussion 
on process efficiency. 
 
B. Approach and Methodology 
 
9. The approach to performance assessment and rating will draw upon the Independent 
Evaluation Department’s (IED) Revised Guidelines for the Preparation of Country Assistance 
Program Evaluations (CAPEs).5 The evaluation will rate (i) project relevance, (ii) efficiency,  
(iii) effectiveness, (v) sustainability, and (vi) development impact as follows: 

(i) Project relevance. How appropriate was ADB’s assistance to Sri Lanka’s 
development needs in general and sector needs in particular? Were the needs of 
Sri Lanka road subsector adequately assessed? Did ADB provide the 
appropriate intervention? Was there sufficient community participation at project 
design, during project implementation and post project completion? Was the ADB 
product extended to Sri Lanka road subsector well-balanced (institutional 
strengthening, provision of physical infrastructure, policy advice, regulation)? 
Was ADB’s assistance to Sri Lanka road subsector consistent with ADB’s 
development goals? The selection methodology of which objective was to 
provide a mix of roads that overall provided sufficient economic return to support 
investment as well as an attractive rage of social benefit including the potential to 
alleviate poverty was not review in PCR. Was the selection methodology of road 
sections appropriate to achieve objectives of the Project, especially for poverty 
reduction? Were the bridges necessary to be rehabilitated? How were the 
reengineering plans relevant to RDA’s strategy and policy and was there proper 
ownership of the RDA policy? How logically Southern Provincial Roads 
Improvement Project (Loan 1567-SRI[SF]) 6  was replicated to the capacity 
building of the four provincial governments? Did the four provincial governments 
properly understand and have ownership? 

(ii) Efficiency. Did ADB’s assistance to the Sri Lanka road subsector use the 
resources economically? Did ADB’s assistance achieve economic benefits at 
least cost? Were data and methodology of economic evaluation in the RRP and 
PCR appropriate? Determine the operational performance of the rehabilitated 
road sections focusing on their physical condition and traffic volume. To evaluate 
economic performance, traffic volume and road roughness will be surveyed at 
around thirty road sections, and calculate economic internal rate of return of the 
selected road sections. Was project implementation efficient?  Difficulty of project 
implementation, especially capacity building could be foreseen at appraisal since 
the project design was complex. Was monitoring and management system 
established property before or during implementation? Was ADB’s supervision 
efficient?. 

(iii) Effectiveness. Did ADB’s assistance to the Sri Lanka road subsector achieve 
what they intended? Social benefit of road rehabilitation, including the potential to 
alleviate poverty was not review in PCR. Prepare a socioeconomic survey plan, 
and carry out household and key stakeholders interviews with structured 
questionnaires in the project areas. PCR did not report what were inputs and 

                                                 
5  ADB. 2010. Revised Guidelines for the Preparation of Country Assistance Program Evaluations. Manila. 
6  ADB. 1997. Report and Recommendation of the President to the Baord of Directors: Proposed Loan to sri Lanka 

for the Southern Provincial Roads Improvement Project. Manila (Loan 1567-SRI[SF], approved on 30 October). 
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outputs of the reform program. Did the reform program achieve the original 
targets at appraisal? Were outcome and impact of the reform program achieved? 
Was capacity of private sector improved? How were the procured equipment and 
developed software for road asset management effective? Was the advisory TA 
satisfactory? Ware the project targets set in the project framework appropriate? 

(iv) Sustainability. Assess the financial and physical sustainability of the assets 
created and/or rehabilitated. Determine the adequacy of operations and 
maintenance to make the Project sustainable. How sustainable are the outcomes 
of ADB’s projects, TA, and policy dialogues? Will changes in the political, 
business, or political environments adversely affect a sustained outcome even 
though outputs are maintained? Were institutional and technical capacity for 
operation and maintenance improved? Is the road trust fund sufficient for 
maintenance for national roads? The current road trust fund is eligible only for 
the national government. Was there any improvement on financing mechanize 
for provincial government? Was Performance based maintenance introduced 
successfully? How were the procured equipment and developed software for 
road asset management sustainable? 

(v) Development impacts. Review available benefit and monitoring reports to 
assess the impact of the project facilities. What are the impacts of ADB’s 
assistance to institutions and how significant and sustainable are they? Did ADB 
assistance improve the ability of Sri Lanka to make more efficient, equitable and 
sustainable use of its human, financial and natural resources? Who benefited 
from ADB’s assistance? How were the economic benefits distributed? Were 
there any adverse social impacts? If so did ADB initiate measures to mitigate 
these adverse impacts? Were there significant socioeconomic impacts including 
mitigation of gender issues?  

(vi) Performance of the executing agency (EA) and ADB. The EA’s operational 
and financial performance will be assessed. Was ADB assistance effective in 
achieving the desired objectives? Did ADB providing quality support that 
demonstrated and adhered to good corporate governance practice? Was ADB 
sensitive and responsive to client needs, fostering client ownership? Did ADB 
comply with basic operating principles; meeting client capacity building 
objectives; consistency in furthering ADB's corporate, the country's sector 
strategies; and its client service satisfaction. Was ADB's supervision timely and 
adequate? Were review missions sufficient and useful? Did ADB provide 
adequate support to the EA in developing its own performance and audit 
systems? Did ADB respond promptly to EA's requests for changes during 
implementation? Was documents and records were saved properly? 

 
C. Other 
 
10. Refer to the main text for evaluation issues, limitations, implementation arrangements. 
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SECTOR ASSISTANCE PROGRAM EVALUATION PROPOSED EVALUATION MATRIX 
 
Evaluation 
Criterion Focus Areas 

Data Sources and  
Data Collection 

Strategic 
Positioning 

Relevance and responsiveness of ADB's transport sector 
strategy to the government's priorities and challenges.  
 
Alignment of ADB's sector strategy in the country to  
(i) ADB's comparative advantages, (ii) ADB's cooperate 
strategy for transport sector, and (iii) ADB's CSP for Sri 
Lanka.  
 
Whether the program had a coherent strategy with clearly 
identified impacts and sector outcomes to be achieved. 
 
Operational flexibility of the assistance program to respond to 
evolving sector context. 
 
Portfolio selection in terms of recognition of government's 
absorption capacity.  
 
Positioning of ADB assistance in relation to the assistance 
provided by other development partners.  
 
Long term continuity of sector strategies and whether the 
program provided the critical mass of assistance for it to be 
effective. 

ADB and Project related 
documents: 
 National Transport 

Sector Strategy and 
road Maps of 
Government. 

 CSP, CSPU and CPS 
 Loan, TA, and grant 

projects in the sector 
 Other supporting ADB 

publications, regional 
workshops 

 
Interviews and documents 
from government agencies, 
other development partners 
and service providers  
 

Program/Project 
Relevance 

Relevance of Program Formulation and Design for achieving 
the objectives: 

 Consistency and coherence of Program logic. 
(Identifications of the specific outcomes of ADB 
assistance and their relationship to the expected 
impact of ADB assistance). 

 Identification of risks and assumptions for achieving 
the project outcomes and measures taken to manage 
these risks. 

 Appropriateness of the lending and non-lending 
instruments selected by ADB. 

 
The degree to which ADB sector support was in line with 
ADB’s comparative advantage and draw lessons from past 
operations. 
 
The extent to which ADB’s sector interventions achieved a 
level of critical mass, were balanced across objectives, 
selective and focused. 
 
Extent to which the ADB assistance program maintained its 
relevance to country's evolving development challenges 
during the implementation program.  
 
Evaluability of the assistance program with respect to 
identification of targets / indicators, baseline information and 
M&E responsibilities identified and funding provided.  

Data and information 
sources listed above. 
 
Project/program, TAs, and 
grants related documents 
 
PPTA, RRP, PPR, BTOR, 
Mid-term review report, 
PCR, EA’s PCR, TA 
documents, and TCR. 
 
Relevant IED reports 
 
Reports produced by other 
donors. 
 
Possible collection methods 
and analysis: 
 Document reviews 
 Trend analysis 
 Key informant interviews 
 Focus group discussion 
 Sample surveys 
 Field visits and 

observation 
 

Efficiency Has the resources provided by ADB been efficiently? PPER and PCR reports and 
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Evaluation 
Criterion Focus Areas 

Data Sources and  
Data Collection 

 
Readiness for implementation of ADB Projects at the time of 
approval  and whether there has been major delays in project 
implementation. 
 
Were assumptions in economic and financial analysis valid? 
(coverage, number of beneficiaries, prices, procurement and 
management costs, input costs, risks, etc.). 
 
What factors contributed to the differences in FIRR/EIRR at 
appraisal and PPER (if any)? 
 
Was the project costs are in line with the estimates? 
 
Were the transaction costs in terms of ADB staff inputs, 
consultancy inputs reasonable? 
 
Was the procurement process transparent, timely and 
effective? 
 
Was the financial management in the project transparent? 
 
Were there any problems in fund disbursement for project 
activities? 
 
How effective was the intra and inter-agency coordination 
mechanism in the project? 

any existing calculation files 
 
Government documents.  
 
Local EA report, other 
agency reports. 
 
Content analysis of project 
documents, Board 
discussion papers, interview 
with PCR consultants and 
EA staff, economic 
reevaluation of the Project 
using PPER parameters. 
 
Key informant interviews. 
 
 
 

Effectiveness Adequacy of projects and activities undertaken to achieve the 
sector outcomes and whether the planned activities in the 
CSPs were undertaken. 
 
Performance of the transport sector portfolio compared to 
bank wide averages. 
 
Did the Projects and TAs achieve the intended outcomes in 
terms of DMC's development objectives? 
 
Did the Projects achieve the sector development targets set 
forth in the CSP? 
 
What factors contributed to the success of the Project? 
 
What factors contributed to the delays in project 
implementation? 
 
What led to changes in scope and design of the Project and 
were such changes appropriate and timely? 
 
Performance assessment of transport sector projects. 
 
Extent of impact by factors outside the control of the ADB 
and government to the achievement of project outcomes.  

Interviews with previous 
ADB Project Specialists, key 
informants, beneficiaries. 
 
PCR, PPERs undertaken for 
transport sector projects. 
 
Government/agency 
statistics, household and 
business surveys, key 
informant interviews with 
stakeholder representatives, 
and focus group discussion. 
 
 

Sustainability What is the likelihood of sustaining the achievements of 
sector results and outcomes to the future? 

FIRR/EIRR analysis, agency 
financial records. 
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Evaluation 
Criterion Focus Areas 

Data Sources and  
Data Collection 

 
What is the financial sustainability of the sector entities with 
respect to tariff settings etc.? 
 
Are there appropriate policies and procedures present to 
ensure continued funding for operation and maintenance? 
 
Is there application of appropriate policies to ensure the 
maintenance of required human resources? 
 
What is the likelihood of further improvements to the sector 
policies, institutional arrangements, and investment climate 
for private sector participation? 
 
What is the sustainability of regulatory framework, 
governance, accountability of the sector entities? 

 
Interviews and documents 
from government agencies 
and service providers 
(previously listed). 
 
Surveys of household, 
commercial and industrial 
consumers. 
 
Key informant interviews and 
focus group discussion. 
 
 

Development 
Impact 

How has ADB transport sector operations contributed to 
sustainable economic growth, mitigation of gender issues, 
poverty reduction and environment sustainability, and 
governance reforms in the country? 
 
How have ADB sector operations contributed to long-term 
sector development including the sector governance and 
institutional development? 
 
What are the major policy changes in the sector as a result of 
ADB’s support? How has this affected the development of the 
sector? 
 
How has the transport support contributed to ADB’s thematic 
priorities, in particular the development of capacity, 
partnerships with private sector, and good governance (i.e., 
accountability, participation, predictability and transparency? 

Interviews and documents 
from government agencies 
and related authorities. 
 
Surveys of road users, 
household, freight 
companies, public transport 
authorities, and other 
stakeholders. 
 
Key informant interviews and 
focus group discussion. 
 
 
 

ADB = Asian Development Bank, BTOR = back-to-office report, CPS = country partnership strategy, CSP = country strategy 
and program, CSPU = country strategy and program update, DMC = developing member country, EA = executing agency, 
EIRR = economic internal rate of return, FIRR = financial internal rate of return, IED = Independent Evaluation  Department,  
IRI = international roughness index, M&E = monitoring and evaluation, PCR = project completion report, PPER = project 
performance evaluation report, PPTA = project preparatory technical assistance, RRP = report and recommendation of the 
president, TA = technical assistance, TCR = technical assistance completion report. 
Sources:  Independent Evaluation Department and ADB. 2010. Revised Guidelines for the Preparation of Country Assistance 

Program Evaluations. Manila. 
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