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I. PROJECT DESCRIPTION 
 
A. Rationale 

 
1. Thailand had become one of Southeast Asia’s most dynamic and diversified economies 
over the past 3 decades, according to the report and recommendation of the President (RRP).1 
Economic growth depended heavily on exports, which accounted for more than two-thirds of the 
gross domestic product (GDP). Transport infrastructure was an important factor in supporting the 
country’s growth and diversification and increased trade within the Greater Mekong Subregion 
(GMS). 
 

                                                
1  ADB. 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan and Technical 

Assistance Grant to the Kingdom of Thailand for the Greater Mekong Subregion Highway Expansion Project. Manila. 
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2. However, infrastructure investment had been declining from 2006 to 2008, especially for 
roads and highways. With traffic demand expected to grow rapidly and road capacity shortages 
expected to emerge, the decline in infrastructure investment would constrain economic growth. 
Deficient infrastructure was consistently cited as a major constraint on private investment and 
productivity growth.2 Therefore, the government programmed large-scale investments in the road 
subsector, such as constructing intercity motorways, widening highways to four lanes, and 
strengthening road connections with neighboring countries, particularly those in the GMS. 
 
3. In 2009, the government announced an economic stimulus program to revitalize the 
economy and help low-income people. One of its key components focused on infrastructure 
investment on four-lane highway expansion. Thus, the GMS Highway Expansion Project was 
formulated to upgrade 178 kilometers (km) of two-lane national highways to four-lane highway 
standard, including National Highway (NH) 12 from Phitsanulok to Lom Sak (105 km) along the 
East–West Economic Corridor (EWEC), and NH 359 from Phanom Sarakham to Sa Kaeo (73 km) 
along the Southern Economic Corridor (SEC). 
 
4. The government could not fund such large investment programs and projects from 
domestic financial sources alone. Moreover, private sector participation in infrastructure financing 
in Thailand had suffered from financial and contractual problems and private investors were not 
ready to reenter the market. Thus, the government sought to diversify the sources of funds for 
these projects and approached the Asian Development Bank (ADB) as a cofinancier. 
 
B. Expected Impacts, Outcomes, and Outputs 

 
5. According to the design and monitoring framework (DMF), the project’s impact was to 
increase the competitiveness of the local economy in provinces along EWEC and SEC in 
Thailand. The project outcome was a more efficient and safer EWEC and SEC in Thailand.  

 
6. Project outputs included (i) upgrading of 105 km of highway along EWEC and 73 km along 
SEC to a four-lane divided highway standard; (ii) a project management system; and 
(iii) preparation of an implementation plan for the Strategic Intercity Motorway Network.  
Performance indicators included (i) completion of construction work to upgrade NH 
12 (Phitsanulok–Lom Sak) and NH 359 (Phanom Sarakham–Sa Kaeo); (ii) implementation of a 
resettlement plan; (iii) implementation of an environmental management plan (EMP) to minimize 
adverse environmental impacts through mitigation measures and the implementation of an HIV 
and human trafficking awareness program and community monitoring by the end of 2013; 
(iv) establishment of resettlement coordination committees by July 2009 and conducting capacity 
building training on resettlement, gender sensitization, and livelihood restoration by the end of 
2009; (v) implementation of road safety audits during design and construction, construction of 
road safety features, and development and implementation of road safety public awareness 
programs; (vi) development of a project performance management system; and (vii) development 
of an implementation plan for the Strategic Intercity Motorway Network and initiating a priority 
motorway construction project. 
 
C. Provision of Inputs 

7. The project was approved on 15 December 2009 and was expected to become effective 
on 9 September 2010, but it became effective on 2 September 2010. The loan was closed on 
10 January 2017 after one extension, about 18 months later than expected at appraisal. The main 

                                                
2  The World Bank. 2006. Thailand: Investment Climate, Firm Competitiveness and Growth Study. Washington, DC.   
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causes of implementation delays were (i) investigation into possible collusion by prequalified 
contractors, (ii) request by the Bureau of Budget to use country-specific contract conditions during 
contract negotiations, and (iii) insufficient coordination between the Department of Highways 
(DOH) and the Royal Forest Department on cutting trees. The contract negotiations with the first-
ranked construction supervision consultant were also protracted because the civil works were not 
ready to start.  
 
8. The estimated project cost was $179.4 million, including taxes and duties of $15.4 million. 
The government requested a loan of $77.1 million from ADB’s ordinary capital resources to help 
finance the project. The loan would cover 43% of the project costs and 50% of the civil works and 
consulting services costs. The government would shoulder the remaining project cost. 
Government funds would be used for the remainder of the civil works and consulting services 
costs, taxes and duties, and financial charges during implementation. 

 
9. The actual project cost was $145.1 million, 19.1% lower than the appraisal estimate. The 
actual investment costs for civil works was about the same as the estimate. However, costs 
related to taxes and duties, financing charges, and contingencies were overestimated at 10% of 
base cost, while 7% of the government-funded base cost was incurred as value-added tax. 
Financing charges were estimated at $9.8 million, but the actual amount was only $1.5 million 
due to a lower London interbank offered rate. Contingencies were not used. 

 
10. DOH recruited an international consulting firm to supervise construction. About 65 person-
months of input were required from international experts, and about 145 person-months from 
national experts to assist the international experts. DOH recruited in advance a construction 
supervision consultant, but it took more than 2 years to select the consultant due to modifications 
to the contract by the Office of the Attorney General during negotiations. The contract was 
eventually signed in December 2011. The project completion report (PCR)3  did not provide 
information on the actual numbers of person-months of international and domestic consulting 
services. 

 
11. The project was categorized B for environment at appraisal because the alignment along 
Highway 12 (the Phitsanulok–Lom Sak section) passed through Thung Salaeng Luang National 
Park and several sensitive watershed designations. Highway rights-of-way (ROWs) had already 
been acquired as early as the 1950s for NH 12 and in 2000 for NH 359. The census and 
measurement surveys carried out in October and November 2008 in NH 359 identified  
261 households had stalls and/or shelters and tilling paddy land inside the ROW. An additional 
92 households were found during the census and measurement survey in March 2009 for 
Highway 12. A resettlement plan was formulated so that affected people’s livelihood would be 
able to continue with minimal disruption and that socioeconomic conditions would be maintained, 
if not improved. 
 
12. The project included a technical assistance (TA) to provide the government with a detailed 
implementation plan for motorway corridors and to prepare the highest priority project ready for 
award and implementation using a public–private partnership (PPP) model. The TA focused on 
three motorway links: (i) Chonburi to Map Ta Put, including an access link to Laem Chabang Port; 
(ii) Bang Yai to Nakhon Pathom (Bang Pong) to Cha-am; and (iii) Nakhon Pathom to 
Kanchanaburi. The estimated TA amounted to $1.5 million, with a $1 million grant from the Japan 
Special Fund through ADB. The government financed the remaining $0.5 million. DOH was the 
executing agency for the study and the Bureau of Planning the implementing agency was 

                                                
3  ADB. 2017. Completion Report: Greater Mekong Subregion Highway Expansion Project in Thailand. Manila. 
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responsible for day-to-day oversight. About 45 person-months of consulting inputs were 
required—22 person-months from international consultants and 23 person-months from national 
consultants. 

 
13. The TA prepared an implementation plan using PPP for a motorway project selected under 
the TA. Based on TA outputs, DOH developed a PPP scheme for the Bang Yai–Kanchanaburi 
Motorway Project, which was the first PPP-based motorway project in Thailand. The TA 
contributed to capacity development of DOH staff and development of a feasible and practical 
implementation plans for PPP-based motorway projects. The PCR rated the TA successful. 
 
D. Implementation Arrangements 

  
14. DOH was the executing agency responsible for the overall project implementation. 
A project management unit (PMU) was established for interagency coordination and 
communication with ADB and other government agencies. The deputy director general for 
engineering was appointed as the project director to head the PMU and supervise project 
implementation. The director of the Highway Construction Bureau was the deputy project director 
to assist the project director. The director of the Bureau of International Highways Cooperation 
was PMU’s assistant project director to oversee daily project implementation. 
 
15. Within 2 months of loan effectiveness, the government established a project steering 
committee (PSC) to be chaired by DOH’s director general. PSC members included DOH’s senior 
representatives, the Public Debt Management Office of the Ministry of Finance, the National 
Economic and Social Development Board, the Bureau of Budget, the Office of Transport and 
Traffic Policy and Planning, the Office of Natural Resources and Environmental Policy and 
Planning, and the Office of the Attorney General. The PSC was tasked to (i) provide PMU with 
policy guidance, (ii) review the progress of project implementation, and (iii) handle project-related 
cross-sector issues. The project was implemented as expected at appraisal. DOH jointly 
supervised construction with the construction supervision consultants. 
 
16. The loan agreement contained 25 covenants, 21 of which were complied with, and four 
were partly complied with. The covenants required the monitoring of resettlement activities and 
submission of related quarterly reports to ADB and uploading onto the borrower's website within 
2 weeks of submission until the affected persons were resettled and their income restored. 
Resettlement monitoring reports were uploaded for the first 2 quarters of 2012 but other reports 
were not. DOH assigned this task to the construction supervision consultant, but the assignment 
was discontinued when the member of the consulting team who developed the website resigned. 
The borrower was also required to set up a website to disclose the utilization of loan proceeds 
and contracts awarded. The updating of the website was also discontinued when the member of 
the consulting team resigned. 
 
17. The covenants also required the borrower to ensure that measures outlined in the gender 
strategy were undertaken to maximize project benefits to women. Although the gender strategy 
was generally implemented, disaggregated monitoring indicators were not developed and gender 
sensitization training for DOH staff was not conducted due to the absence of a gender specialist 
in DOH. 

 
18. The borrower was required to undertake semi-annual reviews together with ADB and, at 
the end of the second year of project implementation, a comprehensive midterm review. Review 
missions were undertaken semi-annually, but the midterm review mission was not undertaken 
because there was no specific need for changes in the project’s scope and implementation 
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arrangements. In this validation’s view, this covenant should be considered as complied with 
because a midterm review would have served no purpose. 

II. EVALUATION OF PERFORMANCE AND RATINGS 
 
A. Relevance of Design and Formulation 
 
19.  The PCR rated the project relevant. The project was consistent with the government’s 
2006 development strategy, the Tenth National Economic and Social Development Plan of 
Thailand for 2007–2011,4 and also the Twelfth National Economic and Social Development Plan 
of Thailand for 2017–2021.5 The 2006 national strategy indicated five strategies and the third 
among them was to restructure national economy to achieve productive gains, promote foreign 
investment, and increase competitiveness. Infrastructure development was a core element of this 
strategy. The project outcome was consistent with ADB’s Country Partnership Strategy for  
2007–2011,6 its regional cooperation strategy and program update for 2007–2009,7 as well as the 
current country partnership strategy.8  Infrastructure development was the first core strategic 
areas of the 2007 partnership strategy. The government also prioritized boosting the country’s 
competitiveness in the global economy in the Transport Infrastructure Development Plan for 
2015–20229 to achieve inclusive and sustainable rapid economic growth.  
 
20. The PCR stated that the project was substantially implemented as designed at appraisal. 
The design was in line with increased competitiveness of the local economy in the provinces along 
EWEC and SEC. The DMF was adequately formulated. To assist the government in designing 
the project, ADB provided a TA to DOH in 2009 to prepare a resettlement plan, an initial 
environmental examination, and prequalification and bidding documents, in compliance with 
ADB’s safeguards and procurement policies, under a small-scale project preparatory TA.10 ADB 
also engaged a staff consultant to facilitate ADB’s loan processing and DOH’s advance 
preconstruction activities for the project. Based on the information in this section, this validation 
rates the project relevant. 
 
B. Effectiveness in Achieving Project Outcomes and Outputs 
 
21. The PCR rated the project less than effective. The first project outcome indicator, 
passenger and freight operating costs reduced by an average of 10% in real terms by 
2015 compared to baseline data for 2010, was not achieved because there was no significant 
change in passenger and freight operating costs, according to the DMF in the PCR. The second 
project outcome indicator, travel times reduced by 15% by 2015 compared to baseline data for 
2010, seems to have been achieved with travel time reduced by 12%–15% on NH 12 and by 
12%–16% on NH 359. The third project outcome indicator, traffic volume along project roads 

                                                
4 Government of Thailand, National Economic and Social Development Board. 2006. Tenth National Economic and 

Social Development Plan 2007–2011. Bangkok. 
5 Government of Thailand, National Economic and Social Development Board. 2016. Twelfth National Economic and 

Social Development Plan 2017–2021. Bangkok 
6 ADB. 2007. Country Partnership Strategy: Thailand, 2007–2011. Manila. 
7  ADB, 2006. Regional Cooperation Strategy and Program Update: The Greater Mekong Subregion-Beyond Borders, 

2007–2009. Manila. 
8 ADB. 2013. Country Partnership Strategy: Thailand, 2013–2016. Manila. 
9   Government of Thailand, Ministry of Transport. 2014. Thailand’s Transport Infrastructure Development Plan,  

2015–2022. Bangkok. 
10 ADB. 2008. Technical Assistance to the Kingdom of Thailand for the Greater Mekong Subregion Highway Expansion. 

Manila (TA 7070-THA was approved on 28 March 2008 in the amount of $150,000. A supplementary TA of $120,000 
was approved on 12 May 2008). 
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increased by 5% by 2015 compared to baseline data for 2010, was achieved. Annual average 
daily traffic increased by 77% by 2015 on NH 12 and by 19% on NH 359. 

 
22. The fourth project outcome indicator, fatalities caused by traffic accidents reduced by 
about 40% by 2015 compared to baseline data for 2010, was not achieved. A road safety audit 
before project completion found that 12 accidents occurred and seven people died in the project 
section of NH 12, and 26 accidents occurred and eight people died in the project section of 
NH 359 between 2011 and 2013. The road safety audit after construction found that the number 
and fatalities of traffic accidents increased by 1.5–3 times since completion of the four-lane 
widening. The main reasons for the increase in traffic accidents were speeding and turning right 
onto the highway from access roads. DOH undertook road-safety improvement measures, such 
as installing warning signs and concrete barriers on highway medians to prevent drivers on 
access roads from turning right onto the highways. As a result, the number of fatalities began to 
decrease in 2017. 

 
23. Out of eight project outputs, seven were achieved. The output to establish resettlement 
coordination committees by July 2009 and conduct capacity building training on resettlement, 
gender sensitization, and livelihood restoration by the end of 2009 was partly achieved. In 
particular, resettlement coordination committees were established during the construction period 
from 2012 to 2015. However, the PCR did not elaborate on how the resettlement coordination 
committees conducted capacity-building training on resettlement, gender sensitization, and 
livelihood restoration. No gender specialist was assigned to the project and ADB’s advice was 
insufficient to implement the gender strategy. 

 
24. The safeguard review 11  found that the project complied with the national laws and 
requirements of the applicable ADB safeguards.12 The RRP appeared to be consistent with 
ADB policy requirements. The initial environmental screening indicated that the project was not 
to face major safeguard issues. This was largely confirmed during the implementation phase, 
despite some issues encountered during construction. The environmental risk category B was 
appropriate considering that the project had to upgrade an existing roadway within an existing 
ROW. Safeguards requirements were clearly laid out in the applicable EMP, which also called for 
the preparation of site-specific EMPs. The initial environmental examination was materially 
consistent with the applicable environmental policy. 
 
25. For the most part, environment-friendly construction methods were used in the national 
park areas along NH 12, where use of concrete structures was not allowed and the additional two 
lanes were constructed strictly within the ROW. To meet these requirements, slopes on the 
mountainside were graded to avoid concrete protection works and steep road embankments were 
reinforced with grid-type geotextiles. DOH monitored the stability of the built slopes and 
embankments by patrols and built-in sensors. However, according to the PCR (para. 12), 
ADB found in December 2013, that impacts and mitigation for blasting was not included in the 
initial EMP as blasting was not anticipated. As such, ADB instructed that blasting activities should 
be properly conducted and mitigated. The PCR (para. 21) also indicated there were lapses 
encountered in the implementation of the EMP relating to the use of personnel protective 
equipment, sanitation, handling of hazardous material, spoils disposal, and drainage. These were 
later rectified with the adoption of corrective action plan. 

                                                
11 ADB (Independent Evaluation Department). 2018. Safeguard Performance and ADB’s Safeguard Work Quality: 

Greater Mekong Subregion Highway Expansion Project in Thailand (internal). 
12 The project was approved just prior to the approval of the 2009 ADB Safeguard Policy Statement and should be 

viewed in light of previous policy standards. 



7 
 

26. The project was processed using the Resettlement Policy of 1995 and not the Safeguard 
Policy Statement of 2009 (footnote 11). No resettlement category was assigned to the project  
(or at least was not apparent). It appeared that no new land acquisition was required for the 
subprojects. A resettlement plan was prepared for the project and summarized in the RRP. 
Indigenous people risk category was not assigned at approval. The social analysis in the poverty 
and social impact assessment confirmed that there were no indigenous people in the project area. 
On the whole, the safeguard performance of the project was completed in a satisfactory manner 
for environment and involuntary resettlement. Based on the information in this section, this 
validation rates the project less than effective. 
 
C. Efficiency of Resource Use 
 
27. The PCR rated the project efficient. The economic internal rate of return (EIRR) of the 
overall project was estimated at 16.3%, close to the EIRR of 15.8% at appraisal. The 
PCR assumed that economic benefits of the project were savings in vehicle operation costs and 
reductions in travel time and traffic accidents, with no consideration given to incremental 
economic benefits. The “without project” traffic was correctly valued in terms of vehicle operation 
costs. However, the difference between “with project” traffic and “without project” traffic is 
incremental traffic that should have been valued in terms of willingness to pay or consumers’ 
surplus. In the validation’s view, the absence of incremental benefits underestimates the EIRR. 
 
28. In terms of process efficiency, the project was completed with a 20-month delay. The delay 
occurred during the preconstruction stage and was caused by (i) the Office of the Attorney 
General’s request that DOH modify the contract during negotiations with the first-ranked 
consultant; (ii) the Bureau of the Budget’s request that DOH use country-specific conditions for 
the civil works contract during negotiations with the lowest-priced technically responsive bidders; 
and (iii) insufficient coordination between DOH and the Royal Forest Department regarding the 
cutting of trees within the highway ROW. In this validation’s view, process efficiency was less than 
satisfactory. Notwithstanding the issues raised above and based on the recalculated EIRR at 
completion and the discussion in this section, the validation rates the project efficient. 
 
D. Preliminary Assessment of Sustainability 
 
29. The PCR rated the project likely sustainable. It stated that DOH planned to increase 
budget and staff allocations for district offices that will operate and maintain the project highways. 
DOH’s institutional and financial resources are sufficient to sustain the project highways over their 
economic life. The financial management assessment undertaken recently for the preparation of 
the Phase 2 project13 concluded that DOH has sufficient financial management capacity, within 
the government’s budgetary procedures, for the recurrent expenditure required for operations and 
maintenance. DOH has permanent district offices responsible for the administration of NH 12 and 
NH 359 and resident engineers continue operating and maintenance from the district offices. 
DOH’s annual budget for operating and maintenance of national highways had been increasing 
by about 2 trillion baht every year. Based on the discussion in this section, the validation concurs 
with the PCR assessment and rates the project likely sustainable. 
 
 
 

                                                
13 ADB. 2017. Report and Recommendation of the President to the Board of Directors: Proposed Loan to the Kingdom 

of Thailand for the Greater Mekong Subregion Highway Expansion Project Phase 2. Manila. 
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III. OTHER PERFORMANCE ASSESSMENTS  
 
A. Preliminary Assessment of Development Impact 
 
30. The PCR stated that the project is likely to have positive development impacts as 
expected. According to the DMF, the project’s impact was for GDP to increase by 20% by 2018 in 
the provinces in which the project highways were expanded compared to baseline data for 2010. 
DOH estimated that the provincial GDP would increase by 72% in Phitsanulok and 54% in 
Phetchabun along NH 12; and by 60% in Chachoengsao, 29% in Prachin Buri, and 50% in Sa 
Kaeo along NH 359 from 2010 to 2018. The project’s expected impact was also for the value of 
cross-border trade carried by road transport with other GMS countries along the EWEC and SEC 
to increase by 20% by 2018 compared to baseline data for 2010. DOH estimated that the value 
of cross-border trade would increase by 292% at the Mae Sot border with Myanmar, by 5% at the 
Mukdahan border with the Lao People’s Democratic Republic along EWEC, and by 251% at the 
Aranyaprathet border with Cambodia along SEC from 2010 to 2018. While cross-border trade 
with the adjacent countries had increased, trade value at the Mukdahan border did not increase 
as much as expected. The Third Mekong International Bridge between Nakhon Phanom and Tha 
Kaek was opened to the north of EWEC in 2011. International cargo traffic to and from northern 
Viet Nam and the Guangxi Zhuang Autonomous Region of the People’s Republic of China was 
diverted from the Mukdahan border route to the Nakhom Phanom border route.  
 
31. The sustainability section of the PCR noted that the sales of project-affected shops along 
NH 12 have increased due to the increased traffic volume. New hotels, resorts, gas stations, 
restaurants, and shops opened and the number of tourists has increased since the project was 
completed. On the other hand, the project-affected shops along NH 359 reported that sales have 
reduced because the number of similar shops has increased and traffic on opposite lanes cannot 
approach their shops because of a median. However, in the near future, sales of the project-
affected shops along NH 359 are expected to increase to the before-project level because traffic 
volume on NH 359 has increased dramatically. This validation rates the project impact satisfactory. 
 
B. Performance of the Borrower and Executing Agency 
 
32. The PCR rated the overall performance of the borrower and executing agency satisfactory. 
DOH had the capacity to manage civil works contracts with sufficient numbers of experienced 
engineers and established technical standards for quality assurance and procedures for 
disbursements. The management capacity of civil works was equal to or higher than that of the 
construction supervising consulting engineers. However, DOH was not familiar with ADB’s 
safeguards and procurement policies in the early stage of implementation and learned about 
environmental monitoring and mitigation, public consultation, and implementation of the 
Fédération Internationale des Ingénieurs-Conseils–based contracts over the course of 
implementation. DOH required technical support from the construction supervising consultants 
for performance monitoring and evaluation, implementation of the HIV/AIDS and human trafficking 
prevention programs, preparation of progress reports and safeguards monitoring reports, and 
disclosure of procurement results and these reports. This validation rates the overall performance 
of the borrower and executing agency satisfactory. 
 
C. Performance of the Asian Development Bank and Cofinanciers 
 
33. The PCR rated the overall performance of ADB satisfactory. ADB undertook 20 review 
missions, including loan inception and project completion review missions. At DOH’s request, 
ADB sent short review missions to give guidance during the procurement stage. ADB safeguard 
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work quality at project screening, preparation and appraisal, and at supervision is considered 
satisfactory (footnote 11). ADB review missions, which included appropriate environmental and 
social specialists, provided DOH with advisory services on social and environmental safeguards 
and prepared corrective action plans when noncompliance with the resettlement plan and the 
initial environmental examination occurred during construction. Provisions in the corrective action 
plans were adequate and timely and avoided negative social and environmental impacts. The 
resident mission supported loan disbursement through communication with DOH’s financial 
division. However, no gender specialist was assigned to the project and ADB’s advice was 
insufficient to implement the gender strategy. Nevertheless, this validation rates the overall 
performance of ADB satisfactory. 
 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS 
  

A. Overall Assessment and Ratings 
 

34.  The PCR rated the project successful. In the PCR’s view, the project was relevant, efficient, 
and likely sustainable. However, it was less than effective. The validation also rates the project 
relevant, efficient, likely sustainable, and less than effective; and therefore, the overall assessment 
is successful. The performance of the borrower and executing agency, and ADB were satisfactory. 
Table 1 provides the PCR’s and validation’s ratings. 
 

Table 1: Overall Ratings 

Validation Criteria PCR IED Review 
Reason for Disagreement  

and/or Comments 

Relevance Relevant Relevant  

Effectiveness  Less than effective Less than effective  

Efficiency  Efficient Efficient  

Sustainability Likely sustainable Likely sustainable  

Overall assessment Successful Successful  

Preliminary 
assessment of impact 

No rating Satisfactory 
 

Borrower and 
executing agency 

Satisfactory Satisfactory 
 

Performance of ADB Satisfactory Satisfactory  

Quality of PCR  Satisfactory Para. 40. 
ADB = Asian Development Bank, IED = Independent Evaluation Department, PCR = project completion report. 
Source: Independent Evaluation Department. 

 

B. Lessons 
 

35. The PCR and this validation identified these project-level lessons:  
 

(i) First, according to the PCR there were three factors that allowed the civil works to 
be completed on time: contract package size, no requirement for land acquisition, 
and deployment of DOH resident engineers at the contractor’s camp sites. 
Second, because DOH had sufficient institutional capacity, the construction 
supervision consultant should have mainly assisted DOH in implementing social 
development and protection tasks, monitoring compliance with environmental 
safeguards, and preparing progress and completion reports. Third, there is a need 
to investigate the causes and characteristics of the traffic accidents and propose 
measures to avoid similar accidents. 
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(ii) To avoid delays during the pre-construction stage, this validation recommends 
that ADB staff should monitor more closely and assist in resolving such issues. 

 
36. This validation identified an additional project-level lesson. According to the PCR  
(para. 9) national contractors lacked experience in environment management and engaged national 
environment consulting firm to prepare site specific EMPs. The lapses that occurred in the initial 
pre-construction stage were addressed with ADB’s support and advice (para. 25). The lesson here 
is to engage national contractors who have some staff experience in safeguard issues especially 
for category A or B projects and encourage construction supervision staff to oversee that safeguard 
issues are well handled without lapses. 

 
C. Recommendations for Follow-Up 

 
37. The PCR suggested four recommendations: 

 
(i) A traffic safety component should be included or a traffic safety assessment be 

made after completion of the civil works under future highway projects in Thailand. 
ADB loans should also be kept open for 2 years after completion of the civil works 
to carry out traffic safety assessments and road safety improvement works. 

 
(ii) Bidding and contract documents should be prepared in consultation with the 

borrower and executing agency at project appraisal and that revision in contract 
documents in the bidding documents during contract negotiations should be 
avoided. 

 
(iii) ADB should review the operation of the project facilities concurrently with review 

missions for the planned second phase of the project to monitor compliance with 
the covenant on operation and maintenance. 

 
(iv) Follow-up actions to monitor the stability of the slopes and embankments of NH 12 

and income restoration of the project-affected shops along NH 359. 

 
38. This validation has no other recommendations. 

 
V. OTHER CONSIDERATIONS AND FOLLOW-UP 

 
A. Monitoring and Reporting 

 
39. The loan covenants required that DOH establish a project performance monitoring and 
evaluation system and integrate it with the existing management information system. The 
monitoring system was intended to develop and conduct sample surveys to establish baseline 
data for subsequent performance monitoring and establish pre-project social and economic living 
conditions for the direct project beneficiaries. A second survey was to be carried out at project 
completion and a third survey in not less than 5 years after project completion. The baseline and 
impact surveys were to include areas affected by the project and assess all interventions under 
the project, including resettlement and other safeguard interventions that affect the livelihood of 
project beneficiaries. In addition, a set of indicators reflecting transport costs, tariffs, and mobility 
were to be developed to assess the effects of better access. District indicators were to include 
agricultural productivity, economic activity, and health and education sectors. The PCR indicated  
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that baseline surveys were carried out in 2011 and that a second round of survey was carried out 
in 2016. The PCR did not elaborate on the project performance monitoring and evaluation system 
regarding its usefulness or on the data collected. 

B. Comments on Project Completion Report Quality 

40.  The PCR was well prepared, succinct, and satisfactorily assessed all the evaluation 
criteria. Two areas that could have been better addressed are the EIRR calculation and 
assessment of the project performance monitoring and evaluation system. There is no basis for 
omitting the incremental economic benefits of the project and an assessment of the project 
performance monitoring and evaluation system should have been conducted. Nevertheless, this 
validation rates the quality of the PCR satisfactory. 
 
C. Data Sources for Validation 

 
41. Data sources included the RRP, PCR, project safeguard assessment, mission reports, 
country partnership strategy, and national strategies for the period. 
 
D. Recommendation for Independent Evaluation Department Follow-Up 

 
42. The PCR recommended the preparation of the project performance evaluation report in 
2020. Considering that the project was successful and there were no major issues during 
implementation of the project or at completion, this validation views that there is no need for a 
project performance evaluation report. 
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