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I. PROJECT DESCRIPTION 

A. Rationale 

1. Due to the scarcity of financial resources brought by the 1997–1998 Asian financial 
crisis and the focus of the Government of Indonesia on macroeconomic stabilization and other 
pending issues, spending on transport infrastructure, specifically roads, was reduced. This 
resulted in the continued deterioration of roads arising from lack or absence of adequate 
maintenance and the postponement of critical road investments. These subsequently 
increased transport costs as the poor road network condition led to increased vehicle 
operating costs, longer travel times, and higher transport fares. In Indonesia, road transport 
carried about 95% of the estimated interprovincial freight and 85% of passenger traffic in 2001 
(2003 estimates). At the end of 2002, the road network was 324,150 kilometers (km), 
excluding 515 km of toll roads and 250,000 km of unclassified village roads. Despite funding 
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increases and a renewed emphasis on maintenance, roads were not returned to the condition 
they were in before the Asian financial crisis. 
 
2. In 2003, 32.7 million vehicles (excluding police and military vehicles) were registered, 
comprising 14.8% passenger cars, 6.0% buses and vans, 8.2% trucks, and 71.0% 
motorcycles. Road transport services were mainly provided by private companies. Except in 
remote areas where demand was thin, investors few, and road conditions poor, the transport 
services industry was competitive. Entry was largely unrestricted and tariffs determined by 
market forces, with the exception of fares for low-income passengers set by the government 
for interprovincial services, and by provincial authorities for services within provinces.  

 
3. Indonesia’s poverty incidence was 23% (about 48 million people) in 1998, and then 
declined to 18% (about 38 million) in 2002, according to the National Socioeconomic Survey of 
the Central Board of Statistics or BPS SUSENAS.1 Regional variations were sharp, poverty was 
more common in rural areas than in urban centers, and in the project area, it varied from 18% in 
Riau to 42% in South Sumatra, and 30% in South Kalimantan to 57% in Central Kalimantan. 

 
4. National roads, as arteries of trade and commerce, enabled the incomes of the poor to 
grow. Agricultural products—cultivated largely by the poor who rely on basic commodities from 
cities—required an effective transport network. The poverty assessment undertaken in 
November 2000 noted that increasing the productivity of agriculture required improved 
infrastructure, including transport to reduce regional disparity and rural poverty over the 
medium term. The government’s White Paper2 identified the infrastructure backlog as a key 
bottleneck to poverty reduction. Improved roads would enhance access by the poor to 
markets, jobs, health centers, and schools. 
 
5. The Kalimantan Highway corridor is a major link among Brunei Darussalam, Indonesia, 
and Malaysia that has a potential in promoting regional cooperation. In Sumatra and 
Kalimantan, the inadequate road network increased transport costs for the important 
agricultural, petroleum, and industrial sectors and between provincial centers and plantation 
areas and ports. Improving the condition of high-priority links would facilitate trade, investment, 
and economic growth; promote regional cooperation; improve accessibility and living 
conditions in isolated areas with growth prospects; and help reduce poverty.  

 
6. The government’s Medium-Term Development Plan, 2004–2009 placed high priority on 
the development of infrastructure within the overarching objectives of creating peace and security, 
creating democracy and fairness, and improving people’s lives. Road development policy 
prioritized increasing road capacity and quality to more developed regions by strengthening 
island-based main national road corridors and providing better access to less developed regions, 
including remote and border areas. Developing these national corridors was part of the 
government’s commitment to the Association of Southeast Asian Nations (ASEAN) regional 
cooperation program, which required implementation of priority infrastructure projects at national 
level. Improving integration and connectivity, and developing land transport and trade corridors 
linking Brunei Darussalam, Indonesia, and Malaysia were ASEAN milestone objectives. With 
fiscal constraints likely to remain, external support was critical to preserving, upgrading, and 
developing priority links and supporting economic recovery. 

 
 

                                                 
1 The data exclude Papua and Aceh. 
2 INPRES 5/2003. 
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B. Expected Impact 

 
7. The expected impact of the project was to foster economic growth and improve living 
conditions in the poor areas of Sumatra and Kalimantan. This was to be measured by the 
increase in provincial gross domestic product (GDP) comparable to the national GDP rate of 
increase, and increase in incomes of selected households in the project’s influence area.  

C. Objectives or Expected Outcomes  

8. There were five expected project outcomes.3 The first was improved vehicular access on 
strategic national and international roads in Sumatra and Kalimantan. International roads refer to 
the national corridors that are part of the government’s ASEAN commitment. A 5% annual 
increase in average daily traffic was estimated for the project roads once completed. While 
transport time savings was also indicated as an outcome indicator, there was no specific target 
that was set. The second expected outcome was reduction of road transport tariffs for both 
passenger fares and freight tariffs. The improved project roads were to lead to vehicle operating 
cost savings that was expected to be passed on to transport users. The forecasted decline in 
one-way passenger fares and freight transport rates were to be measured in 10 selected road 
trips. There was no target indicated on the magnitude of the decrease in tariffs. The third 
envisaged outcome was reduction in the premature breaking of roads. Due to the overloaded 
trucks, roads had deteriorated, requiring rehabilitation. Reduction in average truck axle loads by 
20% was targeted. The fourth expected outcome was improved road safety awareness as 
manifested by safe road use practices by vulnerable pedestrians. There was no indicated target 
on the expected decrease in the occurrence of road accidents. The fifth envisaged outcome was 
improved governance in project implementation through the reduction of complaints and related 
delays. There were no targets set as to the reduction of complaints and delays. 

D. Components and Outputs 

9. Overall, the project was to rehabilitate deteriorated road sections and replace bridges 
on the strategic national road networks in Sumatra and Kalimantan. To ensure that benefits 
from road rehabilitation were sustained, the project was to address road policy issues by        
(i) strengthening the enforcement of vehicle-load regulations, (ii) raising road safety awareness 
among local communities, and (iii) developing new approaches to road maintenance 
management. It was to provide capacity building and training to strengthen capabilities in 
environmental and social impact management, project management, and engineering support. 
 
10. The project was divided into the following three components: (i) Civil Works—Road and 
Bridge Rehabilitation, (ii) Support to Road Sector Policies, and (iii) Capacity Building and 
Training. For civil works, the project targeted to rehabilitate 1,292 km of roads comprising the 
(i) reconstruction of 60 km and resurfacing and widening of 593 km of the Trans-Sumatra 
eastern and central highways, (ii) reconstruction of 371 km and resurfacing of 268 km of the 
Trans-Kalimantan Highway, and (iii) replacement of 21 timber and log bridges in Kalimantan 
and widening of 19 bridges in Sumatra. The project covered 10 provinces—Central 
Kalimantan, East Kalimantan, South Kalimantan, West Kalimantan, Jambi, Lampung, North 
Sumatra, South Sumatra, West Sumatra, and Riau (footnote 3). 

 

                                                 
3  ADB. 2005. Report and Recommendation of the President to the Board of Directors: Proposed Loan to the 

Republic of Indonesia for the Road Rehabilitation-2 Project. Manila. 
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11. For road sector policies, the project targeted (i) the site selection, equipment procurement, 
supervision of installation and supervision of 12 months implementation of four weighbridge 
stations under the Enforcing Controls on Truck Overloading subcomponent; (ii) support to a road 
safety awareness campaign targeting vulnerable groups, particularly children and elderly living in 
areas newly exposed to higher traffic volume and speed; and (iii) formulation of a new approach 
to road maintenance management based on the recommendations of a related Japan Bank for 
International Cooperation (JBIC) study (footnote 3).  

 
12. For the capacity building and training component, the project targeted training in project 
management and engineering support practices to (i) help train each project province’s P3JJ 4 
and government agency for regional infrastructure to execute and monitor national road 
maintenance; and (ii) support the efforts of the central Directorate General of Highways (DGH) 
to provide guidelines, training resources, and assistance to regional road agencies in their 
management of the road network (footnote 3). 

E. Provision of Inputs 

13. At appraisal, the project cost was estimated at $215.8 million, including value-added 
tax, physical and price contingencies, and capitalized interest and commitment fees charged 
during construction. The foreign exchange cost of $76.2 million accounts for 35% of the total 
cost. The local currency component of $139.6 million equivalent constituted the remaining 
65%. Of the estimated project cost, the base cost—comprising civil works, consulting services, 
road sector policies, and capacity building and training—was estimated at $169.8 million. The 
government requested the Asian Development Bank (ADB) to provide a loan of $151 million to 
finance 100% of the foreign currency costs ($76.2 million equivalent) and 54% of local 
currency costs ($74.8 million equivalent). The remaining $64.8 million in local currency costs 
was to be financed by the government. Overall, the loan was to finance 70% of the estimated 
project cost (footnote 3). 
 
14. At completion, the total project cost increased to $274.13 million, 27% more than the 
$215.74 million estimated at appraisal. The factors that led to the cost increase included the 
following: (i) further road deterioration from that identified at appraisal, the more than 3 years 
before civil works were first implemented, and subsequent delays afterwards; (ii) fuel price 
increases of 120% in March 2005 and 29% in May 2008 that led to price increases in other 
materials; (iii) change in the highway design standard for national roads after loan approval, 
with the minimum pavement width increased from 4 meters (m) to 6 m in Kalimantan and 7 m 
in Sumatra, and the minimum shoulder width increased to 1.5 m on either side of the 
pavement, which affected some 322 km of road to be rehabilitated; and (iv) underestimation of 
costs because a number of roads in Kalimantan did not allow for corresponding costs for the 
geotechnical and soil conditions. To adjust cost increases, the financing plan was modified. Of 
the 26 contract packages, the government fully financed seven, while the ADB loan of $151.00 
million financed the remaining 19 packages. At project completion, the ADB loan had financed 
52% of the project and the government had financed the rest. 

F. Implementation Arrangements  
 
15. As agreed at appraisal, DGH was the executing agency. It established a project 
management unit (PMU) under its director of planning with responsibility for monitoring day-to-

                                                 
4  Proyekperencanaandanpengawasanjalandanjembatan (the road and bridge planning and management unit, and 

the provincial representative of the DGH). 
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day project activities, preparing project reports, and ensuring that ADB procurement guidelines 
and financial reporting requirements were met. The PMU was assisted by the core team 
consultants (CTC). A project steering committee was established to guide, coordinate, and to 
monitor the overall implementation of the project, which was chaired by the National Agency 
for Planning and Development (BAPPENAS) with representatives from the Ministry of Public 
Works, Ministry of Finance, and Ministry of Transportation. The Directorate General of Land 
Transport was the implementing agency for axle load control and the road safety component, 
the BAPPENAS for the development of new policy approaches to road maintenance 
management, and the Regional Agency for National Roads Implementation (Balai Besar 
Pelaksanaan Jalan Nasional or Balai Besar) for civil works. 
 
16. The implementation arrangements seemed appropriate. While the number of 
implementing agencies seemed excessive at three, this might have been intended to provide 
focus on the implementation of project components and subcomponents. 

II. EVALUATION OF PERFORMANCE AND RATINGS 

A. Relevance of Design and Formulation 

17. The project completion report (PCR) rated the project highly relevant.5  It noted that the 
project was consistent with the government’s Medium-Term Development Plan, 2004–2009, 
which emphasized the development of infrastructure through more efficient services and 
greater private sector participation. The project was aligned with the ADB Country Strategy 
and Program Update on regional cooperation at the time of appraisal, and it remains highly 
relevant at present. The islands of Sumatra and Kalimantan lagged behind other regions in 
road development and road deficiencies were seen to constrain growth. By improving the 
quality of their road infrastructure, it provided easier access to the ASEAN highway through 
links with Brunei Darussalam and Malaysia. 
 
18. This validation notes that poverty in Indonesia is associated with lack of access to 
productive employment opportunities, with workers in informal jobs far more vulnerable than 
those in formal occupations. The unequal access to infrastructure is a critical constraint to 
accessing economic opportunities and social services. The supply of good quality roads is limited 
in many parts of the country and a large segment of Indonesia’s road network is in disrepair.6 
Based on the poverty line, the poverty rate had declined from 16.7% in 2004 to 14.1% by March 
2009. The reduction was partly attributed to various intervention programs such as wider access 
for low-income communities so they could benefit from economic growth. 

 
19. The current 2010–2014 Medium-Term Development Plan 7  highlights an important 
development mission, which is realizing development that is equitable and just and providing 
equal access for the general public to public services and economic facilities and 
infrastructure. The plan recognizes that border regions and the most outer small islands need 
to be developed in order to be utilized as gates of economic activities and trade with 
neighboring nations. The ADB 2012–2014 Country Partnership Strategy for Indonesia8  is 
aligned with this current medium-term plan, with Pillar 1 supporting government efforts to 

                                                 
5  ADB. 2011. Completion Report: Road Rehabilitation-2 Project in Indonesia.  Manila. 
6  ADB. 2009. Poverty Analysis (Summary) Country Partnership Strategy: Indonesia, 2012–2014, Manila. 
7  Ministry of National Development Planning, National Development Planning Agency. 2010. Appendices Regulation 

of the President of the Republic of Indonesia, Number 5 of 2010 Regarding the National Medium-Term 
Development  Plan (RPJMN), 2010–2014. Jakarta. 

8  ADB. 2012. Country Partnership Strategy:  Indonesia, 2012–2014. Manila. 



 6

achieve more inclusive growth by connecting poor people and regions to markets through      
(i) upgrading of infrastructure and improving logistics, (ii) providing programs and projects 
including through public–private partnerships to develop transport logistics, and (iii) trade 
facilitation to enhance connectivity among islands and with neighboring countries. 
 
20. The PCR and this validation noted important project changes, such as the cancellation 
of the procurement, installation and operation of weighbridges, and the replacement of the 
road management study with a study on integrated transportation management system 
(ITMS). Other notable deviations were the change in the highway design standard for national 
roads after loan approval, which affected some 322 km of road to be rehabilitated as 
geotechnical and soil conditions were not factored in a number of roads in Kalimantan that led 
to an underestimation of costs (para. 14). The PCR indicated that these changes 
demonstrated the government’s commitment to the project’s objectives and helped ensure that 
the project remained fully relevant. This validation agrees and rates the project highly relevant. 

B. Effectiveness in Achieving Project Outcomes 

21. The PCR rated the project effective in achieving its objectives. It noted that preliminary 
findings indicated that traffic had increased in excess of 5% on most of the project roads. The 
road and bridge rehabilitation component was implemented with 15 contract packages in the 
first phase and 11 in the second phase. A total of 1,145 km of roads and 41 bridges were 
rehabilitated and upgraded. There was a decrease of 147 km in roads rehabilitated and an 
increase of one bridge constructed as compared to the appraisal target. The PCR noted 
improvement in vehicular access on strategic national roads in Sumatra and Kalimantan, 
reduction in road transport tariffs on selected routes, raised awareness of road safety, and 
strengthened governance in project implementation.  
 
22. Based on the post-construction Socioeconomic Monitoring and Evaluation Program 
(SEMEP), road improvements on Link 35 and Link 36 in South Kalimantan cut travel time by 
about 30% to destinations that are 50 km or more. Passenger fares had decreased by up to 
50% for several destinations. A marked increase in travel by motorbike, at the expense of 
travel by public transport, was noted. Road safety awareness was expected to intensify in the 
target areas due to the road safety campaigns. It also noted that not much progress has been 
made in reducing the premature failure of roads.  

 
23. Of the targeted outputs under the support for road sector policies component, the 
weighbridge stations were cancelled and replaced by a study to review the operation of 
existing weighbridges and the government’s axle load control policies, and the formulation of a 
new road maintenance approach was replaced by a broader study on ITMS. On improved 
road safety, there were no data showing reduction in the occurrence of road accidents. The 
PCR admitted that no progress was made in reducing the premature breaking of roads, which 
implied that either road construction quality was poor or overloaded trucks continued to use 
the project roads. The design and monitoring framework (DMF) estimated a 20% reduction in 
truck axle loads, which was not monitored. 
 
24. For the capacity building and training component, training programs were implemented 
by the DGH. A total of 193 DGH staff participated in the project management and engineering 
support practices while 398 DGH staff from headquarters and the provinces attended the 
strengthening of capabilities in environmental and social impact management training. On the 
whole, this validation rates the project effective. 



7 
 

C. Efficiency of Resource Use in Achieving Outputs and Outcomes  

25. The PCR rated the project efficient. At appraisal, the estimated economic internal rates 
of return (EIRRs) of the 19 subprojects were between 10.3% and 49.9%, with EIRRs higher on 
average for subprojects in Sumatra than in Kalimantan. The appraisal calculations used the 
data and economic review module of DGH on integrated road management system (IRMS). 
This was also used in the reevaluation. The reevaluation used final construction costs, 
updated traffic data, as-built geometric characteristics and pavement thicknesses, and post-
construction roughness indices. This resulted in EIRRs of 16%–46% for the Sumatra 
subprojects and 15.2%–40% for the Kalimantan subprojects, with an overall EIRR of 26.9%. A 
subproject in West Kalimantan was not reevaluated because of insufficient data. Despite the 
higher costs, the reevaluated EIRRs were broadly in the same range as those at appraisal. 
The impact of higher costs was mitigated by higher road user cost savings from the averted 
deterioration of the roads and higher traffic volumes than predicted at appraisal, in more than 
half of the subprojects.  

 
26. This validation notes that the economic reevaluation used 2006 baseline traffic data, 
when post-construction traffic survey results should have been used. While increased 
motorcycle traffic was observed by the PCR, there was no finding on how this had affected 
overall vehicle traffic for specific subproject links. Since no analysis was undertaken to 
compare baseline with post-construction traffic, the traffic impact of the subprojects could not 
be determined. The basis for the traffic growth projections was not subproject specific, but was 
just network averages taken from the IRMS. However, the methodology used was sound. 
 
27. The road and bridge rehabilitation civil works appraisal cost, inclusive of consultancy 
services of $165.4 million, increased by 54.17% or a total of $254.9 million at project 
completion (PCR, Appendix 4). The PCR noted that the output of the capacity building and 
training component was achieved with less input and at lower cost. For this component, no 
baseline or pre-training and post-training evaluation was conducted to measure whether 
outcomes were achieved. The ITMS study and evaluation of the operation of the existing 
weighbridges would still require follow-up actions. Based on the above discussions, this 
validation rates the project efficient.  

D. Preliminary Assessment of Sustainability  
 
28. The PCR rated the project likely to be sustainable. It ascribed project sustainability as 
dependent on the (i) appropriateness of the designs and the quality of construction, (ii) quality of 
maintenance after the works are completed, and (iii) the effectiveness with which vehicle axle 
load limits are enforced. The PCR attributed its rating to first, the care taken to ensure that final 
designs were appropriate and construction was adequate. However, the PCR admitted that there 
was a measure of variability between subprojects in the quality of the designs and construction 
particularly where terrain and soil conditions require added attention. Second, on the 
effectiveness of maintenance policies and practices, the PCR observed the improved 
performance of DGH over the years, streamlining of implementation arrangements in the 
management of national roads, and increase in the fund allocation for routine maintenance of 
national roads. The PCR did point out that the greatest threat to sustainability was the continued 
poor enforcement of vehicle axle load limits, which the government was said to be addressing 
with the drafting of more effective policies as a follow-up to the review of existing weighbridges.  
 
29. Based on the PCR, this validation notes that while quality assurance arrangements 
were implemented, the intended quality of the road pavement was not achieved in some 
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cases. The use of poor-quality coal and poor supervision of the asphalt mixing plant in 
subprojects LP-01-I in Lampung province and SS-03-II in South Sumatra, for example, caused 
premature damage to the pavement. Despite efforts to deal with these issues and institute 
remedial measures, the quality of the pavement in these two subprojects was questionable. 
The PCR indicated that fund allocation for the routine maintenance of national roads had 
increased to about Rp40 million per km per year. 

 
30. The weighbridge procurement, installation, and operation were cancelled as the 
Directorate General of Land Transport had decided to review the performance of selected 
weighbridges built with various funding sources, and its axle load control policies. While some 
provinces had taken the initiative to issue decrees on truck overloading, the national axle load 
control policy was required. The subcomponent on consulting services to assist in developing 
improved approaches to routine and periodic maintenance, assessing capabilities and training 
requirements in the provinces, and developing pilot projects for implementation was cancelled 
and replaced by the ITMS study. The two cancelled subcomponents could have assisted in 
sustaining the project as proposed in the appraisal, but its replacement with an evaluation of 
existing weighbridge performance and the ITMS would seem to be inappropriate. However, 
the results of the evaluation of weighbridge performance could actually improve project 
sustainability as more appropriate vehicle weight control policies are implemented. In view of 
the above findings, this validation rates the project’s sustainability likely.  

 
E. Impact  
 
31. The PCR did not rate the impact of the project. It noted that, at appraisal, the initial 
environmental examinations confirmed that the project would have no major adverse 
environmental impact. In the majority of the subproject locations, the same road alignments 
were utilized and construction was undertaken within the existing right-of-way. There were 
minor land acquisitions due to the increase in road width standards in Sumatra and Kalimantan. 
This was managed by the CTC team of environmental and socioeconomic specialists to help 
mitigate any possible environmental and social issues. The DGH, with the assistance of the 
CTC, prepared the land acquisition and resettlement plan. This was approved by ADB as a 
condition for contract signing and implementation. An independent monitoring agency team was 
hired to confirm actions carried out by the local government and the contractor, and to record 
the satisfaction of the affected households with the remedial measures. 
 
32. The PCR did not mention the occurrence of any socioeconomic impacts that would have 
either benefited or negatively affected the communities in the subprojects’ influence areas. 
While the executing agency had complied with the three covenants on monitoring, the 
comparison of baseline and post-construction economic and social impact indicators could have 
been used to measure and validate the socioeconomic impacts generated by the subprojects. 
As presented in Appendix 9 of the PCR, given the extent of the roadworks and the significant 
improvement in road conditions and reliability of transport services, the living conditions of the 
population in villages along the road should be improved and have safer access to public and 
social services such as schools, clinics, and health centers. Access by motorcycle to such 
facilities also became more affordable, as noted in the post-construction SEMEP. In all villages 
surveyed, the use of bus transport declined, while the use of motorcycle transport increased 
significantly. No metrics were given to validate the previous statement. 
 
33. This validation rates the impact of the project significant although the results of the 
SEMEP were not discussed in a manner that would allow reliable measurement of the project’s 
impact. However, with the completion of the road and bridge works and the traffic growth 
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generated especially for motorcycles, this would lead to the conclusion that access 
improvements for the local population to social services, markets, and employment was 
significant. 
 
F.  Others 
 
34. The project’s right-of-way issues had been discussed in para. 33. On gender, the 
completion of the roads and bridges would enable women to have improved access to social 
services, markets, education, and even employment. 
 

III. OTHER PERFORMANCE ASSESSMENTS 

A. Performance of the Borrower and Executing Agency 

35. The PCR rated the performance of the borrower and the executing agency highly 
satisfactory. The borrower provided timely counterpart funding, resolved the project cost overrun 
by fully financing seven contract packages, and submitted withdrawal applications to ADB on 
time. DGH, the executing agency, quickly resolved issues that arose, such as the dispute with 
the first CTC, resulting in contract termination. DGH fielded an independent quality auditor to 
resolve quality issues and coordinated effectively among implementing agencies and assisted in 
resolving issues. The PCR supported the cancellation of the installation of the weighbridges, 
which it considered as a change in the government’s approach on the issue of truck overloading 
and pointed out that this was consistent with the recommendations of the PCR on the previous 
ADB-financed road sector project in Indonesia.9 
 
36. This validation notes that, at appraisal, learning from the experience of the road 
rehabilitation sector project 10 and taking advantage of the ADB-approved advance actions for 
procurement, pre-construction activities for the first year of implementation were carried out 
using the same consultants from the earlier road rehabilitation sector project. Bids for the first 
year of rehabilitation works were expected to be called in October 2005 and recommendations 
for contract award issued in early 2006. Concurrently, the recruitment of consultants for design 
and construction supervision already started, with recommendations for award of consultants’ 
contracts expected by December 2005 (footnote 3).  The contract with CTC was signed in 
November 2006, and both design and supervision consultant contracts were signed in February 
2007. The contract with CTC was terminated in 2008 after a prolonged contract dispute with 
DGH on the qualification of the team leader and tax liabilities. Evidently, the advance 
procurement action undertaken prior to loan approval did not result in the desired on-time 
implementation of the project. 

 
37. This validation notes that, for civil works, the procurement process took considerably 
long—up to contract signing. Prequalification process took 376 days on average while bidding 
took 238 days, for a total of 614 days from prequalification to contract award. It was only at the 
recommendation of ADB that DGH adopted post-qualification for the remaining four packages in 
phase 1 and for phase 2 packages, which cut the total bidding time to 350 days on average. 

 

                                                 
9   ADB. 2008. Completion Report: Road Rehabilitation (Sector) Project in Indonesia. Manila. 
10 ADB. 2000. Report and Recommendation of the President to the Board of Directors: Proposed Loan to the 

Republic of Indonesia for the Road Rehabilitation Sector Project. Manila. 
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38. The cancellation of the weighbridge and road management subcomponents took place 
after cost escalated during implementation. Also, the change in the design standard was most 
likely beyond the executing agency’s performance.  
 
39. In view of the above (paras. 38–39), this validation rates the performance of the 
borrower and executing agency highly satisfactory. 

B. Performance of the Asian Development Bank  

40. The PCR rated the performance of ADB satisfactory. ADB provided effective advice to 
DGH and responded promptly to inquiries from the executing agency and implementing 
agencies. It met with the PMU every 2 months to anticipate potential implementation issues, 
coordinated with DGH, and fielded review and special project administration missions on time 
and as required. The major changes made during implementation were on the project cost 
overrun and the cancellation of the weighbridge and road management subcomponents, to 
which ADB responded quickly. ADB urged DGH to adopt post-qualification instead of 
prequalification to reduce procurement time. ADB processed withdrawal applications without 
delay and made timely disbursements. The borrower, the executing agency, and the 
implementing agencies appreciated the transfer of project administration responsibility to the 
ADB Indonesia Resident Mission. 
 
41. This validation notes that ADB should have followed up on the monitoring commitments 
under the loan covenant. While a set of performance indicators to measure project impacts and 
benefits were proposed at appraisal, the list of indicators should have been refined and 
representative road links and communities selected by DGH and ADB with assistance from the 
CTC. This was not the case as its availability was not reflected in the PCR contents. Even with 
this shortcoming, this validation rates the performance of ADB satisfactory. 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS 

A. Overall Assessment and Ratings 

42. The PCR and validation ratings had no marked difference. The project is still rated highly 
relevant despite the cancellation of two important subcomponents. The government considered 
the weighbridge and road management subcomponents either requiring more extensive 
evaluation or not a priority. These indicated the government’s commitment to help ensure that 
the project remained relevant. On effectiveness, the project was able to improve vehicular 
access on strategic national roads in Sumatra and Kalimantan, reduce road transport tariffs on 
selected routes, raise awareness of road safety, and strengthen governance in project 
implementation. On efficiency, the reestimated EIRRs were broadly in the same range as those 
estimated during appraisal, which were higher than the social discount rate. On sustainability, 
discussions throughout the PCR had led to the validation findings that the project was still likely 
to be sustainable although cases of poor construction quality, continued use of the roads by 
overloaded vehicles, and less than sufficient road maintenance fund allocation were cited. 
Overall, this validation has a similar rating to that of the PCR. 

Overall Ratings 

Criteria PCR IED Review Reason for Disagreement  
and/or Comments 

Relevance Highly 
relevant 

Highly 
relevant 
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Criteria PCR IED Review Reason for Disagreement  
and/or Comments 

Effectiveness in 
achieving outcome 

Effective Effective  

Efficiency in achieving 
outcome and outputs 

Efficient Efficient  

Preliminary assessment 
of sustainability 

Likely to be 
sustainable 

Likely to be 
sustainable 

 

Overall assessment Successful Successful  
Borrower and executing 
agency 

Highly 
satisfactory 

Highly 
satisfactory 

 

Performance of ADB Satisfactory Satisfactory  
Impact Not rated Significant This validation concludes that with the completion 

of the road and bridge works as targeted, and 
traffic growth especially of motorcycles, the 
communities in the project influence areas now 
have improved access to social services, markets, 
and employment (para. 35). 

Quality of PCR  Satisfactory Refer to para. 49. 
ADB = Asian Development Bank, IED = Independent Evaluation Department, PCR = project completion report. 
Source: ADB Independent Evaluation Department. 

B. Lessons 

43. The PCR identified six lessons for subproject design and implementation in Indonesia. 
This validation found that some of these were already corrected by standard practices, such as 
estimates for physical and price contingencies, and conduct of geotechnical surveys in the 
process of road design, which were assumed to have been done. At appraisal, it was already 
anticipated that the procurement process would delay project implementation, hence, ADB 
concurred to advance corresponding action. 

44. This validation identifies several important lessons from the project. First, more in-depth 
involvement by the borrower, executing agency, and implementing agencies in the preparation 
of the project design is important. The cancellation during the implementation of two 
subcomponents, which were essential to project sustainability, seemed too late since resources 
have already been committed. Agreeing to the changes should have triggered the revision of 
the DMF. Second, the procurement process for consultancy services and civil works was too 
long in spite of approval by ADB to advance corresponding action. ADB and the executing 
agency should have agreed on the length of the procurement process, which was already set in 
the ADB procurement guidelines. The delay in CTC procurement led to national consultants 
being tapped to proceed with the project and avoid delays. While not apparent, this could have 
led to shortcuts in road design being taken, such as the absence of geotechnical studies in road 
sections with difficult terrain and soil conditions. Third, a project performance monitoring system 
(PPMS) was not required, since an existing system was already in place at DGH. However, 
ADB did require the conduct of surveys and collection of data for specific performance 
indicators identified at appraisal, which should have been finalized during the early stage of 
project implementation.  
 
C. Recommendations for Follow-Up  
 
45. It is essential that ADB, together with the borrower, executing agency, and 
implementing agencies, review the project performance monitoring activities undertaken 
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before, during, and after project implementation. This should focus on the availability of the 
required data and the conduct of surveys in the continuing measurement of project 
performance. The adequacy of the monitoring system in DGH and its implementation should 
be reviewed to determine whether a more thorough socioeconomic impact assessment of the 
project could be undertaken.    

V. OTHER CONSIDERATIONS AND FOLLOW-UP 

A. Monitoring and Evaluation Design, Implementation, and Utilization 

46. This validation finds that the DMF was not updated as the cancelation was done at a very 
late stage of implementation. Based on the PCR, it was not evident that the performance 
indicators identified at appraisal were revised, implemented, and utilized. As stated in paras. 23 
and 35, DGH already had IRMS and SEMEP to collect the required data for the performance 
indicators, so that there was no need for project-specific PPMS. However, the PCR did not fully 
utilize such data or information.    

B. Comments on Project Completion Report Quality 

47. The PCR was well prepared although it could have provided additional data in terms of 
the extent to which other envisaged outputs and outcomes were achieved. The enumerated 
lessons and recommendations were clearly drawn from the findings of the report. The PPMS, 
if implemented, could have provided more analytical depth and data support in the analysis of 
impacts and outcomes. Nonetheless, this validation finds the PCR of satisfactory quality. 

C.  Data Sources for Validation 
 
48. The data sources used for this validation included the project’s report and 
recommendation of the President, PCR, back-to-office reports, and the following documents: 
ADB Poverty Analysis (Summary), Country Partnership Strategy: Indonesia, 2012–2014; ADB 
Country Partnership Strategy: Indonesia 2012–2014; PCR for the Road Rehabilitation (Sector) 
Project in Indonesia; Report and Recommendation of the President for the Road Rehabilitation 
Sector Project for Indonesia approved in December 2000; and the Ministry of National 
Development Planning, National Development Planning Agency’s 2010 Appendices Regulation 
of the President of the Republic of Indonesia Number 5 of 2010 Regarding the National 
Medium-Term Development Plan (RPJMN), 2010–2014. 
 
D. Recommendation for Independent Evaluation Department Follow-Up 
 
49. The IED may consider a post-project evaluation, but should monitor the results of the 
recommendation for follow-up. This is intended to provide IED with a more in-depth 
understanding of data availability for the identified project performance indicators. Also, while 
the appraisal and PCR utilized the IRMS, IED could use the same in parallel with Highway 
Design and Maintenance Model to determine comparability and validate results. 
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