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I. PROJECT DESCRIPTION 

A. Rationale  

1. The 113-kilometer (km) project road—National Road (NR) 56 from Sisophon to Samraong 
in the northwestern part of Cambodia—provides important subregional and rural access in the 
project area. NR 56 is considered a major provincial road that traverses the provinces of Banteay 
Meanchey and Oddar Meanchey in northwestern Cambodia, and links the project area with the 
northern provinces of Thailand. Banteay Meanchey and Oddar Meanchey provinces had shown 
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a strong potential for agriculture development but the existing road infrastructure was inadequate 
for sustainable rural development and for connectivity. The road also connects to NR 68 that links 
with Thailand at O’Smach, a strategic border point with strong potential to promote subregional 
transport and trade between Cambodia and Thailand. 
 
2. NR 56 was a gravel road prior to project approval in 2009. It was subjected to flooding and 
its surface was severely degraded and was thus impassable during wet seasons. Under the 
project, the road would be improved to all-weather paved standard. Therefore, it was expected 
that the project would increase access to local markets, reduce travel times and vehicle operating 
costs, and increase tourism, leading to increased economic activity in the project area. By 
providing more direct routes to border crossings and links to major economic corridors, the project 
would also strengthen subregional cooperation between Cambodia and Thailand. The 
rehabilitation of these roads would provide a shorter and more direct route between Cambodia’s 
Siem Reap and Thailand’s Surin, reducing the route from 350 km to about 200 km. 
 
3. The project was part of the priority projects identified by Cambodia under the Southern 
Economic Corridor’s flagship initiatives in 2004. The project was included in the Vientiane Plan of 
Action for Greater Mekong Subregion (GMS) Development (2008–2012), which was adopted by 

the GMS leaders at the Third GMS Summit in 2008. The summit supported the strategic thrusts 
of completing key parts of the GMS transport network and transforming these corridors into full-
fledged economic corridors. 
 
4. As part of the GMS Development Action Plan (2008–2012), the project was envisioned to 
serve as another transnational corridor linking Cambodia with Thailand, and connecting with the 
Southern Economic Corridor’s main corridor linking Bangkok, Phnom Penh, Ho Chi Minh City, 
and Vung Tau. It would also support the GMS transport strategy by improving subregional 
connectivity between Cambodia and Thailand at O'Smach cross border facility (CBF), thereby 
enhancing subregional transport and trade.  
 
5. Deteriorating road safety was a growing concern in Cambodia. In 2007, there were  
18 fatalities per 10,000 vehicles, an increase of 50% from 2000. This was more than double the 
incidence of fatalities in Thailand at 6.5 fatalities per 10,000 vehicles.  
 
6. The proposed project was in a region with one of the highest HIV rates in the country. 
Banteay Meanchey, particularly its border town of Poipet, considered to be the center of the 
national HIV epidemic. Local communities along the road reported HIV prevalence to be the 
highest among the wives of migrant workers and military personnel, emphasizing the facilitating 
role played by migration and mobility in the spread of HIV. With the rehabilitation of NR 56 and 
NR 68, there would be a large influx of migrant workers that might increase the demand for paid 
(and unpaid) sexual services in the local areas. 
 
B. Expected Impact, Outcomes, and Outputs  

 
7. The impact of the project was increased subregional transport and trade between 
Cambodia and Thailand due to improved subregional connectivity. The outcome of the project 
was increased transport efficiency in northwestern Cambodia. The project outputs to achieve this 
were (i) road improvement including NR 56, (ii) rehabilitation of CBF at O’Smach,  
(iii) implementation of road maintenance program, (iv) efficient functioning of road safety program, 
and (v) implementation of HIV prevention and anti-human trafficking program. 
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8. Road improvement. The project was to rehabilitate 113 km of NR 56 from Sisophon to 
Samraong from its existing gravel surface to an all-weather double bituminous surface treatment 
pavement. The road’s design width was 11 meters (m), consisting of 3.5 m dual carriageway and 
a 2 m wide shoulder on both sides. For the parallel financing of the rehabilitation works, NR 56 
was divided into two sections: (i) NR 56A from Sisophon to Km 29 (length 29 km), financed by 
ADB; and (ii) NR 56B from Km 29 to Samraong (length 84 km), financed by the Export–Import 
Bank of Korea (KEXIM). All the road improvement works were successfully completed by October 
2015. 
 
9. Improvement of the cross-border facility at O’Smach. The CBF at O’Smach was to be 
rehabilitated under the project, as the existing shed-like facilities were inadequate for operations 
in line with the Cross-Border Transport Agreement (CBTA) among GMS countries. New facilities 
were planned to be provided to meet the CBTA requirements for single-stop, single-window 
processing of cross-border traffic.  

10. The design of the CBF considered all agencies involved, such as customs, immigration, 
quarantine, and police, functioning efficiently in the same compound. The area required for all 
facilities was approximately 4 hectares south of the border, on either side of NR 68. However, 
despite ADB missions’ continuous advice since project inception to complete the land acquisition 
for the CBF in a timely manner, the government was unable to acquire the land. The government 
cited the difficulty in contacting the landowners and the unacceptably high rate of land 
compensation required by the landowners as reasons. Thus, the CBF was not implemented.  

11. Road maintenance program. This output was to focus on axle-load control to support 
road asset management of the Ministry of Public Works and Transport (MPWT), which was also 
assisted by the ADB-financed Road Asset Management Project. With the objective to increase 
MPWT’s capacity for axle-load control, the program was to provide two permanent weigh stations 
in strategic locations. However, in 2012, instead of financing the axle-load control measures 
proposed at appraisal, Project Management Unit 3 (PMU3) requested ADB to finance periodic 
maintenance of a severely damaged 13 km section of NR 6 from Siem Reap to Kralanh, due to 
its rapid deterioration after floods. PMU3 also requested ADB to finance the maintenance of seven 
permanent weigh stations1 that needed periodic repairs. ADB approved these proposed changes 
and the road maintenance program was not implemented.  
 
12. Road safety program. In line with the government’s National Road Safety Action Plan, 
the road safety program was designed as a community-based program. This was intended to 
enhance the road user education in the project area through public awareness campaigns, 
provision of related equipment, and implementation of minor civil works to improve road safety.  
 
13. The HIV prevention and anti-human trafficking program. This program was designed 
to supplement the national HIV prevention program of the Ministry of Health, given the project 
was in the area with the highest HIV and human trafficking incidence in Cambodia. The program 
was envisioned to reduce HIV transmission and prevalence of sexually transmitted infections 
among workers associated with the project and communities near NR 56 as well as all inhabited 
areas of northwestern Cambodia. Four activities were implemented: (i) a community-based risk 
mitigation for HIV, safe migration, and anti-human trafficking targeting females, including married 
women; (ii) focused HIV initiatives in the work setting, particularly for the construction workforce 

                                                
1  Construction of the stations were financed under the Greater Mekong Subregion: Cambodia Road Improvement 

Project (Loan 1945-CAM). 
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and entertainment workers, and enforcement education for military personnel, border police, and 
officials; (iii) strengthened district public health services; and (iv) a monitoring system.  

C. Provision of Inputs  

14. Project schedule. The loan was approved on 24 August 2009 and became effective on 
25 November 2009. The loan was closed on 8 September 2015, about 15 months later than the 
original closing date. The original closing date was extended by 6 months to 31 December 2014 
to enable completion of all works. The 6-month delay was due to the initial delays experienced in 
the project in the selection of the detailed design and implementation supervision (DDIS) 
consultants which resulted in delay in implementation of civil works. The PCR also indicated that 
the project encountered delays in resettlement compensation due to slow disbursement of 
counterpart funds. The PCR did not indicate other reasons for the delay of 9 months. The civil 
works for the improvement of KEXIM-financed NR 56B were completed in October 2015. 

15. Project cost. The total project cost was estimated at $47.9 million at appraisal. The actual 
total cost during implementation increased by 5.4% to $50.5 million. The cost for civil works for 
both NR 56A and NR 56B was estimated $23.8 million at appraisal, but it increased by 51% to 
$35.9 million at completion (46% increase for NR 56A and 53% increase for NR 56B). ADB’s 
portion decreased by 22.1% from $16.3 million to $12.7 million; while KEXIM’s share increased 
by 15.6% from $25.6 million to $29.6 million; and the government’s portion grew by 34.4% from 
$6.1 million to $8.2 million. The difference between the total project costs at appraisal and 
completion was about $2.6 million since the CBF component, which was planned to be funded by 
ADB, was not implemented. The PCR indicated that the cost overruns in civil works was due to 
price increases beyond projections, but detailed analysis was not provided. The improvement of 
NR 56A was funded by ADB, while improvement of NR 56B was funded by KEXIM 

16. Consulting service. As envisaged at appraisal, ADB-financed consultants were engaged 
for (i) DDIS, (ii) the road safety program, and (iii) the HIV prevention and anti-human trafficking 
program. The DDIS consultants assisted the PMU3 in the detailed design of NR 56, pre-
construction activities, procurement and consultant selection, construction supervision, and in 
strengthening the capacity of MPWT in procurement, contract administration, and quality control 
of civil works. All consulting services were completed in December 2014. 
 
17. Procurement. Procurement processes of all works and goods under the project were 
generally smooth, thus had no serious issues. Civil works contracts for the improvement of NR 
56A and maintenance of NR 6 were under the international competitive bidding. The other civil 
works contract for road safety billboards was awarded under the national competitive bidding 
procedure. However, during a spot review in 2012, ADB’s Office of Anticorruption and Integrity 
recommended intense monitoring of procurement activities in future projects as PMU3’s due 
diligence on the evaluation of bids on NR 56A was not comprehensive enough to capture the pre-
specified financial evaluation criteria.  
 
18. Implementation arrangements. The executing agency of the project was MPWT, and 
the implementing agency was PMU3 under MPWT. PMU3 was responsible for all activities in the 
project’s implementation and managed two major tasks: (i) preconstruction activities (preparation 
of tender documents for ADB approval, acceptance of detailed designs, pre-bid meetings, and 
evaluation of bids and award of contracts) related to civil works; and (ii) engagement of 
consultants for detailed design and construction supervision of the civil works, and supervision of 
all project activities. The Social and Environment Unit, established within MPWT’s Department of 
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Planning, undertook coordination and monitoring of resettlement, environment, and social issues 
during the implementation of the project. 
 
19. Environmental safeguard. The project was classified under environmental category B 
during appraisal and did not experience serious environmental impact during implementation to 
warrant a review of this classification. All civil works contract documents included environmental 
impact mitigation measures to be implemented during construction by the contractors. However, 
during the implementation some mitigation measures were not fully complied with. Environmental 
concerns observed included (i) air pollution by dust due to poor maintenance of civil works,  
(ii) inadequate control of borrow pit slopes, (iii) erosion of embankments, and (iv) oil spill and 
debris from construction residuals. The contractors did improve their implementation of mitigation 
measures after repeated warnings and thorough inspection. They provided flagmen, warning 
signs, and safety facilities to improve traffic safety. DDIS consultants, on the other hand, 
monitored the civil works contractors to ensure that the environmental management plan was 
properly complied with. 
 
20. Indigenous people. The project was classified under indigenous people’s category C 
during appraisal. A loan covenant was incorporated in the loan agreement for the borrower to 
ensure that (i) the project does not affect any ethnic minority peoples, and (ii) in case any ethnic 
minority is affected, the MPWT will develop and implement an ethnic minority development plan 
acceptable to ADB. The plan should be in accordance with the borrower's applicable laws and 
regulations, and ADB’s Policy on Indigenous Peoples (1998). As stated in the PCR, no ethnic 
minority issue was observed during the implementation of the project. 

 
21. Involuntary resettlement. The project involuntary resettlement was classified as 
category A during appraisal. The detailed measurement survey conducted from August 2011 to 
January 2012 confirmed 1,707 affected persons (210 affected households). The survey was 
organized separately for NR 56A and NR 56B. The compensation for affected land and houses 
was completed in April 2013 for NR 56A and in February 2014 for NR 56B. All affected households 
received compensation for loss of land use and structures. The total cost of resettlement 
compensation was $1.6 million, against the appraisal estimate of $1.1 million (this estimate 
included compensation for CBF land as well, but not implemented).  
 
22. Compliance with loan covenants. The borrower and the executing agency generally 
complied with the loan covenants, except for the covenant on audited financial statements 
submission, which was delayed in certain years. This was due to the availability of only a few 
adequately qualified auditing firms in the market, and the practice of the Ministry of Economy and 
Finance to delegate the auditing of all project accounts of the entire Cambodia portfolio to one 
qualified firm in April of each year. Due to the clustering of auditing tasks, the firm was generally 
unable to meet the deadline for the submission of audited financial statements by 30 June. This 
issue had been discussed during portfolio reviews each year.  
 

II. EVALUATION OF PERFORMANCE AND RATINGS 

A. Relevance of Design and Formulation 

23. The PCR rated the project relevant as it was consistent with the government’s 
development objectives and in line with ADB’s operational strategy on the road infrastructure 
sector for Cambodia. The PCR indicated that the project was particularly relevant in the context 
of the strategic needs to develop the northwestern part of the country and to reduce poverty by 
providing all-year, all-weather roads in one of the country’s poorest regions. 
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24. The validation views that the project was fully aligned with government policies and ADB’s 
Country Strategy and Program, 2005–2009.2 The project also remained relevant at completion as 
the current ADB’s Country Partnership and Strategy 2014–2018, as well as the government’s 
Rectangular Strategy, Phase III, continued to focus on project objectives, as at appraisal.3  

25. The CBF at O’Smach was to be rehabilitated under the project. The area required for the 
facility was approximately 4 hectares south of the border, on either side of NR 68. However, 
despite ADB missions’ continuous advice since project inception to complete land acquisition for 
the CBF in a timely manner, the government was unable to acquire the land. The government 
cited difficulty in contacting the landowners and their unreasonable high rate of land 
compensation, as reasons. Thus, the CBF—an important part of subregional aspect of the 
project—was not implemented. The validation views that project preparedness was weak at 
appraisal. The feasibility of purchasing appropriate land for the CBF should have been checked 
before the approval of the project. 

26. The project was highly relevant to the government policies and ADB strategies. However, 
the project preparedness was weak since the CBF component was not implemented. Thus, this 
validation assesses the project relevant, the same as in the PCR. 
 
B. Effectiveness in Achieving Project Outcomes and Outputs 
 
27. The PCR rated the project effective, since the two outcome indicators were achieved. The 
outcome indicators, as listed in the design and monitoring framework of both RRP and PCR were 
(i) average travel time to services in the project districts was reduced from 1.0 to 1.5 hours in 2010 
to 30 to 45 minutes by 2018, and (ii) average trip lengths of the project road increased by 40% 
from 2010 to 2013. At project completion, the average travel time to services in the project area 
was reduced from a range of 60 to 90 minutes to 24 to 36 minutes, which is 2 years before the 
target year of 2018. Also at completion, the average trip lengths increased from 15 km to 43 km, 
a 186% increase. Despite the lack of rehabilitation at O’Smach CBF envisioned at appraisal, the 
outcome targets were achieved as a result of project road improvements.  
 
28. The design and monitoring framework includes five project outputs. The performance 
indicator for output 1 (rehabilitation of the project road) was to rehabilitate 113 km of roads (NR 
56) and resettle and compensate 310 affected households by 2013. At completion, ADB-financed 
NR 56A was rehabilitated by December 2014 and KEXIM-financed section of NR56B was 
rehabilitated by October 2015. Some 220 households were resettled and compensated. Although 
the affected households for the project decreased to 210 from 300 estimated at appraisal, the 
PCR indicated that all affected households had received their compensation for loss of land use 
and structures. The validation assesses that the indicator for this output is achieved, the same as 
assessed in the PCR.  
 
29. The indicator for output 2 (rehabilitation of CBF) was to rehabilitate the CBF to comply 
with CBTA standards by 2013. This target was not met at completion due to difficulties in acquiring 
the land for the CBF. The validation assesses that the indicator for this output was not achieved, 
the same as assessed in the PCR.  
 

                                                
2  ADB. 2005. Country Strategy and Program: Cambodia, 2005–2009. Manila.  
3  ADB. 2014. Country Partnership and Strategy: Cambodia, 2014–2018. Manila; and H. Sen. 2013. Rectangular 

Strategy for Growth, Employment, Equity and Efficiency, Phase III. Phnom Penh.  
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30. The indicator for output 3 (implementation of road maintenance program) was to reduce 
nationwide overloading violations by 40% from 2010 to 2013. The PCR assessed that this output 
target was partly achieved. The road maintenance program envisaged at appraisal was to provide 
two weigh stations. It was implemented with a change in scope during implementation to periodic 
maintenance of a 13 km section of NR6 and maintaining the seven weigh stations that needed 
periodic repairs. This section of NR6 needed periodic maintenance due to its rapid deterioration 
after floods. The performance of the initial contractor that PMU3 selected for road maintenance 
defaulted causing delays up to late 2014. The data retrieved from the permanent weigh stations 
(currently operating ones) showed that nationwide overloading violations have decreased to 31%. 
However, per the PCR, since the current axle-load control operations are ineffective due to the 
operational issues, these data may not be considered accurate. The validation views that this 
output indicator looks like an outcome indicator. The output indicator should have been whether 
the two weigh stations were provided. At completion, seven existing weigh stations were 
maintained and the funds for providing the new weigh stations were directed to maintaining the 
NR6 local road due to the damage by unexpected flooding. Although the PCR should provide 
more detailed explanation on the achievements of maintenance of the weigh stations and the 
NR6 roads, the scope change was flexible to adapt to the unexpected client’s needs. Thus, the 
validation views that the indicator was not achieved if the validation follows the appraisal indicator, 
but the validation interprets that one output indicator was achieved and one outcome indicator for 
overloading was not achieved.  
 
31. The indicator for output 4 (road safety program functioning efficiently) was to reduce 
nationwide road accident fatalities by 20% from 2010 to 2013. The PCR assessed that this output 
target was not achieved, since fatalities increased by 7% from 2010 to 2013. The road safety 
program was completed in two activities: a community-based road safety program and minor civil 
works related to road safety. The validation views that the indicator was not achieved but the 
output indicator looks like an outcome indicator. The validation interprets that one output indicator 
(introduction of the road safety program) was achieved and one outcome indicator for road safety 
was not achieved. 
 
32. The indicator for output 5 (implementation of the HIV prevention and anti-human trafficking 
program) was to reduce the cases of HIV/AIDS by 10% from 2010 to 2013. The HIV prevention 
and anti-human trafficking program was implemented. Furthermore, the national cases of HIV 
decreased by 11% from 2010 to 2013. The validation assesses that the indicator for this output 
was achieved as also assessed in the PCR. However, this output indicator looks like an outcome 
indicator and thus, the validation interprets that both one output indicator (implementation of the 
program) and one outcome indicator for HIV/AIDS cases were achieved.  

 
33. During the implementation, environmental concerns were raised (para. 19) and the 
contractors had to improve their mitigation measures after repeated warnings and thorough 
inspection. This was a negative point for effectiveness. Per the PCR, involuntary resettlement 
was conducted properly, complying with the loan covenant. The project affected 1,707 persons 
(210 households). All affected households received compensation for loss of land use and 
structures. According to the PCR, there was also no ethnic minority issue observed during the 
implementation. 

 
34. If the validation assesses precisely whether the appraisal indicators were achieved, two 
outcome indicators were achieved and two of the five output targets were achieved. However, as 
explained in the previous paragraphs, since some output indicators look like outcome indicators, 
the validation interprets that three of five outcome indicators were achieved and four of five output 
indicators were achieved. Although the major component of the road rehabilitation was achieved 
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and two outcome indicators for transport efficiency were achieved, the CBF component was not 
implemented and road safety component did not achieve the reduction in fatalities. Overloading 
was not well controlled, but the validation counted this negative point into the sustainability 
assessment. During the implementation, environmental concerns were raised. Overall, this 
validation rates the project less than effective.  

C. Efficiency of Resource Use  

35. The PCR rated the project less than efficient. The economic internal rate of return (EIRR) 
for the whole project (combined southern and northern sections) was re-estimated at 36.7%, with 
an economic net present value (NPV) of $95.5 million using a discount rate of 12% compared to 
19.9% and $32.3 million at appraisal. The PCR did not include detailed costs and benefits by year 
for the evaluation period from 2009 to 2034. The EIRR at completion is considerably higher due 
to the significant increase in traffic from 2009 to 2014. However, the details of data collection, 
forecasting method, and projections were not provided in the PCR. The computation of EIRR at 
project completion used the same method as in appraisal, where the conversion of financial 
values to economic values of traded goods used the conversion factor of 0.9. It was not disclosed 
if any shadow pricing for unskilled labor was used. The economic evaluation at appraisal and 
completion specified the numeraire and monetary unit so the conversion was made with the 
appropriate border price equivalent values. Shadow economic prices should not be used for 
project benefits since vehicle operating cost savings are tradable and should not be converted. 
On the other hand, time savings are non-tradable and should be economically shadow priced.  
 
36. The PCR explained the procedure for updating the traffic forecast. Traffic growth rates 
were compared between appraisal estimates and actual. Traffic count data surveyed in August 
2014 shows an average growth in passenger vehicles by more than 7.2% and in trucks by 20.7% 
per year during 2010 to 2014. There was a huge increase in count for each vehicle class in 2010 
over the 2008 base data used by ADB, whereas the average annual daily traffic from 2010 to 
2014 showed a growth of 7.5%. This validation notes that the PCR should have provided more 
details for producing data on average annual daily traffic by type of vehicle. 
 
37. The RRP and PCR both used version 4 of the Highway Development Model to estimate 
EIRR and NPV. Although this model is powerful and commonly used, its emphasis is on user 
costs and benefits such as vehicle operating costs and time savings. Beyond user costs and 
benefits, there are wider economic benefits associated with generated traffic as a result of more 
efficient and cost-effective road providing access to passengers and trucks. These macro effects 
are not captured in the user-based analysis. Although details on methodologies for recalculating 
the EIRR is not provided, the validation notes that (i) traffic on the project roads was higher than 
estimated at appraisal, and (ii) generally road rehabilitation projects tend to have higher EIRRs 
than new road development projects. The recalculated EIRR is much higher than the threshold of 
12%, ensuring the economic viability of the project. 
 
38. The PCR rated the project less than efficient, since some output indicators were not 
achieved. This PCR assessment should be incorporated in the effectiveness assessment. The 
project was completed in October 2015 including the KEXIM-financed section. Although it was  
16 months delayed from the original plan, the recalculated EIRR was high at 36.7%. This 
validation assesses the project efficient. 
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D. Preliminary Assessment of Sustainability  

39. The PCR rated the project less than likely sustainable. One major output of the project 
was the rehabilitation of NR 56, which was completed successfully under the project. The PCR 
observed that the road was in good condition, without even minor damage. Nevertheless, it has 
been observed that heavy truck traffic on the project road northwards from Sisophon is increasing. 
Therefore, it is likely that the road may deteriorate faster than envisaged unless measures for 
axle-load control and routine maintenance are implemented effectively.  
 
40. In 2016, there was no axle-load control along NR 56 for any truck traffic between Sisophon 
and O’Smach. Out of the seven permanent weigh stations provided under the Greater Mekong 
Subregion: Cambodia Road Improvement Project in Cambodia,4 one station located at Thnal 
Kaeng along NR 6 has been removed due to road widening. The MPWT road maintenance 
financing is insufficient for the entire road network of Cambodia. The government may not perform 
routine maintenance effectively but seek periodic maintenance financing for the project road 
through external financing, as has been the case on some roads.  
 
41. As for road safety, the program initiated by the project has to be continued under 
government financing. However, such financing is unlikely since the government has not allocated 
sufficient budget for effective road safety measures.  
 
42. Since the consulting services were provided under the project to strengthen the capacity 
of the executing agency, the PCR should have provided the assessment of its institutional 
capability. Since overloading of trucks are not well controlled and funding of routine maintenance 
is weak, this validation assesses the project less than likely sustainable, the same as assessed 
in the PCR.  

III. OTHER PERFORMANCE ASSESSMENTS  

A. Preliminary Assessment of Development Impact 

43. The PCR did not provide a rating for development impact. The project intended to make 
an impact on subregional transport and trade between Cambodia and Thailand. The impact 
indicators were (i) 30% increase in passenger traffic at O’Smach border from 2010 to 2013, and 
(ii) 20% increase in cargo traffic at O’Smach border from 2010 to 2013. These were achieved 
since passenger traffic increased by 40% and cargo traffic increased by 60%. Since the CBF was 
not rehabilitated, these achievements would be attributable to road rehabilitation alone. It is likely 
that there could be an even greater impact if the CBF had been rehabilitated. 
 
44. The socioeconomic impact of the project has been significant. The level of land use 
development along NR 56 increased between 2010 and 2014, with new residences, commercial 
buildings, and shops. The provincial capital and district centers also have improved with 
renovated roadside buildings.  

 
45. All civil works contract documents included environmental impact mitigation measures to 
be implemented during construction by the contractors. However, these mitigation measures were 
not always fully complied with. Environmental concerns included (i) air pollution by dust due to 
poor maintenance of the existing road, (ii) inadequate control of borrow pit slopes for their 

                                                
4  ADB. 2002. Report and Recommendation of the President to the Board: Proposed Loan to the Kingdom of Cambodia 

for the Greater Mekong Subregion: Cambodia Road Improvement Project. Manila (Loan 1945-CAM). 
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embankment, (iii) erosion of embankments, and (iv) oil spill and debris from construction 
residuals. The contractors did improve their mitigation measures after repeated warnings and 
thorough inspections. To improve traffic safety, the contractors provided flagmen, warning 
signboards, and safety facilities. The DDIS consultants monitored the civil works contractors to 
ensure that the environmental management plan was properly complied with. 

 
46. The provision of resettlement compensation for affected land and houses was completed 
in April 2013 for NR 56A and in February 2014 for NR 56B. All affected households received 
compensation for loss of land use and structures. The government planned and implemented an 
income restoration program for persons severely affected by the project. A total of 72 persons 
living along NR 56 were eligible to benefit from this program. Overall, this resettlement program 
was successfully completed. 
 
47. Although the CBF component was not implemented, the project brought significant 
socioeconomic impact on the project area. Although environmental concerns were reported 
during the project implementation, the contractors improved mitigation measures after the 
repeated warnings. Overall, this validation assesses the project impact satisfactory. 

B. Performance of the Borrower and Executing Agency 

48. The PCR rated the performance of the borrower and executing agency as partly 
satisfactory. The PCR indicated that (i) although the PMU3 implemented day-to-day activities of 
the project well and was able to complete the project with no serious delay, the CBF rehabilitation 
was not implemented; and (ii) despite ADB’s reiterated requests and reminders to acquire the 
land for the proposed CBF, the government was unable to acquire it. These resulted in the failure 
to implement the CBF component, which was a key output of this subregional project. Thus, the 
PCR assessed the performance partly satisfactory. The borrower complied with 17 of 19 
covenants. One covenant (delivery of financial statements and audit thereof to ADB) was 
complied with delay and the other (adequate fund allocation) was partially complied with. Although 
available information is limited, the validation assumes that the adequacy of ownership and 
assumption of their responsibilities during the project cycle was insufficient as the PCR assessed. 
Thus, this validation assesses the performance of the borrower and executing agency less than 
satisfactory.   

C. Performance of the Asian Development Bank 

49. The PCR rated ADB’s performance as satisfactory. ADB performed well in implementing 
the project. ADB conducted 15 missions to provide advice on technical issues, procurement and 
related procedures, and civil works quality assurance. ADB acted promptly during approvals, 
disbursements, and monitoring. ADB facilitated constructive dialogue on the proposed changes 
to project scope. Further, ADB assisted the borrower and executing agency to resolve project 
implementation issues constructively. Even in the case of the CBF, ADB continuously alerted the 
executing agency well in advance, from inception mission, to acquire the land at the earliest time. 
Based on the above, this validation assesses ADB performance satisfactory. 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS  

A. Overall Assessment and Ratings  

50. This validation assessed the project relevant, less than effective, efficient, and less than 
likely sustainable. This validation assessed the project relevant because the project was highly 
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relevant to the government policies and ADB strategies. However, project preparedness was 
weak resulting in the non-implementation of the CBF component. Although the PCR rated the 
project effective, this validation assessed the project less than effective because the CBF 
component was not implemented and the road safety component did not achieve the reduction in 
fatalities. The PCR rated the project less than efficient, while this validation assessed the project 
efficient since the recalculated EIRR was much higher than the threshold of the economic viability. 
The PCR rated the project less than efficient due to poor achievement of outcome and output 
indicators, but the validation counted this point in the effective assessment. Although the PCR 
and PVR have different assessments on effectiveness and efficiency, the assessment results 
were identical. This validation assessed the project less than likely sustainable, concurring with 
the PCR on the overall financial and environmental sustainability. This validation assessed the 
project impact satisfactory since the project brought significant socioeconomic impact on the 
project area. 
 

Overall Ratings 

Validation Criteria PCR IED Review 
Reason for Disagreement  

and/or Comments 

Relevance Relevant Relevant  

Effectiveness  Effective Less than 

effective 

According to the PCR, five outcome 
indicators were achieved and two of five 
output indicators were fully achieved; 
two output indicators were partially 
achieved and one output indicator was 
not achieved. The CBF component was 
not implemented, implementation of the 
road maintenance program was partially 
implemented, and road safety 
component did not achieve a reduction 
in fatalities.  
 
Environmental mitigation measures were 
not properly implemented although they 
were improved after repeated warnings 
and thorough inspection.  
 
A rating of effective requires that 
outcome and output targets were 
substantially achieved equivalent to 
about 80% or more of the targets being 
achieved (2016 Guidelines for the 
Evaluation of Public Sector Operations). 
 

Efficiency  Less than 

efficient 

Efficient The recalculated EIRR was higher than 
the threshold of the economic viability.  
 
The PCR rated the project less than 
efficient due to poor achievement of 
output indicators.  

Sustainability Less than likely 

sustainable 

Less than likely 

sustainable 

 

Overall Assessment Less than 

successful 

Less than 

successful 
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Validation Criteria PCR IED Review 
Reason for Disagreement  

and/or Comments 

Preliminary Assessment 

of Impact 

Not rated Satisfactory  

Borrower and Executing 

Agency 

Partly 

satisfactory 

(less than 

satisfactory) 

Less than 

satisfactory 

 

Performance of ADB Satisfactory Satisfactory  

Quality of PCR  Less than 

satisfactory 

Para. 57. 

ADB = Asian Development Bank, CBF = cross-border facility, EIRR = economic income rate of return, IED = 
Independent Evaluation Department, PCR = project completion report. 
Note: From May 2012, IED views the PCR rating terminology of "partly" or "less" as equivalent to "less than" and 
uses this terminology for its own rating categories to improve clarity. 

B. Lessons  

51. Land acquisition. The CBF rehabilitation was not implemented because the government 
failed to acquire the land in a timely manner. There were similar cases in two other ADB-funded 
projects in Cambodia prior to the project.5 Therefore, the PCR indicated that (i) future subregional 
projects which need land acquisition for CBF should assess the feasibility of the land acquisition 
at the concept stage, and (ii) depending on the case, either the project should not be considered 
for ADB financing or the government should ensure that land acquisition is completed before the 
fact-finding mission, as an advance action. This validation basically supports the views of the 
PCR, but it is not clear whether the special attention is applied only to the land acquisition for 
CBF. 

52. Timely implementation of resettlement compensation. Timely implementation of the 
resettlement was a risk identified at project appraisal. The project encountered delays in 
resettlement compensation due to slow disbursement of counterpart funds. The PCR 
recommended that (i) measures to supplement counterpart funds, including the use of ADB loan 
proceeds for resettlement compensation, should be considered; and (ii) alternatively, future 
projects may opt to avoid the need for resettlement by rehabilitating the roads within existing road 
widths only. Given the limited information, the PVR is not able to judge the appropriateness of 
these recommendations. 

53. Contractor assessment. The project was affected by the unsatisfactory performance of 
two contractors and one supplier. Given this situation, the PCR supported that a well-planned 
performance monitoring system by the government linked to sanctioning of such entities and 
ability to withhold progress payments through revised contract terms may be needed. This 
validation concurred with the necessity of monitoring contractors and suppliers.  

54. Road safety program. The PCR indicated that since the road safety programs in rural 
areas needed continuous support, project-based interventions should be designed more carefully. 
Beneficiary involvement in the community-based road safety program should sustain its 

                                                
5  Footnote 4 (The project included Poipet CBF but was not implemented as planned. The project was completed in 

2011.) and ADB. 2007. Report and Recommendation of the President to the Board: Proposed Loan to the Kingdom 
of Cambodia for the Greater Mekong Subregion Southern Coastal Corridor Project. Manila (Loan 2373-CAM where 
Koh Kong CBF was canceled from project scope. The project was completed in 2014.). 
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momentum even after project completion. This validation generally concurs with the lessons 
identified by the PCR. 

C. Recommendations for Follow-Up  
 
55. Future monitoring of the project. Routine and periodic maintenance of the project road 
is critical to its long-term sustainability as there has been a rapid increase in the volume of traffic 
since the opening of rehabilitated roads. The MPWT should allocate sufficient budget for 
maintenance activities in a timely manner through their acquired skills on road maintenance 
planning. Effective axle-load control is another area that the government should focus on to bring 
back on track the overload control operations. These recommendations were made in the PCR 
and this validation supports these recommendations. 
 

V. OTHER CONSIDERATIONS AND FOLLOW-UP 
 
A. Monitoring and Reporting 

 
56. The loan agreement specified that the executive agency will establish a project 
performance management system, in such forms and detail as required by ADB. This will help 
monitor and evaluate the project’s benefits and progress on an annual basis during project 
implementation and after project completion. Since the PCR did not provide the assessment on 
monitoring and reporting, the validation was not able to provide comments on monitoring and 
reporting.  

B. Comments on Project Completion Report Quality 

57. The PCR generally complied with the ADB evaluation guidelines. However, there are 
some weaknesses in the PCR, as shown below: 
 

(i) The PCR needs to be consistent with key project data. For example, total ADB 
financed amount is different among the Project Basic Data table at $12.67 million, 
in para. 22 at $12.57 million, Appendix 1 at $12.61 million), and Appendix 11 at 
$12.67 million. As such, the total project cost is also inconsistent in the PCR. 

(ii) The economic analysis needs to be improved. The PCR did not include detailed 
costs and benefits by year for the evaluation period from 2009 to 2034. Details of 
data collection, forecasting method, and projections were not provided in the PCR. 

(iii) Assessment of institutional capability of the executing agency would have provided 
more information necessary to assess the sustainability of the project.  

(iv) To assess the performance of the borrower and the executing agency, the PCR 
could have provided an assessment in more detail on the adequacy of ownership 
and assumption of their responsibilities during the project cycle. 

(v) Lessons could be from more supporting explanation to lead to the conclusions.  
(vi) The PCR did not provide an assessment on monitoring and reporting. 
(vii) Rehabilitating NR 6 and weigh stations were introduced instead of the road 

maintenance program. The rehabilitation costs for NR 6 and weigh stations were 
included in the maintenance program in Table A11.2 of the completion report. This 
point could have been explained in the PCR.  

 
58. This validation assesses the PCR quality less than satisfactory.  
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C. Data Sources for Validation 

59. The data sources used include report and recommendations of the President, PCR, back-
to-office reports for the project, ADB documents for other projects in Cambodia, and country 
strategies for Cambodia. 

D. Recommendation for Independent Evaluation Department Follow-Up 

60. No need to follow-up. 
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