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Foreword 
 

Transport systems provide arteries for efficient movement of people and goods in a well-functioning 
economy. The Asia and Pacific region has witnessed brisk economic growth and social development 
leading to increased mobility and urbanization. Rapid growth and urbanization creates pressure on 
transport system and services, which need to keep up not only to sustain the economic growth, but also 
to ensure much needed equitable access and quality services for all sections of the society. To meet the 
increasing demand, ADB estimates the costs of transport infrastructure requirements in the Asia Pacific 
region to be more than $500 billion a year. Financing such large amounts cannot be done with public 
funds alone and will require active participation from the private sector. That said for the Asia Pacific 
region, to maximize value from existing transport networks, the funds to maintain transport 
infrastructure will be as important as new investments.  
 

The rapid increase in transport demand and the provision of services, however, has also resulted in 
externalities associated to negative impacts on the environment and the well-being of the people it is 
designed to support. Adverse impacts include vehicle emissions that affect the climate and degrade local 
air quality, deaths and injuries caused by road crashes, and traffic congestion that affects the quality of 
life by imposing additional costs on economic and social activities. In this context, in 2010 the Asian 
Development Bank (ADB) committed to increasing its support for sustainable transport, as expressed by 
the Sustainable Transport Initiative Operational Plan (STI-OP). The main focus areas of the STI-OP were 
urban transport, climate change, road safety and social sustainability, broadly in line with the G20 
principles for quality infrastructure that recognizes the need to take a holistic approach to optimize their 
economic, environmental, social and development impacts. Covering about a third of ADB operations, 
transport has become one of the largest sectors of ADB support over the past three decades. 
 

This evaluation covers the period (2010–2018) since the approval of STI-OP and provides guidance to 
enable more effective ADB support for transport. Key findings of the evaluation include, over the last 
decade, ADB’s support for sustainable transport has focused primarily on financing transport 
infrastructure with less emphasis on transport services. The performance of completed transport projects 
during 2010–2018 (68% successful) is broadly in line with ADB’s average performance (70%). While ADB’s 
support for transport has helped to meet the increased demand for domestic connectivity, it has been 
less successful in meeting sustainable objectives such as improving road maintenance, road safety and 
climate change. The STI-OP was not well integrated in country partnership strategies, which affected the 
delivery of intended outcomes. Although the STI-OP was relevant to the needs of the developing member 
countries, ADB’s organization for delivery and the operationalization of the STI-OP were weak. 
 

In the context of ADB’s corporate Strategy 2030, this evaluation calls for strengthening the development 
results of ADB transport interventions, by articulation of a clear underlying theory of change and a results 
framework for guiding its operations, while emphasizing the provision of sustainable transport services 
throughout the region. It calls for increased focus on the delivery of transport services alongside the 
provision of infrastructure, and greater flexibility in the organization and staff skills for delivering complex 
cross-sectoral transport projects. To achieve results in key areas such as road maintenance, road safety, 
climate change and urban transport it calls for greater use of sector, program and results-based lending 
modalities to complement investment lending. The recommendations presented in this report aim to 
stimulate action to improve the ways in which the interventions in a large sector such as transport can 
better support ADB’s overall direction towards Strategy 2030. 
 
 
 
 

Marvin Taylor-Dormond 
         Director-General 
         Independent Evaluation 



 

 



KEY MESSAGES

The transport sector performance was broadly in line with 
the ADB-wide average of 70%. The portfolio’s contribution to 
achieving intended outcomes was 68%, below the 80% corporate 
target but broadly in line with ADB’s average performance of 
70%. The performance rate for relevance was 95%, higher than 
for the other three criteria: efectiveness (76%), eiciency (68%), 
and sustainability (56%). ADB helped improve connectivity and 
eiciency in the sector, but the achievement of outcomes for safety, 
quality of services, the environment, and sustainability were low. 

ADB supported sustainable transport in the region by making 
a positive contribution to improving domestic connectivity 
and eiciency but it fell short of achieving the objectives of 
the STI-OP, especially in the areas of climate change, regional 
cooperation and integration, and road safety. The evaluation 
concluded that ADB had made progress toward achieving the 
STI-OP’s development outcomes during 2010–2018. ADB strategy, 
including the STI-OP, was relevant and added value to ADB 
support but was not well integrated with country partnership 
strategies. The STI-OP is also consistent with the current G20 
principles for quality infrastructure investment for supporting 
sustainable transport projects. The evaluation found that, in 
delivering the STI-OP, ADB’s organization for delivery was not 
well suited for delivering the program. Knowledge sharing and 
coordination among the departments were insuicient.

ADB focused supporting more on inancing for transport 
infrastructure than on providing transport services that align 
with sustainable transport operations. It is important that 

RECOMMENDATIONS

Strategic

1. ADB should develop a transport sector directional 
guidance paper to operationalize the sustainable 
transport agenda (especially with regard to road 
safety, climate change, regional cooperation and 
integration, and social sustainability), balancing 
the  focus between transport infrastructure and 
services and aligning the directional guidance 
paper with Strategy 2030, including a clear 
underlying theory of change and a results 
framework. 

2. ADB should mainstream the recommended 
transport sector directional guidance in country 
operations, through the country partnership 
strategies. 

Operational

3. ADB should strive to attain greater impact, at 
the required scale, on road maintenance, road 
safety, climate change, and urban transport by 
better complementing investment lending with 
modalities such as sector, program, and results-
based lending. 

4. ADB should establish a centralized geospatial 
platform to provide broad support to ADB 
operations and its developing member countries 
(DMCs), including for transport operations, that 
contemplates provision of geospatial solutions 
along the entire project life cycle.    

Organization for Delivery

5. ADB should strengthen incentive mechanisms and 
allocate suicient staf and technical expertise to 
prepare and implement complex and multisectoral 
projects, such as urban transport projects that 
would have greater impacts in DMCs.

6. ADB should strengthen collaboration among the 
thematic groups, the departments with relevant 
knowledge, and the regional departments to 
facilitate knowledge development and sharing, 
as well as strengthen the peer review process, 
especially for more complex projects. 

THE EVALUATION IN BRIEF

ADB Support for Transport, 2010–2018

Evaluation
Independent

This sector-wide evaluation assesses the relevance and 
efectiveness of Asian Development Bank (ADB) support 
to the transport sector over 2010–2018. Transport is a major 
operational sector for ADB and, during the period, ADB 
approved $38.2 billion for transport projects and programs 
equivalent to 26% of its total operational support. Nonurban 
road was the largest subsector ($26.4 billion, 69.0%), followed 
by urban transport ($5.9 billion, 15.4%), rail ($3.7 billion, 9.6%), 
and other subsectors ($2.3 billion, 6.0%) such as air transport, 
multimodal logistics, transportation policies and institutional 
development, and water transport. In 2010, ADB approved the 
Sustainable Transport Initiative Operational Plan (STI-OP), 
which aligned support for transport with ADB’s corporate plan, 
Strategy 2020. The primary aim of STI-OP was to mainstream 
and enhance sustainable transport operations by shifting a 
greater proportion of future lending toward urban transport and 
railway operations, addressing climate change in the transport 
sector, improving cross-border transport and logistics, road 
safety, and social sustainability. 



transport infrastructure be appropriate, easy to use, safe, disaster-
resilient and high-quality as well as satisfying economic, social, 
and environmental criteria. These factors need to be considered 
from the early planning stage and to be carried through all stages of 
project implementation including operation and maintenance over 
the long term. 

Using sector, program, and results-based lending modalities is 
more likely to deliver sector-wide impact in critical transport 
issues than concentrating only on investment lending. The 
evaluation has shown the limitations of investment lending for 
addressing climate change, road maintenance, and road safety. 
Success is more likely to result from using a programmatic 
approach in combination with investment lending.

Increasing private sector investment in transport will require 
removing barriers and constraints and adopting innovative 
approaches. Despite high demand for investment in transport 
infrastructure and services, ADB private sector operations to 
the transport portfolio contributed only 2.9% to ADB’s total 
investment in the sector. The constraints faced by private sector 
investment include diferences in business practices, such as 
conlicting safeguard standards; insuicient regulatory and policy 
frameworks; weak investor conidence; limited government 
capacity; corruption; political instability; inaccurate market and 
traic projections; lack of long-term local currency inancing; 
currency mismatches; conlicting safeguard standards; and high 
costs of safeguard management plans, especially costs associated 
with involuntary resettlement.

ISSUES

Transport is a major emitter of greenhouse gases and has a 
huge impact on climate change. Globally, the transport sector 
accounts for 23% of greenhouse gas emissions and is the fastest-
growing source. As a region, Asia is the largest source of emission 
increases, the need to address the climate change impacts of all 
transport modes is urgent. DMCs lack comprehensive, time-based 
climate change assessment plans for the transport sector that 
show how they can contribute to global solutions. 

Traic congestion signiicantly afects the quality of life 
in urban areas throughout the region, adversely afecting 
trade by imposing additional operational and logistics costs. 
Private vehicle ownership is rapidly outstripping the capacity of 
road networks, afecting the ability of public transport systems 
to deliver services and companies to deliver materials and goods. 
Comprehensive solutions that promote public transport services, 
manage private travel demand, encourage integrated land use 
and transport, and support behavior changes in travel patterns are 
required to deal with this.

The sustainability of transport assets and services is 
being undermined by weak institutions and governance 
structures, and by poor planning, budgeting, and revenue 
generation. Poor maintenance is a perennial issue that stretches 
beyond funding availability and that requires holistic solutions 
by governments. Sustainability includes inancial sustainability, 
especially the inancial stability of publicly owned and operated 
public transport systems. Innovative methods to seek additional 

funds for capital or maintenance funding could examine the 
potential use of taxes on land values or hinterland development  
to support  infrastructure operations. Environmental sustainability 
is an important element of the transport sector, which emits 
not only greenhouse gases but other substances that degrade 
air quality. Low-carbon, green transport, and people-centric 
solutions are core requirements of an environment-friendly 
system. Sustainability was the worst-performing aspect of project 
performance.

The STI-OP did not provide suicient guidance or clarity 
for transport sector operations and this afected the 
achievement of results. The STI-OP’s primary objective was 
to align ADB’s transport operations with its corporate strategy, 
Strategy 2020. However, its lack of clarity limited ADB’s success 
in promoting a shift toward investing more in urban transport 
and railways, addressing climate change, reducing road accidents, 
enhancing cross-border trade and logistics, and promoting social 
sustainability. With the adoption of Strategy 2030, the STI-OP 
provides insuicient guidance on how future transport operations 
will relect ADB’s new operational priorities, especially since these 
priorities do not directly mention transport. The transport sector 
does, however, provide the vital links that result in economic and 
social beneit outcomes, and all operational priorities will require 
high-quality transport links and services if they are to achieve their 
strategic objectives.

The links between the STI-OP and country operations 
are weak and the objectives of the STI-OP where not 
fully expressed through country programs. Accessible, 
afordable, safe, environment-friendly, and sustainable transport 
systems require a cross-sectoral approach, but CPSs missed 
the opportunity to provide a comprehensive and cross-sectoral 
approach. When the core objectives of the STI-OP are explicitly 
mainstreamed through CPSs along with other relevant operational 
plans, CPSs will be more efective at addressing such emerging 
challenges as road safety, climate change, RCI, and social 
sustainability. 

Coordination among the thematic groups, the departments 
with relevant knowledge, and the regional departments is 
insuicient as transport projects become more complex 
and require multidisiciplinary cross-sectoral solutions. The 
absence of a formal requirement for in-depth peer reviews of 
pipeline projects weakens the quality of ADB’s support. Even 
when peer reviews take place, the decision on whether or not to 
integrate peer review comments is left to the discretion of the 
project oicer. Given ADB’s tight processing schedules, the time 
allocated to project reviews is insuicient. 

Public sector operations have ofered limited support for the 
mobilization of private sector investments. The current system 
is predominantly geared to supporting public sector operations 
for sovereign loans and grants. This has limited the work of these 
operations to develop opportunities for transport public–private 
partnerships, such as viability gap funding through sovereign 
loans to support private sector investment opportunities. Work 
on policy and regulatory issues in the public sector could beneit 
private sector investors and operators downstream. 

Contact Us 
evaluation@adb.org  | www.adb.org/evaluation

Evaluation in Brief is a handy, two-page quick reference designed to feed indings 
and recommendations fromindependent evaluations to a broader range of clients. 



 

 

Introduction 
 

The Asian Development Bank (ADB) corporate 
Strategy 2030 commits ADB to strengthen its 
efforts to eradicate extreme poverty and expand 
its vision to achieve a prosperous, inclusive, 
resilient, and sustainable Asia and the Pacific.  
 

Poor infrastructure, including underdeveloped 
transportation networks and high levels of road 
accidents, constrain economic growth and 
restrict the flow of people, goods, and services. 
To maintain growth and eradicate poverty in 
ADB’s developing member countries (DMCs), 
Strategy 2030 estimates an investment 

Executive Summary 
In 2010, the Asian Development Bank (ADB) adopted its first operational plan for the transport sector, the 
Sustainable Transport Initiative Operational Plan (STI-OP). Almost a decade later, this is an opportune time to assess 
the role and contributions of ADB in strengthening transport operations in its developing member countries 
(DMCs). Transport is an integral part of most of the economic activity required for supporting and improving 
people’s lives, and for enhancing growth. ADB estimates the costs of meeting the increased demand for transport 
infrastructure in Asia and the Pacific to be more than $500 billion a year, and the private sector has an important 
role to play in filling this gap. 
 
The evaluation concluded that ADB had made progress in supporting sustainable transport in the region and 
toward achieving the STI-OP’s development outcomes during 2010–2018. In doing so, ADB strategy, including the 
STI-OP, was relevant and added value to ADB support but was not well integrated with country partnership 
strategies. The STI-OP was also consistent with the G20 principles for quality infrastructure investment. 
 
The evaluation assesses ADB’s performance and results in the transport sector. It covers projects and technical 
assistance with transport as the primary objective, implemented during 2010–2018. It covers road, rail, urban 
transport, air, and water transport. The transport sector is one of the largest ADB portfolios, with an average share 
of almost 30% of ADB operations since the 1990s. Of the total support, sovereign loans and grants dominate 
(96.5%), nonsovereign operations were very small (2.9%), and technical assistance accounted for only 0.6%. In 
terms of modalities, there was a heavy tilt toward investments; almost 95% of the approved number of ADB 
transport loans and grants were designed as stand-alone projects or multitranche financing facilities. Only 4.2% 
were designed to support sector programs (16 loans and grants), 0.8% as policy-based loans (three loans), and 
0.3% as results-based loans (one loan).  
 
The overall performance on a 3-year moving average was mostly in the range of 65% to 74% during the evaluation 
period, which was broadly in line with overall ADB performance.  Ratings for relevance were considerably higher 
than for other three criteria, with an overall performance of 95%. The other ratings were lower than the ADB’s 
corporate target of 80%: effectiveness (76%), efficiency (68%), and sustainability (56%).  Nonurban roads were the 
dominant subsector with $26.4 billion, 69% of the $38.2 billion approved in 2010–2018, and 70% of these projects 
were successful. Lack of sufficient user charges, weak government commitment, and institutional and human 
capacity contributed to the projects’ low ratings for sustainability. In terms of results, ADB’s transport sector 
support made a positive contribution to improving domestic connectivity and efficiency. The STI-OP helped ADB to 
address important transport sector issues, several of which were directly linked to global challenges. However, the 
interventions fell short of achieving the objectives of the STI-OP, especially in the areas of climate change, regional 
cooperation and integration, and road safety.    
 
The evaluation found weaknesses in ADB’s approach and organization in delivering the STI-OP. Weak project 
diagnostic analysis limited ADB’s ability to develop and select transport projects that could have maximized value 
addition for DMCs and ensured greater development effectiveness. The emphasis on loan processing time and 
volume, although an institution-wide issue, reduced the incentives for staff to pursue complex urban transport 
projects. Coordination among the thematic groups, the departments with relevant knowledge, and the regional 
departments was insufficient. ADB’s support for policy reforms to achieve sector-related goals, particularly on 
sector-wide issues such as road safety, was not pursued sufficiently.   
 
The evaluation identified several internal and external issues related to ADB’s inability to achieve the goals 
prescribed in the STI-OP. To improve ADB transport sector performance, the evaluation makes strategic, 
operational, and organizational recommendations.   
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requirement of $8.4 trillion for climate-adjusted 
transport investment from 2016 to 2030.  
 
Transport is an integral part of most of the 
economic activity required to support and 
improve people’s lives, and to enhance growth. 
The multiplicity of transport modes poses many 
challenges, including improving road safety and 
dealing with the climate change aspects of 
transport, including greenhouse gas (GHG) 
emissions and climate change adaptation. The 
transport sector has a significant impact on 
climate change. Transport generates 23% of 
global GHGs and is currently the fastest growing 
source. Transport systems are also facing 
increasing disruption and economic losses 
associated with the impact of disasters and 
climate change. There is an urgent need to 
support DMCs to shift toward low-carbon, 
resilient transport solutions. A multisectoral 
approach is essential for tackling complex 
transport needs. Revolutionary advances in 
technology which are influencing both demand 
and supply in the transport sector provide both 
opportunities and challenges. 
 
ADB sees transport investments as a means of 
reducing poverty and promoting regional 
integration through improved access to services 
and markets, and better regional connectivity. 
Such investments are also a way of 
mainstreaming sustainable growth. ADB’s 
guiding strategies for supporting the transport 
sector are anchored to its core objective of 
reducing poverty. Better transport links will give 
poor and marginalized populations improved 
access to markets and social services, especially 
in rural areas. Through physical connectivity, 
economic growth and regional development are 
catalyzed. Recognizing the positive and negative 
spillovers of economic growth, ADB has 
mainstreamed sustainable transport, and is 
focusing on tackling congestion, damage to the 
environment, and road accidents.   
 
In 2010, ADB issued its first operational plan for 
the transport sector, the Sustainable Transport 
Initiative Operational Plan (STI-OP). Almost a 
decade later, this is an opportune time to assess 
the role and contributions of ADB to 
strengthening transport operations in its DMCs.  
 

This evaluation by ADB’s Independent 
Evaluation Department (IED) assesses the 
delivery of improved transport services 
alongside transport infrastructure. Investments 
in transport are designed to deliver economic 
and social benefits as a result of better quality 
and more reliable services. Focusing on 
transport services is also likely to improve ADB’s 
overall performance and results as it implements 
Strategy 2030.  
 

Evaluation Approach 
 
Coverage. The evaluation covered ADB projects 
and technical assistance (TA) with transport as 
their primary objective. It covers air, rail, road, 
water, and urban transport, and transport 
components processed by non-transport 
divisions. The evaluation period was 2010–2018. 
 
Evaluation questions. The overarching 
evaluation question was: to what extent has 
ADB support been successful in supporting 
sustainable transport in Asia and the Pacific? 
This was underpinned by three subquestions: 
 
(i) To what extent was ADB strategy, including 

the STI-OP, relevant and did it add value to 
ADB support? 

(ii) To what extent was ADB support for 
transport effective and sustainable, and did 
it emphasize connectivity, efficiency, safety, 
quality of services, the environment, and 
sustainability? 

(iii) Was ADB appropriately organized to deliver 
the STI-OP, and what were ADB’s 
achievements in doing so? 

  
Methodology. The theory of change, a core 
principle of IED’s evaluation methodology, was 
used as a road map to guide the evaluation, 
which drew on several primary and secondary 
sources. The evaluation covered the entire 
transport portfolio based on information 
included in project approval documents, project 
monitoring reports, and project completion 
reports (PCRs), particularly the design and 
monitoring frameworks (DMFs). The evaluation 
conducted field missions in five countries 
(People’s Republic of China, India, Kyrgyz 
Republic, Solomon Islands, and Viet Nam). It 
conducted an online survey between 13 March 
and 10 May 2019 of 236 Transport Sector Group 
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staff at ADB headquarters and resident missions. 
A transport learning day, involving Management 
and staff from regional departments and sector 
groups from the Sustainable Development and 
Climate Change Department (SDCC), was held in 
August 2019 to improve understanding of the 
challenges and issues in the transport sector. 
Interviews were also conducted with staff 
working in the sector. 
 

The evaluation covers all operations that were 
closed and approved during the evaluation 
period. IED applied a variety of methods for 
assessing and triangulating results. It reviewed 
output and outcome indicators in the DMFs. To 
further explore project impact, the evaluation 
digitized project locations and analyzed the 
geospatial portfolio by overlapping it with other 
geospatial data, such as carbon dioxide (CO2) 
concentrations, road density, population 
distribution, and alignments with the Asian 
Highways Network. Nighttime light remote 
sensing was used to assess the development 
impacts of projects in their localities.  
 

Limitations. The large coverage imposed some 
limitations. While the evaluation covered the 
entire transport portfolio, it was affected by the 
availability and quality of documentation and 
data, especially on results and impact. The 
document review was supplemented by 
consultations with relevant staff and field 
missions, although these did not cover the 
whole portfolio. The analysis was based on 
information included in PCRs, particularly the 
DMFs.  IED did not collect primary data on 
output and outcome indicators. Project impacts 
assessed through nighttime light were confined 
to a 10-kilometer buffer zone (within the project 
alignments) and time frames (3 years before and 
after the project). 
 

Context 
 
ADB estimates the costs of meeting the 
increased demand for transport infrastructure in 
Asia and the Pacific to be more than $500 billion 
a year. To meet this demand, ADB estimates that 
the private sector will have to increase transport 
investments to about $250 billion a year over 
2016–2020, from an estimated $63 billion in 
2015. 

The critical transport issues in Asia and the 
Pacific are urban mobility, climate change, road 
safety, and road maintenance. Urban areas are 
growing rapidly in size, scale of economic 
activity, and vehicle ownership. This is resulting 
in severe traffic congestion that is impeding 
efficiency and threatening the quality of urban 
life. Addressing urban mobility has become a 
part of ADB’s priority agenda. In parallel, the 
largest increases in greenhouse gas emissions 
will be from Asia over the next 30 years. Traffic 
accidents are expected to rise to become the 
fifth highest leading cause of death by 2030, 
from ninth place in 2004. In addition to funding 
priority transport investments, Asia needs 
substantial funding for sector maintenance, the 
requirements for which are about the same as 
those for investments.  
 

ADB Transport Sector Operational 
Plan, Portfolio, and Trends 
 

The transport sector is one of the largest ADB 
portfolios, with an average share of almost 30% 
of ADB operations since the 1990s. During 
2010–2018, ADB approved funding of $38.2 
billion for transport projects and programs—
26.0% of ADB’s overall lending and assistance. 
Of the total ADB support, sovereign loans and 
grants accounted for 96.5%, nonsovereign 
operations for 2.9%, and technical assistance for 
0.6%. Nonurban roads were the largest 
subsector ($26.4 billion, 69.0%), followed by 
urban transport ($5.9 billion, 15.4%), rail ($3.7 
billion, 9.6%), and other subsectors, including 
air transport, multimodal logistics, 
transportation policies and institutional 
development, and water transport ($2.3 billion, 
6.0%). 
 

The STI-OP emphasized the emerging challenges 
in transport. It also aimed to strike a balance 
between supporting the development of DMCs 
through improving physical connectivity and 
efficiency and minimizing the negative spillovers 
of transport interventions. The STI-OP has three 
main strategic thrusts: (i) mainstreaming 
sustainable transport in existing areas of 
operations, (ii) introducing new and enhanced 
sustainable transport operations to address 
emerging needs and challenges where effective 
forms of support are already available, and (iii) 
preparing new types of sustainable transport 
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operations that require research, consultation, 
and pilot testing before they can be included in 
ADB operations. 
 

Approval of the STI-OP provided initial 
momentum for increased support for urban 
transport, but this was not sustained.  During 
the first 3 years of the STI-OP’s implementation, 
sovereign loans and grants in urban transport 
investment reached $2.6 billion (18.3% of total 
sovereign transport operations). This share 
decreased to 11.5% in 2013–2015 and to 9.7% 
in 2016–2018. However, rail investments 
increased from $0.9 billion (6.1%) in 2010–2012 
to $1.5 billion (13.0%) in 2016–2018. Support 
for nonurban roads remained high at $26.2 
billion or 71.0% of total transport sovereign 
loans and grants in 2010–2018. Based on 
current trends, the corporate directional targets 
for 2020 of 20.0% of total sovereign operations 
for urban transport, 18.0% for railways, and 
52.0% for roads are unlikely to be met.   
 

Demand for urban transport and railways 
depends on the geographical characteristics of 
individual DMCs. Land transport infrastructure 
was demanded by countries with large land 
areas, landlocked countries, and countries with 
high population densities. Because of this, the 
transport subsector targets for ADB operations 
cannot be the same everywhere. East Asia 
(35.2%) and Southeast Asia (31.9%) had the 
largest investments in urban transport. South 
Asia had the largest investment in railways 
(56.6%).  
 

Lending operations did not utilize the full range 
of available modalities, which reduced the 
effectiveness of ADB’s support in the thematic 
areas and priorities under the STI-OP. Almost 
70% of the total number of approved loans and 
grants were designed as conventional 
investment loans, followed by multitranche 
financing facilities (25.5%). In most cases, 
projects were designed to deliver traditional 
transport infrastructure and lower priority was 
given to the sector-wide issues that are more 
appropriately tackled by sector programs, 
policy-based lending, and results-based 
operations. These types of lending modalities 
are likely to be more complex, requiring cross-
sectoral analysis during the design stage, and to 
be at higher risk during implementation. Even 
so, had they been used, they could have 

provided greater support to attaining the STI-
OP’s objectives in such areas as road 
maintenance, road safety, climate change, and 
social sustainability. These lending modalities 
are also better for achieving greater scale and 
impact, and for better delivery of transport 
services. 
 

Despite strong demand for transport 
infrastructure and services, the participation of 
nonsovereign transport operations remained 
low. During the period 2010–2018, approvals 
for nonsovereign operations in the transport 
sector totaled $1.12 billion. However, two 
projects were canceled, decreasing the total 
nonsovereign portfolio to $852 million, or 2.2% 
of the total transport portfolio. Reflecting the 
overall trend in urban transport, 81.2% of 
approvals were for urban public transport 
during 2010–2012. This significantly dropped 
during 2013–2015, then picked up again during 
2016–2018. Since one of the canceled projects 
was for urban transport approved in 2011, there 
were, technically, no urban transport projects 
during the first 3 years of the STI-OP’s 
implementation.  
 

TA projects were used for transport sector 
reforms and institutional capacity building. Of 
the total $233.9 million in TA support during 
2010–2018, 35.3% was for transport policies 
and institutional development. This assistance 
was mainly advisory and capacity support for 
developing national transport sector road maps, 
transport policies, and strengthening safeguard 
policies. TA projects played an important role in 
mainstreaming the STI-OP. Regional TA projects, 
particularly those implemented by SDCC, aimed 
to provide knowledge support to operations 
departments in various areas, including 
addressing the climate change aspects of 
transport, road safety, and intelligent transport 
systems. Several TA projects at the country level 
were also provided to support the development 
of road safety programs and sector reforms, and 
to set up the institutions necessary to carry out 
these reforms. 
 

In the urban transport and rail subsectors, the 
TA program showed a trend similar to that of 
sovereign loans and grants supporting the 
subsectors. During the first 3 years, TA projects 
in urban transport were mostly for capacity 
development support to promote this subsector. 
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From 16.0% during 2010–2012, urban 
transport’s share declined to 5.7% during 2016–
2018. TA rail support, on the other hand, 
increased from 3.4% during 2010–2012 to 
13.3% during 2016–2018. This support was 
mostly provided to support regional railways, 
capacity development, and implementation 
management. 
 

Relevance of the Sustainable 
Transport Initiative Operational Plan 
 
Alignment with ADB Corporate Strategy 
 

ADB strategy, including the STI-OP, was relevant 
and added value to ADB support but was not 
well integrated with ADB country partnership 

strategies. The STI-OP was timely and addressed 
important challenges and issues that helped 
shape the delivery of Strategy 2020 in the 
transport sector. It was consistent with the 
Sustainable Development Goals and with global 
initiatives. However, it was not well integrated 
with ADB country partnership strategies, which 
viewed transport as primarily providing 
infrastructure rather than delivering improved 
transport services.  
 

The STI-OP was designed to be a major 
contributor to Strategy 2020. The transport 
sector was critical if ADB was to make progress 
in the three core areas of Strategy 2020: 
infrastructure, environment, and regional 
cooperation and integration (RCI). Operations 
covered all modes of transport, with roads being 
the dominant mode. The main focus of 
transport operations was to support inclusive 
economic growth by facilitating expanded 
economic opportunities, particularly for low-
income and poor groups. A priority agenda was 
delivering environmentally sustainable growth. 
Another was supporting RCI, especially for 
landlocked countries and countries that needed 
to be connected to international supply chains. 
 

The STI-OP was timely and addressed important 
challenges and issues in the transport sector that 
had been foreseen by Strategy 2020. The rapid 
urbanization in the decades before 2010 
provided the basis for many of today’s urban 
transport challenges. The STI-OP’s approval led 
to a shift in the transport sector portfolio, which 
had previously contained few urban transport 

operations. The shift also prioritized 
sustainability in transport and oriented the 
future program toward delivering transport 
services in comparison with the previous focus 
on transport infrastructure.  
 

Consistency with the Millennium Goals and 
Sustainable Development Goals  
 

The STI-OP was broadly in line with the 
Millennium Development Goals (MDGs) and 
Sustainable Development Goals (SDGs). The 
MDGs were adopted in 2000 and the SDGs in 
2015. The STI-OP was aligned especially with 
industry, innovation, and infrastructure (SDG 
Goal 9) and sustainable cities and communities 
(SDG Goal 11), which are particularly relevant to 
transport operations. The STI-OP was aligned 
with the MDGs and SDGs, especially in the areas 
of climate change, accessible and affordable 
transport, safer transport, more effective 
transport facilitation, gender equality, decent 
work for all, and economic growth.  
 

Coherence with Other Global Initiatives 
 

The STI-OP was well aligned with several global 
initiatives for achieving sustainable transport 
objectives. The UN Decade for Road Safety—
which like the STI-OP was approved in 2010—
had the primary aim of halving the number of 
road fatalities by 2020. The global debate on 
climate action was also advanced at that time, 
resulting in the Paris Agreement, which became 
effective in 2016. The STI-OP was well aligned 
with this too given its emphasis on road safety 
and climate issues relating to transport 
operations. The STI-OP is also consistent with the 
current G20 principles for quality infrastructure 
investment for supporting sustainable transport 
projects. 
 

Adoption by Country Partnership Strategies 
 

Country partnership strategies (CPSs) did not 
explicitly explain how a strategic approach to 
sustainable transport was to be implemented 
and mainstreamed. CPSs typically did not take a 
strategic approach to transport, missing 
opportunities to integrate domestic demand 
with transport operational plans. Over the 
evaluation period, CPSs largely continued to 
view transport as an important infrastructure 
activity and did not focus on service delivery 
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dimensions. The reason for this was the 
demand-orientation of DMCs, which often did 
not fully take into account international 
agendas, such as climate change. Countries 
usually preferred disbursement performance 
through simpler project designs or using 
alternative modes of project implementation.  
 

Relevance to Future Operations 
 

The STI-OP provides a broad institutional 
guidance to meet ADB’s strategic priorities 
under Strategy 2030; however, efforts to align 
transport sector activities with the various 
operational plans and to define a clear result 
framework are insufficient. The investments will 
also need to ensure that they meet the principles 
of quality infrastructure investment. The key 
focus areas of STI-OP remain relevant, but it 
lacks adequate guidance to staff on how to align 
transport operations with the objective of 
achieving sustainable transport. The STI-OP does 
not specify a clear pathway for achieving 
sustainable transport or define a results 
framework to assess outcomes. The adoption of 
Strategy 2030 poses new challenges, since the 
role of transport is scattered among its various 
operational priorities. While a typical transport 
project would by and large be relevant under 
Strategy 2030, it may not be easy to find the link 
to a particular operational plan or to ascertain 
its contribution. Strategy 2030 indicates a shift 
toward universal transport but there is no 
guidance on how this could best be achieved. A 
cross-sectoral approach is essential for aligning 
the transport sector better with Strategy 2030, 
the Sustainable Development Goals, and other 
global initiatives. Yet, the STI-OP does not 
provide adequate guidance in this regard. 

 
Effectiveness of ADB Support 
 
Performance 
 

ADB performance in the transport sector was 
broadly in line with overall ADB performance. 
During 2010-2018, the performance of 
transport operations was 68% which was 
slightly lower than overall ADB’s average 
performance (71%). On a 3-year moving average 
(in 2012–2014) the performance fell from 93% 
to 55%, and then became relatively stable 
between 66% and 69% over the evaluation 

period. In the nonurban road subsector, which 
was most dominant subsector during the 
evaluation period, 70% of the 74 projects were 
successful. By subsector, the percentages were 
railways (50%), water (50%), and aviation 
(33%). Efficiency pulled down the overall 
performance. Cost overruns and delays in many 
projects reduced their economic viability. In 
many cases, the project completion report 
validation reports (PVRs) could not validate the 
estimated economic benefits, and many PVRs 
found problems with the economic analysis, 
such as a lack of baseline data, an 
overestimation of traffic demand, and an 
underestimation of investment or maintenance 
costs. These issues were noted in two-thirds of 
PCRs.   
 

The regional performance varied. East Asia’s 
project performance was 88% of projects 
successful, surpassing both ADB’s average and 
the corporate target of 80%. The Central and 
West Asia project performance was 68% and 
South Asia was 65%. These regions each 
accounted for about a quarter of the 95 projects 
rated. Southeast Asia’s project performance was 
69%. The Pacific region had the lowest 
performance at 30%. Of the 21 successful 
projects in East Asia, 95% were in the People’s 
Republic of China. 
 

ADB performance for relevance was 
considerably higher than for other criteria, with 
an overall performance of 95% but ADB’s 
sustainability performance was poor. ADB’s 
performance for other criteria was below its 
corporate target of 80%: effectiveness was 76%, 
efficiency 68%, and sustainability 56%. Financial 
sustainability (to be achieved through user 
charges) was not achieved in most contexts. 
Insufficient government commitment and weak 
institutional and human capacity were 
commonly cited in project evaluations. 
 

In the assessment of completed projects, several 
factors lowered the program’s effectiveness and 
sustainability. Effectiveness was reduced by  
(i) the weak quality of project designs and 
project readiness, (ii) insufficient institutional 
capacity, (iii) low utilization of local knowledge, 
and (iv) insufficient creation of local job 
opportunities. The most effective projects 
tended to be those that were less complex. 
Weak sustainability was a common problem in 
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many of completed projects assessed because of 
(i) weak asset management systems and 
maintenance practices; (ii) poor financial 
sustainability, often caused by weak 
implementation of user charges; and (iii) weak 
government commitment and capacity. 
 

Results regarding project outcomes achieved 
were mixed. The transport portfolio’s 
contribution to achieving its intended outcome 
was 68%. ADB helped improve connectivity and 
efficiency in the sector. It was also successful in 
connecting locations through transport projects, 
which reduced travel time and increased traffic 
capacity. However, the achievement of 
outcomes for safety, quality of services, the 
environment, and sustainability was low. 
 

Results: ADB’s Contribution to Outcomes 
 

ADB’s transport sector support made a positive 
contribution to improving domestic connectivity 
and efficiency. However, the interventions were 
less effective in contributing to achieving 
sustainable transport, especially in climate 
change aspects, RCI, and road safety. The STI-OP 
provided a guide on how to address important 
transport sector issues, several of which are 
components of global topics. However, ADB 
needs to make improvements in all STI-OP focus 
areas if it is to make progress on its outcomes 
and impacts. 
 

The following conclusions can be drawn from 
the assessment of ADB interventions in the 
primary focus areas of the STI-OP:  
(i) Urban transport. ADB’s support for urban 

transport projects increased in lending 
volume and generally achieved positive 
results in improving service quality, 
considering the complexity and difficulty of 
implementing urban projects, which require 
a multidimensional and holistic approach. 
By financial share, during 2010–2018 the 
increase in urban transport was less than 
the 20% set by the corporate target. In 
2019, there has been an increase in the 
number of urban transport projects in the 
pipeline. Urban public transport projects 
supported by ADB, including the bus rapid 
transit projects in Yichang and Lanzhou, 
both in the PRC, had a positive effect by 
reducing travel time and traffic congestion. 
These projects enabled a shift from cars to 

public transport, and reduced pollution and 
greenhouse gas emissions. The projects also 
helped improve universal access, specifically 
for the poor and women passengers.   

(ii) Climate change. ADB’s support for building 
and modernizing infrastructure for 
environmentally sustainable transport 
projects was intended to help address 
climate change.  However, measures to 
reduce climate change impacts were not 
fully mainstreamed; output and outcome 
indicators were not clearly defined, and 
these measures have not yet become a 
standard feature of project selection or 
design. Contributions to the corporate 
climate change targets nominally set at $1 
billion per annum were met in 2017 but not 
in 2016 and 2018. The forward lending 
program suggests that this target will likely 
be met in the 3-year forward lending 
program because of several metro and 
railway projects in the pipeline. In this 
regard, the metro projects in India and Viet 
Nam are expected to reduce climate change 
impacts once they are completed, but it will 
be difficult to determine the actual effects 
of these projects unless specific indicators 
are incorporated to assess their impact on 
climate change. Also, the extent of the 
transfer of mobility demand across modes 
of transport (modal shift) remains to be 
seen. Greater policy dialogue and policy 
adjustment in many DMCs would have 
helped ADB improve its understanding of 
sustainable climate outcomes in transport 
operations.   

(iii) Cross-border transport and logistics. A 
significant proportion of support for RCI 
was channeled through the transport 
sector, which continued to provide the 
backbone of RCI operations. However, its 
contribution to RCI could not be accurately 
assessed because of the lack of good 
indicators to assess cross-border 
movements and trade volumes and 
inadequate measurement of achievements 
against the indicators that existed. Few 
projects appear to have improved systems 
to ease cross-border movements. 
Exceptions include projects in Central and 
West Asia and South Asia which 
incorporated cross-border components and 
conducted dialogue on upgrading 
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processes and procedures to facilitate and 
improve border crossings, as highlighted in 
ADB’s operational priorities for RCI. This led 
to time savings in customs clearance, 
although increases in cross- border traffic 
was not realized. ADB transport operations 
focused more on provision of hard 
infrastructure than on systems and 
procedures for clearance of people and 
goods, as was the case in projects visited in 
the PRC and Viet Nam.  

(iv) Road safety. ADB transport operations have 
not had a significant impact on reducing 
road accident rates in DMCs. Activities and 
support related to road safety were mostly 
confined to investment loan components 
that did not focus on mainstreaming safety 
and had limited impact on saving lives and 
reducing injuries. The impact was largely 
confined to project components and did 
not influence the sector as a whole.  Most 
of the support was provided through 
projects focusing on road safety audits and 
awareness components promulgated by the 
Road Safety Action Plan adopted in 2012.  
However, the overall impact was limited 
and ADB did not encourage mainstreaming. 
More precisely targeted programs would 
have increased the impact. Coherent policy 
and action plans guiding national and 
subnational road safety activities in DMCs 
were lacking, although in the CAREC region 
ADB prepared a regional road safety 
strategy and a series of road safety 
engineering manuals that are being used as 
the basis for training programs to increase 
institutional capacity. 

(v) Social sustainability. Gender mainstreaming 
improved in the transport sector, 
particularly toward the end of the 
evaluation period. Gender equity and 
mainstreaming was mostly supported 
through urban transport investments (77% 
of approved loans and grants), followed by 
water (52%), air (50%), nonurban road 
(41%), and rail (19%). Although the STI-OP 
covered gender mainstreaming in one of its 
strategic thrusts, it did not spell out a theory 
of change for supporting gender equality in 
the transport sector. The gender thematic 
group made significant efforts to provide 
support for efforts to mainstream gender in 
the transport sector. ADB supported 

measures to create income earning 
opportunities for women, train women 
professionals, and mitigate HIV/AIDS risks 
associated with road construction works. In 
addition, ADB support for transport 
included gender-related outcomes for 
women, such as their participation in 
community-based road maintenance 
programs; facilities and standards for roads, 
buses, and stations; and measures to 
combat human trafficking. 

(vi) Private sector.  The transport sector is 
finding it difficult to attract private sector 
participation. In sovereign operations, 
public–private partnerships (PPPs) were 
mostly limited to operation and 
maintenance. The level of investment in 
nonsovereign operations was very limited. 
However, ADB has recently supported 
several innovative financing transactions 
that were designed to attract private sector 
participation, such as providing advisory 
support for currency indexation, arranging 
a minimum revenue guarantee for the 
Dhaka Bypass Project, and supporting the 
hybrid annuity model (HAM) for road 
projects in India, in the states of Rajasthan 
and Karnataka. These initiatives are helping 
to attract private capital, although ADB 
public transport operations are failing to 
crowd in significant private sector funds.  

(vii) Safeguards. Parallel to the current 
evaluation, IED is also conducting an 
evaluation of ADB’s Safeguard Policy 
Statement (SPS), planned for completion by 
mid-2020. The evaluation looked at various 
difficulties observed in three areas of 
safeguards: environment, involuntary 
resettlement, and indigenous peoples. The 
initial findings were that, for the 
environment, negative impacts have been 
adequately mitigated for the core 
environmental risks of pollution (e.g., dust 
and noise) and damage to biodiversity. On 
the involuntary resettlement side, 
resettlement arising from land acquisition 
has been the most contentious area, but 
one where ADB’s value addition has been 
most evident. Indigenous peoples 
safeguards due diligence has tended to 
prefer compensation for resettlement 
rather than including non-monetary aspects 
or cultural concerns. 
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ADB’s Approach, Delivery, and Resources  
 

The evaluation found that ADB’s approach and 
capacity to deliver the STI-OP were limited. In 
some cases, weak project diagnostic analysis 
and processing limited ADB’s ability to develop 
and select transport projects that could have 
maximized value addition and ensured greater 
development effectiveness. Undue emphasis on 
the loan processing time and volume reduced 
the incentives for staff to pursue more complex 
projects such as urban transport projects, 
although it should be noted that the results 
varied by region and overemphasis on loan 
processing time and volume is an ADB-wide 
issue. ADB’s expertise and organizational 
structure do not provide an enabling 
environment that would enable sector-wide 
issues, such as road safety or climate change, to 
be addressed. Common sector-wide concerns 
and challenges have not been established with 
government counterparts in many DMCs, and 
effective policy dialogues that could have led to 
more innovative project designs have not taken 
place either. Coordination and knowledge 
sharing among different departments have not 
been institutionalized. 

 
Lessons 
 

Greater impact can be achieved if the STI-OP is 
discussed at the country level and mainstreamed 
through CPSs. While transport plans and policies 
will vary according to country situations and 
needs, the core global issues as reflected in STI-
OP need to be discussed and incorporated in the 
CPSs and operational plans if it is to achieve 
greater impact.  
 

Using sector programs and results-based 
lending (complemented by investment lending) 
can help ADB deliver sector-wide impact in 
critical transport issues. The evaluation showed 
the limitations of investment lending for 
addressing such critical sector issues as climate 
change, road maintenance, and road safety. 
Tackling such issues as components of 
investment lending has not been successful.  
 
Removing barriers and constraints and applying 
innovative approaches is key to attracting 
private sector investment. The demand for 
investment in transport infrastructure and 

services is large and projected to grow sharply 
over the period to 2030. Public sector funding 
and donor support is not sufficient to meet this 
demand. These constraints include differences in 
business practices, such as conflicting safeguard 
standards; insufficient regulatory and policy 
frameworks (lack of PPP policies, redundant 
contract processes, and unpredictable 
regulatory supervision); weak investor 
confidence; limited government capacity; 
corruption; political instability; inaccurate 
market and traffic projections; lack of long-term 
local currency financing; currency mismatches; 
conflicting safeguard standards; and high costs 
of safeguard management plans, especially 
costs associated with involuntary resettlement. 
Private sector resources are needed to fill the 
gap, but these have not yet flowed sufficiently 
into the transport sector.  

 

Issues 
 
External  
 

Transport is a major emitter of greenhouse gases 
and has a huge impact on climate change.  The 
transport sector accounts for 23% of global 
greenhouse gas emissions and is the fastest-
growing source of these emissions, with a high 
proportion from Asia. There is an urgent need to 
tackle climate impacts caused by transport 
across all its modes. DMCs lack comprehensive, 
time-based climate change assessment plans for 
the transport sector that show how they can 
contribute to global solutions.  
 

Traffic congestion significantly affects the 
quality of life in urban areas throughout the 
region, adversely affecting trade by imposing 
additional operational and logistics costs. 
Private vehicle ownership is rapidly outstripping 
the capacity of road networks and this is 
affecting the ability of public transport systems 
to deliver services and companies to deliver 
materials and goods. Comprehensive solutions 
that promote public transport services, manage 
private travel demand, encourage integrated 
land use and transport, and support behavior 
changes to travel patterns are required to deal 
with this. 
 
The sustainability of transport assets and 
services is being undermined by weak 
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institutions and governance structures, and by 
poor planning, budgeting, and revenue 
generation. The adoption of quality 
infrastructure investment principles is important 
to ensure the long-term sustainability of 
investments. Poor maintenance is a perennial 
issue that stretches beyond the availability of 
funding. Governments need to put in place 
holistic solutions. Sustainability includes 
financial sustainability, especially of publicly 
owned and operated public transport systems, 
where system losses often lead to a rapid 
deterioration in services, higher operating costs, 
and long-term neglect. Transport emits not only 
greenhouse gases but also other harmful 
substances. Low-carbon, green transport and 
people-centric solutions are core requirements 
for environment-friendly systems. The 
evaluation found that sustainability was the 
worst aspect of project performance.  
 

Internal  
 

The STI-OP did not provide sufficient guidance 
or clarity for transport operations and this 
affected the achievement of results. The STI-
OP’s primary objective was to align ADB’s 
transport operations with its corporate 
strategy, Strategy 2020. However, its lack of 
clarity limited ADB’s success in promoting a 
shift toward investing more in urban transport 
and railways, addressing climate change, 
reducing road accidents, enhancing cross-
border trade and logistics, and promoting 
social sustainability. With the adoption of 
Strategy 2030, the STI-OP provides insufficient 
guidance on how future transport operations 
will reflect ADB’s new operational priorities, 
especially since these priorities do not directly 
mention transport. The transport sector does, 
however, provide the vital links that result in 
economic and social benefits, and all 
operational priorities will require high-quality 
transport links and services if they are to 

achieve their strategic objectives. 
 

The links between the STI-OP and country 
operations are weak and the objectives of the  
STI-OP were not fully expressed through country 
programs. Accessible, affordable, safe, 
sustainable and environment-friendly transport 
systems require a cross-sectoral approach, but 
CPSs have missed the opportunity to discuss 
these issues in a comprehensive and cross-

sectoral way. When the core objectives of the 
STI-OP are explicitly mainstreamed through CPSs 
along with other relevant operational plans, 
CPSs could effectively address the emerging 
challenges in achieving sustainable transport, 
such as road safety, climate change, RCI, and 
social sustainability. 
 

Coordination among the thematic groups, the 
departments with relevant knowledge, and the 
regional departments is insufficient as transport 
projects become more complex and require 
multidisciplinary cross-sectoral solutions. There 
is no formal requirement for in-depth peer 
reviews of projects in the pipeline and whether 
or not to integrate peer review comments is left 
to the discretion of the project officer, which 
weakens the quality of the projects. Given ADB’s 
tight processing schedules, the time allocated to 
project reviews is insufficient. 
 

Public sector operations have offered limited 
support for mobilizing private sector 
investments. The current system is 
predominantly geared to supporting public 
sector operations for sovereign loans and 
grants. This has limited opportunities for 
transport public–private partnerships, such as 
viability gap funding by sovereign loans to 
support private sector investment opportunities. 

Policy and regulatory reforms in the public 
sector could benefit private sector investors and 
operators downstream.  
 

Conclusions 
 

ADB made progress in supporting sustainable 
transport in the region by making a positive 
contribution to improving domestic connectivity 
and efficiency, but it fell short of achieving the 
objectives of the STI-OP, especially in the areas 
of climate change, regional cooperation and 
integration, and road safety. ADB strategy, 
including the STI-OP, was relevant and added 

value to ADB support but was not well 
integrated with ADB country partnership 
strategies. The STI-OP was also consistent with 
the current G20 principles for quality 
infrastructure investment for supporting 
sustainable transport projects. The evaluation 
found that ADB’s organization for delivery was 
not well suited for achieving the goals of the STI-
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OP. Knowledge sharing and coordination 
among ADB departments were insufficient. 
 

The performance of completed transport 
projects was 68% during 2010–2018, below the 
80% corporate target but broadly in line with 
ADB’s average performance of 70%. The STI-OP 
provided a good framework for ADB to address 
key sustainable transport issues, which are also 
of global concern and cover all DMCs. While  
the STI-OP provided the framework, ADB 
operations did not deliver the intended results in 
some of the focus areas. The STI-OP stressed that 
greater support was needed for urban transport, 
railways, and inland waterways as the increasing 
vehicle ownership in many countries was rapidly 
exceeding the capacity of the road 
infrastructure. It also focused on core 
sustainable transport issues, including the need 
to address climate issues caused by the transport 
sector, reduce road fatalities and injuries, 
promote social sustainability in transport 
operations, and continue to support cross-
border transport and logistics. The evaluation 
concluded that insufficient emphasis had been 
given to developing policies and action plans to 
achieve outcomes. Sector, policy and results-
based interventions to address sector-wide 
issues and support the narrower project-based 
activities that are the core of ADB operational 

plans were insufficient. 
 

ADB focused its support more on financing for 
transport infrastructure and less on providing 
transport services that align with sustainable 
transport operations. It is important that 
transport infrastructure be appropriate, easy to 
use, safe, disaster-resilient and high-quality as 
well as satisfying economic, social, and 
environmental criteria. These factors need to be 
considered from the early planning stage and to 
be carried through all stages of project 
implementation including operation and 
maintenance over the long term. 
 

Recommendations 
 

Strategic  
 

Recommendation 1: ADB should develop a 
transport sector directional guidance paper to 
operationalize the sustainable transport agenda 
(especially with regard to road safety, climate 
change, RCI, and social sustainability), balancing 

the  focus between transport infrastructure and 
services and aligning the directional guidance 
paper with Strategy 2030, including a clear 
underlying theory of change and a results 
framework. The theory of change needs to 
articulate how ADB will achieve results across 
Strategy 2030’s operational priorities. The 
directional guidance should also describe how 
ADB will tackle the increasing demand for 
mobility and freight movements and provide 
affordable services that are sustainable, safe, 
environment-friendly, and accessible to all. The 
guidance should consider the different needs 
and requirements of DMCs in terms of financial 
support and technical assistance. 
 

Recommendation 2: ADB should mainstream 
the recommended transport sector directional 
guidance in country operations, through the 
country partnership strategies (CPSs). CPSs 
should provide a discussion on how ADB’s 
transport directional guidance is integrated and 
incorporated with the national transport 
strategy in the CPSs. Also, an explicit reference 
to ADB’s transport directional guidance could 
reinforce ADB’s conscious effort to mainstream 
international agendas, such as climate change, 
road safety, social sustainability, and RCI, 
especially for countries that lack thereof. 
Furthermore, considering that the elements of 

sustainable transport—accessible, affordable, 
safe, and environment-friendly transport 
systems—entail cross-sectoral approach, CPSs 
should address them in a comprehensive and 
cross-sectoral manner.  
 

Operational 
 

Recommendation 3: ADB should strive to attain 
greater impact, at the required scale, on road 
maintenance, road safety, climate change, and 
urban transport by better complementing 
investment lending with modalities such as 
sector, program, and results-based lending. The 

portfolio evidence shows that most investments 
in transport used investment lending or 
multitranche financing facilities. While these are 
useful for delivering infrastructures, ADB could 
have greater impact in road maintenance, road 
safety, climate change, and urban transport by 
making greater use of sector and programmatic 
lending modalities. Broad-based lending 
modalities need to be complemented by sector 
and policy assessments that can underpin policy 
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changes and enable countries to achieve sector-
wide impacts. Interventions for road 
maintenance and road safety have not delivered 
significant benefit outcomes after many years of 
project assistance and are more likely to be 
effective by considering more appropriate 
modalities, where applicable, as well as by 
improving project design and quality at entry. 
Climate change and deteriorating air quality are 
pressing issues that require sector-wide 
approaches. The greater use of sector, program, 
and results-based lending modalities, where 
applicable, will increase the likelihood of 
operational programs to have greater impact. 
Use of a broader range of financing modalities 
would also require differentiated approaches to 
match capacity within the DMCs.  
 

Recommendation 4: ADB should establish a 
centralized geospatial platform to provide broad 
support to ADB operations and its DMCs, 
including for transport operations, that 
contemplates provision of geospatial solutions 
along the entire project life cycle. The platform 
could include a strategic framework, standards, 
and solutions. The Digital Technology for 
Development Unit in the Sustainable 
Development and Climate Change Department 
(SDCC) and the Economic Research and Regional 
Cooperation Department (ERCD) can coordinate 

with operations departments to set up the 
platform. The use of geospatial information, 
techniques, and related methodologies will 
improve project design, implementation, 
monitoring, and evaluation. The application of 
geospatial information can also contribute to 
improving the quality of infrastructure. 
Increasing the uptake of new technologies 
should be a focus of ADB assistance.  
 

Organization for Delivery 
 

Recommendation 5: ADB should strengthen 
incentive mechanisms and allocate sufficient 

staff and technical expertise to prepare and 
implement complex and multisectoral projects, 
such as urban transport projects that would 
have  greater  impacts in DMCs.   Transport staff 

need to be given appropriate incentives and 
enough time to prepare and implement 
transport projects. Also, the staff need to be 
recognized, as part of the performance 
evaluation, for implementing more complex 
projects that are value adding. More in-depth 
sector assessment and policy analysis are needed 
to support the global agenda. To this end, to 
meet clients’ needs and add value to ADB’s 
assistance, ADB should allocate sufficient staff 
and technical expertise to meet the wide range 
of policy and technical options and solutions. 
This will enable staff to provide better support 
for implementing the global agenda, especially 
in the critical areas of urban transport, climate 
change, road safety, and social sustainability. 
ADB also needs to help transport experts 
strengthen their capacity through staff capacity 
building.  
 

Recommendation 6: ADB should strengthen 
collaboration among the thematic groups, the 
departments with relevant knowledge, and the 
regional departments to facilitate knowledge 
development and sharing, as well as strengthen 
the peer review process, especially for more 
complex projects. Stronger interdepartmental 
coordination would help ADB meet cross-
sectoral and multidisciplinary requirements by 
maximizing the use of the expertise and 

knowledge gained among, and within, the 
departments. The transport sector has a good 
track record of collaborating with thematic 
groups in ADB, notably in the gender area, and 
such efforts should be pursued across all 
thematic areas. In rural areas, applying cross-
sectoral approaches with other thematic groups 
including gender, health, and education would 
improve the impact of ADB’s support for 
transport on inclusive economic growth. In 
terms   of   knowledge development, areas for 
possible collaboration are evaluation of the 
economic and social impacts of transport 
interventions, as well as application of the 

findings and lessons learned from all ADB 
monitoring and evaluation reports, including 
the proactive integrity reviews of transport 
projects.  
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Linkage Between Findings and Recommendations 
 
Findings, Issues, and References Recommendations 

Although the STI-OP discussed the transport sector’s continuing 
needs and challenges, it did not set out recommended actions 
for each of the three thrusts nor did it explicitly define a theory 
of change or a results framework for the transport sector. There 
were no recommended formats when the STI-OP was approved 
and recommended only the financial shares for each transport 
subsector and the setting up of sustainable transport partnership 
facilities. The financial share targets for rail and urban transport 
were mainly to support ADB efforts to achieve environmental 
sustainability through modal shifts (para. 63). 
 
Overall, the STI-OP is relevant to Strategy 2030 and has been a 
useful, although output-oriented, tool for the implementation of 
sector initiatives. Although the STI-OP was developed to support 
Strategy 2020, it continues to be relevant and is consistent with 
Strategy’s 2030’s thematic areas. However, it does not provide a 
clear direction on how the sector can contribute to achieving 
results under Strategy 2030 (para. 67).  
 
In particular, the STI-OP needs to articulate a results framework 
that sets out how future transport investments will complement 
each of the operational priorities (para. 165). 
 

Strategic  
 
Recommendation 1: 
 
ADB should develop a transport 
sector directional guidance paper to 
operationalize the sustainable 
transport agenda (especially with 
regard to road safety, climate 
change, RCI, and social 
sustainability), balancing the  focus 
between transport infrastructure and 
services and aligning the directional 
guidance paper with Strategy 2030, 
including a clear underlying theory of 
change and a results framework. 

The core objectives of STI-OP were not effectively mainstreamed 
through the CPSs, which did not explain how the strategic 
approach and three main thrusts of STI-OP were to be 

implemented and operationalized at the country level. CPSs 
largely continued to view transport as an important 
infrastructure activity and did not focus on service delivery, 
climate change, or social sustainability dimensions. CPSs, which 
are country-driven, could be opportunities to integrate domestic 
demands with sector operational plans, including for the 
transport sector (para. 68). 
 
Although the STI-OP supported Strategy 2020, it was not fully 
integrated into CPSs. For an operational plan to be successful it 
needs to be integrated into country strategies. Although not all 
elements of the STI-OP will be a priority in every country, those 
that are relevant need to be integrated into future lending and 
TA programs. Support for the global agenda needs to be 
articulated at the country level to ensure DMCs meet their global 
commitments and to identify areas where ADB can provide 
priority support.  This was a missed opportunity (para. 168). 
 

Strategic 
 
Recommendation 2:  

 
ADB should mainstream the 
recommended transport sector 
directional guidance in country 
operations, through the country 
partnership strategies (CPSs). 

Other than stand-alone projects, the use of other financing 
modalities to provide innovative support to thematic areas 
prioritized by the STI-OP was minimal. More support for sector 
programs would have enabled more complex and cross-sectoral 
collaboration in support of STI-OP focus areas (para. 38). 
 

Operational 
 
Recommendation 3: 
 
ADB should strive to attain greater 
impact, at the required scale, on 
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Findings, Issues, and References Recommendations 

ADB could have had greater impact if investment lending had 
been complemented by sector and program lending. Issues such 
as climate change, road maintenance, and road safety are best 
handled by using sector, program, and results-based operations 
that can deliver impact across the sector and that are not limited 
by a narrow project scope. Improved policy frameworks are 
needed in several areas to address sector-wide issues. For 
instance, while urban transport is largely focused on a few large 
cities, programs could be undertaken to involve the many smaller 
cities that also require sustainable transport solutions (para. 
171). 
 
Using sector programs and results-based lending modalities 
(complemented by investment lending) can help ADB deliver 
sector-wide impacts that address climate change, road 
maintenance, and road safety. The evaluation showed the 
limitations of investment lending for addressing sector issues 
and for implementing policies on a sector-wide basis. 
Interventions for climate change, road maintenance, and road 
safety have not been successful when they have been 
components of investment loans (para. 173). 
 

road maintenance, road safety, 
climate change, and urban transport 
by better complementing investment 
lending with modalities such as 
sector, program, and results-based 
lending. 

Geospatial data can contribute toward project monitoring. The 
evaluation recommends that ADB continues to explore the use of 
geospatial data, its different sources, and applicability as a tool 
to aid project monitoring and impact analyses (para. 78). 
 
Innovation in the transport sector is already extensive and is 

expected to be transformative in the decades to come, including 
through new methods of communicating, such as the use of 
smart phones, digital platforms, the “Internet of Things,” and 
cloud computing. New technologies using big data and drones 
are also available for managing transport assets and assessing 
safety measures against disaster through early detection and 
sensing systems (para. 128). 
 

Operational 
 
Recommendation 4: 
 
ADB should establish a centralized 
geospatial platform to provide broad 

support to ADB operations and its 
DMCs, including for transport 
operations, that contemplates 
provision of geospatial solutions 
along the entire project life cycle. 

Although transport is ADB’s largest sector and of great 
importance for DMCs, ADB staff resources and capacity are 
insufficient. ADB needs more technical expertise in the transport 
sector to identify and apply best practices, and to achieve project 
and sector goals. ADB needs adequate technical expertise if it is 
to respond to the increased demand for unconventional, 
multisectoral, and complex transport projects (para. 159). 
 
 

Organization for Delivery 
 
Recommendation 5: 
 
ADB should strengthen incentive 
mechanisms and allocate sufficient 
staff and technical expertise to 
prepare and implement complex and 
multisectoral projects, such as urban 
transport projects that would have 
greater impacts in DMCs.  
 

Incentives, time, and opportunities to invest in knowledge 
sharing were limited due to staff workloads. Much of the 
knowledge gained through ADB’s vast experience is not 
adequately captured. No systematic mechanism is in place to 

Organization for Delivery 
 
Recommendation 6: 
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Findings, Issues, and References Recommendations 

enable a member of staff to seamlessly connect to a subject 
matter expert in ADB. A robust knowledge sharing system would 
supplement the support needed within regional departments 
and the transport sector, given that project support from SDCC is 
limited. Staff expressed the view that using existing platforms, 
such as SharePoint, would be a good starting point. Some 
emphasized the importance of knowledge acquisition through 
training on cutting-edge technologies and knowledge 
management skills on how to best plan and implement transport 
projects (para. 149). 
 
The peer review process has not been fully effective in transport 
operations, particularly for more complex projects.  Currently, 
there is no requirement for in-depth peer reviews of pipeline 
projects and when peer review does take place the project officer 
determines the extent to which comments need to be 
incorporated. In some cases, strict processing schedules do not 
allow enough time for expert project reviews. ADB staff said that 
management review meetings did not review projects sufficiently 
and that a more robust process was needed before project 
approval to enable ADB to develop optimal designs (para. 151). 
 
Stronger collaboration between private and public operations 
can help develop more PPP arrangements. The potential is there 
for sovereign loans to provide viability gap funding for projects 
and to make potential private sector investments viable. These 
types of activities have already started in the India resident 
mission, where public and private sector staff can now work 
together. (para 152). 

 

ADB should strengthen collaboration 
among the thematic groups, the 
departments with relevant 
knowledge, and the regional 
departments to facilitate knowledge 
development and sharing, as well as 
strengthen the peer review process, 
especially for more complex projects. 
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 Rationale 
 
1. This evaluation by the Independent Evaluation Department (IED) of the Asian Development Bank 
(ADB) presents the findings of a sector-wide assessment of ADB’s support for transport. The evaluation 
aimed to provide guidance to enable more effective ADB support for transport under Strategy 2030, 
approved in 2018,1 to identify the determinants of success and good practices, and to derive lessons 
from ADB’s support for transport in the evaluation period, 2010–2018. 
 
2. ADB support for transport covered nonurban roads, urban transport, rail, air, multimodal 
logistics, transportation policies and institutional development, and water. Nonurban roads have been 
the major thrust of ADB support. ADB support for transport has had to adjust to the rapidly changing 
needs of ADB’s developing member countries (DMCs) and technological advances. Up to 2030, Asia and 
the Pacific will need to invest an estimated $557 billion a year in transport infrastructure to sustain 
growth, help eradicate poverty, and respond to climate change. Given the anticipated increase in the 
portfolio, it is important that the lessons learned from this evaluation are incorporated into future lending 
and technical assistance (TA) programs in the sector.  
 

 Methodology and Structure  
 
3. Coverage. The Sustainable Transport Initiative Operational Plan (STI-OP) for 2010–2020 was 
approved in July 2010. It was designed to align ADB’s transport operations with ADB’s corporate strategy, 
Strategy 2020, and to provide technical and other resources to enable ADB to build a portfolio of 
enhanced lending and technical assistance for sustainable transport projects.2 The evaluation covered the 
years from the STI-OP’s approval to 2018 and covered all projects for which implementation was 
completed during 2010–2018.3 The STI-OP provided guidance for project implementation, which applied 
to all projects during the specified period. Appendixes 1, 2, and 3 list the sovereign, nonsovereign, and 
TA projects during the evaluation period. 

 
1 ADB. 2018. Strategy 2030: Achieving a Prosperous, Inclusive, Resilient, and Sustainable Asia and the Pacific. Manila. 
2 ADB. 2010. Sustainable Transport Initiative Operational Plan. Manila; ADB. 2008. Strategy 2020: The Long-Term Strategic 

Framework of the Asian Development Bank, 2008–2020. Manila. 
3 This coverage was proposed in the draft evaluation approach paper for interdepartmental review and was supported by ADB 

operations (https://www.adb.org/documents/sector-wide-evaluation-adb-support-transport-sector). Because TA programs are 
carried out over a short period, the evaluation study covered TA approved during 2010–2018. 

Highlights 
 
This evaluation assessed the relevance and effectiveness of Asian Development Bank (ADB) support for transport 

projects implemented from 2010 to 2018. It identified the determinants of project success, good practices, and 

lessons that can inform the design of ADB’s future support for transport.  

The theory of change, the core of the Independent Evaluation Department’s evaluation methodology, was used 
to guide the evaluation, which carried out document reviews, interviews, discussions with key stakeholders, 

portfolio and other analysis, and a transport survey. 

Transport has one of the largest shares of the ADB portfolio, about 30%. Asia and the Pacific will need an 
estimated more than $500 billion investment a year in transport infrastructure up to 2030 for sustainable 
development.  
 
The critical regional transport issues are climate change (Asia will emit most of the increases in greenhouse gasses 

over the next 30 years), road safety, and road maintenance. Traffic accidents are expected to be the fifth highest 

leading cause of death globally by 2030; they were ninth in 2004.  

Funding for transport maintenance needs to be higher than that for investment. 

https://www.adb.org/documents/sector-wide-evaluation-adb-support-transport-sector
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4. Theory of change. A theory of change was used to guide the assessment of performance and 
results. It highlights how ADB support for the transport sector has contributed to ADB’s corporate 
objectives and illustrates the main pathways through which ADB’s support has contributed to its overall 
goals for transport (Figure 1).  
 
5. The evaluation assessed project impacts using big data analysis and geospatial information. An 
analysis of nighttime light remote sensing was carried out to assess the development impacts of projects 
in their implementation areas, and this was triangulated with the economic analysis in project completion 
reports (PCRs). 
 
6. Evaluation scope. Areas covered by the evaluation included: (i) global and regional demand for 
transport, and sector issues; (ii) the sector’s operational plan, portfolio, and trends; (iii) the STI-OP’s 
relevance; (iv) operational performance and the results of transport operations; and (v) organizational 
issues. The evaluation assessed these aspects on the basis of the independent evaluation methodology.4 
It followed a mixed-method approach and drew on several primary and secondary sources. The sources 
included an analysis of ADB’s portfolio; a review of ADB documents, including reports and 
recommendations of the President and PCRs; and reviews of IED project completion report validation 
reports  (PVRs), as well  as findings from country assessments, a perception survey of ADB staff,  and 
stakeholder interviews (a summary of the survey results is presented in the Supplementary Appendix). 
Proactive integrity reviews (PIRs, formerly known as project procurement-related reviews or PPRRs) on 
transport-sector projects were also referred to. 
 
7. The evaluation’s overarching question was: to what extent has ADB support been successful in 
supporting sustainable transport in Asia and the Pacific? This was underpinned by three subsidiary 
questions: 

(i) To what extent was the ADB strategy, including the STI-OP, relevant and did it add value 
to ADB support? 

(ii) To what extent was ADB support for transport effective and sustainable, and did it 
emphasize connectivity, efficiency, safety, quality of services, the environment, and 
sustainability? 

(iii) Was ADB appropriately organized to deliver the STI-OP, and what were ADB’s 
achievements in doing so? 

 
8. Limitations of the evaluation. While the review covered the whole transport portfolio, the 
evaluation was affected by the availability and quality of documentation and data. The document review 
was supplemented with consultations during field missions to five DMCs:  the People’s Republic of China 
(PRC), India, the Kyrgyz Republic, Solomon Islands, and Viet Nam.    

 
4  ADB. 2016. Guidelines for the Evaluation of Public Sector Operations. Manila. https://ww.adb.org/site/methods-guidelines. 
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Figure 1: Theory of Change 

 
 
 
 
 
CO2 = carbon dioxide, NOX = nitrogen oxide, RCI = regional cooperation and integration, SOX – sulfur oxide, SPM = suspended particulate matter. 
Source: Asian Development Bank (Independent Evaluation Department).
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9. Structure of the evaluation. This report has six chapters: 
(i) Chapter 1 examines global transport trends and issues, including the projected demand 

for transport in Asia and the Pacific and the major game changers in the sector. 
(ii) Chapter 2 provides an overview of the STI-OP and reviews the portfolio and trends in 

ADB’s transport operations during 2010–2018. 
(iii) Chapter 3 assesses the relevance of ADB’s strategic framework, particularly the STI-OP, 

to corporate strategies, international agendas, and country strategies.  
(iv) Chapter 4 assesses performance and results. The performance section synthesizes the 

performance and findings of IED’s PVR ratings, identifies key issues concerning the 
relevance, effectiveness, efficiency and sustainability of ADB support for transport 
(section A), and presents the findings on the results of the outputs and outcomes of 
completed projects (section B). Section B also examines the result of mainstreaming the 
STI-OP; discusses cross-cutting aspects of ADB support for transport; and presents the 
assessed impacts of completed projects using a geospatial dataset and remotely sensed 
nighttime light. 

(v) Chapter 5 examines the institutional setting and changes in relation to the STI-OP and 
looks at ADB’s organizational arrangements for implementing the operational plan. The 
analysis is based mainly on the results of the perception survey, interviews with 
stakeholders, and discussions from a transport learning day. 

(vi) Chapter 6 summarizes the findings and conclusions in the previous chapters for more 
effective ADB support for transport under Strategy 2030.  

 

 Transport Trends and Issues 
 
10. Demand for transport is still high, but the sector is undergoing radical changes. Demographic 
shifts and climate change are affecting demand and supply. This is altering the nature and patterns of 
transport services, and the type and quantity of the transport infrastructure needed. Investment decisions 
will not only need to influence patterns of demand and new technology but also to respond to them to 
ensure efficient and effective “universal transport.” The evaluation identified several future game 
changers and other challenges in the sector, and the risks that need to be addressed if ADB support is to 
generate the desired outputs and outcomes. 
 

 Increasing Demand for Transport Infrastructure and Service 
 
11. Global demand for passenger transport will increase almost threefold between 2015 and 2050. 
This projection, by the International Transport Forum, sees demand rising from 44 trillion passenger 
kilometers to 122 trillion in this period, based on the estimated traffic demand for urban transport, 
nonurban road and rail transport, and domestic and international air transport (Table 1). 
 
12. ADB calculates the costs of meeting the increased demand for transport infrastructure in Asia 
and the Pacific at more than $500 billion a year.5 This is the best available estimate for infrastructure 
investment for the region up to 2030, covering energy, water, communications, and transport (Table 2). 
The projection does not indicate standards for investments, but it does include an allowance for the costs 
of climate change mitigation and adaptation (including “climate proofing” to ensure infrastructure is 
resilient to future climate change impacts).6 

  

 
5   ADB. 2017. Meeting Asia’s Infrastructure Needs. The model was used only for nonurban transport infrastructure for paved and 

unpaved roads, railways, passenger airports, and container ports. 
6 The Asian Infrastructure Investment Bank estimate for transport demand ($866 billion a year) is 75% higher than ADB’s estimate:  

Asia Infrastructure Investment Bank. 2018. Transport Sector Study. Beijing. The 2017 Global Infrastructure Outlook of the Global 
Infrastructure Hub estimates that, if gross domestic product growth were to average 0.4% higher than in its basic assumption, 
the demand for infrastructure in 2040 would be 11% higher than in its basic forecast. Given the size of the infrastructure gap, 
the demand will continue to remain significant even with slower economic growth.  
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Table 1: Projected Passenger Transport 
(billions of passenger-kilometers) 

Mode 2015 2030 2050 
Annual 

Growth Rate 

Urban 18,164 25,140 37,040 2.1% 

Nonurban road 14,778 26,426 47,306 3.4% 

Nonurban rail 4,326 9,633 15,657 3.7% 

Domestic aviation 2,327 4,211 5,525 2.5% 

International 4,500 9,322 16,452 3.8% 

Total  44,095 74,732 121,980 2.9% 
Source: International Transport Forum Transport Outlook 2019. Organisation for Economic Co-operation 
and Development database accessed on 6 August 2019. 
 

Table 2: Projected Transport Infrastructure Investment Needs in Asia and the Pacific, 
2016–2030 ($ billion at 2015 prices) 

Sector 

Baseline Estimates Climate-Adjusted Estimates 
Climate-Related 

Investments (annual) 

Investment 
Needs 

Annual 
Average 

Share of 
Total 

Investment 
Needs 

Annual 
Average 

Share of 
Total Adaptation Mitigation 

Power 11,689 779 51.8% 14,731 982 56.3% 3 200 
Transport 7,796 520 34.6% 8,353 557 31.9% 37 … 
Telecommunications 2,279 152 10.1% 2,279 152 8.7% … … 
Water and sanitation 787 52 3.5% 802 53 3.1% 1 … 
Total 22,551 1,503 100.0% 26,166 1,744 100.0% 41 200 

… = not available.  
Source: Asian Development Bank. 2017. Meeting Asia’s Infrastructure Needs. Manila. 
 

 Financing Transport  
 
13. To finance the projected demand for transport in the region, ADB estimates that the private 
sector would have to increase investments by about $250 billion per year during 2016–2020 from an 
estimated $63 billion in 2015.7 Attracting investments at this level will require highly bankable projects 
that are perceived to be of low or moderate risk to investors. To date, transport has represented a small 
share of public–private partnership (PPP) investments in developing Asia. In 2015, the latest year for 
which data are available, transport accounted for less than 10% of all infrastructure projects, whereas it 
averaged almost 20% in the previous decade (Figure 2). 
 
14. The average private sector share of infrastructure investment in Asia and the Pacific is 32%, 
heavily concentrated in telecommunications and energy. To meet future demand for infrastructure and 
to close the funding gap, ADB estimates the private sector share would need to be 45%. To cover climate-
adjusted demand, it would have to be 50%.8 Significant changes in the regulatory and operational 
environment for private investment in transport infrastructure will be needed to attract private 
investment at these levels (Box 1). 
 
 

 
7 Asia invested $881.0 billion in infrastructure in 2015. This was well below the estimated $1.2 trillion (baseline) or $1.3 trillion 

(climate adjusted) annual investment needed during 2016–2020 for countries in the region to maintain their growth momentum 
and eradicate poverty. Just over 90% of funding for infrastructure development in the region comes from public spending. ADB 
estimates that the public sector could bridge 40% of the estimated investment gap during 2016–2020. For the private sector to 
fill the remaining 60%, it would have to increase investments to $250 billion a year over this period from an estimated $63 billion 
in 2015. ADB. 2019. Realizing the Potential of PPPs to Advance Asia’s Infrastructure Development. Manila.  

8 World Bank. 2019. Realizing the Potential of Public–Private Partnerships to Advance Asia’s Infrastructure Development. 
Washington, DC. 

https://www.itf-oecd.org/itf-transport-outlook-project
https://www.itf-oecd.org/itf-transport-outlook-project
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15. Asia needs more funds to maintain the transport infrastructure than for new investment. The 
maintenance costs of existing and new transport infrastructure are estimated to be 1.1%–2.1% of gross 
domestic product on average a year from 2015 to 2030.9 When reviewing future infrastructure 
investment needs, the cost of maintaining existing and future infrastructure is often overlooked. Figure 
3 shows that the maintenance costs of ADB’s DMCs are even higher than new investment costs in 
countries that already have large transport networks, such as those in Asia and countries of the former 
Soviet Union. Most developing countries in other regions need more funds for new investment.10 Many 
countries in Asia and the Pacific also face a significant economic burden in financing transport network repair 

 
9  Julie Rozenberg and Marianne Fay. 2019. Beyond the Gap: How Countries Can Afford the Infrastructure They Need While 

Protecting the Planet. Sustainable Infrastructure. Washington, DC: World Bank. 
10   World Bank. 2019. Beyond the Gap. Washington, DC. 

Figure 2: Sector Share of Public–Private Partnership Infrastructure Projects in Developing Asia, 
1985–2015 

 
Source: World Bank, Private Participation in Infrastructure Database. 

Box 1: Challenges for Private Sector Participation in Public Transport  
 
The World Bank assessed the performance of 82 economies in four areas of public–private partnerships (PPPs): 
preparation, procurement, contract management, and unsolicited proposals. Although it found that Asia and 
the Pacific economies were close to the global average score for these areas, only 13% of countries in the region 
had detailed procedures to ensure the alignment of PPPs with public investment priorities. 

Weak governance in many developing Asian countries can make PPPs unattractive, and may discourage private 
sector investment in infrastructure PPPs. Countries in developing Asia received low rankings in the World 
Economic Forum’s Global Competitiveness Report 2017–2018 on the quality of their legal and institutional 
environments. Hindering the PPP process are legal gaps that affect these partnerships, incohesive PPP policies, 
redundant contract processes, and unpredictability of laws and regulations. 

Business surveys show the most pressing problems in the region affecting investor confidence to be lapses in 
law and order, government inefficiency, corruption, and political instability.  

Many governments do not have the institutions and capacity to handle PPP projects, and only half of developing 
Asian countries have dedicated PPP units. These play numerous and varied roles, including coordination, quality 
control, and accountability for procurement processes. They provide transparency in PPP negotiations.  

The political vulnerability of PPP projects in the region is also a longstanding concern for infrastructure investors, 
with these projects less likely to be implemented in countries with high sovereign risks.  

Sources: World Bank. 2019. Realizing the Potential of Public–Private Partnerships to Advance Asia’s Infrastructure 
Development. Washington, DC; World Economic Forum. 2017. World Economic Forum’s Global Competitiveness Report 2017–
2018. Geneva. 
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and reconstruction due to extreme weather events and geophysical hazards. ADB estimates that direct physical 
losses in its DMCs across all infrastructure sectors averaged $46 billion per annum between 2006 and 2015.11 
 

 
  

 Challenges and Issues: Transport Game Changers  
 
16. Potential game changers are mostly technological or social or a combination of both. Some 
socially based game changers, such as shared-use vehicles for passengers and urban freight, are already 
being implemented and their potential long-term impacts are becoming understood. Some are only 
emerging from their design stages, such as interactive traffic management and control, and their long-
term impacts can only be speculated on. A few potential game changers are still in their conceptual 
phases, such as hyperloops (sealed tubes through which pods travel), and their feasibility is highly 
uncertain. Efficient systems for charging for the use of transport infrastructure are either being 
developed, or their use is constrained by social considerations (e.g., privacy concerns constraining the 
development of GPS location charging for road use). This section examines five potential game changers 
that ADB needs to consider in structuring its support to the transport sector. 
 

a. Connectivity and Efficiency 
 
17. Good connectivity is vital for effective transport systems. It enables shorter travel times and 
distances and more route options, thereby enhancing accessibility and efficiency. Estimating transport 
systems, and where to place them (rural or urban), will be a major challenge in designing systems in the 
future. These decisions are going to be complex, and a sound understanding of future demographic 
shifts will be essential. 
 
18. Further rapid urbanization is inevitable. The projected pace of urbanization in Asia is the fastest 
in the world, although the share of the region’s population in urban areas is the second lowest of six 
regions covered by OECD (Figure 4). It is estimated that the population shares of Asia’s larger cities will 

 
11 Footnote 5. 

Figure 3: Average Annual Cost of Investment in Maintenance 
and New Transport Infrastructure, 2015–2030 

 
GDP = gross domestic product, OECD = Members of the Organisation for Economic Co-

operation and Development. 

Note: The bars represent the range of estimates, generated by hundreds of scenarios, while the 
central dots represent the median value across estimates. The regional breakdown is that of the 
IMACLIM-R model and is more aggregated than the usual World Bank regional breakdown. 
Source: World Bank. 2019. Beyond the Gap. Washington, DC. 
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increase by more than those of its smaller cities. Against this backdrop, three developments need to be 
considered in urban planning. First, megacities are now emerging into mega-urban regions 
encompassing cities, towns, villages, and rural areas, with some crossing national boundaries as planned 
or unplanned urban corridors. (There are now 17 megacities—exceeding 10 million inhabitants—in Asia, 
and three of them, Tokyo, Delhi, and Shanghai, are the world’s largest.) Second, new urban populations 
will be found in smaller cities at the fringes of globalization and international trade. Most will need 
significant human, financial, and institutional resources if they are to be provided with basic services, 
such as water, sanitation, and adequate transport. Third, smart cities are increasing operational 
efficiency, shifting away from automated technology and toward autonomous solutions to 
transportation challenges.12 These solutions are designed to deliver smart mobility solutions while 
encouraging innovation, facilitating a collaborative ecosystem, and meeting sustainability goals. Where 
to invest, given reduced resources, will need to be a carefully considered and balanced choice.  
 

 
 
19. Asia is still predominantly rural. The World Bank’s Rural Accessibility Index is an indicator of how 
well rural communities are served by basic road infrastructure. The index shows that East Asia and the 
Pacific have the highest levels of rural accessibility, and South Asia the second lowest (Figure 5). In rural 
areas, many people suffer from transport poverty due to the poor quality of public transport. 
Affordability, amount of available time, and physical and mental capabilities affect the population’s 
ability to use transport options. Evidence shows that people living in deprived neighborhoods are more 
adversely affected by the negative externalities of transport than those in more affluent ones. Poverty-
related issues and other factors worsen these problems by reducing access to key services, such as 
employment, education, and health care, leading to social isolation and reducing physical and mental 
well-being. Transport investments can enhance connectivity, but in areas with weak economies, transport 
investments need to be part of a comprehensive package to foster growth.  
 
 

 
12  TechTarget defines a smart city as a “municipality that uses information and communication technologies to increase operational 

efficiency, share information with the public, and improve both the quality of government services and citizen welfare.” 
https://internetofthingsagenda.techtarget.com 

Figure 4: Share of Population in Urban Areas by Region, 1950–2050 (%) 
 

 
Note: Asia includes Middle East, Oceania includes countries in the Pacific ADB grouping. 

Sources: Figure 3.1 from the International Transport Forum Transport Outlook 2019. OECD; 

ADB calculation using United Nations World Urbanization Prospects: The 2018 Revision. 

Database accessed on 6 August 2019. 

https://internetofthingsagenda.techtarget.com/
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Figure 5: Rural Accessibility Index Regional Averages, 2006 

 
 

Source: The World Bank Group. 2006. Rural Access Index: A Key Development Indicator. Washington, DC. 
Quoted in World Bank. 2016. Measuring Rural Access: Using New Technologies. Washington, DC. 

 
b. Safety 

 

20. Globally, transport accidents were the ninth highest cause of death in 2004 and they are expected 
to rise to fifth by 2030 unless action is taken.13 Africa had the highest rates of road deaths per 100,000 
population followed by Southeast Asia, which was one of three regions in the world where  traffic deaths 
increased from 2013 to 2016 (Figure 6). About 1.35 million people die each year as a result of road 
accidents, more than half are young adults (ages 15–44).  The overwhelming majority of road deaths 
(93%) are in low- and middle-income countries, even though these countries have only about 60% of the 
world's vehicles. Another 20 million–50 million people suffer from nonfatal injuries caused by road 
accidents, often leading to a disability. Road accidents cost most countries 3% of their gross domestic 
product. In ADB’s DMCs, $96 billion is lost annually in road accidents, more than the annual development 
aid they receive. More than half of all road deaths are among vulnerable road users: pedestrians, cyclists, 
and motorists. Amid growing concern over the high level of these deaths, the World Health Organization 
(WHO) declared 2011–2020 the Decade of Action for Road Safety. Five pillars of action were proposed: 
road safety management, safer roads and mobility, safer vehicles, safer road users, and post-accident 
response to reduce the death rate by half by 2020. This target was adopted by the Sustainable 
Development Goals (SDGs). Finding innovative and effective ways of enhancing road safety must underlie 
all ADB road investments. 

 

 
13  World Health Organization. 2008. World Health Statistics. Geneva. 
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c. Information Technology and Big Data 

 
21. Intelligent transport systems are changing the face of transport globally. They affect all aspects 
of passenger and freight transport, from measuring and analyzing the extent of transport problems to 
designing and implementing solutions and monitoring their progress. Intelligent transport systems help 
countries to plan operations to meet actual and potential demand, and by providing better services to 
increase revenue, lower costs, and improve operational efficiency. 
 
22. By using traveler information systems, traffic management, driving assistance, and electronic 
transactions, countries can put in place intelligent transport systems that support environmentally 
sustainable growth. At the same time, they need to promote the maximum use of existing infrastructure 
assets without investing in new infrastructure. Accurate traffic information enables drivers to change 
their routes and passengers on public transport to change their trip patterns during peak periods. 
Intelligent transport systems can be an effective way of reducing the funds needed for new investment; 
the saved money saved can be used for operation and maintenance.  
 
23. Historically, the cost of applying information technology to transport has been high, but high-
speed digital mobile communications and big data analysis have created the potential for less costly and 
more powerful approaches in developing countries. Intelligent transport systems offer new approaches 
to alleviate traffic problems, which has been difficult to do using traditional tools (Box 2). The rapidly 
rising potential of connected vehicles will allow road networks to be better utilized and increase the 
range of transport solutions. The role of government should be not only to improve public transport 
services with intelligent transport systems but also to remove regulatory barriers and ensure an investor-
friendly environment so that the private sector will take the lead in developing these technologies. 
 

Figure 6: Rates of Road Traffic Death per 100,000 Population by Region, 2013–2016

 
Note: Regions are World Health Organization regions.  
Source: Global status report on road safety 2018: Summary. 
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24. Big data is affecting all aspects of passenger and freight transport. The types and numbers of 
data sources now include cell phone monitoring to measure traffic speeds, the boarding and alighting 
of public transport, and vehicle monitoring to improve planning of freight distribution networks. Big 
data is being used by passenger transport operators to plan for actual and potential demand and it 
already driving logistics. Logistics suppliers are lowering their overall operating costs, devising and testing 
newer business models, and developing and maintaining higher standards of service. 
 

d. Environment 
 
25. By far the most challenging environmental externalities are increases in greenhouse gas emissions 
and the growing cost of extreme weather events.14 These issues are covered by SDG 13: take urgent 
action to combat climate change and its impact. Figure 7 shows the projected number of vehicles in the 
world by 2050. With 900 million vehicles in the PRC alone by then, traffic conditions are expected to 
worsen considerably, as are greenhouse gas emissions and air pollution. The International Council on 
Clean Transportation estimates that the international maritime sector would be the sixth largest emitter 
of carbon dioxide in the world if it were treated as a country and the International Maritime Organization 
(IMO) is taking measures to tackle the problem.15 Asia and the Pacific often experience extreme weather 
events and geophysical shocks, and the region is one of the world’s most vulnerable to climate change. 
Transport infrastructure in the region needs to be more resilient and investment is needed in disaster risk 
reduction and climate change adaptation. 
 

 
14  Organisation for Economic Co-operation and Development. International Transport Forum, Outlook 2019. Paris. 
15 International Council on Clean Transportation. 2017. Greenhouse Gas Emissions from Global Shipping, Washington, DC. 

Box 2: Intelligent Transport Systems as a Game Changer 

Road safety. The United Nations Institute for Training and Research has described new technology, such as 

smart traffic lights and traffic control systems, artificial intelligence, telematics, and automotive technology, as 

a way of preventing and reducing road accidents and improving road safety. a  

Mobile networks and fast data transmission can be used to collect data on vehicles on the road and the 

condition of roads, and to provide real-time weather information and warnings.  

A consortium of private sector companies has identified four ways in which technology can improve road 

safety: (i) making vehicles safer; (ii) identifying the best ways to improve road safety, including technology. 

regulations and human behavior to reduce accidents; (iii) introducing smarter vehicles to reduce accidents; and 

(iv) using warning devices, such as snooze prevention and alcohol-locking systems.b 

Private sector. Private companies move technologies from concept through development to implementation. 

Industry and business leaders can help researchers identify possible markets and applications, understand the 

competition, and develop realistic cost and performance criteria. The private sector already plays a key role in 

developing connected and automated vehicle technologies, which are now starting to become commercially 

viable.  

Connected and automated vehicles can gradually eliminate the need for drivers; reduce transportation costs, 

traffic accidents, fatalities, injuries, and CO2 emissions; improve traffic flow and reduce travel time; and improve 

access to transport.c  

a https://unitar.org/about/news-stories/news/using-digital-innovation-and-technology-advance-road-safety 
b https://www.togetherforsaferroads.org/blog/4-ways-technology-can-improve-road-safety 
c https://www.accessmagazine.org/spring-2009/intelligent-transport-systems-linking-technology-transport-policy-help-steer-

future 

Source: Asian Development Bank (Independent Evaluation Department). 
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Figure 7: Actual and Projected Number of Vehicles in the World, 1975–2050 

Source: World Bank. 2013. Transforming Cities with Transit: Transit and Land-Use 
Integration for Sustainable Urban Development. Washington, DC.  

 
 
26. Governments need to take urgent action to prioritize, design, execute, and scale up investment 
in resilient transport infrastructure. ADB has long recognized resilient transport infrastructure to be an 
essential element of sustainability.16 Resilient transport infrastructure approaches include planning 
measures such as risk-informed infrastructure siting; engineering and structural “climate proofing” such 
as elevated road embankments, slope stabilization, enhanced drainage and durable paving; and 
nonphysical measures such as emergency response planning and capacity building. For roads, network 
redundancy (ensuring transport networks have spare capacity to accommodate disruption or emergency 
functions), hazard monitoring, and rapid repair systems are particularly important to minimize disruption 
and economic impacts associated with disasters and climate change.  
 

e. Regional Cooperation and Integration and Trade Corridors 
 
27. Facilitating trade and transport is at the core of regional cooperation and integration (RCI) 
because trade and transport stimulate economic development. International logistics services support 
the physical movement of goods, cross-border trade, and commerce within borders17 through a series of 
commercial transactions and physical flows. International trade usually requires a transport chain of more 
than one transport mode and several terminals. The World Bank’s Logistics Performance Index uses six 
key dimensions—including transport—to benchmark country performance.18  
 
28. International trade involves multiple complex interactions between people, governments and 
private companies, and relies on transport and telecommunications infrastructure, financial markets and 
information-processing. Trade requires connectivity along roads, rail, and sea, as well as border 
infrastructure and trade facilities. Better supply chains make it easier for people to access markets and 
economic activities, and to take advantage of opportunities. Figure 8 shows customer satisfaction with 
the punctuality of trade clearance, with South Asia having the lowest rating of the regions in the figure.19 

 
16  ADB. 2019. Building Resilient Infrastructure for the Future. ADB Sustainable Development Working Paper. No. 61. Manila. 
17  World Bank. 2018. Trade Logistics in the Global Economy. Washington, DC. 
18  The six key dimensions are: (i) efficiency of the clearance process (i.e., speed, simplicity, and predictability of formalities) by 

border control agencies, including customs; (ii) quality of trade and transport related infrastructure (e.g., ports, railways, roads, 
and information technology); (iii) ease of arranging competitively priced shipments; (iv) competence and quality of logistics 
services (e.g., transport operators, customs, and brokers); (v) ability to track and trace consignments; and (iv) timeliness of 
shipments in reaching destination within the scheduled or expected delivery time. 

19  World Bank. 2018. Connecting to Compete 2018: Trade Logistics in the Global Economy —the Logistics Performance Index and 
Its Indicators. Washington, DC. 
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29. Promoting trade requires a comprehensive approach. The keys to better trade corridors to 
facilitate regional economic growth are: (i) a cross-sectoral approach (a corridor is not just a physical 
structure, but a collection of transport and other logistics services, with policies and procedures that 
control the movement of freight and passengers through the corridor); (ii) PPPs (the private sector 
provides most of the transport and logistics services used in the corridor); (iii) the public sector (which 
affects the efficiency of these services by providing infrastructure and facilities, and by regulating their 
activities); (iv) physical and nonphysical investment (including customs reform and trade facilitation); and 
(v) high-quality connectivity infrastructure and the use of new and high-level technologies. Inclusion is 
an important element of a comprehensive approach to promoting trade, because the poor are 
disproportionately disconnected from global and regional markets.  

Figure 8: Satisfaction with the Punctuality of Trade Clearance, by Region 
 

 
 

Source: Logistics Performance Index. 2018. 
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A. Sustainable Transport Initiative Operational Plan, 2010–2020 
 

30. The STI-OP articulated ADB’s approach to the needs of DMCs experiencing economic growth, 
rising incomes, growing and aging populations, and increasing trade and urbanization.20 These 
developments require various types of transport support, including the need to address such negative 
side effects as congestion, damage to the environment, and rising numbers of road accidents. 
Consequently, the STI-OP aimed to strike a balance between supporting the development of DMCs and 
minimizing the negative impacts of transport interventions.21 The STI-OP identified three main strategic 
thrusts: (i) mainstreaming sustainable transport in ADB’s existing areas of operations, (ii) introducing new 
and enhanced sustainable transport operations to address emerging needs and challenges where 
effective forms of support are already available, and (iii) preparing new types of sustainable transport 
operations that require research, consultation, and pilot testing before they can be included in ADB 
transport operations.22 Under the first thrust, sustainable transport would be mainstreamed in the 
transport sector road maps of country partnership strategies, project designs, and technical assistance 
(TA) projects. For the second, new or enhanced operations would be introduced in five areas: urban 
transport, addressing climate change in the transport sector, cross-border transport and logistics, road 
safety, and social sustainability. For the third thrust, the STI-OP aimed to expand and improve ADB’s 
support for sustainable transport by incorporating sustainability considerations into transport investment 
plans and policies and by conducting research and pilots to establish new types of transport support. TA 
projects would be used to help DMCs prepare sustainable transport development plans. This would 

 
20  As early as 1992, ADB saw the challenges of the shift from agrarian to urban-based economies that many DMCs were 

experiencing today. The special section in the ADB Annual Report 1992 discussed the region’s urbanization challenges. Since 
urbanization is a normal result of economic development, interventions that will help provide infrastructure to support urban 
economic growth, improve the urban environment, and strengthen urban management, among other things, have been 
identified. Since then, however, there have been very few ADB operations in urban transport. It has only been since 2010, 
following adoption of the STI-OP, that ADB has provided a strong thrust for operations to move toward addressing urbanization 
challenges. See ADB. 1992. ADB Annual Report 1992. Manila.  

21  ADB. 2010. Sustainable Transport Initiative Operational Plan. Manila.  
22  In 2009, ADB set up the Urban Environment Infrastructure Fund under the Urban Financing Partnership Facility. The fund aims 

to support climate change mitigation and adaptation, public transport, water supply and sanitation, solid waste management, 
and urban renewal projects.  

Highlights 
 
ADB has mainstreamed sustainable transport since the adoption of Strategy 2020 in 2008.  ADB’s combined 
sovereign and nonsovereign transport portfolio accounted for 26% of ADB’s total sovereign and nonsovereign 
operations during 2010–2018. 
 
Recognizing that economic growth comes with negative spillovers, ADB’s support for transport, particularly in 
urban areas, has aimed to promote energy-efficient and low greenhouse-gas-emitting transport networks, road 
safety, and social sustainability. 
 
The Sustainable Transport Initiative Operation Plan, 2010–2020 (STI-OP), adopted in 2010, increased ADB’s 
emphasis on sustainable transport initiatives. It was intended to address unmet transport needs and to help 
DMCs make transport sustainable.  
 
During the first 3 years of the plan’s implementation, ADB’s urban transport operations significantly increased 
but they declined thereafter. Rail investment volumes increased, but not quickly enough to meet the targets for 
2020.  
 
TA projects have supported the STI-OP’s priority areas, including road safety and social sustainability. Regional 
TA projects were geared toward safeguards and supporting transport and trade facilitation. Country TA programs 
were provided to help develop national transport policies and to implement sector reforms.  
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require the transfer of advanced knowledge and skills to DMCs in transport demand management and 
road pricing; intelligent transport systems; and vehicle, engine, and fuel technology, among other areas. 
 
31. Findings from the 2017 midterm review of the STI-OP showed there had been slow progress in 
achieving its targets, which were subsequently revised. Originally, the STI-OP aimed for ADB to expand 
its operations in urban transport and rail, with targets of about 30% of ADB’s sovereign transport loan 
portfolio for urban transport and 25% for rail by 2020. The midterm review found that, although ADB 
had made steady progress, implementation had been slower than envisaged due to institutional 
constraints. These included limited staff expertise in sustainable transport, lack of arrangements to 
finance detailed project preparation and detailed designs for larger and complex projects, and 
accompanying risks associated with project readiness. Consequently, the 2020 targets were revised to 
20% of ADB’s sovereign transport loan portfolio for urban transport and 18% for rail. 
 

B. Portfolio 
 
32. Since the mid-1990s, ADB’s transport portfolio has, on average, been larger than the agriculture 
and energy portfolios, accounting for almost 30% of total operations.23 Within the transport sector, 
nonurban roads have been the main subsector. ADB has supported nonurban roads both through explicit 
road development projects and through roads incorporated into integrated rural development 
programs.24 From 1994 to 2018, 74.4% of ADB’s transport investments went to nonurban roads, 
followed by railway transport at 10.5%. In 2006, the first project tagged as an urban road project was 
approved: The Urban Development Sector Project in Mongolia for $35 million. Completed in 2015, the 
project, which had a road building component, successfully built and rehabilitated roads in 
Ulaanbaatar.25 
 
33. ADB support for the transport sector totaled $38.2 billion during 2010–2018. This excluded 
project preparatory TA projects (Appendix 3). Sovereign loans and grants accounted for 96.5% of total 
support, nonsovereign operations for 2.9%, and TA projects for 0.6% (Figure 9). The nonurban road 
subsector was the largest subsector ($26.4 billion, 69.0%), followed by urban transport ($5.9 billion, 
15.4%), and rail ($3.7 billion, 9.6%). 
 
34. STI-OP set targets for rail and urban transport to support ADB’s efforts to achieve environmental 
sustainability. Consistent with the STI-OP priorities, approved urban transport projects were all geared 
toward supporting environmentally sustainable growth. All sovereign and nonsovereign projects in urban 
transport were tagged as environmentally sustainable growth, while more than 50% of loan and grant 
rail projects aimed to contribute to both environmentally sustainable growth and RCI. The STI-OP also 
recognized the potential of cross-border railways and urban roads in corridor towns to support RCI. 
Minimal sovereign investments were made to support private sector development; 50% of the 
investments made were for air transport. All transport investments and projects aimed to promote the 
inclusive economic growth.26 In addition to nonsovereign operations, private sector development support 

 
23  From the mid-1960s to the mid-1980s, agriculture was, on average, the largest recipient of ADB funding, followed by energy. In 

the early 1990s, support for rural areas shifted from agriculture to transport, mainly through rural road development projects. 
By 1998, transport had become the most important sector of ADB operations, followed by energy. 

24  IED. 2009. Asian Development Bank’s Contribution to Inclusive Development through Assistance for Rural Roads. Special 

Evaluation Study. Manila: ADB.  
25  IED. 2017. Validation Report: Urban Development Sector Project in Mongolia. Manila: ADB. The project consisted of four 

components: (i) improving basic urban services, including the rehabilitation or construction of water supply, sanitation, and solid 
waste collection facilities; (ii) improving urban roads; (iii) providing small loans to traditional tent households for water supply 
connections and on-plot facility improvements; and (iv) providing institutional development and training of public urban services 
organizations and provincial governments. This project was classified under urban roads and traffic management.  

26  This finding is consistent with the 2019 annual evaluation review, which highlighted the weaknesses of ADB’s project 
categorization, under which all projects tended to be categorized as contributing to inclusive economic growth (see IED. 2019 
Annual Evaluation Review: Performance and Scorecards. Manila: ADB). Nevertheless, these data were used in this report to 
present the overall picture of what ADB intended to achieve in the transport sector.  
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was provided through TA projects, mostly in the Pacific region. Gender equity and mainstreaming was 
mostly supported through urban transport investments (77% of approved loans and grants). Only 19% 
of rail transport projects and 14% of transport policies and institutional development supported gender 
mainstreaming, and no multimodal logistics included mainstreaming. Even though nonurban roads were 
the largest part of ADB’s transport portfolio, RCI and gender equity and mainstreaming objectives were 
only targeted in fewer than 50 % of approved loans, grants, and TA projects, and only 62% aimed to 
support environmentally sustainable growth (Figure 10).  

 

 
 
35. Support for transport sector governance and capacity development was provided through 
sovereign investments and TA projects. Knowledge solutions, particularly for urban transport and rail, 
were provided through a limited number of TA projects. On average, 80% of these aimed to support 
governance and provide capacity development in the sector (Figure 11). In addition to TA projects, 
sovereign investments were used as leverage to influence transport plans and policies through policy 
support or capacity building for agencies, either by being embedded in the project design or through 
associated TA for managing project implementation. A small number of TA projects were approved, and 
few loans and grants aimed to support subsector knowledge solutions.  
 

Figure 9: ADB Support for Transport by Modality, 2010–2018 
($ billion and % of total) 

 
 

ADB = Asian Development Bank, NSO = nonsovereign operation, TA = technical assistance. 
Sources: ADB Database for sovereign loans and grants, and TA projects; Independent Evaluation Department database for 
NSO projects. 
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Figure 10: Approved ADB Transport Operations Supporting Strategy 2020 Strategic Agendas and Drivers of 
Change by Subsector, 2010–2018 

 

 
ADB = Asian Development Bank, ESG = environmentally sustainable growth, GEM = gender equity and mainstreaming, NSO = 
nonsovereign operations, PSD = private sector development, RCI = regional cooperation and integration, SOV = sovereign, TA = 
technical assistance. 
Note: Total refers to the number of loans/grants/investments/technical assistance projects by subsector. 
Source: ADB database. 
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C. Trends 
 

 Sovereign Loans and Grants  

 
36. Nonurban roads accounted for $26.2 billion of the total of $36.9 billion in ADB transport sector 
sovereign loans and grants during 2010–2018. Although sovereign loans and grants for urban transport 
increased from 2010 to 2012, their shares declined after that date (Figure 12). Rail investments, however, 
have significantly increased since 2013, and their average share of total transport investments has been 
steady at 12% during the last two periods (2013–2015 and 2016–2018), up from 6.1% during 2010–
2012. 

 

Figure 12: Sovereign Loans and Grants by Transport Subsector, 2010–2018 (%) 

 

 
Source: Asian Development Bank database. 
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Figure 11: Approved ADB Transport Operations Supporting Strategy 2020 Drivers of Change by 
Subsector, 2010–2018 

 
 

SOV = sovereign, TA = technical assistance. 
Note: Total refers to the number of loans, grants, or technical assistance projects by subsector. 
Source: Asian Development Bank database. 
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37. Urban transport investments were highest in East Asia during 2010–2018. Of the $5 billion in 
loans and grants for urban transport, 35.2% was invested in East Asia and 31.9% in Southeast Asia. Rail 
urban transport investments totaled $3.7 billion: 56.6% in South Asia, 24.1% in East Asia, and 19.3% in 
Central and West Asia (Figure 13). Given the geographical characteristics of Pacific island countries, 
transport investments there focused on other subsectors, including aviation and maritime transport. 
 

 

38. Other than stand-alone projects, the use of other financing modalities to provide innovative 
support to thematic areas prioritized by the STI-OP was minimal. Of the total 384 approved sovereign 
loans and grants during 2010–2018, stand-alone projects were the main instruments for ADB support, 
followed by multitranche financing facilities (MFFs). Almost 70% of the approved number of loans and 
grants were designed as stand-alone projects; 25.5% were designed as MFFs (Figure 14). Only 4.2% were 
designed to support sector programs: 0.8% as policy-based loans (three loans), and 0.3% as results-based 
loans (one loan). More support for sector programs would have enabled more complex and cross-sectoral 
collaboration in support of STI-OP focus areas. In Indonesia, a total of $700 million for two policy-based 
loans were approved to support the country’s medium- to long-term economic development plans 
through improved domestic and international connectivity.27 The other approved policy-based loan was 
for Azerbaijan’s Railway Sector Development Program, approved in 2017 and totaling $250 million. The 
only results-based loan was for Solomon Islands’ Sustainable Transport Infrastructure Improvement 
Program, totaling $21 million. This program aimed to improve the country’s multimodal transport 
system, including its safety, as one of the priorities under the government’s National Transport Plan.28 Of 
the $112.6 million in TA loan investments in Southeast Asia, $100 million was allocated to the Philippines 
to build the capacity of transport agencies to deliver their projects.29 
 

 
27 ADB. 2013. Report and Recommendation of the President to the Board of Directors: Proposed Policy-Based Loan to Indonesia for 

the Inclusive Growth through Improved Connectivity Program (Subprograms 1). Manila and ADB. 2013. Report and 
Recommendation of the President to the Board of Directors: Proposed Policy-Based Loan to Indonesia for the Inclusive Growth 
through Improved Connectivity Program (Subprograms 2) Manila. 

28  ADB. 2016. Report and Recommendation of the President to the Board of Directors: Proposed Results-Based Loan and 
Administration of Technical Assistance Grant to Solomon Islands for Sustainable Transport Infrastructure Improvement Program. 
Manila.   

29  ADB. 2017. Report and Recommendation of the President to the Board of Directors: Proposed Technical Assistance Loan to the 
Republic of the Philippines for the Infrastructure Preparation and Innovation Facility. Manila. The remaining $12.6 million was 
approved for Viet Nam’s Ho Chi Minh City Third Ring Road Technical Assistance Project (approved in May 2015). 

Figure 13: Transport Subsector Composition of Sovereign Loans and Grants by Region, 2010–
2018 ($ billion) 

 
Source: Asian Development Bank Database. 
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 Nonsovereign Operations  
 
39. Nonsovereign support for transport was limited to seven countries during 2010–2018: Armenia, 
the PRC, India, Myanmar, the Philippines, Sri Lanka, and Thailand. Of this, $843 million (75.3%) went to 
urban public transport. During 2010–2012, 81.2% of approvals were for urban transport projects. This 
fell significantly during 2013–2015 but picked up again in 2016–2018 (Figure 15). One urban transport 
project was canceled ($250 million, approved in 2011); this was the only urban transport project 
approved during 2010–2012.30 One project in water nonurban transport was also canceled ($18 million, 
approved in 2010).31 Without these projects, total nonsovereign investments during 2010–2018 
decreased to $852 million (Figure 16). 
 

 
30  ADB. 2011. Report and Recommendation of the President to the Board of Directors: Proposed Loan to India for the Bangalore 

Metro Rail Corporation Manila. 
31  ADB. 2010. Report and Recommendation of the President to the Board of Directors: Proposed Loan to Georgia for the Poti Sea 

Port Corporation. Manila. 

Figure 14: Transport Projects by Type, 2010–2018 (number of approvals) 
 

 
 

MFF = multitranche financing facility, PBL = policy-based loan, RBL = results-based loan, TA = technical assistance loan. 
Note: Five sector programs and 1 development financial institution project under the road transport (nonurban) were 

processed as an MFF. 

Source: Asian Development Bank Database. 
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 Technical Assistance Projects  

 
40. TA projects are ADB’s main means of supporting transport sector reforms and institutional 
capacity building. Transport TA projects totaled $233.9 million during 2010–2018. Of this, 35.3% 
supported transport policies and institutional development. During the early phase of the evaluation 
period (2010–2012), most TA projects were for nonurban roads (Figure 17). The year 2013 saw a 
significant shift toward transport policies and institutional development, and an increasing trend for 
nonurban rail transport projects. In the rail subsector, most support was for developing road maps and 
strategies. TA support for the Central Asia Regional Economic Cooperation (CAREC) Program and the 
Greater Mekong Subregion (GMS) Program was mainly to help identify railway investment plans in these 
subregions. Regional TA projects were approved to support capacity development for safeguards and to 

Figure 15: Nonsovereign Transport Operations by Subsector, 2010–2018 (%) 

 

 
Note: Includes two canceled projects.           

Source: Asian Development Bank (Independent Evaluation Department) database. 
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Figure 16: ADB Nonsovereign Operations for Transport Sector by Region, 2010–2018 
Excluding Cancelled Projects ($ million, %) 

 
  Source: Asian Development Bank (Independent Evaluation Department) database. 
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address climate change issues in the transport sector. In urban transport, TA projects were approved to 
design national policies for intelligent transport systems, manage and operate clean energy buses, and 
implement public transport strategies.   
 

 
 
41. A considerable amount of ADB’s TA transport support was for regional programs, safeguards, 
and project preparation. Out of the total of $233.9 million during 2010-2018, 30.6% supported ADB’s 
regional programs, such as CAREC (Figure 18).32 In addition, ADB knowledge departments, including the 
Sustainable Development and Climate Change Department (SDCC), provided TA support, focused mainly 
on capacity development in urban public transport. Of the regional TA projects totaling $28.6 million 
during 2010–2018 managed by SDCC, 39.3% supported urban public transport.33 A regional cluster TA 
project, involving five subprograms totaling $9.3 million, was approved to assist DMCs to identify and 
develop sustainable transport projects.34 In Southeast Asia and Central and West Asia,  regional TA 

 
32  In Central and West Asia, a regional policy advisory TA project was provided amounting to $5.5 million (ADB. 2012. Technical 

Assistance for Enhancing Coordination of the Central Asia Regional Economic Cooperation Program. Manila [TA 8148]), while in 
South Asia, capacity development TA amounting to $5 million (ADB. 2013. Technical Assistance for Improving Safeguard Policy 
Application in South Asia Developing Member Countries. Manila [CDTA 8569]) was provided. ADB’s knowledge department is 
currently implementing the research and development (ADB. 2015. Technical Assistance for Unlocking Innovation for 
Development. Manila. [TA 9017] [$5 million]), while the Office of Public-Private Partnership is currently implementing the capacity 
development (ADB. 2017. Technical Assistance for Strengthening Project Preparation Capacity in Asia and the Pacific. Manila [TA 
9098] [$5 million]). 

33  For example, ADB. 2013. Technical Assistance for the Implementation of Sustainable Transport in the Asia and Pacific Region – 
New Approaches to Implement Sustainable Low Carbon Transport in the Asia and Pacific Region (Subproject 5). Manila (TA 8189-
REG, October 2012 to June 2017; $4 million) and ADB. 2012. Technical Assistance for Implementation of Sustainable Transport 
in the Asia and Pacific Region – Promoting Socially Sustainable Transport through Improving Nonmotorized Transport (Subproject 
4). Manila (TA 8168-REG, September 2012 to August 2017; $3 million). 

34  ADB. 2011. Technical Assistance for the Implementation of Sustainable Transport in Asia and the Pacific Region – Better Transport 
Data for Sustainable Transport Policies and Investment Planning (Subproject 1). Manila (TA 8046-REG, $1 million); ADB. 2012. 
Technical Assistance Implementation of Sustainable Transport in Asia and the Pacific –Better Greenhouse Gas Assessment 
Methodologies in Sustainable Public Transport (Subproject 2). Manila (TA 8091-REG, $1 million); ADB. 2012. Technical Assistance 
for the Implementation of Sustainable Transport in Asia and the Pacific– Intelligent Transport Systems (ITS) for Better Urban 
Transport (Subproject 3) (TA 8101-REG, $0.3 million); ADB. 2012. Technical Assistance for the Implementation of Sustainable 
Transport in Asia and the Pacific Region – Promoting Socially Sustainable Transport through Improving Nonmotorized Transport 
(Subproject 4) (TA 8168-REG, $3 million); ADB. 2012. Technical Assistance for the Implementation of Sustainable Transport in 
Asia and the Pacific Region – New Approaches to Implement Sustainable Low Carbon Transport in the Asia and Pacific Region 
(Subproject 5). Manila (TA 8189-REG, $4.01 million). 

Figure 17: Technical Assistance Projects by Transport Subsector, 2010–2018 

 
Source: Asian Development Bank Database. 
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projects were  approved to support rail reforms.35 In 2015, a follow-on regional TA project was approved 
for $5 million to scale up innovation in ADB transport investments in DMCs.36 In 2017, a regional TA 
project was approved ($3.5 million) to increase ADB’s sustainable transport operations.37 In the same 
year, another regional TA project was approved to support the use of country safeguard systems in ADB.38 
To build the capacity of DMCs to identify and develop bankable sustainable transport projects with 
private sector participation, a regional cluster TA project managed by ADB’s Office of Public–Private 
Partnerships was approved in 2016, with subprogram 1 totaling $5 million. Other than building the 
capacity of DMCs and providing PPP knowledge support, no specific targets were set on the number or 
volume of investments to be developed through this TA project.39 Except for the regional cluster TA 
project, all these projects are ongoing.40 
 

                       
 
42. Regional TA projects under the CAREC program aimed to support transport and trade facilitation 
strategies. Two regional TA projects totaling a combined $4.8 million were approved to provide policy 
and advisory support to update the CAREC Transport and Trade Facilitation Strategy, 2020 and to 
enhance the capacity of CAREC countries to implement it.41 To support implementing the trade 
facilitation strategy at the country level, a $15.4 million TA project for Pakistan’s national transport policy, 

 
35  Southeast Asia regional TA projects in the railway sector include: (i) ADB. 2010. Technical Assistance for Planning the GMS Railway 

Coordination Office. Manila (TA 7678-REG, December 2010 to September 2012; $225,000); (ii) ADB. 2013. Technical Assistance 
for Support for the Establishment of the Greater Mekong Railway Association. Manila (TA 8529-REG, December 2013 to 
September 2016; $225,0000); (iii) ADB. 2016. Technical Assistance for Connecting the Railways of the Greater Mekong 
Subregion. Manila (TA 9123-REG, June 2016 to September 2018; $500,000). In Central and West Asia, the Railway Sector 
Development in Central Asia Regional Economic Cooperation Countries was approved in November 2018 amounting to $2 
million. The said TA is expected to be completed in December 2022. 

36  ADB. 2015. Technical Assistance for Unlocking Innovation for Development. Manila (TA 9017-REG).  
37  ADB. 2017. Technical Assistance for the Implementation of Sustainable Transport for All. Manila (TA 9420-REG).  
38   ADB. 2017. Technical Assistance for Facilitating the Use of Country Safeguard Systems and Strengthening Safeguards Delivery. 

Manila (TA 9354-REG). 
39  ADB. 2016. Technical Assistance for Strengthening Project Preparation Capacity in Asia and the Pacific – Support for Capacity 

Development, Knowledge and Networking (Subprogram 1). Manila (TA 9098-REG). No document available: 
https://www.adb.org/projects/49407-002/main#project-pds 

40  All the five subprograms under the regional cluster TA are closed but no completion reports. 
41  ADB. 2012. Technical Assistance for CAREC Midterm Review of the Transport and Trade Facilitation Strategy. Manila                       

(TA 8160-REG) and ADB. 2014. Technical Assistance for Knowledge Sharing and Services in Transport and Transport Facilitation. 
Manila (TA 8789-REG). 

Figure 18: Technical Assistance Projects by Region, 2010–2018 
($ million, %) 

 
REG = regional. 
Source: Asian Development Bank Database. 
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including a national road safety program, was approved in 2015.42 Other country-level TA projects in 
Central and West Asia were approved to help develop a transport plan and policy, urban development 
investment projects, and to conduct assessment and capacity building to implement sustainable 
transport.43 
 
43. ADB support for road safety was through regional TA projects and policy and capacity building 
support for selected countries. In total, $4 million was provided, mainly to develop national road safety 
strategies and capacity building programs for road safety.44 The South Asia regional TA program covered 
Bhutan and Nepal. An additional TA project was approved for Nepal’s gender-inclusive road safety policy 
and action plan.45 Before the regional TA project for South Asia was approved, country TA support was 
provided to Bangladesh and India.46 India’s TA project included capacity building for private sector 
participation in road development. In East Asia, two TA projects were approved for Mongolia to develop 
and implement a national road safety policy and action plan, and one in the PRC to improve the safety 
of highway road use through intelligent transport systems.47 
 
44. Although regional TA projects had the biggest share of TA support for transport, two country 
capacity development TA projects were approved, totaling $41.4 million or 17.7% of the total support. 
The biggest was approved in 2011 to help Viet Nam prepare detailed designs for and support 
implementation of the Central Mekong Delta Region Connectivity Project. At $26 million, the TA support 
was almost half of the entire TA amount to Southeast Asia during the evaluation period. The other 
country-specific TA support was to Pakistan in 2015 for the Enabling Economic Corridors through 
Sustainable Transport Sector Development Project (para. 42). Both projects are expected to be completed 
by 2020.48 
 
45. Several TA projects in the Pacific aimed to support transport reforms and set up the institutions 
necessary to carry out these reforms. In Fiji, national transport policies, including a 2-year investment 
plan for nonurban roads, were approved in 2013, and a 15-year ports development master plan was 
planned in 2015.49 In Papua New Guinea, a road traffic authority was planned in 2012. TA support to 
develop a road map, policy framework, and investment program for air transport that will result in a 

 
42  ADB. 2015. Technical Assistance for Enabling Economic Corridors through Sustainable Transport Sector Development in Pakistan. 

Manila (TA 8990-PAK). 
43  ADB. 2014. Technical Assistance for Transport Sector Master Plan Update in Afghanistan. Manila (TA 8687-AFG), ADB. 2013. 

Technical Assistance for the Urban Development in Secondary Cities in Armenia. Manila (TA 8361-ARM), and ADB. 2014. Technical 
Assistance for Support for Transportation Policy in Georgia. Manila (TA 8682-GEO), ADB. 2015. Technical Assistance for Project 
Management Support to the Ministry of Transport and Communication in Armenia. Manila (TA 8896-ARM), ADB. 2018. Technical 
Assistance for the CAREC Corridor 3 (Bishkek-Osh Road) Improvement, Phase 4 in Kyrgyzstan. Manila (TA 9568-KGZ), ADB. 2011. 
Technical Assistance for Capacity Building for the Flood Emergency Reconstruction Project in Pakistan. Manila (TA 7795-PAK), 
and ADB. 2015. Technical Assistance for Capacity Building of Institutions Handling Disasters in Pakistan. Manila. (TA 8912-PAK). 

44  ADB. 2011. Technical Assistance for South Asia Road Safety Programs (Phase 1: Bhutan and Nepal). Manila (TA 8027-REG); ADB. 
2012. Technical Assistance for Improving Road Safety in the Association of Southeast Asia Nations. Manila (TA 8075-REG); ADB. 
2014. Technical Assistance for Enhancing Road Safety for Central Asia Regional Economic Cooperation. Manila (TA 8804-REG). 

45  ADB. 2018. Technical Assistance for the Institutional Strengthening of Road Safety and Gender Equality in Nepal. Manila              
(TA 9604-NEP). 

46  ADB. 2011. Technical Assistance for Road Safety Improvement Programs in Bangladesh. Manila (TA 7840-BAN) and ADB. 2011. 
Technical Assistance for Capacity Building for Road Safety and Public Private Participation Support in India. Manila                          
(TA 7785- IND). 

47  ADB. 2016. Technical Assistance for Development of Road Safety Policy and Action Plan in Mongolia. Manila (TA 9137-MON), 
ADB. 2018. Technical Assistance for Institutional Strengthening for Road Safety in Mongolia. Manila (TA 9579-MON), and ADB. 
2012. Technical Assistance for Highway Safety and Information System Project in the People’s Republic of China. Manila                
(TA 8209-PRC). 

48  ADB. 2011. Technical Assistance for the Central Mekong Delta Connectivity in Viet Nam. Manila. (CDTA 7822-VIE, $26 million, 
ongoing); ADB. 2015. Technical Assistance for Enabling Economic Corridors through Sustainable Transport Sector Development 
in Pakistan. Manila (CDTA 8990-PAK, $15.4 million, ongoing); ADB. 2012. Technical Assistance for Enhancing Coordination of 
the Central Asia Regional Economic Cooperation Program. Manila (PATA 8148-REG, $5.5 million, closed). No TA completion 
report available. 

49  ADB. 2013. Technical Assistance for Transport Sector Planning and Management in Fiji. Manila (TA 8514-FIJ) and ADB. 2015. 
Technical Assistance for Ports Development Master Plan in Fiji. Manila (TA 9063-FIJ). 
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comprehensive civil aviation investment program suitable for ADB financing was approved in 2018.50 In 
Samoa, ADB aimed to support the development of a 20-year ports development master plan. In Timor-
Leste, ADB aimed to support the country’s results-based and long-term strategic plan for the Ministry of 
Public Works, and a comprehensive road maintenance strategy plan, including the drafting of legislation 
to establish a national land transport authority.51 ADB also planned to support the establishment of the 
Vanuatu Maritime Safety Administration (later changed to the Office of the Maritime Regulator), and to 
restructure the Solomon Islands Maritime Safety Administration.52  
 
46. In South Asia, TA projects aimed to tackle priority areas in transport, including operational 
efficiency, private sector participation, social sustainability and inclusion, institutional development, and 
RCI. In India, three TA projects were approved to enable people with disabilities to participate in designing 
and implementing road management business processes.53 ADB also aimed to help the country prepare  
Nationally Appropriate Mitigation Actions under the United Nations Framework Convention on Climate 
Change (UNFCCC), improve the capacity of the Ministry of Railways to quantify and record carbon 
emission reduction improvements, and develop the country’s economic corridors and urban transport.54 
ADB also provided TA support to India and Sri Lanka to prepare operational management plans, introduce 
new instruments and technologies through capacity development, prepare toll rate policies, and develop 
an electronic cargo tracking system. All these were designed to involve the private sector.55  
 
47. TA projects in Southeast Asia aimed to support various focus areas under the STI-OP, including 
road safety, private sector participation, and safeguards. Support for road safety was mostly provided 
through a TA project associated with an ADB loan.56 However, a dedicated TA project was approved in 
2015 to help Myanmar develop road safety programs and management capacity. To develop 
infrastructure PPP projects and encourage private sector participation in transport, TA projects were 
approved to help countries strengthen their strategic and legal frameworks and to develop sector plans 
for private sector participation in road maintenance.57 In Thailand, a TA project was approved to develop 
a financing modality that would involve the private sector in the development of the Bangkok Motorway 
Project. In Cambodia, a TA project was approved to improve the government’s capacity to identify, 
prepare, and manage PPP projects. In the Lao People’s Democratic Republic, a TA project was approved 

 
50  ADB. 2012. Technical Assistance for Regulating and Sustaining Road Transport in Papua New Guinea. Manila (TA 8123-PNG) and 

ADB. 2018. Technical Assistance for Preparing the Civil Aviation Investment Program. Manila (TA 9644-REG). 
51  ADB. 2015. Technical Assistance for Ports Development Master Plan in Samoa. Manila (TA 8889-SAM), ADB. 2012. Technical 

Assistance for Infrastructure Management in Timor-Leste. Manila (TA 8278-TIM), and ADB 2018. Technical Assistance for 
Promoting Sustainable Land Transport Infrastructure in Timor-Leste. Manila (TA 9502-TIM). 

52  ADB. 2011. Technical Assistance for Establishment of Maritime Safety Administration in Vanuatu. Manila (TA 7938-VAN, 
piggybacked to Loan 2820) and ADB. 2016. Technical Assistance for Strengthening Solomon Islands Maritime Safety and 
Establishing Solomon the Solomon Islands Maritime Safety Authority. Manila (TA 9127-SOL). 

53 ADB. 2010. Technical Assistance for Capacity Building for Karnataka State Road Sector in India. Manila (TA 7667-IND), ADB. 2011. 
Technical Assistance for Capacity Building for North Eastern State Roads Sector in India. Manila (TA 7838-IND, piggybacked to 
Loan 2770) and ADB. 2012. Technical Assistance for Advanced Project Preparedness for Poverty Reduction Capacity Building for 
North East Road (Subprogram 24) in India. Manila (TA 8063-IND). 

54  ADB. 2010. Technical Assistance for Capacity Building for Bihar State Road Sector in India. Manila (TA 7598-IND), ADB. 2011. 
Technical Assistance for Enhancing Readiness of the Railway Sector Investment Program in India. Manila (TA 7828-IND), and 
ADB. 2015. Technical Assistance for Supporting the Preparation and Implementation of the Comprehensive Integrated Master 
Plan for the Vizag–Chennai Industrial Corridor in India. Manila (TA 8949-IND). 

55  ADB. 2016. Technical Assistance for Strengthening Bridge Operation and Management in India. Manila (TA 9125-IND), ADB. 
2018. Technical Assistance for Capacity Building for Project Design, implementation and Evaluation in India. Manila                        
(TA 9635-IND), ADB. 2016. Technical Assistance for National Port Master Plan in Sri Lanka. Manila (TA 9161-SRI), ADB. 2018. 
Technical Assistance for Expressway Operations Improvement Project in Sri Lanka. Manila (TA 9596-SRI), and ADB. 2018. 
Technical Assistance for Supporting Trade Logistics Facilitation in Sri Lanka. Manila (TA 9597-SRI).   

56  ADB. 2011. Technical Assistance for Supporting Strengthening and Institutional Reform—Department of Land Transport of the 
Ministry of Public Works in Cambodia. Manila (TA 8005-CAM), ADB. 2012. Technical Assistance for Maximizing Transport Benefits 
through Community Engagement in Myanmar. Manila (SSTA 8304-MYA), and ADB. 2011. Technical Assistance for the Central 
Mekong Delta Connectivity Technical Assistance Project in Viet Nam. Manila (TA 7822-VIE). 

57  ADB. 2012. Technical Assistance for Supporting Inclusive Growth Through Better Connectivity in Indonesia. Manila                         
(TA 8215-INO), ADB. 2015. Technical Assistance for Improving Road Network Management and Safety in Myanmar. Manila        
(TA 8987-MYA), and ADB. 2017. Technical Assistance for Institutional Capacity Building in the Road Sector in Cambodia. Manila 
(TA 9300-CAM). 
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to provide knowledge products and services on PPPs in urban transport.58 Three TA projects in Cambodia 
were approved mainly to support the implementation of safeguard and resettlement measures in ADB-
supported transport projects.59 
 
48. In East Asia, several TA projects were approved to support environmentally sustainable transport 
operations. Out of 30 approved TA projects during 2010–2018, 19 or 63.3% were in the PRC. Policy 
advisory support was provided to the PRC to make urban transport and railways environmentally 
sustainable, to draft a sector development strategy, and to prepare an investment program for water 
and multimodal logistics transport.60   
 

 Summary 
 
49. The approval of the STI-OP provided initial momentum for ADB to achieve the financial targets 
for transport investments set in the plan, particularly for the urban and rail subsectors, but this was not 
sustained. The directional target of STI-OP focused on a shift toward investments in urban transport and 
railways. During 2010–2012, the first 3 years of the STI-OP’s implementation, urban transport operations 
significantly increased, but they subsequently declined. Although there was an increasing volume of rail 
investments, progress was not fast enough to meet the 2020 target for this transport subsector.  
 
50. Private sector participation in the transport sector was very limited, despite transport being one 
of the largest sectors in ADB operations. ADB saw an opportunity to increase its nonsovereign operations 
in transport through investments in urban transport. It made a significant effort to increase the number 
of its urban transport investments during the first 3 years of STI-OP implementation (2010–2012) and in 
the last 3 years (2016–2018). Nevertheless, these efforts rarely resulted in private sector projects that 
were attractive to investors. There was a significant disconnect between ADB’s strategic ambition to 
support greater private sector participation in its operations and the private sector’s actual participation 
in ADB’s largest portfolio. 
 
51. Significant investments in knowledge products and services were provided to mainstream the 
STI-OP. Regional TA projects aimed to provide knowledge support to operations departments in climate 
change, road safety, and intelligent transport systems, among other areas. This was with an overall 
objective of turning the knowledge generated into sustainable transport projects that would support 
DMCs. Several country TA projects were approved to support the efforts of DMCs to scale up their 
transport operations. While this body of knowledge was provided to help generate and implement 
transport projects across all subsectors, its support for the urban transport and rail subsectors, as well as 
for improving private sector participation, fell short, as evidenced by ADB’s declining investment in urban 
transport, its limited investment in rail, and the very small amount of private sector participation in 
transport. The knowledge generated was not converted into operations. 

 
58  ADB. 2013. Technical Assistance for Thailand Intercity Motorway Project. Manila (SSTA 8219-THA), ADB. 2014. Technical 

Assistance for Capacity Development for Public-Private Partnerships in Cambodia. Manila (TA 8773-CAM), and ADB. 2018. 
Technical Assistance for Capacity Building for Vientiane Sustainable urban Transport Project in Lao PDR. Manila (TA 9499-LAO). 

59  ADB. 2014. Technical Assistance for Advance Actions for the Flood Damage Emergency Reconstruction Project in Cambodia. 
Manila (TA 8051-CAM), ADB. 2014. Technical Assistance for Planning and implementation of Resettlement Activities under GMS 
Rehabilitation of Railway Project in Cambodia. Manila (TA 8680-CAM), and ADB. 2014. Technical Assistance for the Strengthening 
Resettlement and Income Restoration Implementation in Cambodia. Manila (TA 8810-CAM). 

60  ADB. 2011. Technical Assistance for Improving Energy Efficiency and Reducing Emission thru Intelligent Railway Station Building 
in the People’s Republic of China. Manila (TA 7916-PRC), ADB. 2011. Technical Assistance for Beijing Sustainable Urban Transport 
Project in the People’s Republic of China. Manila (TA 7976-PRC), ADB. 2013. Technical Assistance for Strategy for Restructuring 
Inland Waterway Transport and Multimodal Logistics in Chongqing in the People’s Republic of China. Manila. (TA 8476-PRC), 
and ADB. 2015. Technical Assistance for Policy Study on the Development of Intercity Railway in the Beijing-Tianjin-Hebei Region 
in the People’s Republic of China. Manila (TA 8968-PRC). 
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52. This chapter reviews the STI-OP, which guided ADB’s transport operations under Strategy 2020. 
It summarizes the corporate strategies that influenced the STI-OP and examines how the STI-OP is 
positioned within the ADB operational priorities under the new Strategy 2030.  
 

A. STI-OP Relevance  
 
53. ADB’s corporate strategies recognize the transport sector’s crucial role in addressing ADB’s 
overarching goal of reducing poverty. In 2008, ADB defined its strategic directions in Strategy 2020.61 
This identified three critical strategic agendas: (i) inclusive economic growth, (ii) environmentally 
sustainable growth, and (iii) regional integration.62 To meet them, ADB planned to focus on supporting 
infrastructure, the environment, and RCI.63 The transport sector cuts across these three major core areas 
of operations. In addition to ADB’s continued support for agriculture and rural development through 
rural transport, ADB targeted its investments at improving transport connectivity, modernizing public 
transport systems, supporting cleaner modes of transport to emphasize environmentally sustainable 
growth, and strengthening cross-border transport connections as part of RCI initiatives. ADB’s support 
for RCI under Strategy 2020 was consistent with the Regional Cooperation and Integration Strategy 
adopted in 2006, which highlighted the increasing interconnectedness of countries through transport 
networks. That strategy identified four RCI pillars, which included “improved cross-border infrastructure 
and physical connectivity.”64 In its operational plan (2016–2020), it further identified “strengthening 
connectivity between countries” as one of the three operational directions.65 
 

 
61  The earlier long-term strategic framework 2001–2015 identified investments in public infrastructure as part of ADB’s core 

strategic area of intervention for sustainable economic growth. With poverty reduction as the overarching goal, the framework 
recognized that, in order to have a sustained growth, investments in both physical and social infrastructure are needed. See 
ADB. 2001. Moving the Poverty Reduction Agenda Forward in Asia and the Pacific: The Long-term Strategic Framework of the 
Asian Development Bank (2001–2015). Manila. 

62  ADB. 2008. Strategy 2020: The Long-Term Strategic Framework of the Asian Development Bank 2008–2020. Manila.  
63  The other major core areas of operations are finance sector development and education. 
64  Pillar 1 is regional and subregional economic cooperation. Pillar 2 is trade and investment cooperation and integration (long-

term impact: increased international trade and investment with regional and nonregional economies). Pillar 3 is monetary and 
financial cooperation and integration (long-term impact:  regional macroeconomic and financial stability and financial market 
development. Pillar 4 is cooperation in regional public goods (long-term impact: improved regional environments, health, and 
social conditions). ADB. 2006. Regional Cooperation and Integration Strategy. Manila.  

65 ADB. 2016. Operational Plan for Regional Cooperation and Integration, 2016-2020: Promoting Connectivity, Competitiveness, 
Regional Public Goods, and Collective Action for Asia and the Pacific. Manila. 

Highlights 
 
ADB’s Sustainable Transport Initiative Operation Plan (STI-OP) focuses on connectivity, inclusiveness, and 

sustainability.  

 
The plan identifies investments in transport as a means to reduce poverty through improving physical 
connectivity, which catalyzes economic growth and regional development.  
 
Better access to markets and social services, especially in rural areas, would benefit poor and marginalized 
populations.  
 
Following the adoption of the ADB corporate strategy, Strategy 2020, and the STI-OP, ADB aimed to address the 
transport needs of DMCs and, ultimately, to achieve its targets for 2020.  
 
The focus of regional cooperation and integration in the STI-OP was consistent with ADB’s Regional Cooperation 
and Integration Strategy, adopted in 2006.  
 
ADB’s subsequent corporate strategy, Strategy 2030, reinforced the critical role played by transport across all 
operational priorities.   
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54. The STI-OP supported the development of sustainable transport systems in Asia and the Pacific.  
It aligned ADB’s transport operations with Strategy 2020. It recognized that, while transport initiatives 
help promote economic growth and opportunities, they can have negative spillovers that have to be 
mitigated. The STI-OP was ADB’s first operational plan for the transport sector, although transport has 
been ADB’s largest portfolio since the 1990s.66 The STI-OP defined a sustainable transport system as one 
that is accessible, safe, environment-friendly, and affordable. It identified three strategic thrusts:  
(i) mainstreaming sustainable transport in existing areas of operations, (ii) introducing new and enhanced 
sustainable transport operations, and (iii) preparing new types of sustainable transport operations.  
 

B. Mainstreaming STI-OP 
 

 Knowledge Support and Cross-Thematic and Sector Collaboration 
 
55. The first 2 years (2010–2011) of the STI-OP were dedicated to getting the plan underway and 
making it known within ADB. ADB aimed to build up lending pipelines with DMCs as the plan was 
implemented. During the first phase, the STI-OP was disseminated and promoted within ADB through 
seminars, workshops, and sector group meetings, including the biennial ADB Transport Forum, ADB’s 
largest knowledge-sharing event for transport. For this, a significant amount of TA support was approved 
(Chapter 2).  
 
56. Establishment of the transport sector group led to more leadership within the transport sector 
and greater collaboration with other sector groups. The STI-OP’s midterm review noted that, at the time 
of its approval in 2010, the Transport Community of Practice (reconstituted as the Transport Sector 
Group) had no formal authority and only limited influence over operations departments. It was only in 
2015, through an ADB-wide reform of ADB’s communities of practice, that the new sector groups began 
to prepare operational plans. Many staff in the transport sector group feel that the new group has helped 
to (i) build pipelines of sustainable transport projects; (ii) initiate upstream dialogue on sustainable 
transport in DMCs; (iii) facilitate long-term engagement in policy reform, sector development master 
plans, and sector programs; and (iv) finance and implement larger and more long-term project pipelines. 
 
57. The STI-OP strengthened gender mainstreaming in transport projects and ADB support for RCI. 
In 2012, Guidelines for Gender Mainstreaming Categories of ADB Projects were issued and in 2013 the 
Gender Equality and Women’s Empowerment Operational Plan —ADB’s Gender Tool Kit—provided 
guidance to staff on how to integrate gender issues into transport projects.67 RCI, which had been a 
priority since the mid-1990s, was further strengthened by the Regional Cooperation and Integration 
Strategy, adopted in 2006, and by Strategy 2020 in 2008. Although all these initiatives built a body of 
knowledge, implementation of the STI-OP missed the opportunity to integrate this knowledge into the 
operational plan, particularly after the midterm review in 2017. 

 Country Partnership Strategies 
 
58. The evaluation found that, for the most part, ADB country partnership strategies (CPSs) did not 
explicitly explain how the strategic approach and the three main thrusts of the STI-OP could be 
mainstreamed at the country level. The STI-OP required CPSs to consider all the elements of sustainable 

transport and to find the best balance between them to develop accessible, affordable, safe, and 
environment-friendly transport systems. The evaluation reviewed 42 CPSs approved after 2010 to gain a 
better understanding of how the STI-OP’s principles had been integrated into country strategies. It found 

 
66  In 2008, ADB approved the Operation Plan for Health (see para. 4 of the Operational Plan for Health 2015–2020) 

https://www.adb.org/sites/default/files/institutional-document/160119/operational-plan-health-2015-2020.pdf. In 2009, ADB 
approved the Operational Plan for Agriculture, Food Security, and Natural Resources Operational Plans (ANRRD) (see para. 94 of 
IED’s Sector-wide Evaluation on ADB Support for ANRRD) https://www.adb.org/sites/default/files/evaluation-
document/410991/files/se-anrrd-final.pdf.  

67  ADB. 2013. Gender Tool Kit: Transport, Maximizing the Benefits of Improved Mobility for All. Manila. 

https://www.adb.org/sites/default/files/institutional-document/160119/operational-plan-health-2015-2020.pdf
https://www.adb.org/sites/default/files/evaluation-document/410991/files/se-anrrd-final.pdf
https://www.adb.org/sites/default/files/evaluation-document/410991/files/se-anrrd-final.pdf
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that, in most CPSs, there was no discussion on how the priority areas of STI-OP were to be operationalized 
in the countries. While some CPSs discussed ADB’s support for RCI, gender, climate change and private 
sector participation, the discussion in these areas was in broad and generic terms.  Furthermore, although 
the STI-OP highlighted international agendas, such as climate change, road safety, social sustainability, 
and RCI, they were not discussed in the CPSs in a comprehensive and cross-sectoral way. CPSs still typically 
took an infrastructure approach to transport, and there was little evidence of a shift toward service 
delivery. CPS indicators mostly monitored outputs; very few monitored outcomes. 
 
59. Four main constraints hindered DMCs from fully understanding the STI-OP’s relevance to their 
country circumstances. First, the STI-OP was not available in local languages, which restricted its reach. 
Second, the links between the STI-OP, CPSs, and country operation business plans were weak. Third, 
there appears to have been no systematic effort to mainstream the principles of the STI-OP into policy or 
program discussions; instead, the emphasis was still on project implementation. Fourth, most DMCs 
typically focused on mobility rather than on sustainable transport, and ADB was not effective in changing 
the mindsets of DMC stakeholders. 
 
60. The reviewed CPSs did not adapt the STI-OP’s avoid–shift–improve approach, which was expected 
to facilitate the formulation of country strategies.68 For example, India’s CPS, 2013–2017 supported three 
distinct transport subsectors—roads and road safety, integrated multimodal transport in key urban areas, 
and regional cooperation for lagging states—but by the time of the CPS, 2018–2022 interest had shifted 
to cross-border considerations. ADB planned to invest in embedding low-carbon solutions in transport 
investments, but there is no clear understanding of how synergies across programs or subsectors, 
especially for urbanization and climate change, would be tapped. It was also not clear how a well-
planned combination of transport, energy, water, and sanitation interventions would emerge as low-
carbon solutions in infrastructure investments. Overall, part of the reason for this disconnect between 
the STI-OP and CPSs could be because CPS strategies are more demand-driven, while the STI–OP 
highlighted international agendas, such as climate change. Although the reviewed CPSs discussed 
collaboration among donors, this was not evident in the countries visited for this evaluation.  
 

C. Relevance of the STI-OP to International Agendas and Strategy 2030 
 
61. Strategy 2030 aims to help ADB respond more effectively to the region’s changing needs, 
including the challenges in the transport sector as identified by the STI-OP. Strategy 2030 is committed 
to continuing ADB’s efforts to eradicate extreme poverty and achieve inclusive, resilient, and sustainable 
growth through seven operational priorities.69 Within these priorities, ADB support for transport was 
reinforced, especially in (i) achieving better health through road safety, (ii) accelerating a pattern of 
development with low greenhouse gas emissions by implementing  sustainable transport and urban 
transportation strategies, (iii) supporting mass public transport (subways and bus systems linked to cycle 
and pedestrian pathways, for example); and (iv) transforming transport corridors into trade and 
economic corridors through stronger multimodal transport links across subregions. Strategy 2030 
supports the expansion of ADB operations in urban transport through private sector development.70  
 

 
68 “Avoid” means reducing the need to travel, for example by integrating land use and transport planning to create local clusters 

of economic activity that require less mobility; by changing how production is organized; and by developing multimodal logistics 
chains to cut unnecessary trips. “Shift” means changing to more energy-efficient modes or routes, such as shifting from road to 
rail or waterways, or onto well-defined trucking routes, or shifting passengers from private vehicles to public transport and 
nonmotorized modes. “Improve” means using technologies that are more energy-efficient, including through improving vehicle 
standards, inspection, and enforcement; developing improved vehicle technologies and fuels; and improving transport efficiency 
using information technology. ADB. 2010. Sustainable Transport Initiative Operational Plan. Manila. 

69  The seven operational priorities are (i) addressing remaining poverty and reducing inequalities; (ii) accelerating progress in gender 
equality; (iii) tackling climate change, building climate and disaster resilience, and enhancing environmental sustainability;  
(iv) making cities more livable; (v) promoting rural development and food security; (vi) strengthening governance and 
institutional capacity; and (vii) fostering RCI.  

70  ADB. 2018. ADB Strategy 2030: Achieving a Prosperous, Inclusive, Resilient, and Sustainable Asia and the Pacific. Manila.  
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62. The STI-OP’s three main thrusts remain relevant, consistent with Strategy 2030’s thematic areas, 
and aligned with the SDGs (Table 3). The evaluation found that the STI-OP supported ADB’s corporate 
objectives and were aligned with international standards and targets that were established after its 
approval. In addition to the SDGs, the STI-OP was consistent with the UN Decade for Road Safety, an 
initiative that also started in 2010 with the aim of halving road fatalities by 2020. The STI-OP was well 
aligned with global efforts to address climate change challenges as reflected in the 2015 Paris Climate 
Change Agreement. 
 

Table 3: Alignment of STI-OP Approaches with ADB Priorities and Sustainable Development Goals 
2010 Sustainable Transport 
Initiative Strategy 2030 Operational Priorities 

Sustainable  
Development Goals 

Road Safety  
 

OP1: Addressing Remaining Poverty and Reducing 
Inequalities 
• Better health for all by tapping synergies 

with ADB’s portfolio in transport (road 
safety) 

SDG3: Good Health and 
Well-being 

Social Sustainability 
 
Climate Change  
 
Urban Transport 
 
Nonurban Transport 
  
 

OP2: Accelerating Progress in Gender Equality 
• Narrowing gender gaps and benefiting 

women, e.g., community road projects that 
enhance women’s access to services and 
markets. 

• Reducing time poverty of women through 
investments that reduce the burden and time 
spent in unpaid domestic and care work and 
enhance time for productive work. 

SDG5: Gender Equality  
SDG8: Decent Work and 
Economic Growth 
 

OP3: Tackling Climate Change, Building Climate 
and Disaster Resilience and Enhancing 
Environmental Sustainability 
• Putting in place sustainable transport and 

urban transport strategies to encourage 
DMCs to shift to a low greenhouse gas 
emission development path 

SDG9: Industry, Innovation, 
and Infrastructure  
SDG13: Climate Action 

OP4: Making Cities More Livable 
• Supporting mass public transport such as 

subways and bus systems linked to cycles 
and pedestrian pathways  

SDG9: Industry, 
Innovation, and 
Infrastructure 
SDG11: Sustainable Cities 
and Communities 

OP5: Promoting Rural Development and Food 
Security 
• Improving market connectivity and 

agricultural value chains through rural roads 

SDG1: No Poverty 
SDG9: Industry, Innovation, 
and Infrastructure 

OP6: Strengthening Governance and Institutional 
Capacity 
• Supporting public management reforms and 

financial stability (operation and maintenance) 

SDG16: Strong Institutions 
 

Cross-Border Transport 
Logistics 
 

OP7: Fostering Regional Cooperation and 
Integration 
• Developing multimodal transport 
• Incorporating technological changes into 

transport connectivity 
• Enhancing the sustainability and resilience of 

cross-border transport infrastructure 
• Improving soft infrastructure such as 

transport facilitation agreements to help the 
efficient movement of goods, vehicles and 
people   

SDG9: Industry, Innovation, 
and Infrastructure  
SDG17: Partnerships for the 
Goals 

OP = operational priority, SDG = sustainable development goal. 
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Note: OP6: Strengthening Governance and Institutional Capacity completes the seven operational priorities. Although transport is 
not explicitly discussed under this priority, it is still relevant to the transport sector, through investments in institutional building and 
good governance in public institutions involved in policy reforms in the transport sector. The relevant results framework indicators 
for OP6 are (i) the number of entities with improved management functions and financial stability, and (ii) the number of entities 
with improved service delivery. 
Sources: Asian Development Bank (ADB). 2010. Sustainable Transport Initiative Operational Plan. Manila; ADB. 2016. Operational 
Plan for Regional Cooperation and Integration, 2016–2020. Manila; ADB. 2017. Midterm Review of the Sustainable Transport 
Initiative Operational Plan. Manila; ADB. 2018. ADB Strategy 2030: Achieving a Prosperous, Inclusive, Resilient, and Sustainable Asia 
and the Pacific. Manila; ADB. 2019. ADB Corporate Results Framework, 2019–2024. Manila. 

 

63. Although the STI-OP discussed the transport sector’s continuing needs and challenges, it did not 
set out recommended actions for each of the three thrusts nor did it explicitly define a theory of change 
or a results framework for the transport sector. There were no recommended formats when the STI-OP 
was approved and it recommended only the financial shares for each transport subsector (Table 4) and 
the setting up of sustainable transport partnership facilities.71  The financial share targets for rail and 
urban transport were mainly to support ADB efforts to achieve environmental sustainability through 
modal shifts.  
 

Table 4: STI-OP Priorities on Input, Output, and Outcome  
Input Outputs  Outcome 

• Directional targets  
o 42% nonurban roads  
o 30% urban transport  
o 25% railways 
o 3% others 

1. Existing operations 
2. Enhanced operations 
• urban transport  
• climate change in transport  
• cross-border transport and logistics 
• road safety and social sustainability 

3. New types of operations 

• Improved accessibility 
• Better affordability 
• Increased efficiency 
• Improved environmental 

sustainability 
• Improved safety 

Note: The directional targets were revised by the STI-OP midterm review to 52% nonurban roads, 20% urban transport, 18% 
railways, and 10% others. 
Source: Asian Development Bank. 2010. Sustainable Transport Initiative Operational Plan. Manila. 
 

64. In line with the G20 principles for quality infrastructure investment, future investment in 
transport infrastructure and services needs to take a holistic approach in order to maximize its positive 

economic, environmental, social and development impacts, and to create a virtuous circle of economic 
activities while simultaneously ensuring sound public finances. It is important that transport 
infrastructure be appropriate, easy to use, safe, disaster-resilient and high-quality. Quality infrastructure 
investment takes all of these factors into account and needs to commence from the early planning stage 
and be carried through all stages of project implementation, including operation and maintenance over 
the long term. 

 

D. Summary 
 
65. The transport sector was a major contributor to the operationalization of Strategy 2020. It 
provided a substantial share of the lending portfolio to attain Strategy 2020’s three core areas of 
infrastructure, environment, and RCI. Operations covered all modes of transport, but the road sector was 
dominant. The main focus of transport interventions was to support inclusive growth by facilitating 
economic opportunities, particularly for low-income and poor groups. Environmentally sustainable 
growth was also a priority, as was fostering connectivity and competitiveness, particularly for landlocked 
countries where supporting RCI was a major feature of transport operations. 
 

 
71  ADB has established some indicators to assess its support. The new ADB corporate results framework 2019-2020 includes a main 

level 1 indicator of development progress, which is paved roads (kilometers per 10,000 people). Below this are level 2 indicators, 
mainly early outcomes (i) and (ii) and outputs (iii), (iv), and (v). Like the indicators in the 2013 Results Framework, these are: (i) 
use of roads built or upgraded (average daily vehicle-kilometers in the first full year of operation); (ii) use of railways built or 
upgraded (average daily ton-kilometers in the first full year of operation); (iii) roads built or upgraded (kilometers); (iv) railways 
constructed or upgraded (kilometers) ; and (v) urban rail- and bus-based mass transit systems built or upgraded (kilometers). 
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66. The STI-OP was well aligned with several global initiatives for sustainable transport, including the 
SDGs. These initiatives covered climate change, accessible and affordable transport, safer transport, more 
effective transport facilitation, gender equality, decent work, and economic growth, which are consistent 
with the STI-OP.  
 
67. Overall, the STI-OP is relevant to Strategy 2030 and has been a useful, although output-oriented, 
tool for the implementation of sector initiatives. Although the STI-OP was developed to support Strategy 
2020, it continues to be relevant and is consistent with Strategy’s 2030’s thematic areas. However, it 
does not provide a clear direction on how the sector can contribute to achieving results under Strategy 
2030.    
 
68. The core objectives of STI-OP were not effectively mainstreamed through the CPSs as there were 
no explanations on how the strategic approach and three main thrusts of STI-OP were to be implemented 
and operationalized at the country level. CPSs largely continued to view transport as an important 
infrastructure activity, without emphasizing service delivery, climate change, or social sustainability. CPSs, 
which are country-driven, could be opportunities to integrate domestic demands with sector operational 
plans, including for transport sector.  
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 Performance 
 
69. ADB’s performance in the transport sector was broadly in line with its overall performance. This 
section reviews trends in performance based on 95 project completion report validation reports (PVRs). 
Appendix 1 lists the projects with PVRs.72  The transport sector performance during 2010–2018 was 68%, 
which was slightly lower than the overall ADB’s average performance (Table 5).73  The overall performance 
on a 3-year moving average decreased from 93% to 55% and has stabilized below 70% during 2013-
2018.  
 
70. East Asia had the highest performance at 88%. This surpassed both the target and the ADB 
average. Of the 21 successful projects in East Asia, 95% were in the PRC and 5% in Mongolia. The Pacific 
had the lowest performance (30%). Central and West Asia, East Asia, and South Asia each accounted for 
about a quarter of the 95 projects rated (Table 6). The reason for the low performance of the Pacific was 
that all five projects in Papua New Guinea had PCRs that rated them less than successful, and PVRs 
confirmed these ratings. 

 
 
 
 
 
 
 
 

 
72  The 95 PVRs do not tally with the totals in Appendix 1 since there are cases where one PCR, PVR, or PPER is prepared for multiple 

associated loans or grants. 
73  The 95 projects do not tally with the totals approved in Appendix 1 since the figure is based on the number of validated PCRs 

and not on the number of approved loans and grants. 

Highlights 
 
ADB’s performance in the transport sector fluctuated during the evaluation period. Ratings for efficiency and 
sustainability were lower than for other criteria.  

The results chain analysis found that 69% of output indicators and 68% of outcome indicators were achieved. 
Of the outcome indicators, those for connectivity and efficiency were substantially achieved. By contrast, results 
for road safety, maintenance, and the environment were weak.  

ADB assistance was largely provided through investment lending. Greater use of sector, program and results-
based lending is needed to increase the attention paid to themes such as climate change, road maintenance, 
road safety, and social sustainability.  

Climate change is an increasing focus of transport projects, but efforts are largely limited in encouraging users 
to use alternative transport modes and to mitigating risk. Greater efforts are required to widen the scope to 
cover climate change adaptation and disaster resilience, as well as people-centric, low-carbon transport solutions. 
While ADB performed reasonably well against the indicators for connectivity and efficiency, it did less well against 
those for safety, the environment, and sustainability. ADB support for cross-border improvements and logistics 
was substantial in volume but the measurement indicators were poor. Nevertheless, outcomes and impacts in 
these areas are likely to be modest. 

The results of the nighttime light analysis suggest that many ADB projects contributed to economic growth. 
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Table 5: Performance of Transport Projects by Sector, 2010–2018 

Sector Unsuccessful 
Partly 

Successful 
Less than 
Successful Successful 

Highly 
Successful Total 

Success Rate 
(%) 

ANR 2 
 

16 43 
 

61 70 
Education 1 

 
10 21 1 33 67 

Energy 
 

1 3 34 4 42 90 
Finance 

  
17 17 

 
34 50 

Health 1 
 

3 14 
 

18 78 
Industry and Trade  1 1 1 10 

 
13 77 

ICT 
   

2 
 

2 100 
PSM 1 

 
11 34 2 48 75 

Transport 1 
 

29 64 1 95 68 
Water and Other 

Urban  
1 

 
13 27 

 
41 66 

Multisector 
  

1 2 
 

3 67 

Total 8 2 104 268 8 390 71 

ANR = Agriculture, natural resources, and rural development, ICT = Information and communication technology, PSM = public sector 
management. 
Source: Asian Development Bank. 

 
Table 6: Performance of Transport Projects by Region, 2009–2018 

Region Unsuccessful 
Less than  

Successful Successful 
Highly  

Successful Total 

Success 
Rate 

Region (%) 

Central and West Asia 1 7 17   25 68 
East Asia   3 20 1 24 88 
Pacific   7 3   10 30 
South Asia   8 15   23 65 
Southeast Asia   4 9   13 69 

Total 1 29 64 1 95 68 
Source: Asian Development Bank. 

 
71. Ninety-five percent of ADB support for the transport sector was assessed to have been relevant, 
but assessments for efficiency and sustainability were much lower. Sustainability is a major concern, with 
only 56% of transport projects assessed likely sustainable (Figure 19). Several reasons contributed to this 
result. Financial sustainability through user charges was not achieved in most contexts. Weak government 
commitment, and institutional and human capacity were commonly cited. About 68% of projects were 
assessed efficient and 76% effective. Over the evaluation period, 68% of the number of projects and 
programs (75% by volume of lending) in the transport sector were assessed efficient. Based on a 3-year 
moving average, performance was highest at 87% during 2009–2011, declining to 52% during 2012–
2014, and improving to 76% during 2015–2017. Efficiency was a dominant factor in the shift of overall 
performance. Cost overruns and delays reduced the economic viability of many projects. In many cases, 
the PVRs could not validate the estimated economic benefits. They identified difficulties with conducting 
economic analysis, such as the lack of availability of baseline data, overestimates of traffic demand, and 
underestimates of investment or maintenance costs in two-thirds of PCRs (Appendix 5). In the nonurban 
road subsector, the largest subsector during the evaluation period, 70% of the 74 projects were rated 
successful. Performance in other subsectors was lower: railways (50%), water (50%), and aviation (33%). 
 



40 Sector-wide Evaluation: ADB Support for Transport, 2010–2018 

 

 

 
 

1. Factors Influencing Performance by Criteria  
 
72. The evaluation assessed the factors behind the underlying performance. The most commonly 
cited factors in PVRs were:  
 

 Relevance  
(a) The intended objectives of most projects were found to be well aligned at both 

appraisal and completion with country development priorities and with ADB’s 
country and sector strategies.  

(b) Project design weaknesses were typically responsible for the less than relevant 
ratings, and these resulted in cancelations, changes of scope, cost overruns, and 
delays. 

(c) The inclusion of road maintenance contracts—and especially performance-based 
contracts—in the original project design improved sustainability. 

(d) The multitranche financing facility was often appropriate for financing long-term 
engagements.  
 

 Efficiency 
(a) Overestimates of economic internal rates of return, missing baseline data, 

overoptimistic demand projections, underestimates of the economic cost, and 
methodology issues all dragged down the efficiency rating.  

(b) The availability of reliable data is vital for assessing efficiency, particularly cross-
border trade.  

(c) Fragile and conflict-affected areas need realistic assessments for both economic 
efficiency (demand and cost) and process efficiency (timeframe). 
 

Figure 19: Performance  Rates of Transport Projects by Criteria, 2009–2018 
 

 
 
 
Source: Asian Development Bank (Independent Evaluation Department). 
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 Effectiveness 
(a) On the basis of the projects that were assessed as highly effective, the evaluation 

identified four keys to success: the initial quality of project design, institutional 
capacity, knowledge management through local learning institutes, and job 
opportunities for local people, especially women. 

(b) It is important to recognize that projects do not have to be complex for them to 
be effective.  

(c) Expectations of private sector participation were optimistic. 
 

 Sustainability (Box 3 shows the key findings in selected cases) 
(a) Sustainability was found to be a key weakness in the projects reviewed by PVRs.  
(b) Financial sustainability through user charges did not work in most contexts. 
(c) Weak government commitment and capacity was a commonly cited factor in 

PCRs. 
 

 
2. Achievement of Outputs and Outcomes 

 
73. This section reviews how the transport portfolio performed on the basis of the theory of change, 
which is explained in Appendix 4. Based on the outputs and outcomes described in the theory of change, 
the quantitative assessment follows the typical pattern of links between individual outputs and 
outcomes, which is described in Box 4. 

Box 3: Sustainability Difficulties Identified by Project Validation Reports 
 

Financial sustainability achieved through user charges was not always evident. The most common approach 
adopted by countries appears to have been to set up a road maintenance fund to collect fees from vehicle 
registration fees, import duties, and inspection fees.  
 
The East-West Highway Improvement Project in Azerbaijan financed maintenance of national roads through a 
road fund administered by the Ministry of Finance. If traffic increased, so did government revenue through user 
charges. This was found to have maintained roads well during the 5 years since the project closed. 
 
In the Eastern and North Central Provincial Road Project in Sri Lanka, road maintenance was expected to be 
financed through provincial development grants and block grants provided by the central government, with 
allocations made by provincial councils. The project completion report found these annual allocations to be 
routinely inadequate. This reduced the ability of the implementing agencies to run effective annual maintenance 
programs. 
 
The Central Asia Regional Economic Cooperation Transport Corridor 1 (Bishkek–Torugart Road) Project 2 in the 
Kyrgyz Republic was assessed as less than likely sustainable. The project completion report found the capacity of 
district staff in road asset management to be weak and no mechanisms were in place to strengthen it. 
 
Notwithstanding the above examples, the availability of funding and its impact on sustainability is not the only 
issue that affects road infrastructure.  Road maintenance is a pervasive issue in many countries. For roads to be 
properly maintained, problems need to be addressed in a holistic manner. In addition to ensuring that sufficient 
resources are available, there needs to be an appropriate institutional framework in place that includes an 
appropriate asset management system to identify and prioritize civil works, adequately skilled staff to manage 
and implement maintenance plans, and a governance framework that prioritizes maintenance, allocates 
sufficient funds, and ensures that works are carried out satisfactorily and in a timely manner.    
 
Source: Asian Development Bank (Independent Evaluation Department). 
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Box 4: Development Pathways 

A development pathway is the link between an output and an outcome indicator. To illustrate, the figure shows 
that Project A achieved only two (green lines) of four development pathways and did not achieve two others 
(yellow lines)—50% of the development pathways were successful and the other 50% were not. In Project B, the 
achievement rates of outputs and outcomes were the same at 50%: so, either the output or outcome of the four 
development pathways was not achieved. Thus, the four development pathways in Project B are yellow and 
indicate some issues in their achievements, requiring a reconsideration of results chains and this logic. 
 

Patterns of Development Pathways 

 
 

In project evaluation, the assessment of effectiveness typically examines outputs and outcomes separately to 
assess achievement. The theory of change, however, approaches the matter differently and requires an 
examination of the links between indicators to identify issues in achieving desired results. In this evaluation, the 
four patterns of development pathways were observed. 
 
Pattern 1 (〇－〇). Both the desired output and outcome were achieved, suggesting a successful development 

pathway, and the project’s design, implementation, and monitoring were done properly. An example of ADB 
support: public transport (expanded areas of bus services). 

 

Pattern 2 (✕－✕). Neither the desired output nor the outcome indicators were achieved. This type of unsuccessful 

development pathway indicates that the project design and/or implementation were not properly formulated, or 
the implementing agency was not capable, motivated, or interested in some project components. The share of 
road safety in Pattern 2 is the highest, at 23% of 40 Pattern 2 projects, followed by maintenance and traffic and 
trade volume crossing borders. Examples of ADB support include road safety components, regional traffic, 
maintenance, and private sector participation. 

 

Pattern 3 (〇－✕). Infrastructure or consulting services were fully or mostly completed, but the outcomes were 

not achieved. A big problem for physical investment is overestimating demand. While the achievements of rail 
and port projects were higher than for roads, their outcome achievements were lower than for roads. In many 
cases, demand estimates were higher than actual demand. For nonphysical support, consultancy services were 
completed, and reports were delivered, but the government’s commitment to incorporating the consultants’ 
recommendations into capacity development was not strong enough. The terms of reference for consultancy 
services were not appropriately designed. In some cases, the quality of consultant support was also an issue. 
Examples of ADB support included: nonphysical components of railways and ports, particularly regulatory reform 
and system development  

 

Pattern 4 (✕－〇). Output was not achieved but outcome was. This occurs mostly in road projects. In many cases, 

the scope of these projects was shortened because of cost overruns. The outcome indicators monitored only 
completed sections. Another reason for the nonachievement of outcomes was that outcome indicators were not 
properly set. The outcome indicators were achieved through other support. Examples of ADB support: road 
improvements. 
 
Source: Asian Development Bank (Independent Evaluation Department). 
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74. Across all categories, 61% of the physical output indicators and 80% of the nonphysical output 
indicators were achieved. The following are the key findings of the analysis of the achievement of output 
indicators (summarized in Table 7). The numbers in parentheses refer to the level of achievement of 
output indicators. 

(i) Urban roads (44%). The urban road components were mainly conventional road 

upgrading and improvement.74 Cost overruns were usually responsible for the relatively 
low achievement. 

(ii) Nonurban roads (59%). There are three types of nonurban roads: highways, local roads, 
and rural roads. Cost overruns were usually responsible for the low achievement.  

(iii) Public transport (100%). Public transport achieved all outputs. ADB support successfully 
found opportunities to expand the coverage of bus services.  

(iv) Road safety (50%). Physical support for road safety was mainly piloting road safety zones, 
eliminating accident blackspots, and introducing road safety facilities. Cancelations and 
reduced scope were the major reasons for the low achievement.    

(v) Road maintenance (22%). Most outputs were not achieved because the coverage in the 
length or area of the maintenance components was reduced during project 
implementation. 

(vi) Rail (89%) and water (86%). The achievement rates were high because, once 
implementation began, it was difficult to reduce the project scope, unlike road projects, 
which are more easily rescaled.  

(vii) Air (0%). Two projects were implemented in Afghanistan and Papua New Guinea; both 
reduced their scope due to cost overruns.  

(viii) Institutional capacity (76%). The achievement rate was in the range 67%–83%, averaging 
76% for the different subcategories. Outputs in “strategy and planning” and “regulation 
framework” were delivered because they were mostly consulting services and outputs 
were primarily documents and reports. However, “organization reform” and “system 
development” required tangible changes in the administration, and this did not always 
happen.  

(ix) Human capacity (96%). Most outputs, including training workshops and awareness 
campaigns, were successfully delivered.  

(x) New methodology and technique (100%). The evaluation encountered three projects in 
Solomon Islands and Timor-Leste that involved the adoption of a new policy involving 
local people in operation and maintenance.  

(xi) Private sector participation (36%). Most ADB support for this was for the contracting out 
of road maintenance, including through performance-based contracts. The remaining 
activities involved vehicle inspection systems and toll roads. Private sector participation 
largely failed because of inadequate frameworks, indicating that the proposed activities 
were introduced too early in some countries. 

 
75.  The achievement of the intended outcomes of the transport portfolio was 68%. ADB was 
successful in connecting locations through transport projects, which also helped to reduce travel time 
and increase traffic capacity. But the achievement of outcomes for safety, quality of services, 
environment, and sustainability, was low (Table 8).  

(i) Connectivity (87%). Domestic connectivity was the outcome indicator that was most 
often achieved. However, most indicators monitored the number of connected locations, 
which constitutes more of an output than an outcome, which would assess connections 
to social and economic services. 

(ii) Economic efficiency (70%). Economic efficiency was the most common outcome 
indicator, it was about three times more common than road safety, the second most 
common. The achievement of time and cost savings was much higher than for traffic 
volume. Time and cost savings are monitorable and achievable indicators because they 

 
74 The completed projects with PVRs did not include complex urban transport projects, such as bus rapid transit and metro systems. 
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are directly related to completed physical infrastructure. PCRs evaluate project 
performance about 1 year after project completion, when facilities are in good condition 
and traffic flow is relatively smooth. Achieving the traffic volume indicator is harder than 
saving time and costs, especially for international traffic, because traffic volume is only 
indirectly related to the project and is dependent on external factors, such as economic 
growth and social development in the hinterland of the project facilities.  

(iii) Safety (62%). This has two sub-indicators: the number of fatalities and injuries, mostly 
road-related (58% achievement), and the quality of operation, which mainly assessed 
railway, airport, and port safety incidents (100% achievement). It is difficult to achieve a 
reduction in road accidents because this indicator is not always directly attributable to 
the physical infrastructure component of projects and is subject to a large number of 
different accident risks attributable to driver behavior and the condition of vehicles. In 
other transport sectors, safety is more directly under the control of the operator or 
operating entity, and safety is often a key component of the particular mode of transport. 
The quality of indicators to assess the achievement of road safety raises some concerns, 
and there have been instances where reductions in expected accidents have had little 
relationship to project activities. In most cases, PCRs used country or provincial data to 
determine outcome results, which may not be applicable to the project context, and 
often the attribution of results to ADB support was unclear.   

(iv) Quality of services (67%). The availability and affordability of transport were the two sub-
indicators used to assess quality of services of public transport. Unrealistic targets in the 
design and monitoring frameworks were the primary reason for nonachievement. No 
indicators were set for access for different groups with unequal access to transport 
services.  

(v) Environment (38%). Of all the outcome categories, those on the environment had the 
lowest achievement rate. Design and monitoring frameworks set very few indicators, 
only eight in total on CO2 and pollution. The difficulty of measuring greenhouse gas 
emissions and pollution may be one reason why so few indicators were set.75 Another 
reason is that most project officers prefer achievable and monitorable indicators that are 
easily available rather than adopting more challenging indicators, which could 
nonetheless provide added value.  

(vi) Sustainability (41%). Three types of actors are mainly involved in the operation and 
maintenance of transport infrastructure: government, the private sector, and 
communities. The evaluation found the involvement of more stakeholders generally 
resulted in better achievements. Purely relying on government to support sustainability 
resulted in a low achievement rate of 29%. When the private sector was also involved, 
the achievement rate was 50% and this rose to 100% with community-based programs.  
 

 
 
 
 
 
 
 
 
 
 
 

 
75  Physical investment changes the traffic pattern not only of selected sections but also of connected and related areas. It stimulates 

unexpected and latent transport demand. The estimation requires area-wide data and forecasts of traffic volume; vehicles (type, 
environment standards, fuel efficiency); and fuel consumption. Therefore, most cases compare project impact with a business-
as-usual scenario. 
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     Table 7: Achievement of Output Indicators            Table 8: Achievement of Outcome Indicators 
Indicators Number Achieved  Indicators Number Achieved 
Urban Transport 12 58%  Connectivity 31 87% 
   Roads 9 44%    Domestic Connectivity 31 87% 

   Public Transport  3 100%    International Connectivity 0 … 

Roads (nonurban) 171 59%  Economic Efficiency 166 70% 
   Highways 63 68%    On Alignment: Time/cost 82 82% 

   Local Roads 39 59%                           Traffic volume 61 62% 

   Rural Roads 12 50%  Regional Cooperation and 
Integration (at border): Time/cost 

5 80% 

   Road Safety 8 50%                   Traffic/trade volume 18 39% 

   Public Transport 6 100%  Safety 61 62% 
   Maintenance 9 22%    Fatalities and Injuries (Road) 55 58% 

   Equipment 16 56%    Quality of Operation 6 100% 

   Trade Facility 18 44%  Quality of Service 48 67% 
Railway 9 89%    Availability of Public Transport 26 65% 

Air 2 0%    Affordability of Service 12 83% 

Water 7 86%    Universal Access (gender, etc.) 0 - 

Subtotal (Physical) 201 61%    Quality of Administration 10 50% 

Institutional Capacity 88 76%  Environment 8 38% 
   Strategy and Planning 30 83%    Carbon Dioxide 5 60% 

   Regulatory Framework 10 80%    Pollution 3 0% 

   Organization Reform 27 74%  Sustainability 22 41% 
   System Development 21 67%    By Government 14 29% 

Human Capacity 53 96%    By Private Sector 6 50% 

New Methodology and 
Technology 

 
3 

 
100% 

 
  By Community 2 100% 

Private Sector Participation 14 36%  Other Capacity Development 11 91% 
Subtotal (Nonphysical) 158 80%     

Total 359 69%  Total 347 68% 
… = not applicable.  
Source: Asian Development Bank (Independent Evaluation Department). 

 

3. Performance Assessment Using Geospatial Data 
 
76. The geospatial dataset and remotely sensed nighttime light from satellite images were used to 
assess project impacts, especially to measure economic growth and development in areas within the 
vicinity of ADB-supported transport projects. Appendix 5 discusses in detail the methodology used. 
 
77. ADB support had a very positive impact on the amount of nighttime light. The evaluation 
compared increased nighttime light before and after interventions for all 48 assessed projects.  Values 
were computed 1 and 3 years after project completion. The average increase in nighttime light of the 48 
projects was 12.2%—an impressive increase. However, while this indicates changes in socioeconomic 
activities in project areas, it does not count negative externalities such as road accidents and pollution. 
A country case example is in Box 5. 
 
78. Geospatial data can contribute toward project monitoring. This is the overall conclusion from 
this exercise, and it is recommended that ADB continues to explore the use of geospatial data, its different 
sources, and applicability as a tool to aid project monitoring and impact analyses. 



46 Sector-wide Evaluation: ADB Support for Transport, 2010–2018 

 

 

 
 

 Results 
 

1. Performance against STI-OP Targets  
 
79. A plan to set up a financing partnership facility for sustainable transport under the STI-OP did 
not materialize because of lack of donor support. The STI-OP midterm review in 2017 reported that the 
STI-OP had envisaged that a financing partnership facility would be set up to provide donor grants and 
investment co-financing to help operations departments introduce and scale up new and innovative types 
of sustainable transport operations in DMCs.76 However, sustainable transport was generally not a high 
priority for major donors. In the absence of such a facility, operations departments that were processing 
transport sector projects tapped financial facilities for water and urban infrastructure and services and 
climate change. The project readiness financing facility, set up in 2018, funds project preparation and 
design activities for investments that are expected to be financed by ADB; using this facility improved 
support for more complex projects, including urban transport.  

 
76 The objective of the facility was to build on the experience of clean energy and urban development that established large 

financing partnership facilities (each currently $200 million–$300 million, including substantial grant funding) that were catalytic 
in helping to scale up more sustainable and innovative operations in these sectors. 

Box 5: Increase in Nighttime Light as a Proxy for Economic Activity 

Figure A shows the average increase in nighttime light per project. India ranked first by a long way among the 
countries that the Asian Development Bank (ADB) supported. The People’s Republic of China (PRC), Sri Lanka, 
Mongolia, and Bangladesh had almost the same increase in nighttime light per project. The average increase in 
nighttime light in the rest of the countries gradually decreased to almost zero. Most of countries in the third 
group were in Central and West Asia. Figure B shows the increase in nighttime light per $ million. The projects 
in Cambodia, Nepal, and the Lao People’s Democratic Republic were the most efficient, despite their only 
moderate increases in nighttime light. The countries in Southeast Asia and South Asia achieved efficient growth. 
Countries in Central and West Asia performed poorly for both increase in nighttime light and value for money. 
The PRC was the second top country in Figure A but the third from the bottom in Figure B. The evaluation has 
the following observations concerning the countries with low nighttime light per $ million: (i) the sections 
supported by ADB were missing links in the transport network and beneficiary areas were not nearby; (ii) ADB 
support was typically for advanced infrastructure investment for new area development, which requires long-
term monitoring; and (iii) people needed transport as a basic human need in areas with high levels of poverty, 
although total economic benefit was not high. 

 
   
  PRC = People’s Republic of China, Lao PDR = Lao People’s Democratic Republic, NTL = nighttime light. 
  Source: Asian Development Bank (Independent Evaluation Department). 
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80. The STI-OP set financial shares for urban transport and rail projects as targets for environmental 
sustainability. These were: 42% for nonurban roads, 30% for urban transport, and 25% for railways. From 
2010 to 2018, the share of nonurban roads declined, but it still averaged 70% of the total transport 
portfolio—significantly above the 42% target. The average annual share of urban transport decreased 
considerably, from 18% in 2010–2012 to 12% to 2013–2015 and 10% in 2016–2018, falling short of the 
target. However, the number of urban transport projects in the pipeline, including several metro projects 
in India, has increased in recent years. For rail, the average annual share increased from 4% in 2010–
2012 to 11% in 2013–2015 to 12% in 2016–2018. Although it did not achieve the desired target, its 
share consistently increased (Figure 20). 
 

 
 
81. The 2017 midterm review of the STI-OP identified three major reasons for underachievement 
against targets. First, targets were not broken down at the department level, and this contributed to the 
reduced accountability of operations departments. Second, a shortage of TA resources resulted in 
insufficient technical support for more complex projects. Despite the complexities of the STI-OP priority 
sectors and focus areas, resources for project preparatory TA did not increase. Third, because of the 
absence of a dedicated financing facility for the transport sector, operations departments had no easy 
access to resources to finance the development of more complex projects and road safety projects. Taking 
into account the projects in the lending pipeline as of 2017, together with the scope for ADB’s operations 
to further accelerate pipeline adjustments, the targets for 2020 were revised to 20% of transport lending 
for urban transport, 18% for railways, 52% for roads, and 10% for other types of transport. 
 

2. Overall Results of the STI-OP 
  
82. This section examines the overall results achieved as ADB attempted to implement the new and 
enhanced sustainable transport operations proposed under the STI-OP. The STI-OP proposed five primary 
focus areas: urban transport, addressing climate change in the transport sector, cross-border transport 
and logistics, road safety, and social sustainability. About 90% of the projects approved during 2010–
2018 are still ongoing so the STI-OP’s influence on project outcomes has not been fully realized. To take 
this into consideration, the evaluation was based on a portfolio review of project-related documents, the 
actions proposed in the STI-OP, discussions with staff on the projects, and observations during the five 

Figure 20: Performance Against STI-OP Financial Targets, by Subsector 
 

 
Source: Asian Development Bank Database. 
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country missions to the PRC, India, the Kyrgyz Republic, Solomon Islands, and Viet Nam. Issues and 
challenges relating to each of the five areas are also included. 
 

a. Contribution to Urban Transport  
 
83. ADB’s support for urban public transport generally improved service quality. While urban 
transport projects are both large and complex, since 2010 ADB has gained experience and improved its 
capacity in this area. ADB support had two main elements: coordinating with a complex set of 
stakeholders and institutions in DMCs and creating business practices using TA loans and long-term 
engagement with DMCs. Most ADB-supported urban public transport projects were bus rapid transit 
systems, but support was also provided for three rail-based public transport systems. However, the 
targeted financial share for urban transport in the STI-OP (30%) was not achieved: the average annual 
share of urban transport decreased from 18% in 2010–2012 to 12% in 2013–2015 and 10% in 2016–
2018. 
 
84. ADB supported bus rapid transit systems in several countries during the evaluation period with 
mixed results. ADB’s support for the BRT projects include project in Bangladesh, PRC, Laos, Mongolia, 
and Pakistan. In the PRC, ADB’s first bus rapid transit project was the Lanzhou Sustainable Urban 
Transport Project, which was subsequently replicated in the Hubei–Yichang Sustainable Urban Transport 
Project. Both projects are operational and are considered to be good examples of bus rapid transit 
projects. Their lessons have been applied in several other cities in the PRC. These projects contributed to: 
(i) economic and social benefits; (ii) improved commuting patterns, by providing more travel options; (iii) 
stronger management capacity and government understanding of the operation and maintenance 
required for these systems; and (iv) greater consideration for the disabled and elderly in bus-based public 
transport design. In addition to providing physical infrastructure, the projects paid attention to 
integrating these projects with other forms of transport, particularly other public transport modes; 
providing user accessibility through better pedestrian walkways, bicycle sharing, and bikeways; and using 
intelligent transport system technologies to guide users and operators. IED mission members met 
government officials and stakeholders in Lanzhou and Yichang and observed the government’s 
commitment and support for the bus rapid transit systems. Box 6 describes findings from both projects. 
In Pakistan, ADB project preparation funds helped to design a complex intervention for bus rapid transit 
systems. ADB approved a $10 million loan in 2016 for advance project design of the Karachi Bus Rapid 
Transit Project; this included detailed engineering and operational designs, a business model, project 
coordination, and capacity building. The project was successfully prepared, and the Karachi Bus Rapid 
Transit Red Line Project was approved 3 years later. Under the project, a 26.6-kilometer rapid bus 
transport corridor and associated facilities will be built and is anticipated this will benefit 1.5 million 
people. In Bangladesh, ADB approved the Greater Dhaka Sustainable Urban Transport Project in 2012, 
which included about 20 km of segregated bus rapid transit lanes and an associated intelligent transport 
system (ITS). Because of the weak institutional capacity for project implementation and design issues 
related to road congestion and the involvement of numerous urban agencies, implementation progress 
has been slow and was below 40% as of February 2020. Eight years after ADB approval, the project needs 
a revised road map to get implementation back on track. The performance of ADB-supported bus rapid 
transport projects needs further monitoring. Various projects are ongoing BRT, but only the two projects 
in the PRC had been completed at the time of the evaluation and project completion reports for these 
had not yet been produced.77 
 
85. Support for urban roads and traffic management is likely to have had only a limited impact on 
achieving sustainable transport and improving service quality. Urban transport comprises urban public 

 
77 In addition to four representative BRT projects discussed in the paragraph,  five additional ADB supported projects that include 

BRT component are: Peshawar Sustainable Bus Rapid Transit Corridor Project (Pakistan); Urban Transport Development 
Investment Program (Mongolia); Shandong Spring City Green Modern Trolley Bus Demonstration Project (People’s Republic of 
China); Jiangxi Fuzhou Urban Integrated Infrastructure Improvement Project (People’s Republic of China); Vientiane Sustainable 
Urban Transport Project (Lao People's Democratic Republic). 
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transport, and urban roads and traffic management. Urban road construction and rehabilitation projects 
were usually components of a broad-based urban infrastructure project, which also included components 
for wastewater treatment, water supply, and sewage pipelines. Most of these projects were processed 
by the urban sector divisions. Although they were categorized as transport projects in the portfolio, the 
components were not always considered from a sustainable transport perspective, but rather as filling 
an infrastructure gap. 
 

 

Box 6: Bus Rapid Transport Projects in Lanzhou and Yichang  
in the People's Republic of China 

 
ADB engagement with holistic city-wide transport master plans was a key to the success of these projects, 
particularly in Yichang. Both the Lanzhou and Yichang bus rapid transport (BRT) systems provided sufficiently 
detailed information to enable preliminary analysis. Lanzhou’s BRT serves only the satellite new district of Anning; 
Yichang’s runs along one of two major avenues in the city center and has yielded greater efficiency gains than 
Lanzhou’s. 
 
Lanzhou BRT (Gansu Province). The Lanzhou Sustainable Transport Project is seen as a model BRT project in the 
People’s Republic of China, and the lessons learned from the project have been used by other cities. Ridership 
and travel time data show the BRT is performing reasonably well. The system has innovative aspects, including 
split station designs. Several stations have underground shopping areas developed by private investors, which 
provide additional income to the operator. 
 
The BRT services (seven routes in an open-corridor concept) opened in 2012. By 2014, the system was carrying 
290,000 passengers a day. The final four stations were scheduled to open in late 2019, leading to a slight increase 
in passenger numbers. Impact studies in 2014 showed the system had been well-received by users. After it went 

into operation, about 11% of passengers shifted from private cars and taxis. The project was registered as a Clean 

Development Mechanism by the United Nations Framework Convention on Climate Change and has successfully 
generated Certified Emission Reductions. The fare structure is a flat rate of CNY1, which is standard for bus 
systems in the city. It was set at that level to attract passengers. The BRT is heavily subsidized, requiring CNY300 
million in annual operational subsidies. The BRT feeds into the Lanzhou Metro Line 1 at West Station which is 
operational.  
 
Yichang (Hubei Province). The main B9 bus line has 38 stations. The BRT system has reduced the average journey 
time from 90 minutes to 60 minutes. The Dongshan Avenue route serves 240,000 passengers a day, accounting 
for 50% of the urban public transport travel volume of the city; buses’ share of public transport increased from 
21% to 29%. The operating speed increased from 10–15 kilometers (km) per hour to 20–25 km per hour. 
Following completion of the BRT, 90% of the Yichang’s population is within a 30-minute traffic radius. The 
average travel distance is 8.6 km. Overlapping bus routes have been reduced from 4.68 to 1.65 routes. Operating 
time has been reduced by 40%.      
 
According to a BRT impact survey (1,500 responses), 21% of respondents would have taken private vehicles and 
17% a taxi had they not used the BRT for their daily journeys. In terms of speed, the BRT was 80% faster than 
regular buses. At peak hour, a BRT bus will arrive every 2–3 minutes, and in off-peak hours every 5 minutes. Each 
new electric bus costs CNY 0.93 million. Some 86% of the respondents said the BRT had brought positive traffic 
management to the city. Currently, the standard fare is CNY2, but for smart card users it is CNY1.6. The system 
is free of charge for passengers over age 65 and the student fare is CNY0.6. BRT uses a smart card and cell phone 
tap-in payment system (63.4% of passengers use one of the smart card payment systems: Wii Chat, Alibaba, 
Apple Pay). The operating company regularly conducts traffic surveys for traffic and route efficiency. It receives a 
CNY32 million state subsidy yearly, much lower than in other cities, where operators normally receive CNY270 
million. Because of state policy, the operator cannot independently raise fares, but, if it feels it is necessary, it can 
raise the IC card rate so it is closer to the regular rate. According to the Yichang City Transport Master Plan, 
conducted in 2014, there is a plan for an MRT that will run parallel to the BRT route for part of the route. The 
MRT has not been approved, but the city is keen to have an MRT in the future. This may reduce the BRT’s ridership. 
At the Yichang Bus Company, 25%–30% of the staff are women; the same ratio applies to the bus drivers.   
 
Source: Asian Development Bank (Independent Evaluation Department). 
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86. Urban public transport projects aim to provide affordable public transport for all users, including 
the poor, and to create a clean and healthy urban environment. In Jaipur, India, for 
example, rapid industrial and commercial development has resulted in a steep rise in travel demand, 
which the existing public transport infrastructure cannot cope with.  Passengers are shifting to private 
modes of transport and the increase in private vehicle ownership is aggravating congestion and 
pollution. Public transport accounted for only 19% of journeys in Jaipur in 2009, one of the 
lowest percentages in cities with more than 3 million inhabitants in India. To meet increasing mobility 
demands and reduce traffic congestion, high-capacity metro lines were recommended and an ADB loan 
supported the Jaipur Metro Rail 1-Phase B Project. This line runs under the famous historical pink city 
of Jaipur, which contains important heritage structures. Project implementation delays were largely due 
to the discovery of archeological finds (two historical water tanks) during construction. ADB conducted 
a training workshop on environmental safeguard requirements for this environmental category A project, 
which included vibration monitoring and the setting of vibration levels that could not be exceeded during 
construction. The project is mostly complete and it is anticipated it will open to public in 2020.  
 
87. Many urban public transport projects are still being implemented, but more than 60% of them 
are experiencing delays, particularly in countries which have very limited experience in implementing 
advanced public transport systems. In line with STI-OP, ADB approved the first mass rapid transit (MRT) 
project in Viet Nam, MFF of Ho Chi Minh City Urban MRT Line 2 Investment Program in 2010. KfW 
Bankengruppe and European Investment Bank were co-financiers for the MFF. Private vehicles and 
motorcycles were primary mode of travel with road infrastructure either at or exceeding the capacity. 
The project was aimed to promote a modal shift from private to public transport and support low-carbon 
transport that reduces greenhouse gas emissions. However, the project faced delay during design and 
procurement resulting in cost overruns because the country did not have sufficient experience and 
knowledge to implement complex urban public transport projects. The principal reason for the delay was 
lack of sufficient project preparation for the complexity of the projects prior to the approval of the project 
investment. , The other reason was the lack of institutional capacity of the executing and implementing 
agencies, and the projects’ complex multisectoral nature. The Ho Chi Minh City Line 2 Metrorail’s cost 
estimate increased around one and a half time (152%) from the original estimate, and the project has 
been delayed for technical, institutional, and safeguard reasons.  

88. To strengthen the limited experience of the government, and limited capacity to fully utilize 
international good practices, workshops and supporting activities were conducted.78 This was to ensure 
that knowledge was effectively disseminated, utilized, and mainstreamed into ongoing Metro system 
development and future system operations. ADB’s operational department shared their findings on the 
reasons for the delay and cost overruns as well as the lessons learned on project preparation including 
planning, design and procurement, and implementation (Box 7). The lessons also include another ADB 
supported MRT project in Viet Nam which is the Ha Noi Line 3 Metrorail Project. It would be beneficial 
for these lessons to be considered for similar projects in other DMCs. Also, in Ha Noi, the BRT project 
supported by the World Bank had encountered some challenges which were related to the design, 
planning, and implementation of the project. Some of the challenges relate to the soft separation 
between the BRT lane and the general-purpose lanes, traffic conflict with other vehicles at intersections, 
and slow implementation due to a procurement issue. It would be beneficial if both the ADB and the 
World Bank can share experiences and forward-looking lessons learned from each other and disseminate 
the findings.  

 
 
 

 
78 To draw on international best practices, ADB has been supporting the provision of knowledge products and services focused on 

communications, public engagement, marketing, and behavior change communication approaches to mitigate risk and 
encourage public metro use. 
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89. ADB urban public transport projects were designed to integrate urban transport planning with 
demand management and traffic management elements to enhance their potential impact. However, 
more support is needed. The Sustainable Urban Transport Investment Program in Georgia, for example, 
incorporated public transport systems, nonmotorized transport, integrated urban transport planning, 
and demand and traffic management. These are all key elements of good practice for urban transport 
under the STI-OP. However, urban freight and air quality, which are also important for sustainable urban 
transport, were not fully incorporated into urban transport operations. Taking these issues into 
consideration adds complexity, which requires more project preparation and support.  
 
90. Urban public transport projects need more resources, knowledge, skills, improved project design, 
and institutional capacity than nonurban road transport projects. Urban public transport projects, 
especially rail-based mass transit projects, are usually more complex than nonurban road projects. Urban 
public transport projects need a systemwide approach which need to consider operation and 
maintenance of the entire system from the inception of the project design considering more than 30 

Box 7: Lessons from Urban Public Transport Projects: Ha Noi Metrorail System Project Line 3 and Ho 
Chi Minh City Urban Mass Rapid Transit Line 2, Viet Nam 

 
The ADB Southeast Asia Department developed the following lessons learned from its experience in supporting 
urban public transport projects in Viet Nam for the benefit of the project designs and implementation 
arrangements of future projects.  
 
Clear project boundary. For a project in urban areas, the city and its districts need to confirm the boundary of 
project right-of-way when project appraisal is performed. Unclear boundaries will cause delays in design works 
and land acquisition and resettlement.  
 
Appropriate project design. Based on the experience gained during ongoing projects, ADB should include system 
standards, cost estimates, and an implementation period when designing complex and large-scale projects, while 
taking account of constraints. 
 
High project readiness. Detailed design works should be carried out at the beginning of project preparation to 
avoid (i) project adjustments that would increase total investment costs and extend the implementation period, 
and (ii) additional financing to continue ongoing works during the project implementation. 
 
Advance actions for procurement activities. Viet Nam’s procurement law prohibits executing agencies and 
implementation agencies from issuing bidding documents until capital resources for the packages have been 
allocated. The procurement for complex projects may take more than 1 year from bidding documents issuance to 
contract awards. ADB’s advanced actions should be applied.  
 
Strong leadership of executing agencies. In general, the involvement of the executing agencies is limited during 
loan review missions. Executing agencies need to be involved and strongly committed from the beginning of the 
projects.      
 
Involvement of district people’s committees (DPCs). ADB works with the city people’s committee and its 
implementing agencies for urban transport projects in Ha Noi and Ho Chi Minh City. Although ADB has no direct 
relationship with DPCs during project implementation, they are in charge of land acquisition and resettlement on 
behalf of the city people’s committee. Their officials therefore need to be equipped with the skills and knowledge 
for effective land acquisition and resettlement according to the ADB Safeguard Policy Statement (2009).    
 
Expeditious land acquisition and resettlement. The contractor is expected to commence civil work as indicated in 
the bidding document. However, slow land acquisition and resettlement may mean that the contractor is unable 
to carry out works according to the original plan. During project preparation, the government should develop a 
land acquisition and resettlement road map and complete land acquisition and resettlement before awarding civil 
works contracts.  

Source: Asian Development Bank 
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years operation phase as a minimum.79 Therefore, the design period is longer and involves more 
stakeholders. In addition, due to the projects being usually large in size, they often involve multiple 
financiers and with large amount of cofinancing, which may come with different procedures and 
implementation arrangements than ADB loans. All this adds to the complexity of designing and 
implementing these projects. ADB can strengthen support for project preparation, capacity development, 
and project implementation of large-scale and complex public urban transport projects, for example, by 
improved TA loan modalities and Project Readiness Facility. Therefore, the support should cover the 
design, procurement, and early project implementation phase before the project loan is fully in place and 
provide the needed capacity development support through loans and grants. 

b. Tackling Climate Change through Environmentally Sustainable Transport  
 
91. More transport projects are targeting environmentally sustainable growth and incorporate 
measures to reduce the projects’ climate change impacts. For example, the Lanzhou Sustainable Urban 
Transport Project incorporated specific measures to reduce the impact of climate change.  An emission 
reduction model and calculation methodology were approved and validated by the Clean Development 
Mechanism (CDM) of the United Nations Framework Convention of Climate Change (Box 6). Another 
example was a TA project approved in 2011 to assist India’s Ministry of Railways prepare documents to 
enable it to apply for CDM funds.80 However, the ministry did not pursue the CDM application because 
of falling carbon prices and the uncertainty of international agreements on reducing greenhouse gases. 
However, incorporating specific measures to reduce the impact of climate change have not yet become 
a standard feature of project selection or design. Not all projects include indicators to monitor emissions 
and energy consumption. In the few cases where these indicators were included, they did not describe 
how emission reduction and energy consumption were to be tracked. Considering the difficulty in 
estimating both of these for transport projects where there are many vehicle users, ADB has provided TA 
support. A TA project to optimize resources in the PRC’s transport sector developed a methodology to 
calculate emission and energy consumption, but it demanded significant amounts of data and was 
difficult to apply in most DMCs and for most transport projects.81 A 2016 ADB report showed how to 
estimate greenhouse gas emissions but its proposed methodology also required significant amounts of 
data and required a lot of effort by project implementers to estimate results.82 Incorporating specific 
measures to reduce greenhouse gas emissions and adapt to  climate change and encouraging greater 
policy dialogue and adjustment in many DMCs would help more sustainable climate outcomes in 
transport operations to be achieved.  
 
92. On average, over 20% of ADB’s total climate change projects were in the transport sector from 
2016 to 2018. Figure 21 compares ADB’s total climate change financing with that allocated for the 
transport sector from 2016 to 2018. Based on the available data, total climate change financing ranged 
from $4.01 billion to $5.23 billion a year, with more financing for climate change mitigation than for 
adaptation. The percentage allocated to the transport sector varied but ranged from 17.7% to 28.2% 
and averaged 22.3% during 2016–2018. Contributions to the corporate climate change targets nominally 
set at $1 billion per annum were met in 2017 but not in 2016 and 2018. The forward lending program 
suggests that this target will likely be met in the next 3 years because of metro and railway projects in 
the pipeline. However, a review of climate change projects approved in 2016 and 2017 indicated they 

 
79 Financing support for operation and maintenance will widely support sustainability of new urban public transport systems. Public 

urban transport projects will usually recover operation, maintenance, and replacement cost once the project has been in full 
operation for 5 to 10 years and the traffic patterns or users and urban development in the project area has adjusted to the 
project. ADB should provide enhanced products to DMCs to support (i) the set-up of operation and maintenance structures for 
newly developed public urban transport systems, especially for the initial 10 to 15 years when the project is under construction; 
and (ii) during the start-up phase of operation where the project is not yet generating sufficient revenues. 

80  ADB. 2011. Technical Assistance to India for Enhancing Readiness of the Railway Sector Investment Program as a Clean 
Development Mechanism Project. Manila. 

81  ADB. 2006. Technical Assistance for the Resource Optimization in the Transport Sector. Manila 
82  ADB. 2016. Guidelines for Estimating Greenhouse Gas Emissions of Asian Development Bank Projects, Additional Guidance for 

Transport Projects. Manila 
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had design limitations, e.g., 69% of projects did not have output or outcome indicators that would have 
enabled issues related to climate change to be assessed adequately. The measures that were intended to 
reduce vulnerability to the effects of climate change were adaptation measures, which were mostly 
engineering-related design measures incorporated during the design stage.  
 
 

 
 

 
93. ADB manages several trust funds related to climate change, but their use for transport has been 
limited. For most, the transport sector is not intended to be a major beneficiary—a situation exacerbated 
by an application process and format that is unsuitable for most potential transport interventions. To 
date, only limited funds have been allocated to the transport sector (Box 8). Under most funding sources 
it is generally difficult to quantify the actual reduction in greenhouse gases attributable to transport 
projects. Nevertheless, the Private Sector Operations Department (PSOD), and the Sustainable 
Development and Climate Change Department (SDCC) are currently working on a proposal to the Clean 
Technology Fund (CTF) Trust Fund Committee for a $31 million private sector Sustainable and Energy 
Efficient Transport program, whose approval is expected in February 2020. This program has a specific 
focus on the transport sector and will seek to support innovative technologies and business models in 
electric mobility and advanced energy management within Southeast Asia. The projects that are 
anticipated to be supported by this program will contribute to reductions in greenhouse gas emissions 
and help alleviate local air pollution.  
 

Figure 21: ADB Climate Finance 
($ million) 

 
Source: ADB Database. https://data.adb.org/dashboard/climate-change-financing-adb-2018 
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94. ADB’s support for building and modernizing infrastructure for environmentally sustainable 
transport projects is likely to help address climate change, but on a limited scale. For rail projects, most 
ADB investment was for building and upgrading railway infrastructure, such as tracks, signaling, and 
power supply, and building parts of metro systems in India and Viet Nam. Investment to modernize 
rolling stock will result in significant gains in energy efficiency and reductions in greenhouse gas 
emissions. Only two projects, both in Bangladesh, are focusing on modernizing railway rolling stock; 
most of the investment is focused on capital projects. Investing in new trains and digital systems for 
managing railway and metro operations is likely to generate significant environmental benefits. Railways 
have become a center for technological innovation. The metro projects in India and Viet Nam supported 
modern urban transit systems, which are expected to be climate-friendly. However, proposals from DMCs 
and the private sector for investments in new transport technology, as envisioned by the STI-OP, did not 
fully materialize. In addition to the two projects in Bangladesh involving investments in modernizing 
rolling stock, two projects in the PRC invested in improving energy and operational efficiency. Based on 
17 railway infrastructure investments categorized by type of investment, (in kilometers), 61% were for 
rehabilitation of railway infrastructure, 30% for electrification, and 9% for new railway lines. ADB’s 
investment in urban metro systems was only 26 kilometers, and the scale of ADB’s investment in urban 
metros has been small (Figure 22).  
  

Box 8: Use of Climate Finance in Transport Operations 

ADB’s own financing related to climate change and that of the funds it manages were rarely used for transport 

operations, such as investments in urban roads, transport systems, and railways.  

To support sustainable urban infrastructure, in 2009 ADB established the Urban Environment Infrastructure Fund 

under the Urban Financing Partnership Facility. The fund aimed to support climate change mitigation and 

adaptation, public transport, water supply and sanitation, solid waste management, and urban renewal projects.  

Other financing partnership facilities that could support sustainable transport include the Clean Energy Financing 

Partnership Facility, the Investment Climate Facilitation Fund under the Regional Cooperation and Integration 

Financing Partnership Facility, and the Urban Financing Partnership Facility. In 2013 the Urban Climate Change 

Resilience Trust Fund was established under the Urban Financing Partnership Facility. This fund has supported 

climate change adaptation and resilience measures for a number of ADB urban transport projects. Six new ADB-

administered funds were established in 2017 and 2018 to support sustainable development, including climate 

change and sustainable city infrastructure. These were the Canadian Climate Fund for the Private Sector in Asia 

II, the Asia-Pacific Climate Finance Fund, the High-Level Technology Fund, the Cities Development Initiative for 

Asia Trust Fund, the Ireland Trust Fund for Building Climate Change and Disaster Resilience in Small Island 

Developing States, and the ASEAN Australia Smart Cities Trust Fund under the Urban Financing Partnership 

Facility.  

In February 2018, the first TA project funded by the High-Level Technology Fund was approved for the Capacity 

Building for Vientiane Sustainable Urban Transport Project. The invested amount was $1.5 million. No other 

funds have been approved subsequently for the transport sector. 

Source. Asian Development Bank (Independent Evaluation Department). 
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95. Monitoring the extent of the “modal shift” (the transfer of mobility demand across modes 
of transport) being achieved and the subsequent reduction in greenhouse gas emissions is important. A 
modal shift does not happen automatically by building new railways and metros or by modernizing 
infrastructure. For it to occur, pricing strategies and operating plans need to be developed by 
implementing authorities in addition to measuring physical outputs (e.g., kilometers of new rail tracks or 
metro constructed) to ensure ridership and financial commitments from the government to fund 
operations and maintain facilities and equipment over the investment’s life cycle. The Ha Noi Line 3 
Metrorail Project and the Ho Chi Minh City Line 2 Metrorail considered some of these aspects, but detailed 
plans for several key dimensions are still needed.83  
 
96. The private sector has the potential to fill the financing gap to meet the increasing need for 
investment in environmentally sustainable transport projects. Most railway and metro infrastructure in 
DMCs supported by ADB is publicly owned and operated. High up-front capital costs and ongoing 
operational costs and asset maintenance are rarely covered by the public sector or user revenues alone. 
Exploring new approaches would help bring in private sector investment, such as land-value capture and 
special taxation measures that can support the development of urban rail (as they have done in Hong 
Kong, China). A robust dialogue with DMCs at an early stage will help to determine how best to bring in 
private investors and project developers. Longer-term development outcomes—such as the improved 
accessibility and reduced vehicle congestion that mass transport projects can bring—must also be 
factored into investment decisions. PPP procurement models are far from being the sole solution to every 
transportation infrastructure bottleneck. Increasing ADB’s frontline staff’s capacity would improve ADB’s 
advice to DMCs, enabling them to make informed decisions on different procurement options, how best 
to attract private sector participation through enhanced revenue models, how to promote both 
sustainability and the interests of transportation users, and how to protect the interests of taxpayers. 
 
 

 
83  Both Metrorails need to develop the capacity of their operation and maintenance agencies and secure the subsidy amount. Other 

matters that need further strengthening include the development of operating plans, staffing selection and training, subsidy 
arrangements and fares, ticket system development, asset management, safety management systems development, 
standardization of specifications for rolling stock, and multimodal integration.  

Figure 22: Rail Infrastructure Investment by Type 
(kilometers) 

 
Source: Asian Development Bank (Independent Evaluation Department). 
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c. Contribution to Improved Cross-Border Transport and Logistics 
 
97. A high proportion of ADB’s support for RCI was channeled through the transport sector. During 
2010–2018, 42% of transport projects were tagged as supporting RCI. They helped to improve physical 
infrastructure, but few projects incorporated cross-border components, such as physical facilities and 
support for improved procedures and processes. These shortcomings have been recognized by RCI staff 
and an effort is being made to overcome them in future operations. This issue was also raised in the 
analysis of ADB’s RCI operations conducted by IED in 2015.84 This recommended continuing with the RCI 
agenda in infrastructure sectors, since improved transport corridors are unfinished business (many 
corridor stretches need upgrading to be suitable for vehicles). IED’s analysis highlighted that, although 
considerable importance was ascribed to infrastructure components, much less effort was devoted to 
improving systems. In many cases, cross-border movements were hampered not by poor quality roads 
and railways, but by poor systems and procedures for the clearance of people and goods. In the border 
areas of the PRC and Viet Nam visited during the country missions, the need for much more coordination 
between physical road construction and cross-border facilitation was observed (Box 9). 
 
98. The transport sector remains the backbone of RCI operations, and its contribution to RCI could 
be better assessed through improved indicators and measurement. Almost 70% of transport investments 
designed to support RCI did not have targets or indicators to measure their contributions to RCI, making 
it difficult to assess their contribution. In terms of design, the main emphasis of transport projects 
supporting RCI has been to strengthen connectivity by improving and rehabilitating physical 
infrastructure. Although this appears to have produced effective infrastructure links, the STI-OP points 
out the need to also support trade facilitation through improved and simplified processes and 
procedures. Few projects incorporated components dealing with border-crossing issues, and evidence 
from the subregional programs is that significant constraints remain in this area. 
 
99. Despite many years of support for RCI through the transport sector, little information exists on 
the flow of goods, passengers, and vehicle numbers associated with cross-border traffic at border 
crossing points. The analysis for most projects does not provide an assessment of the spillover benefits 
attributable to regional impacts.85 Of the projects tagged as RCI during the evaluation period, 61% did 
not have targets or indicators to measure RCI impacts. Monitoring frameworks have not improved: in the 
most recent period (2016–2018), of 31 projects tagged as RCI, 27 (87%) had no targets or indicators. 
Overall, the evaluation found weak design and monitoring frameworks, and the scorecard mechanism 
recommended by the SDCC-RCI division was not rigorously applied. 

 
84 Independent Evaluation Department. 2015. Thematic Evaluation Study: Asian Development Bank Support to Regional 

Cooperation Integration. Manila: ADB. 
85 Asian Development Institute, 2018. Financing Infrastructure in Asia and the Pacific. Capturing Impacts and New Sources.  
    Edited by Naoyuki Yoshino, Mattias Helble, and Umid Abidhadjaev. Tokyo. 
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Box 9: Promoting Cross-Border Trade through Improved Infrastructure: 

Nanyou Expressway in Guangxi 

 
The 179-kilometer expressway linking Nanning, the provincial capital of Guangxi province, with Youyiguan on 

the border with Viet Nam was constructed between 2001 and 2006 with financial assistance from an ADB loan. 

It was the first regional connectivity project supported by ADB in the PRC and is part of the Kunming–Nanning–
Hanoi Greater Mekong Subregion (GMS) economic corridor. 

 

To complement the expressway, the PRC authorities improved border facilities, modernized equipment, and 

increased the capacity of cross-border vehicle volumes. A separate passenger facility was also provided. 

 

In the opening year, 2006, traffic amounted to about 2,420 vehicles a day. By 2018, this had grown to 12,400 a 

day, an annual growth rate of about 20% a year. PRC authorities indicate that PRC vehicles constitute two-thirds 

of the traffic and Vietnamese vehicles one-third. 

   

                    
 

The disparity in vehicles reflects the imbalance in trade. PRC exports consist mostly of light industrial goods while 

Viet Nam exports consist primarily of fresh fruit. The different commodities require different truck types with 

fruit often requiring refrigerated trucks. As a result, backhauls (the return movement of a vehicle from the 

direction of its principal haul) are not common and this is reflected in higher transport costs. 

 

Trade accelerated after 2011 when agreement was reached on reducing cross-border transport issues between 

the two countries. However, the agreement still includes limitations on the destinations in each country and the 

number of licenses available each year. As a result, the majority of trucks (90%) transship at the border in logistics 

parks that have been established for this purpose. For example, the Wantong International Logistic Company in 

Youyiguan transships 60,000 tons of fresh fruit a day and provides direct transport services to all major 

destinations in the PRC within 30 hours. 

 

While the new expressway has played a significant role in promoting regional trade, the road links on the 

Vietnamese side have yet to be improved and are constraining traffic development. In addition, trade restrictions, 

particularly on specific crops such as mangoes, are in place. Improving linking infrastructure and removing trade 

barriers would enable the expressway to play an even more important role in the future economy of the region. 
 

Source. Asian Development Bank (Independent Evaluation Department). 
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100. Few RCI projects conducted dialogue on upgrading processes and procedures to facilitate and 
improve border crossings, an issue that was highlighted in ADB’s operational priorities for RCI. The annual 
corridor performance measurement and management reports for international transit movements in 
CAREC concluded that improving border crossings requires substantial time and cost. These reports found 
that, despite the large number of RCI projects, little progress had been made in the actual border crossing 
environment. International conventions, such as International Road Transport (Transports Internationaux 
Routiers [TIR]) and Contract of International Carriage of Goods by Rail (CIM), already play an  important 
role in facilitating trade across borders, and international systems are preferred to bilateral agreements, 
as trade becomes more global and multi-transit borders become increasingly common. Few ADB projects 
appear to have tackled improving systems to ease cross-border movement. The Greater Mekong 
Subregion Cross-Border Transport Facilitation Agreement, which facilitated the movement of people, 
goods and vehicles across borders in this region, is a good example of the type of agreement required.  
 
101. Several projects dropped cross-border infrastructure components from the project scope during 
implementation for various reasons, which weakened their contribution to RCI. This may have been 
because of cost overruns or other factors, such as weak buy-in from road infrastructure executing 
agencies that had no responsibility for the border. Examples of projects where the border facilities were 
not implemented under the intended loan include the Greater Mekong Subregion Cambodia Northwest 
Provincial Road Improvement Project, approved in 2009, and the Greater Mekong Subregion Southern 
Coastal Corridor Project, approved in 2013, where the proposed border facilities at Xa Xia under stage 2 
of the project were canceled. 
 
102. Railways have great potential for supporting RCI. ADB has been a catalyst in developing railway 
investment strategies for CAREC, through its support for the CAREC Railway Working Group, and for the 
GMS through its support for the Greater Mekong Railway Association. These multinational groups have 
identified investment needs and priorities, and are working on modernizing institutions, operational 
frameworks, and defining actions to promote the growth of international rail transport. Although ADB 
support for railways has not yet reached planned levels, a significant portion of the support that is being 
provided is made under the subregional programs to identify, design, and provide needed assistance to 
rail systems that will help build regional networks and services. Support for railways has already been 
approved for several countries, and this is expected to expand over the next decade.  
 
103. TA projects supporting RCI were mostly for upstream activities at the strategic, planning, and 
coordination levels. TA support for RCI was mainly focused on (i) providing a platform for enhanced 
coordination and knowledge sharing among DMCs, (ii) formulating master plans for regional transport 
projects, (iii) institutional capacity strengthening for trade facilitation and improving the performance of 
transport logistics, and (iv) developing  innovative options for enhancing cross-border services.  
 
104. Because transport plays an important role in facilitating RCI, future operations need to both 
address border processes and procedures and improve information capture on cross-border movements. 
Databases need to be set up on people, vehicle numbers, and trade volumes at key border crossings 
throughout the region. The corridor performance measurement and monitoring concept also needs to 
cover the GMS and South Asia Subregional Economic Cooperation. 
 
105. Addressing transport agenda issues through a regional approach can provide positive results. 
Evidence from the different regional programs has demonstrated that regional workshops and meetings 
are useful forums for discussing regional transport issues. In particular, the regional and subregional 
programs have provided useful outcomes across a diverse range of subjects, including (i) promoting high-
quality connectivity infrastructure, (ii) improving road safety, (iii) advocating use of new and high-level 
technologies, and (iv) enhancing the sustainability of transport operations. 
 
106. Expanding RCI will require regional and transnational transport plans and programs to be 
prepared. The regional and subregional platforms have provided a good basis for developing transport 
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plans and sector policies. Given that regional transport is becoming more important in terms of 
promoting trade and tourism, regional and subregional transport master plans and policy assessments 
need to be prepared. Such master plans can be mode-based but it is likely that intermodal assessments 
will be required as competition between road, rail and air becomes more significant and diverse. These 
studies can also provide initial assessments of cross-border movements and associated economic and 
social spillover impacts (see para 97). 
 

d.  Road Safety  
 
107. Within the ADB portfolio, 51 projects (30% of the total) incorporated a targeted reduction in the 
number or rate of road crashes. Despite many countries having an action plan on road safety, no project 
had a specific country target to reduce road deaths or serious injuries (Box 10). Because targets only 
relate to project roads, individual projects have a relatively small impact on national totals. Some projects 
included a target outcome to reduce road crashes but did not have a specific road safety component to 
achieve it or baseline indicator. The Sustainable Urban Transport Investment Program in Georgia 
projected that almost a quarter of the road crashes (400 crashes) would be saved annually in Tbilisi, 
although road safety was not discussed in the report and recommendation of the President for the 
program.  
 
108. For the CAREC region, ADB prepared a regional road safety strategy and a series of road safety 
engineering manuals that are being used in training programs to increase institutional capacity. Improved 
knowledge of road safety interventions will facilitate policy dialogue that recognizes the multidisciplinary 
nature of the problem and involves agencies beyond highway agencies and road sector. Such dialogue 
will also help involve the private sector and civil society organizations in road safety; both can provide 
important support for resolving road safety problems. 
 
109. Because road safety has been delivered only as a component of investment loans, its impact has 
been largely confined to project components rather than being applied to the sector as a whole. The 
portfolio review indicates that road safety has largely been limited to road safety audits and community 
awareness programs aligned with the scope of projects. Other activities included the preparation of six 
national road safety plans, establishing two road safety units in highway agencies, and one multisectoral 
road safety committee.   
 
110. It is not clear from project documents whether the requirement for high-quality road safety 
audits is being conducted with due diligence and independence. The portfolio contains 42 projects (24% 
of total road sector projects) that incorporate a road safety audit component. It likely that the audit is 
conducted by specialists from the same team that prepared the detailed engineering design. Good 
practice requires that road safety audits are done by independent specialists, who prepare a separate 
report that is acted on and signed off by the agency responsible for ensuring the audit recommendations 
are reviewed, assessed, and integrated into the engineering designs.  
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Box 10: Mainstreaming Road Safety in Transport Operations 
 

The Asian Development Bank’s Road Safety Action Plan in 2012 was a major addition to the Sustainable Transport 
Initiative Operational Plan (STI-OP). It aimed to operationalize and accelerate road safety activitiesa and to improve 
how road safety is addressed in ADB operations. Its long-term focus was on achieving sustainable, effective, and 
cost-efficient results in developing member countries (DMCs). Its short-term aims were improvements in ADB’s road 
safety capacity and an expanded portfolio of projects to support road safety in DMCs.   
 
The plan identified seven areas for action, each of which was defined as critical for establishing a systematic, high 
quality, and sustainable approach to road safety in ADB operations, and for scaling up road safety work across the 
region.b Although road safety is a universal issue, it has regional characteristics, such as weather, geography, 
infrastructure stock, vehicle types, and driving practices and culture. These suggest that benefits can come from 
taking a regional approach to tackling certain road safety issues, adopting the same measures and actions at the 
same time, and establishing similar regulations and standards. 
 
Although the STI-OP highlighted road safety and an action plan was developed, ADB’s support for road safety at the 
operational level has remained largely unchanged. A review of the transport portfolio shows that about half of the 
transport projects approved after the STI-OP included a road safety component.c These contained one or more of the 
following: a road safety target or indicator, a road safety audit, community awareness of road safety, training, road 
safety national plans, and setting up road safety units or an oversight committee.  
 
The portfolio review did not find an upward trend for including road safety in road projects: the proportion of projects 
incorporating road safety remained flat at about 50% of eligible loans and grants a year over the evaluation period. 
For projects with a road safety component, only 55% incorporated a target outcome for road safety, showing the 
relatively low priority given to the issue. In addition, very few technical assistance projects directly addressed road 
safety.d 

 
ADB plans to take a leading role in the donor community by hosting the secretariat for the Asia Pacific Road Safety 
Observatory. This will (i) assemble a regional road accident database covering Asia and the Pacific, (ii) have key road 
safety management agencies as its members, and (iii) assist members to build capacity and implement road safety 
plans and programs. Given its leadership role in the region, ADB will be well placed to encourage DMCs to plan and 
implement road safety strategies, support implementation of such strategies, conduct regional dialogue to raise 
awareness on road safety, and make a commitment to delivering road safety outcomes. 
 
a  ADB. 2012. Road Safety Action Plan. Implementation of Sustainable Transport Initiative: Mainstreaming Road Safety in ADB 

Operations Action Plan. Manila. 
b  The key areas for action were (i) strengthening ADB internal road safety capacities; (ii) developing and operationalizing 

procedures, guidelines and related tools; (iii) identifying opportunities for scaling up road safety in DMCs; (iv) mainstreaming and 
strengthening road safety components; (v) establishing stand-alone road safety pipelines; (vi) collaborating and coordinating 
with multilateral development banks, donors and UN agencies to support the UN Decade of Action on Road Safety; and (vii) 
mobilizing international organizations as partners in supporting road safety in Asia and the Pacific. 

c Of the total of 173 road projects, 92 included a road safety component. Within the portfolio, projects eligible to incorporate 
components or actions to support road safety included all loans and grants for road development, including policy operations, 
as well as urban transport projects. 

d  Three TA projects supported the preparation of regional road safety strategies in CAREC (Enhancing Road Safety For Central Asia 
Regional Economic Cooperation, approved in 15 December 2014 and still active), South Asia (South Asia Road Safety Program: 
Phase 1 completed in 30 April 2015), and Southeast Asia (Improving Road Safety in ASEAN, completed 30 November 2015). 
Phase 1 of the South Asia regional road safety program was down streamed in Bangladesh (Road Safety Improvement Programs, 
completed in 31 December 2014) and Nepal (Institutional Strengthening of Road Safety and Gender Equality). The TA projects 
supported (i) strengthening of the road safety diagnosis, (ii) road safety management,  
(iii) development of road safety policies and actions plans, and (iv) sustainable funding arrangements for road safety.  In India, 
Capacity Building for Road Safety and PPP Support (completed in 30 September 2014), provided support to the government’s 
initiative to build institutional development for road safety through the establishment of a road accident emergency response 
system. 

 

Source: Asian Development Bank (Independent Evaluation Department). 
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111. Within the portfolio, no road safety audit process was mainstreamed in the highway agencies of 
DMCs. Audits conducted by these agencies are generally limited to assessing the roads that were 
improved under a project, which is a small proportion of the total national and local road network. As a 
result, the impact of road safety audit components was small. It could be much bigger if the audit process 
was institutionalized within highway agencies. The main thrust must be on mainstreaming road safety 
audit principles using project roads as an example rather than completing audits of project roads as an 
output.  
 
112. Highway agencies have generally weak institutional capacity to carry out road safety audits. In 
most DMCs, there is an acute shortage of personnel skilled in carrying out road safety audits due to the 
limited demand by highway agencies. Highway agencies generally do not pay enough attention to the 
safety aspects of road and bridge design and operations. Ensuring appropriate personnel are in place will 
require both increased demand from highway agencies for safety checks in their design and operational 
processes, and training programs that can provide the skilled personnel needed. 
 
113. It is not clear whether the numerous community road safety awareness programs in the region 
actually deliver increased awareness or whether they influence road user behavior. Forty-four projects 
(25%) had a community awareness road safety component. While it is essential to provide awareness on 
road safety to those living along road corridors, it is not clear what actions were undertaken during 
project implementation. The resources allocated tended to be small and may not even have covered 
specialist road safety personnel to provide training or conduct the awareness programs. Details of these 
programs and their implementation are not provided in project documents, and few completed projects 
assess evidence of outcomes. While community awareness programs are essential, many drivers on major 
roads live outside the communities taking part in these programs. It is not clear whether the community 
road safety awareness components are actually delivering a positive impact. 
 
114. ADB operations have not had a significant impact on reducing road crash rates in DMCs, and 
they are unlikely to result in major improvements in road safety across Asia and the Pacific. Road safety 
has been confined to loan components that do not mainstream road safety, and these have had limited 
success in saving lives and reducing injuries. The STI-OP does stress the importance of supporting road 
safety, but the road safety components in projects are unlikely to have a significant impact on delivering 
better outcomes. Coherent policy and action plan guiding national and subnational road safety activities 
are lacking in the large DMCs, and better targeted programs are needed to increase impact. Support has 
been provided through projects by including road safety audit and awareness components, but their 
impact has been limited and has not encouraged mainstreaming. For example, in the Kyrgyz Republic, 
the IED mission found the institutional organization for managing road safety problems was inadequate, 
and a well-defined action plan was lacking. Many road safety components are in projects that are still 
under implementation, but it is unlikely they will deliver significant road safety benefits or reduce road 
deaths and injuries. The delivery mechanisms for road safety needed to be reassessed; ADB’s objectives 
are more likely to be achieved if its efforts are delivered through sector, program, or results-based 
operations. 
 

e.          Social Sustainability  

115.  About half the projects approved after 2010 for gender assessment contained interventions for 
promoting universal transport.86  Most of these aimed to support the poor. In urban areas in the PRC and 
Viet Nam, the approach appears to have been to shift people from using private modes of transport to 
more convenient and affordable public transport. To achieve this, the countries provided intermodal 
transport options and integrated fares to make transport more affordable. Box 11 looks at the good 
practices used in several ADB-supported public transport projects for designing accessible transport. 

 
86  The STI-OP recommends incorporating pro-poor aspects, gender mainstreaming, participation, communicable disease control, 

measures to combat human trafficking, core labor standards, and use of tariff and subsidy options to make transport services 
more accessible and affordable.  
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Despite the STI-OP’s intention to support nonmotorized transport, such support was found in only a 
handful of projects, including the use of nonmotorized forms of transport and widening pavements.  
 

 
 
116. ADB support for universal transport focused mainly on accessibility, which limited the effective 
achievement of social sustainability. The evaluation broadly assumed that affordability and mobility 
issues were the same for women, the disabled, and the elderly, and were tackled by measures used for 
the poor in general. Only seven of the 94 projects (7%) aimed to measure the results of support for 
universal access. The Ho Chi Minh City Urban Mass Rapid Transit Line 2 Investment Program Tranche 
(2012), a multitranche financing facility, was the only project that aimed to ensure an increase in public 
transport usage in project districts (by 22%), including by women (by 25%).  

 
117. Only about 15% of projects included measures to address affordability, although the STI-OP 
specifically stated this should be a focus. The few projects that did so were in the PRC and Viet Nam. This 
means that about 85% of the interventions did not discuss affordability at all or found it to be irrelevant. 
ADB’s Gender and Transportation Toolkit suggests measures to help these groups, such as off-peak fares, 
multiple-trip tickets, and group traveller ticketing. But these measures were not commonly integrated in 
ADB interventions.87 
 
118. The STI-OP was relevant to gender mainstreaming, which was supported by a thematic 
operational plan that provided guidance on how to mainstream gender equity in the transport sector. 
After 2010, gender mainstreaming in ADB operations in the transport sector more than doubled.88 
Although the STI-OP provided strategic relevance for gender mainstreaming through one of its strategic 
thrusts, it did not spell out a theory of change for supporting gender equality in the transport sector. It 
did not explain how transport-related outputs or early outcomes could support universal access to 

 
87  ADB’s Gender Tool Kit (footnote 64), para. 29.  The tool kit also mentions how issues of affordability were tackled in a Papua 

New Guinea project. Lack of money to take buses and visit the hospital were identified as a major constraint during project 
preparation so the project included the provision of cash transfers to the female head or female adult of households to cover 
the costs of women’s bus travel to the nearest hospital on the condition that they present evidence that they accessed prenatal 
and postnatal care. (para. 6.) 

88  A before and after analysis of 567 loans and grants approved over 2005–2018. 

Box 11: Good Practices for Accessible Transport 

The Shandong Spring City Green Modern Trolley Bus Demonstration Project aimed to provide universal-access 

facilities for vulnerable users, including the elderly, the disabled, women, and children by providing at least 93 

new stations (2016 baseline: none).  

Project measures included ceilings and seating in well-lit bus rapid transport (BRT) stations, including for people 

with special needs; pedestrian access to BRT stations, including for people with special needs; installing intelligent 

stop reporting systems in BRT stations;  offering priority seating for people with special needs in BRT trolley buses; 

installing help buttons and security cameras on BRT trolley buses; and providing protective but nonreflective 

cabins and covers for bus drivers, especially for female drivers. 

The program in Viet Nam planned to integrate the metro with bus lines, using a ticketing system and public 

transport pricing framework that would be affordable, and to increase access for women, since they are the main 

users of public transport.  

The design of the Peshawar Sustainable Bus Rapid Transit Corridor Project promoted the mobility of women, the 

disabled, and the elderly.  Campaigns on the advantages of the BRT system encouraged the public, especially 

women and other groups, to use the BRT. Under the project, priority e-ticketing counters for the elderly, and 

separate ticketing counters and vending machines for women will be introduced. The design of stations and 

buses will be improved for vulnerable transport users. 

Source: Asian Development Bank (Independent Evaluation Department). 
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affordable transport services for men and women. Instead, the STI-OP focused on outcomes for women, 
such as their participation in community-based road maintenance programs; facilities and standards for 
roads, buses, and stations; and measures to combat human trafficking. While all of these issues are 
important, they do not directly touch on equal access to transport services for women or universal access. 
Nevertheless, the gender thematic group made significant efforts to provide guidance on how to 
mainstream gender in ADB operations, including for the transport sector.  
 
119. Gender mainstreaming has been improving in the transport sector, particularly toward the end 
of the evaluation period. According to the December 2016 midterm review of the STI-OP, 78% of road 
projects were categorized as “effective gender mainstreaming” or as containing “some gender 
elements.” The review cites as examples of gender elements: “measures to create income earning 
opportunities for women; training of women professionals; and mitigation of HIV/AIDS risks associated 
with road construction works.” While these issues are all important, again they do not directly touch on 
equal access to affordable transport services or universal access. The evaluation’s focus was for the most 
part on women’s economic empowerment and not on ensuring equal access to transport services. This 
weakness is reflected in Box 12, which shows the results of some projects with PCRs. 
 

 
 
 
 
 
 
 
 

Box 12: Good Practices for Universal Transport 

The Solomon Island Transport Sector Flood Recovery Project (funded by the Disaster Response Facility) discussed 
outcomes in all three key dimensions—accessibility, affordability, and mobility—based on focus group discussions 
with beneficiaries. For accessibility, women beneficiaries said that improved road access helped to diversify their 
economic opportunities, enabling more of them to bring their farm produce and firewood to market. Better 
accessibility also led to more opportunities for paid work for both men and women in neighboring cities. Women 
beneficiaries attributed an estimated increase of 30% in household income from the improved road access.  
 
For the accessibility of sea transport, measures such as installing a fixed ladder at wharfs helped remove physical 
barriers for women and children. On affordability, women beneficiaries noted that the average transport cost for 
a single trip fell from SI$25 to SI$10 due to an increase in the number and frequency of pick-up trucks and buses 
travelling to the villages. The improved affordability of transport services resulted in more women accessing 
transportation services in their communities.  Regarding mobility, the focus group discussions indicated that the 
frequency of public transportation had increased by 50%–60%. Women beneficiaries noted that the increased 
number of road users enhanced their sense of safety, particularly for girls going to school. 
 

Other project completion reports focused on the achievement of outputs. The Rural Roads Improvement Project 
in Cambodia encouraged women to participate in construction works as early as 2010 (and was pioneering in 
this respect). Under the project, extensive information and education campaigns encouraged women to 
participate in the project’s construction. Some 31% of the project’s labor force was women. Although the PCR 
indicated that one impact indicator related to women was achieved, it provided no information on transport-
related outcomes for women. 
 
Separate pavements and facilities for women, including mothers, were part of the Central Asia Regional Economic 
Cooperation Corridor 6 (Ayni–Uzbekistan Border Road) Improvement Project in Tajikistan. Although the outputs 
were achieved, the PCR provided no information on whether the project enhanced accessibility, mobility, or 
affordability for women through the provision of new transport services under the project, leaving a huge gap 
in the theory of change.  
   

Source: Asian Development Bank (Independent Evaluation Department). 
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3. Crosscutting Aspects   

 
a. Safeguards 

 
120. Parallel to this sector-wide assessment of ADB transport operations, IED is also conducting an 
evaluation of ADB’s Safeguard Policy Statement (SPS),89 planned for completion by mid-2020.90 This has 
already made some notable findings relevant to meeting safeguard requirements during project 
implementation in transport projects. The safeguard evaluation is covering six countries: the PRC from 
East Asia, India and Nepal from South Asia, Papua New Guinea from the Pacific, Viet Nam from Southeast 
Asia, and Uzbekistan from Central and West Asia.  
 
121. The evaluation is looking at the SPS and at the changing contexts both within ADB with new 
products and transport modes, and externally given the developments in other multilateral development 
banks and in global markets where the private sector’s role in infrastructure has increased. The 
assessment focuses on whether the SPS is still “fit for purpose” in these changing contexts. ADB’s 
safeguard performance and results per sector are not the main focus in how the evaluation is being 
conducted, which looks at difficulties observed in three areas: the environment, involuntary resettlement, 
and indigenous peoples. The report notes that it is limited by the small number of completed lending 
operations that were approved under the SPS and by the availability and/or quality of documentation. 
The lack of systematic impact assessments, which include reporting on safeguard results, at the end of 
projects limits the assessment of results. Most of the assessments have bundled together the three key 
infrastructure sectors: transport, energy and water and other municipal services (WUS).  
 
122. During the evaluated period of 2010–2018, the period immediately after the SPS was introduced 
in 2009, ADB’s lending volume has doubled. The portfolio increased both in number of approvals and 
lending volumes. Traditional investment lending that triggered safeguards in sovereign stand-alone 
investment projects and infrastructure MFFs still accounted for 60% of ADB operations, but this share 
has been declining at the expense of an increase in nonsovereign operations, sovereign financial 
intermediary loans (FIs), and result-based lending (RBLs).   
 
123. The share of category A environment projects in transport loans declined from 30% in 2005–
2009 to 13% in 2015–2018. The share of category A involuntary resettlement transport projects fell from 
37% in 2005–2009 to 27% in 2015–2018. Despite this, there is limited evidence of satisfactory mitigation 
of environmental and social impacts due to under-reporting. The SPS evaluation concludes that 
environmental risks have been adequately mitigated; the impact of the SPS was clear on core 
environmental impacts, risks of pollution (e.g. dust, noise), and biodiversity. Projects focused largely on 
the immediate impacts and risks arising during the construction phase; these received more attention 
than the longer-term or cumulative effects on affected households or the environment. The SPS 
evaluation concludes that there was an apparent preference for avoidance and a minimalist application 
of the SPS, presumably in the interests of faster processing. Projects were found to have focused on 
smaller segments rather than on using a more holistic or comprehensive approach to develop a transport 
system. Examples from Uzbekistan91 and PNG92 found that road projects had focused on selected 
segments, in sparsely populated areas, and on the project rights of way, resulting in a limited scope of 
the safeguards assessment and a missed opportunity to address cumulative impacts that would ensure 
broader environmental and social benefits. There were cases of occupational health and standards for 
workers having been infringed in these projects. For example, in Viet Nam,93 a contractor did not report 

 
89  ADB. Safeguard Policy Statement, 2009, Manila.  
90  IED. Forthcoming. Review of Safeguards Policy Statement, Preliminary findings. Manila.  
91  ADB. 2010. Report and Recommendation of the President to the Board of Directors: Proposed Multitranche Financing Facility to 

the Republic of Uzbekistan for the Central Asia Regional Economic Cooperation Corridor 2 Road Investment Program. Manila.  
92  ADB. 2008. Report and Recommendation of the President to the Board of Directors:  Proposed Multitranche Financing Facility 

to Papua New Guinea for the Highlands Region Road Improvement Program. Manila.  
93 ADB. 2010. Report and Recommendation of the President to the Board of Directors:  Proposed Multitranche Financing Facility to 

Viet Nam for the Greater Mekong Subregion Ben Luc-Long Thanh Expressway Project. Manila.  
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fatal accidents that had occurred during construction to the government or to the project funders (ADB 
and Australia). In projects visited by IED, physical cultural heritage was not referred to, although, if this 
is ignored during project design, it can significantly add costs. For example, in a road project in Yunnan 
PRC,94 land acquisition costs increased by 141%, much of it because the initial project design did not pay 
attention to cultural heritage.  
 
124. On the involuntary resettlement side, the application of ADB safeguards has generally been 
successful. Involuntary resettlement arising from land acquisition has been the most contentious area, 
but one where ADB’s value addition has been most evident. The application of safeguards, particularly 
when the implementing agencies worked with ADB on multiple projects, resulted in greater 
understanding and clarity of key involuntary resettlement requirements and higher benefits for affected 
households. In contrast to other countries, the Viet Nam portfolio did not shy away from involuntary 
resettlement and this portfolio highlights a number of challenges with compensation. Eight of the 10 
projects covered by the portfolio review sample involved involuntary resettlement. Most projects started 
with a resettlement framework at approval and prepared detailed resettlement plans later when the 
detailed project designs were available. However, during implementation, differences between the 
preliminary estimate of the magnitude of impact and the actual impacts when the detail designs and 
resettlement surveys have been completed became apparent.   
 
125. On indigenous peoples, the results were limited. ADB’s approach has been characterized by risk 
avoidance, including in countries that have distinct populations of indigenous peoples and policies. Due 
diligence on safeguards for indigenous peoples has tended to be connected to involuntary resettlement 
and has shown a preference for compensation rather than addressing non-monetary aspects or cultural 
concerns. In a road project in India,95for example, some roads were expected to pass through areas where 
indigenous peoples lived. Although an indigenous people planning framework was prepared prior to the 
project approval, all subprojects going through communities of indigenous peoples were excluded from 
ADB projects, a missed opportunity to integrate neglected communities by providing them with 
development benefits. 
 

b. Innovation 
 
126. The STI-OP notes that intelligent transport systems are one way of enabling sustainable transport. 
Intelligent transport systems can benefit transport managers, users, and the environment by improving 
operational efficiency and by reducing travel uncertainty. Efficient traffic through traveler information, 
traffic management, driving assistance, and electronic transactions is one of the elements of intelligent 
transport systems for environmentally sustainable growth. Intelligent transport systems can also promote 
the maximum use of existing infrastructure assets and alleviate the need for investment in new 
infrastructure, freeing up funds for operation and maintenance. Road concession information enables 
drivers to change their routes. Information on peak traffic periods allows public transport users to shift 
their trip patterns.  
 
127. ADB has supported intelligent transport systems for more than 10 years; however, ITS system 
components in projects have generally been small, and the results have not been monitored carefully. 
Intelligent transport systems are now being mainstreamed, especially in the PRC, where ADB has provided 
support. This shift is consistent with the international agenda because the PRC is one of the largest 
greenhouse gas emitters and improving energy efficiency is a critical issue. The ADB-supported Shandong 
Spring City Green Modern Trolley Bus Demonstration Project is building 110 kilometers of bus rapid 
transport lanes for electric trolley buses on about 40 routes. The project will supply some 700 modern 
trolley buses with advanced power storage technology, and intelligent transport systems for driving 

 
94 ADB. 2010. Report and Recommendation of the President to the Board of Directors:  Proposed Loan to the People’s Republic of 

China for the Yunnan Integrated Road Network Development Project. Manila.  
95 ADB. 200X. Report and Recommendation of the President to the Board of Directors: Proposed Loan and Technical Assistance 

Grant to India for the Chhattisgarh State Road Sector Project. Manila.  
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assistance and vehicle and power monitoring. ADB is helping the government prepare a new urbanization 
smart transport system in Guizhou, which will use intelligent transport systems to manage traffic flows 
with an intelligence-connected vehicle system and clean e-vehicle transport technology.  
 
128. Digital innovation and disruptive technologies are changing how people choose to travel and the 
amount of travelling they do as well as how goods are acquired and transported. Innovation in the 
transport sector is already extensive and expected to be transformative in the decades to come, including 
through new methods of communicating, such as the use of smart phones, digital platforms, the 
“Internet of Things,” and cloud computing. Shared transport options will become more available and 
attractive and new forms of mobility such as autonomous vehicles, bike sharing, and the use of drones, 
will change personal mobility needs, blurring the lines between private and public transport. The future 
of transport will be driven by four trends: (i) the expansion of automated vehicles from assisted driving 
to driverless vehicles; (ii) the increased reliance on connected network, systems and data driven platforms; 
(iii) the growth of shared services from micro-mobility to car or ride-sharing services to transit; and (iv) 
the increased viability of low-carbon electric and clean fuel vehicles. It is also noted that new technologies 
using big data and drones are also available for managing transport assets and assessing safety measures 
against disaster through early detection and sensing systems. 
 
129. The use of innovative techniques to improve project sustainability needs to be explored. 
Sustainability is the primary issue affecting long-term project performance. While many transport 
projects, especially large urban transport projects, exhibit high economic rates of return, they often suffer 
from weak financial sustainability, with direct returns based on fares, advertising and other operating 
revenues. Analyses could explore options to seek spillover benefits from increased land values such as 
increases in tax revenues and levies on increased business opportunities generated by large-scale 
transport investments that could be re-allocated by governments to supporting infrastructure operations. 
 

c. Private Sector Participation 
 
130. Despite the large demand for transport, the sector is finding it difficult to attract private sector 
participation. Partnerships and innovation in transport projects can potentially be supported through the 
expanded private sector operations, as envisioned by Strategy 2030. Yet many transport projects are not 
financially viable on a stand-alone basis. Significant bottlenecks hinder private sector participation, 
including differences in business practices, such as insufficient regulatory and policy frameworks (lack of 
PPP policies, redundant contract processes, and unpredictable regulatory supervision); weak investor 
confidence; limited government capacity; corruption; political instability; inaccurate market and traffic 
projections; lack of long-term local currency financing; currency mismatches; conflicting safeguard 
standards; and the high costs of safeguard management plans, especially those associated with 
involuntary resettlement. PSOD also considered transport projects during the review period, but was 
unable to proceed due to the difficulty of implementing ADB safeguard policies especially in instances 
where the private sector had limited control or influence on these matters (i.e., land acquisition 
undertaken by government following country compensation standards). ADB support for transport 
through nonsovereign operations has been very limited (Chapter 3). Where a mature policy and 
regulatory environment exists, as in Thailand, the Philippines, and some states in India, private developers 
are beginning to bid, and commercial banks are willing to finance both greenfield development and the 
upgrading of existing roads, urban railways, and airport facilities. Yet constraints remain, particularly for 
foreign investors, due to weak frameworks, a preference for unsolicited bidding, constitutional 
impediments, and state-owned enterprises that operate with monopolistic powers in some areas.  
 
131. In sovereign operations, PPPs were mostly limited to operation and maintenance. The level of 
investment in nonsovereign operations is very limited. Concessional contracts for road maintenance are 
a good first step for many DMCs to create a conducive environment for PPPs in the road sector. Although 
ADB support for road maintenance components has often not been successful, it has been improving 
through PPP procurement (para. 129). 
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132. Despite the challenges in attracting private sector participation, ADB has recently delivered 
several innovative transactions that could be replicated. Under the mandate of the Office of Public–
Private Partnerships, ADB signed the Dhaka Bypass Project in 2017. In this project, ADB provided advisory 
support for focusing on the project’s commercial aspects, including currency indexation, a minimum 
revenue guarantee, and an improved financial model. ADB also provided legal support to draft the PPP 
contract. In the PRC, ADB has worked through a corporate finance facility, Minsheng Financial Leasing, 
to provide green transport finance in the PRC and to promote sustainable transport solutions, such as 
financing leases or purchase of electric buses. The hybrid annuity model (HAM) for roads has also been 
introduced in India, with ADB recently financing two HAM projects in the states of Rajasthan and 
Karnataka. HAM is proving to be one method of implementing projects that were not previously viable 
as build-operate-transfer (BOT) toll roads.96  Although HAM was introduced only in January 2016 as a 
PPP modality, HAM structures have played a significant role in overcoming some of the problems 
associated with the bankability of Indian BOT road projects. In 2018, of the 7,400 km of roads awarded 
by the National Highways Authority of India, only about 200 km were awarded under BOT structures, 
compared with 3,400 km under HAM and 3,800 km under the conventional public program. A big 
advantage of HAM is that traffic risks and estimates of toll road revenue projections are effectively 
removed from financing calculations, making developers much more willing to participate, and banks 
and investors to lend. Although HAM in India is not an ADB-led initiative, it does highlight the important 
role that ADB can play in supporting innovative financing structures that can overcome implementation 
bottlenecks and encourage greater private sector participation. These initiatives are helping to attract 
private capital, although ADB public transport operations are not sufficiently addressing viability gap 
financing to crowd in private sector funds. Leveraging the private sector’s expertise and its operational 
and financial capacity will be essential for helping DMCs address the transportation bottlenecks that 
affect the lives of millions in rural and urban areas.  
 

 Summary 
 
133. ADB made progress toward achieving the STI-OP’s development outcomes during 2010-2018. 
The performance of completed projects stagnated at about 70% during 2013–2018, below the 80% 
corporate target but close to ADB’s average performance. Sustainability was the lowest-rated criterion, 
with efficiency next lowest. Although relevance was the highest-rated criterion, a significant number of 
projects had weak designs and monitoring frameworks, which affected the achievement of the intended 
outcomes. For example, connectivity, which had the highest performance (87%), was defined in terms 
of the number, length, and area of connected locations, rather than in terms of accessibility of the 
population to social and economic services.  For safety and environmental sustainability, both STI-OP 
priority areas, the performance was lower than 70%, mainly because of the poor quality of the outcome 
indicators used to assess them or because of the cancellation of outputs to achieve them, particularly for 
road safety. Public transport, rail, and water projects performed best, since they were less likely than road 
projects to experience a reduction of scope.  
 
134. ADB’s institutional support was limited to knowledge products and services, and inputs to policy 
and regulatory reforms. ADB was successful in providing support for institutional and capacity building 
through training and workshops, and consulting services for preparing policy reports and regulatory 
framework documents. Although these were starting points for organizational reform and system 
development, they were not enough to push for the envisioned reforms. Support for private sector 
participation through policy reforms was also weak, because ADB’s support was limited to developing 
performance-based contracts for road maintenance.  

 
96  Under a hybrid annuity model (HAM), the commissioning authority commits to support up to 40% of a project’s cost upfront; 

the private developer bears the balance funded through a combination of debt and equity. Once the road asset has been 
completed, it remains under the commissioning authority’s ownership. The private developer responsible for construction is 
required to maintain the road and receives semi-annual annuity payments for a fixed operational period of 15 years.  The annuity 
and operation and maintenance payments are linked to road availability, which ensures the continued performance of the road 
assets. 
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135. ADB’s support increased the number of sustainable transport projects, but the rate of increase 
was below expectations. The adoption of the STI-OP led to an increase in support for more sustainable 
modes, such as urban transport and rail operations. The STI-OP identified new and enhanced sustainable 
transport operations in the following areas: urban transport, addressing climate change in the transport 
sector, cross-border transport and logistics, road safety, and social sustainability. However, the 
achievements were below expectations due to the complexity of the urban transport and rail projects. 
These needed to consider institutional, capacity, and multisectoral aspects, and they required a 
multidimensional and holistic delivery approach. ADB support contributed positively to improving 
domestic connectivity and efficiency, but greater efforts are needed before sustainable success can be 
achieved, particularly in climate change, RCI, and road safety. 
 
136. More transport projects are incorporating measures to reduce greenhouse gas emissions and 
adapt to climate change impacts, but these are not being mainstreamed. Greenhouse gas mitigation 
targets were highlighted in only five of the 18 environmentally sustainable transport projects and the 
targets were mainly based on achieving modal shifts. Climate finance was tapped for only one of these 
projects in the evaluation period. Contributions to the corporate climate change targets nominally set at 
$1 billion per annum were met in 2017 but not in 2016 and 2018. The forward lending program suggests 
that this target will likely be met in the next 3 years because of metro and railway projects in the pipeline, 
but the extent of the transfer of mobility demand across modes of transport (modal shift) is to be 
determined. Greater policy dialogue and policy adjustment in many DMCs would help them to achieve 
greater sustainable climate outcomes. ADB support to DMCs for accessing climate change funding needs 
to increase.    
 
137. ADB’s support for assisting cross-border transport and logistics did fully achieve the intended 
results. Neither ADB nor DMCs had much appetite for including logistics components in sovereign-funded 
projects, since these are usually provided by private operators and freight forwarders. As a result, the 
additional support for logistics anticipated in the STI-OP has yet to occur. ADB support for improving the 
corridor infrastructure of landlocked DMCs was significant, but cross-border constraints such as border 
processes and procedures have yet to be properly addressed. No significant progress has been made in 
establishing partnership arrangements with transport research and other organizations to facilitate 
transport on a corridor-by-corridor basis. A specialized transport facilitation team has not been set up at 
ADB, instead, the results monitoring of transport projects is being integrated within ADB’s results-based 
monitoring of subregional programs. Support has been provided for proposals and plans for competitive 
railway networks in the CAREC and GMS subregions and for project preparation in several countries in 
these groupings. ADB has engaged additional railway expertise to assist with its expanded railway work 
program. 
 
138. ADB operations have not had a significant impact on reducing road casualty rates in DMCs or on 
improving road safety. Support for road safety during the evaluation period was confined to loan 
components that did not focus on mainstreaming safety and that had a limited impact on saving lives 
and reducing injuries. While the STI-OP stressed the importance of supporting road safety, coherent 
policy and action plans to guide national and subnational road safety were lacking in DMCs. All project 
support for road safety was provided by projects that had road safety audits and safety awareness 
components. While individual project components such as these are essential for making roads safer, 
they are better delivered on a countrywide basis rather than limited to individual projects. As a result, 
ADB’s impact has been limited in scope and has not encouraged mainstreaming.  
 
139. ADB’s support for universal transport focused mainly on accessibility, which limited the 
achievement of social sustainability.  For the most part, the evaluation assumed that affordability and 
mobility issues were the same for men and women, the disabled, and the elderly, and could be tackled 
by measures for the poor in general. 
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140. Implementing safeguards requires a careful assessment of local contexts, requirements, and 
institutional capacity. The following emerged from a preliminary assessment of case studies in the 
forthcoming evaluation on ADB’s Safeguard Policy Statement:  (i) delays in implementing environmental 
and social safeguards for transport projects may result from gaps or a lack of clear local requirements for 
impact-assessment instruments for the Safeguard Policy Statement; (ii) there are non-eligible risks and 
impacts in domestic legal frameworks, (iii) land acquisition and grievance mechanisms are still the most 
challenging areas that transport projects face in complying with the Safeguard Policy Statement; and  
(iii) insufficient capacity assessment during design resulted in complications and delays during 
implementation. Although there is only limited evidence for assessing ADB’s performance in meeting the 
Safeguard Policy Statement objective of mitigating environmental and social impacts due to 
underreporting, the safeguard evaluation concluded that environmental results had been adequate. 
Implementation of the Safeguard Policy Statement was most effective on core environmental impacts 
and risks of pollution (e.g., dust and noise) and biodiversity. On the involuntary resettlement side, 
implementation of the Safeguard Policy Statement has generally been successful. Involuntary 
resettlement arising from land acquisition has been the most contentious area, but it has also been where 
ADB’s value addition has been most evident.  Indigenous peoples safeguards due diligence has tended 
to be limited to involuntary resettlement and the payment of compensation rather than including non-
monetary aspects or responding to cultural concerns.  
 
141. ADB needs to keep abreast of new trends in intelligent transport systems, since digital and 
disruptive technologies are changing rapidly and will have a significant impact on transport systems, 
services, and travel patterns. The current practice of assessing innovative technologies through 
knowledge events and undertaking technical assessments and pilot studies through regional TA should 
be continued and extended. The focus of this work should remain with the Thematic Advisory Service 
Cluster, SDCC.  
 
142. The demand for additional transport infrastructure and services is high but the contribution of 
nonsovereign operations to the overall transport portfolio remains disappointingly low, 2.9%. There are 
considerable barriers to the participation of private investment in transport infrastructure and services. 
ADB needs to direct greater attention to policy and sector assessments with a view to reforming 
countries’ regulatory frameworks and making them more conducive to private investors.  Greater synergy 
and coordination between public and private sector staff is needed to increase private investment in the 
sector.  
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143. This chapter examines ADB’s institutional arrangements to support the implementation of the 
STI-OP. It assesses how ADB’s transport sector staff are organized, the adequacy of staffing and skills, 
and coordination among departments in supporting transport project planning and implementation. The 
assessment is based on: (i) information provided by ADB transport sector staff, and staff of the Budget, 
Personnel, and Management Systems Department; (ii) results from an online survey of ADB transport 
sector staff;97 and (iii) meetings and interviews with ADB’s transport sector staff.98 
 

A. Staffing and Organization to Deliver the Transport Program 
 
144. ADB’s transport sector staff are primarily organized as divisions within each of the five regional 
departments, supported by the Transport Sector Group in the Sustainable Development and Climate 
Change Department (SDCC). As of August 2019, 54 international staff were assigned to transport-related 
units (Table 9). The number of international staff with transport expertise varies among regional 
departments, with the Central and West Asia Department having the highest number (17) and the East 

Asia Department the lowest (3). Other ADB staff are responsible for compliance with safeguards.  
 
145. The number of international staff with primary transport expertise has remained stagnant since 
2016 and ADB’s transport sector staff are heavily concentrated at headquarters (Table 9). The number of 
such staff totaled 50 in August 2010, increasing by four to 54 in July 2016. As of August 2019, the total 
remained at 54.99 Feedback from staff suggests that insufficient technical knowledge and experience is 
being infused into transport because of the limited number of international staff with primary transport 
expertise. While ADB’s transport sector staff are heavily concentrated at headquarters (Table 9), the South 
Asia Department is an exception, as it has 11 transport project officers based in four resident missions. 
 
 
 

 
97  IED conducted an online survey from 13 March 2019 to 10 May 2019. The survey covered 236 transport sector staff from ADB 

headquarters and resident missions. It sought perceptions on the relevance and effectiveness of ADB support for transport, and 
the main achievements and challenges in the sector. The survey also aimed to identify successful and unsuccessful practices and 
experiences and asked for suggestions on the way forward. Of the 236 staff surveyed, 115 positions included titles related to 
transport-specific positions. Only 64 (27.7%) of staff responded to the survey, despite receiving reminders. 

98  During the transport learning day on 15 August 2019, IED aimed to: improve its understanding of trends in ADB’s transport 
projects; determine the attributes of sustainable transport subsectors, such as urban transport and rail, that make delivery or 
approval more difficult; assess organizational needs, including the staff and skills mix, and identify potential collaborations 
between divisions and departments; and find recent improvements in implementing themes, such as gender equity. ADB sector 
and thematic groups in SDCC, directors of divisions and sectors from each regional department working on transport projects, 
and staff from ERCD and other departments directly involved in ADB’s support for transport participated in the learning day. 
Interviews with transport division directors and staff followed in September. 

99 ADB. 2016. Midterm Review of Sustainable Transport Initiative Operational Plan. Manila. Table 2.   

Highlights 
 
The number of international staff with primary transport expertise at the Asian Development Bank (ADB) has 
been stagnant since 2016. Since transport is ADB’s largest sector and of great importance to DMCs, staff 
resources and capacity deserve greater priority.  
 
ADB places undue emphasis on loan processing times and volume. This reduces the incentives for staff to pursue 
complex urban transport projects. 
 
Clear guidelines for project planning and selection are lacking; the peer review process, especially for complex 
projects, should be strengthened. 
 
Collaboration among regional departments and the thematic groups is limited and needs to be strengthened. 
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Table 9: ADB Transport Staff by Department (as of August 2019) 

Department Unit Position Title 
International 

Staff 

National and 
Administrative 

Staff 
(Headquarters) 

National and 
Administrative 

Staff  
(Field Offices) Total 

CWRD AFRM Associate Project Officer (Transport) ... 0 1 1 
  CWTC Principal Transport Specialist 3 ... ... 3 
   Senior Transport Specialist 5 ... ... 5 
   Transport Specialist 6 ... ... 6 

  CWUW 
Principal Urban Development 
Specialist (Transport) 

1 ... ... 1 

   

Senior Urban Development Specialist 
(Transport) 

1 ... ... 1 

   

Urban Development Specialist 
(Transport) 

1 ... ... 1 

CWRD Total    17 0 1 18 

EARD EASI Principal Transport Specialist 1 ... ... 1 
   Senior Transport Specialist 1 ... ... 1 
   Transport Specialist 1 ... ... 1 
   Senior Transport Sector Officer ... 1 0 1 
  MNRM Transport Officer ... 0 1 1 

EARD Total    3 1 1 5 

PARD PATC Senior Transport Economist 1 ... ... 1 
   Senior Transport Specialist 1 ... ... 1 
   Transport Specialist 3 ... ... 3 
  PNRM Transport Specialist 1 ... ... 1 

PARD Total    6 0 0 6 

SARD BRM Associate Project Officer (Transport) ... 0 2 2 
  INRM Associate Project Officer (Transport) ... 0 1 1 
   Senior Project Officer (Transport) ... 0 5 5 
  NRM Senior Project Officer (Transport) ... 0 2 2 
  SATC Principal Transport Specialist 3 ... ... 3 
   Transport Specialist 11 ... ... 11 
  SLRM Senior Project Officer (Transport) ... 0 1 1 

SARD Total    14 0 11 25 

SDCC 
SDSC-
TRA Chief of Transport Sector Group 

1 ... ... 1 

   Principal Transport Specialist 2 ... ... 2 
   Senior Railway Specialist 1 ... ... 1 

   

Senior Road Asset Management 
Specialist 

1 ... ... 1 

   Transport Officer ... 1 0 1 

SDCC Total    5 1 0 6 

SERD SETC Principal Transport Specialist 2 ... ... 2 
   Senior Transport Specialist 2 ... ... 2 
   Transport Specialist 5 ... ... 5 
  VRM Senior Project Officer (Transport) ... 0 1 1 

SERD Total    9 0 1 10 

Grand Total    54 2 14 70 

… = not applicable,  AFMR = Afghanistan Resident Mission, BRM = Bangladesh Resident Mission, CWRD = Central and West Asia 
Department, CWTC = Transport and Communications Division, CWRD, CWUW = Urban Development and Water Division, CWRD, 
EARD = East Asia Department, EASI = Sustainable Infrastructure Division, EARD, INRM = India Resident Mission, MNRM = Mongolia 
Resident Mission, NRM = Nepal Resident Mission, PARD = Pacific Department, PATC = Transport and Communications Division, 
PARD, PNRM = Papua New Guinea Resident Mission, SARD = South Asia Department, SATC = Nepal Resident Mission, SDCC = 
Sustainable Development and Climate Change Department, SDSC-TRA = Sector Advisory Service Cluster, SDCC-Transport Sector 
Group, SERD = Southeast Asia Department, SETC = Southeast Asia Department, SLRM = Sri Lanka Resident Mission, VRM = Viet 
Nam Resident Mission.  
Note: Excludes directors of divisions as well as two international staff on special leave without pay and on secondment. 
Source: Asian Development Bank (Budget, Personnel, and Management Systems Department). 
 
 
  

https://phonebook.adb.org/directory/getContent.do?handler=102&key=AFRM&code=465000
https://phonebook.adb.org/directory/getContent.do?handler=102&key=BRM&code=205500
https://phonebook.adb.org/directory/getContent.do?handler=101&key=460000&caption=Central%20and%20West%20Asia%20Department
https://phonebook.adb.org/directory/getContent.do?handler=101&key=460000&caption=Central%20and%20West%20Asia%20Department
https://phonebook.adb.org/directory/getContent.do?handler=102&key=CWTC&code=463500
https://phonebook.adb.org/directory/getContent.do?handler=102&key=CWUW&code=462500
https://phonebook.adb.org/directory/getContent.do?handler=101&key=470000&caption=East%20Asia%20Department
https://phonebook.adb.org/directory/getContent.do?handler=102&key=EASI&code=470500
https://phonebook.adb.org/directory/getContent.do?handler=102&key=INRM&code=206000
https://phonebook.adb.org/directory/getContent.do?handler=102&key=NRM&code=207000
https://phonebook.adb.org/directory/getContent.do?handler=101&key=360000&caption=Pacific%20Department
https://phonebook.adb.org/directory/getContent.do?handler=102&key=PATC&code=361100
https://phonebook.adb.org/directory/getContent.do?handler=102&key=PATC&code=361100
https://phonebook.adb.org/directory/getContent.do?handler=102&key=NRM&code=207000
https://phonebook.adb.org/directory/getContent.do?handler=102&key=SLRM&code=208000
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146. Technical expertise and resources are insufficient given the increasing demand for multisectoral 

and complex transport projects. The technical stream needs to be strengthened so ADB can apply best 

practices and achieve project-related goals considering the increasing demand for more unconventional, 
multisectoral, and complex transport projects, such as high-tech rail projects in South Asia, and a project 
trend for multisectoral and composite projects in the PRC. Survey results show that only about one third 
(27%) of the respondents agreed that ADB’s institutional capacity is appropriate, including the number 
of staff and skills mix to effectively implement the STI-OP, while 41% were neutral. Some staff expressed 
dissatisfaction over the lack of capacity in the transport staff that had been recruited and emphasized 
that ADB needs to hire more technically sound staff for both infrastructure and regulatory aspects (such 
as border processes and procedures). 
 
147. Additional technical expertise is required to improve the quality and design of ADB transport 
projects at entry. Projects need to have more innovative designs. Survey results highlighted various issues 
with the quality of designs, with 37% of respondents saying transport projects incorporated sufficient 
technical details in their design, 37% neutral, and 20% disagreeing. Less than one-third (29%) of 
respondents agreed that projects used innovative approaches and new technologies to achieve STI-OP 
objectives. Regarding the quality of transport project design, 54% of respondents rated this as either 
good or very good for promoting ADB strategies and the STI-OP, 42% rated the quality of design average, 
and 4% poor. Some 61% of respondents rated the project’s logic, in terms of alignment between project 
objectives and the design and monitoring frameworks, as either good or very good, 35% rated this as 
average, and 4% poor or very poor. 
 
148. Collaboration on transport projects among and within the ADB departments is weak, given the 
absence of a formal mechanism. This has resulted in limited sharing of expertise,  reflected in the survey 
results on the effectiveness of collaboration among transport and nontransport divisions, including the 
Office of the General Counsel (OGC), Economic Research and Regional Cooperation Department (ERCD), 
Procurement, Portfolio, and Financial Management Department (PPFD), Private Sector Operations 
Department (PSOD), and Sustainable Development and Climate Change Department (SDCC). There 
appeared to be a general dissatisfaction among transport staff on the level of support received from 
nontransport divisions for implementing the STI-OP. However, collaboration between transport staff at 
headquarters and country offices was viewed more positively, with 66% of respondents rating this as 
very good or good. Resident missions were regarded as having been given sufficient authority to support 
project implementation by over half of respondents (54%). The lack of coordination among and within 
departments has led to a fragmented approach, since project and program planning done in isolation 
limits the impact of projects. The lack of close coordination has also resulted in regional departments not 
being informed about the projects led by SDCC in their region. Regional department staff expressed a 
preference for SDCC staff to become team members, with the focal point from the regional department 
designated as the project officer to streamline the process. Embedding ERCD, SDCC, and PPFD staff in 
regional departments to provide support was also suggested.   
 
149. Incentives, time, and opportunities to invest in knowledge sharing were limited due to staff 
workloads. Much of the knowledge gained through ADB’s vast experience is not adequately captured. 
No systematic mechanism is in place to enable a member of staff to seamlessly connect to a subject 
matter expert in ADB. A robust knowledge sharing system would supplement the support needed within 

regional departments and the transport sector, given that project support from SDCC is limited. In the 
absence of a standard procedure with dedicated resources, establishing a task force to explore options 
for knowledge management in the transport sector should be considered. Staff expressed the view that 
using existing platforms, such as SharePoint, would be a good starting point. Some emphasized the 
importance of knowledge acquisition through training on cutting-edge technologies and knowledge 
management skills on how to best plan and implement transport projects. 
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150. ADB does not use TA projects in a systematic and targeted way to enhance its leverage in 
transport project selection and to increase government ownership. Because of this constraint, the project 
readiness financing approach allows various operations departments to strengthen the institutional 
capacity of borrowers and prepare detailed engineering plans in advance, especially for complex 
transport projects. Trust funds made available for the transport sector would be a good resource for such 
TA.  
 
151. The peer review process has not been fully effective in transport operations.  Currently, there is 
no requirement for in-depth peer reviews of pipeline projects and when peer review does take place, the 
project officer determines the extent to which comments need to be incorporated. Strict processing 
schedules in some cases also do not allow enough time for expert project reviews. ADB staff noted that 
Management review meetings do not review projects sufficiently and that a more robust process is 
needed before project approval to enable ADB to develop the optimal designs.  
 
152. Private sector operations are often not supported by public sector operations because ADB’s 
incentive system is geared largely toward sovereign lending for large projects and loans. This has limited 
the development of PPP arrangements that would allow for private sector involvement in transport 
sector. The potential is there for sovereign loans to provide viability gap funding for projects and to make 
potential private sector investments viable. These types of activities have already started in the India 
resident mission, where public and private sector staff can now work together. Despite ADB’s focus on 
increased private sector participation, only 10% of survey respondents considered coordination with the 
private sector to be useful. By contrast, most respondents (71%) considered coordination with other 
development banks to be useful for improving ADB support for the transport sector. Other multilateral 
development banks were considered as the most useful partners (51%), followed by bilateral 
development banks.  
 
153. Clear guidelines for transport project planning and selection are lacking, which reduces the value 
addition for the DMCs. Weak project diagnostics and an inadequate understanding of structural 
transport problems within ADB limits its ability to develop and finance transport projects that would 
maximize value addition for DMCs and ensure greater development effectiveness. Under current project 

selection processes, careful consideration of the country and sector context is limited, and project 
selection is in some cases dictated by political reasons. 
 
154. An overemphasis on achieving volume-based targets for projects limits some project components 
from being fully considered, constraining the added value of ADB support for DMCs. Meeting project 
financing targets within agreed time frames is a priority for ADB. ADB staff expressed the view that there 
is currently little incentive to pursue complex transport projects, such as urban transport and rail projects, 
since these usually entail longer project preparation times and implementation schedules. Also, work 
plans prefer to take a project rather than programmatic approach. Survey results indicated that nonurban 
roads projects were perceived as the most successful for delivering the intended outcomes defined in 
project designs. Staff saw ADB’s greatest comparative advantage as being in the road sector. ADB was 
seen as least successful in promoting transport policies and institutional development, partly because of 
the insufficient time devoted by staff to the nonphysical aspects of transport projects, such as policy and 
sector support. 

 
155. The lack of a mechanism to consult with local governments was seen as a weakness in ADB 
support. Much project implementation in DMCs happens at the local level, where local governments have 
a greater understanding of local needs and can help in the selection of projects. Yet project selection 
decisions are taken with central government. ADB’s ability to intermediate between local and central 
governments and to establish a vertical communication channel to discuss project concepts is weak.  
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156. Most urban transport projects are administered by urban sector divisions in regional departments 
and categorized in the urban roads and traffic management subsector. In conventional support for urban 
transport, road building and upgrading components are part of the effort to improve urban 
infrastructure. However, these projects also include nontransport urban infrastructure, such as 
wastewater treatment, water supply, and sewage pipelines. Some of these multidisciplinary projects 
lacked sustainable transport features. Stronger coordination is needed between the transport and urban 
sectors. 
 
157. Greater demand is anticipated for a multidisciplinary approach using resources from multiple 
themes and sectors. ADB’s reinstitution of thematic and sector groups in 2015 was designed to increase 
the focus on knowledge and channel financial resources to mainstream thematic priorities, including 
gender, climate change, and RCI. A specific group for urban development was created, permitting ADB 
to provide strategic direction for achieving livable cities, one of Strategy 2030’s priorities. In the future 
operational program, it is anticipated that there will be greater demand for a multidisciplinary approach 
using resources from various themes and sectors to prepare and implement transport projects and 
programs. This approach will require a more flexible organization in which staff can offer their inputs 
beyond single-themed divisions.  
 
158. ADB has entered into partnerships with a range of external organizations to support the 
implementation of the STI-OP. ADB should review the effectiveness of its partnerships and consider the 
changes suggested in the STI-OP’s midterm review to further strengthen development coordination and 
partnerships.  Since ADB has limited staff expertise and capacity, and a multisectoral approach will be 
required under Strategy 2030, exploring further partnership opportunities is essential. 
 

B. Summary 
 
159. The increase in demand for multisectoral and complex transport projects calls for adequate 
technical expertise and resources, including knowledge support and policy assessment to deliver results. 
Transport is one of ADB’s largest sector of operations and the demand for transport infrastructure and 
services is expected to increase over the coming years, ADB needs more technical expertise in the 
transport sector to identify and apply best practices, and to achieve project and sector goals.  
 
160. The undue emphasis ADB places on loan processing time and volume reduces the incentive for 
staff to pursue complex urban transport projects. ADB’s overemphasis on volume-based targets limits 
the full consideration of other project components that could result in greater value addition. Because 
staff do not have enough time or capacity to undertake a comprehensive project analysis, opportunities 
are being missed. 
 
161. Clear guidelines are lacking for project planning and selection. This reduces the value addition of 
ADB support for DMCs. Weak project diagnostics and an inadequate understanding of structural 
transport problems in ADB limits its ability to develop and select ADB-financed transport projects that 
would maximize its value addition. 
 
162. Collaboration among regional departments and the transport thematic group and department 

with relevant knowledge, is limited. Staff expressed the view that there is considerable scope to improve 
coordination within ADB. The lack of a formal requirement for in-depth peer reviews of pipeline projects 
weakens the quality of ADB support. When peer reviews are carried out, the decision on whether or not 
to integrate comments is left to the discretion of the project officer.  Furthermore, tight processing 
schedules mean that not enough time is available for expert project reviews. 
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A. Conclusions  
 

163. ADB made progress in supporting sustainable transport in the region by making a positive 
contribution to improving domestic connectivity and efficiency, but it fell short of achieving the 
objectives of the STI-OP, especially in the areas of climate change, regional cooperation and integration, 
and road safety. As indicated in Chapter 1, the evaluation was designed to answer the overarching 
evaluation question: to what extent has ADB support been successful in supporting sustainable transport 
in Asia and the Pacific? A set of associated subsidiary questions was also developed. The evaluation 
concluded that ADB had made progress toward achieving the STI-OP’s development outcomes during 
2010–2018. In doing so, ADB strategy, including the STI-OP, was relevant and added value to ADB 
support, although it was not well integrated into ADB country partnership strategies. ADB support also 
contributed positively to improving domestic connectivity and efficiency, but the interventions were less 
effective in achieving the objectives of sustainable transport, especially in the areas of climate change, 
RCI, and road safety. Greater effort is needed, especially in improving institutional and governance 
frameworks, before sustainable success can be achieved in these areas. Connectivity was the primary 
objective of most transport investments and this was the most successful transport investment, followed 

by efficiency (measured by reduced travel time and increased traffic). While these achievements were 
important for improving access, the focus was on measuring outputs rather than outcomes, such as 
connecting people to social and economic services. Overall, the transport program has been weak at 
delivering outcomes that relate to safety, the environment, and sustainability—all of which are focus 
areas of the STI-OP. The evaluation also found that ADB’s organization for delivery was not well suited 
for delivering the objectives of the STI-OP. Knowledge sharing and coordination among departments 
were weak. 
 

164. The STI-OP articulated ADB’s support for environmentally sustainable growth, particularly for 
developing transport systems that are more economically, socially, and environmentally sustainable. The 
performance of completed transport projects was 68% during 2010–2018, below the 80% corporate 
target but broadly in line with ADB’s average performance of 70%. The STI-OP provided a strategic 
direction that would support ADB to shift the transport program toward urban transport, particularly 
public transport modes, and develop rail systems. While the adoption of the STI-OP provided initial 

momentum for urban transport operations, the increased lending to this subsector has been lower than 
anticipated. Support for rail systems increased, but at a lower level than originally projected. The STI-OP 
provided a strategic focus for ADB to mainstream other thematic and sector priorities important to the 
global agenda in its transport operations. These include gender equity, climate change, road safety, RCI, 
and urban development. With several sectors and themes intersecting, implementing the STI-OP calls for 
multisectoral initiatives. The evaluation also concluded that insufficient emphasis has been given to 
developing policies and action plans to achieve outcomes. Sector, policy and results-based interventions 
to address sector wide issues and support the narrower project-based activities that are the core of ADB 
operational plans were lacking. 
 
165. The STI-OP is relevant to both Strategy 2020 and Strategy 2030 and is a useful tool for 
implementing transport sector initiatives, even though it is primarily input-oriented. The STI-OP was 
developed to support Strategy 2020 and, although its three focal areas are consistent with Strategy 
2030’s thematic areas, it does not align well with the seven operational priorities that form the basis of 
ADB’s new corporate strategy. In particular, the STI-OP needs to articulate a results framework that sets 
out how future transport investments will complement each of the operational priorities.   
 
166. While the STI-OP was well aligned with ADB’s Strategy 2020 and global strategies, it did not 
provide sufficient guidance for ADB operations. The primary themes underpinning the STI-OP promoted 
a shift toward greater investment in urban transport and railways, and the need to address climate 
change, reduce road accidents, enhance cross border trade and logistics, and promote social 
sustainability. All of these areas require considerable policy assessment and dialogue as they will require 
complex institutional and behavioral changes to occur if results are to be achieved. The evaluation found 
that there have yet to be sustainable results in these areas and greater efforts are required to mobilize 
support from DMCs to reduce barriers to achieving results. 
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167. ADB focused its support more on financing for transport infrastructure and less on providing 
transport services that align with sustainable transport operations. It is important that transport 

infrastructure be appropriate, easy to use, safe, disaster-resilient and high-quality as well as satisfying 
economic, social, and environmental criteria. These factors need to be considered from the early planning 
stage and to be carried through all stages of project implementation, including operation and 
maintenance over the long term. 

168. Although the STI-OP supported Strategy 2020, it was not fully integrated into CPSs. For an 
operational plan to be successful, it needs to be integrated into country strategies. Although not all 
elements of the STI-OP will be a priority in every country, those that are relevant need to be integrated 
into future lending and TA programs. Support for the global agenda needs to be articulated at the 
country level to ensure DMCs meet their global commitments and to identify areas where ADB can 
provide priority support.  This was a missed opportunity. 
 
169. Support for urban transport increased after the STI-OP was adopted in 2010 but did not reach 
projected levels and declined after the initial period. The primary focus has been to support urban public 

transport systems and rail operations to shift mobility to more sustainable modes. Use of intelligent 
transport systems to manage traffic across all modes has increased, and traffic management tools and 
policies have regularly been adopted to support sustainable solutions. However, achievements were 
below expectations, largely due to the complexity and size of urban transport and rail projects. Such 
projects need to consider institutional, capacity, governance, and multisectoral aspects and they require 
a multidimensional and holistic approach to project delivery. Moreover, several projects during the 
evaluation period did not adopt the STI-OP approach. This was especially the case for projects categorized 
as urban roads and traffic management, which are mostly road components incorporated under urban 
development projects. Such projects need to incorporate sustainability issues and concepts into their 
design, and not just provide supply-based interventions to increase the length of road networks.   
 
170. Despite strong demand for transport infrastructure and services, insufficient finance is available 
and demand for nonsovereign transport operations remains low. Many transport investments are not 
financially viable even though they have high economic rates of return. Tackling the viability gap in 

project financing is important. This can be done through closer cooperation between ADB’s public and 
private sector staff, and by involving government planning and regulatory staff. The regulatory and 
business environment for engaging with the private sector on transport in many DMCs is weak and needs 
to be addressed.   
 
171. ADB’s transport operations in many areas could have had greater impact if better use had been 
made of sector and program lending modalities. The evaluation concluded that, in several critical areas, 
especially those associated with global agendas, greater impact could have been attained if investment 
lending is complemented with sector and program lending. Of the total 384 approved sovereign loans 
and grants, only 4.2% were designed to support sector programs, 0.8% as policy-based loans, and 0.3% 
as results-based loans. Issues such as climate change, road maintenance, and road safety are best handled 
by using sector, program, and results-based operations that can deliver impact across the sector and that 
are not limited by a narrow project scope. Improved policy frameworks are needed in several areas to 
address sector-wide issues. For instance, while urban transport is largely focused on a few large cities, 
programs could be undertaken to involve the many smaller cities that also require sustainable transport 
solutions.  
 

B. Lessons 
 
172. Greater impact can be achieved if the STI-OP is discussed at the country level and mainstreamed 
through CPSs. A lesson from the evaluation is that it is important for the operational plans to be discussed 
at the country level and included in the CPS if they are to have impact. While transport plans and policies 
vary according to country situations and needs, the core global issues need to be discussed and 
incorporated into CPS strategies and operational plans. 
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173. Using sector programs and results-based lending modalities (complemented by investment 
lending) could help ADB deliver sector-wide impact that address climate change, road maintenance, and 

road safety. The evaluation showed the limitations of investment lending for addressing sector issues 
and for implementing policies on a sector-wide basis. Interventions for climate change, road 
maintenance, and road safety have not been successful when they have been components under the 
investment lending modality. 
 
174. Removing barriers and constraints and applying innovative approaches is key to attracting the 
private sector investment which could help DMCs meet the increasing demand for investment in 
transport infrastructure and services. The demand for investment in infrastructure and services is large 
and projected to continue growing sharply over the period to 2030. Public sector funding and donor 
support will be insufficient to meet this demand. Barriers and constraints to more private sector 
involvement include differences in business practices, such as conflicting safeguard standards; 
insufficient regulatory and policy frameworks (lack of PPP policies, redundant contract processes, and 
unpredictable regulatory supervision); weak investor confidence; limited government capacity; 
corruption; political instability; inaccurate market and traffic projections; lack of long-term local currency 

financing; currency mismatches; conflicting safeguard standards; and high costs of safeguard 
management plans, especially those associated with involuntary resettlement. Private sector resources 
are needed to fill the gap, but these have not yet flowed sufficiently into the transport sector. ADB’s 
nonsovereign operations are 2.9% of the transport portfolio.  
 

C. Issues  
 

1. External  
 

175. Transport is a major emitter of greenhouse gases and has a huge impact on climate change. 
Globally, the transport sector accounts for 23% of greenhouse gas emissions and is the fastest-growing 
source. Because, as a region, Asia is the largest source of emissions, the need to address climate change 
impacts caused by all transport modes is urgent. DMCs lack comprehensive, time-based transport sector 
climate change assessment plans that show how they can contribute to global solutions.  
 

176. Traffic congestion significantly affects the quality of life in urban areas throughout the region, 
adversely affecting trade by imposing additional operational and logistics costs. Private vehicle ownership 
is rapidly outstripping the capacity of road networks, affecting the ability of public transport systems to 
deliver services and companies to deliver materials and goods. Comprehensive that promote public 
transport services, manage private travel demand, encourage integrated land use and transport, and 
support behavior changes in travel patterns are required to deal with this. 
 

177. The sustainability of transport assets and services is being undermined by weak institutions and 
governance structures, and by poor planning, budgeting, and revenue generation. The adoption of 
quality infrastructure investment principles is important to ensure the long-term sustainability of 
investments. Poor maintenance is a perennial issue that stretches beyond funding availability and that 
requires holistic solutions by governments. Sustainability includes financial sustainability, especially the 
financial stability of publicly owned and operated public transport systems, where system losses often 
lead to a rapid deterioration of services, higher operating costs, and long-term neglect. Innovative 
methods to seek additional funds for capital or maintenance funding could examine the potential use of 
taxes on land value or hinterland development to support infrastructure operations. Environmental 
sustainability is an important element of the transport sector, which emits not only greenhouse gases 
but other substances that degrade air quality. Low-carbon, green transport, and people-centric solutions 
are core requirements of an environment-friendly system.  Sustainability was the worst-performing aspect 
of project performance.  
 

2. Internal  
 

178. The STI-OP did not provide sufficient guidance or clarity for transport operations and this affected 
the achievement of results. The STI-OP’s primary objective was to align ADB’s transport operations with 
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its corporate strategy, Strategy 2020. However, its lack of clarity limited its success in promoting the shift 
towards investing more in urban transport and railways, addressing climate change, reducing road 

accidents, enhancing cross-border trade and logistics, and promoting social sustainability. With the 
adoption of Strategy 2030, the STI-OP provides insufficient guidance on how future transport operations 
will reflect ADB’s new operational priorities, especially since these priorities do not directly mention 
transport. The transport sector does, however, provide the vital links that result in economic and social 
benefits, and all operational priorities will require high-quality transport links and services if they are to 
achieve their strategic objectives. 
 

179. The links between the STI-OP and country operations are weak and the objectives of the STI-OP 
were not fully expressed through country programs. Accessible, affordable, safe, environment-friendly, 
and sustainable transport systems require a cross-sectoral approach, but CPSs have missed the 
opportunity to discuss these issues in a comprehensive and cross-sectoral way. When the core objectives 
of the STI-OP are explicitly mainstreamed through CPSs along with other relevant operational plans, they 
could effectively address such emerging challenges as road safety, climate change, RCI, and social 
sustainability. 
 

180. Coordination among the thematic groups, the departments with relevant knowledge, and the 
regional departments is insufficient as transport projects become more complex and require 
multidisciplinary cross-sectoral solutions. The absence of a formal requirement for in-depth peer reviews 
of pipeline projects weakens the quality of ADB’s support. Even when peer reviews take place, the 
decision on whether or not to integrate peer review comments is left to the discretion of the project 
officer. Given ADB’s tight processing schedules, the time allocated to project reviews is insufficient. 
 

181. Public sector operations have offered limited support for mobilizing private sector investments. 
The current system is predominantly geared to supporting public sector operations for sovereign loans 
and grants. This has limited the work of these operations to develop opportunities for transport PPPs, 
such as viability gap funding by sovereign loans to support private sector investment opportunities. Work 
on policy and regulatory issues in the public sector could benefit private sector investors and operators 
downstream. The India resident mission, where private and public sector staff are now engaged in team 
efforts, provides a model for other regional departments.  
 

D. Recommendations  
 

 Strategic  
 

182. Recommendation 1: ADB should develop a transport sector directional guidance paper to 
operationalize the sustainable transport agenda (especially with regard to road safety, climate change, 
RCI, and social sustainability), balancing the focus between transport infrastructure and services and 
aligning the directional guidance paper with Strategy 2030, including a clear underlying theory of change 
and a results framework. The theory of change needs to articulate how ADB will achieve results across 
Strategy 2030’s operational priorities. The directional guidance should also describe how ADB will tackle 
the increasing demand for mobility and freight movements and provide affordable services that are 
sustainable, safe, environment-friendly, and accessible to all. The guidance should consider the different 
needs and requirements of DMCs in terms of financial support and technical assistance. 
 

183. Recommendation 2: ADB should mainstream the recommended transport sector directional 
guidance in country operations, through the country partnership strategies (CPSs). CPSs should provide 
a discussion on how ADB’s transport directional guidance is integrated and incorporated with the 
national transport strategy in the CPSs. Also, an explicit reference to ADB’s transport directional guidance 
could reinforce ADB’s conscious effort to mainstream international agendas, such as climate change, 
road safety, social sustainability, and RCI, especially for countries that lack thereof. Furthermore, 
considering that the elements of sustainable transport—accessible, affordable, safe, and environment-
friendly transport systems—entail cross-sectoral approach, CPSs should address them in a comprehensive 
and cross-sectoral manner. 
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 Operational 
 

184. Recommendation 3: ADB should strive to attain greater impact, at the required scale, on road 
maintenance, road safety, climate change, and urban transport by better complementing investment 
lending with modalities such as sector, program, and results-based lending. The portfolio evidence shows 
that most investments in transport used investment lending or multitranche financing facilities. While 
these are useful for delivering infrastructures, ADB could have greater impact in road maintenance, road 
safety, climate change, and urban transport by making greater use of sector and programmatic lending 
modalities. Broad-based lending modalities need to be complemented by sector and policy assessments 
that can underpin policy changes and enable countries to achieve sector-wide impacts. Interventions for 
road maintenance and road safety have not delivered significant benefit outcomes after many years of 
project assistance and are more likely to be effective by considering more appropriate modalities, where 
applicable, as well as by improving project design and quality at entry. Climate change and deteriorating 
air quality are pressing issues that require sector-wide approaches. The greater use of sector, program, 
and results-based lending modalities, where applicable, will increase the likelihood of operational 
programs to have greater impact. Use of a broader range of financing modalities would also require 

differentiated approaches to match capacity within the DMCs.  

185. Recommendation 4: ADB should establish a centralized geospatial platform to provide broad 
support to ADB operations and its DMCs, including for transport operations, that contemplates provision 
of geospatial solutions along the entire project life cycle. The platform could include a strategic 
framework, standards, and solutions. The Digital Technology for Development Unit in the Sustainable 
Development and Climate Change Department (SDCC) and the Economic Research and Regional 
Cooperation Department (ERCD) can coordinate with operations departments to set up the platform. The 
use of geospatial information, techniques, and related methodologies will improve project design, 
implementation, monitoring, and evaluation. The application of geospatial information can also 
contribute to improving the quality of infrastructure. Increasing the uptake of new technologies should 
be a focus of ADB assistance. 
 

 Organization for Delivery 
 

186. Recommendation 5: ADB should strengthen incentive mechanisms and allocate sufficient staff 
and technical expertise to prepare and implement complex and multisectoral projects, such as urban 
transport projects that would have greater impacts in DMCs. Transport staff need to be given appropriate 
incentives and enough time to prepare and implement transport projects. Also, the staff need to be 
recognized, as part of the performance evaluation, for implementing more complex projects that are 
value adding. More in-depth sector assessment and policy analysis are needed to support the global 
agenda. To this end, to meet clients’ needs and add value to ADB’s assistance, ADB should allocate 
sufficient staff and technical expertise to meet the wide range of policy and technical options and 
solutions. This will enable staff to provide better support for implementing the global agenda, especially 
in the critical areas of urban transport, climate change, road safety, and social sustainability. ADB also 
needs to help transport experts strengthen their capacity through staff capacity building. 
 

187. Recommendation 6: ADB should strengthen collaboration among the thematic groups, the 
departments with relevant knowledge, and the regional departments to facilitate knowledge 
development and sharing, as well as strengthen the peer review process, especially for more complex 
projects. Stronger interdepartmental coordination would help ADB meet cross-sectoral and 
multidisciplinary requirements by maximizing the use of the expertise and knowledge gained among, 
and within, the departments. The transport sector has a good track record of collaborating with thematic 
groups in ADB, notably in the gender area, and such efforts should be pursued across all thematic areas. 
In rural areas, applying cross-sectoral approaches with other thematic groups including gender, health, 
and education would improve the impact of ADB’s support for transport on inclusive economic growth. 
In terms of knowledge development, areas for possible collaboration are evaluation of the economic and 
social impacts of transport interventions, as well as application of the findings and lessons learned from 
all ADB monitoring and evaluation reports, including the proactive integrity reviews of transport projects. 
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APPENDIX 1: ADB TRANSPORT LOANS AND GRANTS PORTFOLIO IMPLEMENTED DURING 2010–2018 
 

 

Region 
and  
Country 

Loan/Gra
nt No. 

Title Modality 
Amount  

($ million) 
Approval 

Date 
Closing 

Date 
PCR Overall 

Rating 
Overall 
Rating 

 Central Asia   14,731.09       
Afghanistan (24) 

 
   2,250.87  

    

1  0054 North-South Corridor Project Grant         40.00  26-Sep-06 19-Aug-13 Successful Successful 
2  0076 Road Employment Project for Settlement and 

Integration of Returning Refugees and DPs 
Grant         12.80  28-Mar-07 30-Jun-11 ... ...  ... ...  

3  0135 MFF: Road Network Development Investment Program, 
Project 1 

Grant         60.00  02-Dec-08 04-Sep-13 Successful Successful 

4  0161 Hairatan to Mazar-e-Sharif Railway Project Grant       165.00  30-Sep-09 05-Apr-13 Highly 
successful 

Less than 
successful 

5  0244 MFF: Road Network Development Investment Program, 
Tranche 2 

Grant       340.00  21-Dec-10 05-Jul-19 Active Active 

6  0261 MFF: Transport Network Development Investment 
Program, Tranche 1 

Grant       189.00  12-Oct-11 31-Mar-19 Active Active 

7  0262 MFF: Transport Network Development Investment 
Program, Tranche 1 

Grant         33.00  12-Oct-11 18-Jan-18 ... ...  ... ...  

8  0291 MFF: Road Network Development Investment Program, 
Tranche 2 

Grant         30.00  29-May-12 25-Sep-13 ... ...  ... ...  

9  0327 MFF: Transport Network Development Investment 
Program, Tranche 2 

Grant       176.00  10-Dec-12 31-Dec-19 Active Active 

10  0328 MFF: Transport Network Development Investment 
Program, Tranche 2 

Grant         60.00  10-Dec-12 31-Dec-19 Active Active 

11  0355 MFF: Transport Network Development Investment 
Program, Tranche 3 

Grant       220.00  11-Sep-13 31-Dec-19 Active Active 

12  0422 MFF: Transport Network Development Investment 
Program, Tranche 4 

Grant       109.00  15-Dec-14 31-Dec-19 Active Active 

13  0423 MFF: Transport Network Development Investment 
Program, Tranche 4 

Grant         21.00  15-Dec-14 31-Dec-19 Active Active 

14  0490 Preparation of CAREC 5 and 6 (Salang Corridor) Project Grant        15.45  26-Aug-16 31-Dec-20 Active Active 
15  0491 Preparation of CAREC 5 and 6 (Salang Corridor) Project Grant         15.92  26-Aug-16 31-Dec-20 Active Active 
16  0508 Road Asset Management Project Grant         25.50  31-Oct-16 31-Dec-20 Active Active 
17  0541 Road Asset Management Project, Additional Financing Grant         30.00  19-Sep-17 31-Dec-21 Active Active 
18  0555 Qaisar-Dari Bum Road Project Grant       330.00  06-Dec-17 30-Jun-23 Active Active 
19  1997 Emergency Infrastructure Rehabilitation and 

Reconstruction Project 
Loan       150.00  3-Jun-03 1-Jul-13 Successful Successful 
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and  
Country 
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($ million) 
Approval 

Date 
Closing 

Date 
PCR Overall 

Rating 
Overall 
Rating 

20  2105 Regional Airports Rehabilitation Project-Phase 1 Loan         30.00  23-Nov-04 18-Dec-14 Successful Less than 
successful 

21  2140 Andkhoy-Qaisar Road Project Loan         80.00  15-Dec-04 30-Jun-14 Successful Successful 
22  2257 North-South Corridor Project Loan         78.20  26-Sep-06 16-Nov-17 Successful Successful 
23  9037 Emergency Road Rehabilitation Project Grant         20.00  19-Dec-03 29-Apr-11 ...  ...  
24  9097 North-South Corridor Project Grant         20.00  26-Sep-06 25-Jun-10 Successful Successful  

Armenia (7) 
 

      589.53  
    

25  2351 Rural Road Sector Project Loan         30.60  28-Sep-07 8-Dec-11 Successful Successful 
26  2467 Rural Road Sector Project (Supplementary) Loan         17.32  7-Nov-08 8-Dec-11 Successful Successful 
27  2561 MFF: North-South Road Corridor Investment Program, 

Project 1 
Loan         60.00  6-Oct-09 23-Feb-18 ...  ...  

28  2729 MFF: North-South Road Corridor Investment Program, 
Tranche 2 

Loan       170.00  21-Dec-10 31-Dec-23 Active Active 

29  2752 Sustainable Urban Development Investment Program, 
Tranche 1 

Loan         48.64  9-May-11 30-Jun-20 Active Active 

30  2993 MFF: North-South Road Corridor Investment Program, 
Tranche 3 

Loan       100.00  12-Mar-13 31-Dec-23 Active Active 

31  3293 MFF: Sustainable Urban Development Investment 
Program, Tranche 2 

Loan       112.97  29-Sep-15 30-Mar-20 Active Active 

32  3449 Arm-Geo Border Regional Road (M6 Vanadzor-
Bagratashen) Improvement Pro 

Loan         50.00  28-Oct-16 31-May-21 Active Active 

 
Azerbaijan (11) 

 
   1,452.40  

    

33  2205 East-West Highway Improvement Project Loan         49.00  8-Dec-05 15-Jun-10 Successful Successful* 
34  2206 East-West Highway Improvement Project Loan           3.00  8-Dec-05 15-Jun-10 Successful Successful* 
35  2354 MFF: Road Network Development Program, Project 1 Loan       190.00  4-Oct-07 12-Jan-18 ...  ...  
36  2355 MFF: Road Network Development Program, Project 1 Loan         10.00  4-Oct-07 30-Apr-18 ...  ...  
37  2433 MFF: Road Network Development Program, Project 2 Loan         55.40  22-Aug-08 24-Apr-13 Successful Successful 
38  2831 Road Network Development Program, Tranche 3 Loan       200.00  14-Dec-11 12-Jan-18 ...  ...  
39  2921 Second Road Network Development Investment 

Program, Tranche 1 
Loan       250.00  25-Oct-12 31-Dec-20 Active Active 

40  3116 MFF: Road Network Development Program, Tranche 4 Loan         45.00  27-Mar-14 22-May-18 ...  ...  
41  3144 MFF: Second Road Network Development Investment 

Program, Tranche 2 
Loan       250.00  29-Jul-14 31-Dec-20 Active Active 

42  3614 Railway Sector Development Program Loan       250.00  6-Dec-17 30-Jun-22 Active Active 
43  3615 Railway Sector Development Project Loan       150.00  6-Dec-17 30-Jun-22 Active Active  

Georgia (12) 
 

   1,170.27  
    

44  2655 MFF: Sustainable Urban Transport Investment Program, 
Tranche 1 

Loan         85.00  21-Jul-10 18-Jul-20 Active Active 
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45  2716 MFF: Road Corridor Investment Program, Tranche 2 Loan       150.00  8-Dec-10 25-Nov-11 Unsuccessful Unsuccessful 
46  2843 Road Corridor Investment Program, Tranche 3, 

Additional Financing 
Loan       140.00  22-Dec-11 29-Sep-19 Active Active 

47  2879 Sustainable Urban Transport Investment Program, 
Tranche 2 

Loan         64.00  24-Jul-12 18-Jul-20 Active Active 

48  2880 Sustainable Urban Transport Investment Program, 
Tranche 2 

Loan         16.00  24-Jul-12 18-Jul-20 Active Active 

49  3063 MFF: Sustainable Urban Transport Investment Program, 
Tranche 3 

Loan         73.00  25-Nov-13 18-Jul-20 Active Active 

50  3273 MFF: Sustainable Urban Transport Investment Program, 
Tranche 4 

Loan         20.00  25-Aug-15 30-Jun-20 Active Active 

51  3520 Batumi Bypass Road Project Loan       114.00  28-Mar-17 31-Dec-23 Active Active 
52  3524 Secondary Road Improvement Project Loan         80.00  30-Mar-17 28-Feb-22 Active Active 
53  3617 MFF-Sustainable Urban Transport Investment Program,  

Tranche 5 
Loan         14.27  7-Dec-17 18-Jul-20 Active Active 

54  3715 East-West Highway (Khevi-Ubisa Section) Improvement 
Project 

Loan       300.00  27-Sep-18 31-Dec-24 Active Active 

55  8328 Batumi Bypass Road Project Loan       114.00  15-Jun-17 30-Jun-23 Active Active  
Kazakhstan (10) 

 
   1,994.60  

    

56  2503 MFF: CAREC Transport Corridor I Investment Program, 
Project 1 

Loan       340.00  30-Dec-08 20-Mar-14 Successful Less than 
successful 

57  2562 MFF: CAREC Transport Corridor I (Zos) ÝWE-WPRC ITC 
Investment Program, Project 2 

Loan       187.00  7-Oct-09 22-Oct-15 Successful Successful 

58  2697 MFF-CAREC Transport Corridor 1 (Zhambyl) Investment 
Program, Tranche 3 

Loan       173.00  15-Nov-10 22-Apr-15 Successful Successful 

59  2728 MFF-CAREC Corridor 2 (Mangystau Oblast Sections) 
Investment Program, Tranche 1 

Loan       283.00  20-Dec-10 29-Feb-16 Successful Less than 
successful 

60  2735 MFF: CAREC Transport Corridor I (Zos) ÝWE-WPRC ITC 
Investment Program, Tranche 4 

Loan       112.00  21-Feb-11 27-Apr-15 Successful Successful 

61  2824 CAREC Corridor 1 (Taraz Bypass) Project Loan         95.00  7-Dec-11 28-Apr-16 Successful Successful 
62  2916 CAREC Corridor 3 (Shymkent-Tashkent Section) Road 

Improvement Project  
Loan       125.00  5-Oct-12 31-Oct-16 Successful Successful 

63  2967 MFF: CAREC Corridor 2(Mangystau Oblast Sections) 
Investment ProgramTranche 2 

Loan       371.30  13-Dec-12 15-Sep-20 Active Active 

64  3416 CAREC Corridors 1 And 6 Connector Road Aktobe-
Makat Reconstruction 

Loan       240.30  26-Aug-16 31-Dec-21 Active Active 

65  8251 CAREC Transport Corridor 1 Investment Program,  
Tranche 3 

Loan         68.00  31-May-10 1-Aug-16 Successful Successful 

 
Kyrgyz Republic (16) 

 
     497.61  
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66  84 CAREC Regional Road Corridor Improvement Projec Grant         25.60  24-Oct-07 28-Feb-14 Successful Successful 
67  123 CAREC Transport Corridor 1 (Bishkek-Torugart Road) 

Project 
Grant         20.00  14-Nov-08 11-Mar-13 Successful Less than 

successful 
68  153 CAREC Transport Corridor 1 (Bishkek-Torugart Road) 

Project 2 
Grant         22.00  14-Jul-09 01-Mar-15 Successful Successful 

69  366 CAREC Corridor 3(Bishkek-Osh Road) Improvement 
Project, Phase 4 

Grant         35.00  05-Nov-13 30-Apr-20 Active Active 

70  418 CAREC Corridor I Bishkek-Torugart Road Project 3, 
Additional Financing 

Grant           4.30  02-Dec-14 07-May-18 ...  ...  

71  496 CAREC Corridors 1 And 3 Connector Road Project Grant         36.72  27-Sep-16 31-Jan-22 Active Active 
72  621 CAREC Corridors 1 And 3 Connector Road Project, Phase 

2, Additional Financing 
Grant           9.50  31-Oct-18 31-Dec-27 Active Active 

73  2106 Southern Transport Corridor Road Rehabilitation Project Loan         32.80  23-Nov-04 4-Nov-10 Successful Successful 
74  2533 CAREC Transport Corridor 1 (Bishkek-Torugart Road) Loan         28.00  14-Jul-09 1-Mar-15 Successful Successful 
75  2667 CAREC Regional Road Corridor Improvement Project,  

Supplementary Financing  
Loan         23.00  21-Sep-10 28-Feb-14 Successful Successful 

76  2755 CAREC Corridor 1 (Bishkek-Torugart Road) Project 3 Loan         55.00  7-Jun-11 7-May-18 ...  ...  
77  3056 CAREC Corridor 3 (Bishkek-Osh Road) Improvement 

Project, Phase 4 
Loan         65.00  5-Nov-13 30-Apr-20 Active Active 

78  3204 CAREC Corridor 1 Bishkek-Torugart Road Project 3, 
Additional Financing 

Loan         10.80  2-Dec-14 7-May-18 ...  ...  

79  3432 CAREC Corridors 1 And 3 Connector Road Project Loan         58.39  27-Sep-16 31-Jan-22 Active Active 
80  3730 CAREC Corridors 1 And 3 Connector Road Project Phase 

2, Additional Financing 
Loan         68.50  31-Oct-18 31-Dec-27 Active Active 

81  6002 CAREC Corridors_1 and 3 Connector Road Project-(PDA) Grant           3.00  02-Jun-15 18-Jul-17 ...  ...   
Pakistan (37) 

 
   4,672.11  

    

82  434 MFF: National Trade Corridor Highway Investment 
Program, Tranche 2 

Grant         82.40  31-Jul-15 23-Oct-17 ...  ...  

83  435 MFF: National Trade Corridor Highway Investment 
Program, Tranche 3 

Grant         39.20  31-Jul-15 23-Oct-17 ...  ...  

84  440 National Motorway M-4 Gojra-Shorkot Section Project Grant         92.00  30-Sep-15 31-May-20 Active Active 
85  451 National Highway Network Development in Balochistan 

Project 
Grant         72.40  03-Nov-15 15-Jan-20 Active Active 

86  482 National Motorway M-4 Gojra-Shorkot-Khanewal Sector 
Project, Additional Financing 

Grant         34.00  10-Jun-16 31-Mar-20 Active Active 

87  1892 Road Sector Development Program, Provincial Sector 
Development Project, Component 

Loan         67.92  19-Dec-01 16-Jul-10 Less than 
successful 

Successful* 

88  1893 Road Sector Development Program, Provincial Sector 
Reform Project Component 

Loan         75.00  19-Dec-01 16-Jul-10 Less than 
successful 

Successful* 
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89  2019 Balochistan Road Development Sector Project Loan       185.70  20-Nov-03 8-Apr-11 Successful Successful 
90  2020 Community Development and Poverty Reduction Project Loan           1.00  20-Nov-03 30-Jun-10 Successful Successful 
91  2103 NWFP Road Development Sector and Subregional 

Connectivity 
Loan       296.20  18-Nov-04 30-Sep-11 Successful Less than 

successful 
92  2104 NWFP Road Development Sector and Subregional 

Connectivity 
Loan           5.00  18-Nov-04 21-Apr-11 Successful Less than 

successful 
93  2210 National Highway Development Sector Investment 

Program, Project 1 
Loan           3.00  13-Dec-05 31-Mar-11 Partly 

successful 
Less than 
successful 

94  2231 MFF-Natl Highway Development Sector Investment 
Program, Project 1 

Loan       180.00  15-Feb-06 19-Apr-11 Successful Successful 

95  2400 MFF-National Trade Corridor Highway Investment 
Program, Project 1 

Loan       170.00  17-Dec-07 1-Aug-15 Successful Successful 

96  2401 MFF-National Trade Corridor Highway Investment 
Program, Project 1 

Loan         10.00  17-Dec-07 20-Jan-11 Successful Successful 

97  2540 MFF-National Highway Development Sector Investment 
Program, Project 2 

Loan       230.00  26-Aug-09 3-Jun-15 no rating no rating 

98  2742 Flood Emergency Reconstruction Project Loan       600.00  30-Mar-11 8-Aug-16 Successful Successful 
99  2743 Flood Emergency Reconstruction Project Loan         50.00  30-Mar-11 15-Apr-15 Successful Successful 
100  3121 MFF: National Trade Corridor Highway Investment 

Program, Tranche 2 
Loan       200.00  1-Apr-14 17-Apr-18 ...  ...  

101  3134 National Highway Network Development In Balochistan 
Project 

Loan       195.00  27-Jun-14 15-Jan-20 Active Active 

102  3197 MFF: National Trade Corridor Highway Investment 
Program, Tranche 3 

Loan         87.80  25-Nov-14 15-Dec-17 ...  ...  

103  3264 Flood Emergency Reconstruction and Resilience Project Loan       218.04  30-Jun-15 30-Apr-19 Active Active 
104  3300 National Motorway M-4 Gojra-Shorkot Section Project Loan       178.00  30-Sep-15 31-May-20 Active Active 
105  3305 Sindh Provincial Road Improvement Project Loan       197.85  12-Oct-15 30-Jun-20 Active Active 
106  3344 CAREC Regional Improving Border Services Project Loan       150.00  4-Dec-15 30-Jun-22 Active Active 
107  3345 CAREC Regional Improving Border Services Project Loan       100.00  4-Dec-15 30-Jun-22 Active Active 
108  3378 Post-Flood National Highways Rehabilitation Project Loan       196.90  29-Mar-16 31-Mar-21 Active Active 
109  3395 National Motorway M-4 Gojra-Shorkot-Khanewal Sec 

Project, Additional Financing 
Loan       100.00  10-Jun-16 31-Dec-20 Active Active 

110  3543 Peshawar Sustainable Bus Rapid Transit Corridor Project Loan       335.00  30-Jun-17 31-Dec-21 Active Active 
111  3574 MFF: CAREC Corridor Development Investment 

Program, Tranche 1 
Loan       180.00  28-Sep-17 31-Dec-22 Active Active 

112  3601 Khyber Pakhtunkhwa Provincial Roads Improvement 
Project 

Loan      121.50  28-Nov-17 30-Jun-23 Active Active 

113  3602 Khyber Pakhtunkhwa Provincial Roads Improvement 
Project 

Loan         18.50  28-Nov-17 30-Jun-23 Active Active 
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114  3756 Khyber Pakhtunkhwa Provincial Roads Improvement 
Project, Additional Financing 

Loan         75.00  7-Dec-18 30-Jun-24 Active Active 

115  6008 PDA: Karachi Bus Rapid Transit Project Loan           9.70  29-Sep-16 30-Apr-19 Active Active 
116  6009 PDA: Peshawar Sustainable Bus Rapid Transit Corridor 

Project 
Loan                -  23-Nov-16 15-Nov-17 ...  ...  

117  8202 Road Sector Development Loan         15.00  15-Mar-02 5-Apr-17 Less than 
successful 

Successful* 

118  8308 National Motorway M-4 Gojra-Shorkot-Khanewal 
Section Project 

Loan       100.00  24-Jun-16 31-Dec-20 Active Active 

 
Tajikistan (15) 

 
     570.40  

    

119  85 CAREC Regional Road Corridor Improvement Project  Grant         12.50  24-Oct-07 25-Mar-14 Successful Successful 
120  154 Dushanbe-Kyrgyz Border Road Rehabilitation Project 

(Phase II 
), Supplementary 

Grant         20.00  24-Jul-09 30-Aug-13 Successful Successful 

121  245 CAREC Corridor 3(Dushanbe-Uzbekistan Border) 
Improvement 

Grant       120.00  18-Jan-11 08-Aug-16 Successful Less than 
successful 

122  301 CAREC Corridor 6 (Ayni-Uzbekistan Border Road) 
Improvement Project 

Grant       100.00  11-Sep-12 07-Aug-17 Successful Successful 

123  356 CAREC Corridors 3 & 5 Enhancement Project Grant         70.00  19-Sep-13 31-Oct-19 Active Active 
124  509 CAREC Corridors 2,5 and 6 (Dushanbe-Kurgonteppa) 

Road Project 
Grant         15.80  31-Oct-16 30-Sep-21 Active Active 

125  510 CAREC Corridors 2,5 and 6 (Dushanbe-Kurgonteppa) 
Road Project 

Grant           2.00  31-Oct-16 30-Sep-21 Active Active 

126  569 CAREC Corridors 2,5 and 6 (Dushanbe-Kurgonteppa) 
Road Project Additional Financing 

Grant         90.00  27-Mar-18 31-Mar-23 Active Active 

127  2196 Dushanbe-Kyrgyz Border Road Rehabilitation Project-
Phase II  

Loan         29.50  17-Nov-05 16-Nov-10 Successful Successful 

128  2359 CAREC Regional Road Corridor Improvement Project Loan         40.90  24-Oct-07 6-Dec-13 Successful Successful 
129  3451 CAREC Corridors 2, 5 and 6 (Dushanbe-Kurgonteppa) 

Road Project 
Loan         49.40  31-Oct-16 30-Sep-21 Active Active 

130  8259 CAREC 6 (Ayni-Uzbekistan Border Road) Improvement 
Project 

Loan         14.00  12-Sep-12 8-Nov-16 Successful Successful 

131  9078 Community-Based Rural Road Maintenance Project 
(JFPR) 

Grant           1.80  04-Nov-05 30-Apr-10 ...  ...  

132  9111 Sustainable Access for Isolated Rural Communities Grant           2.00  23-Oct-07 16-Sep-10 ...  ...  
133  9171 Improved Maternal and Child Health Through 

Connectivity 
Grant           2.50  07-Mar-13 16-Mar-17 ...  ...  

 
Turkmenistan (1) 

 
      125.00  

    

134 
 

2737 North-South Railway Project Loan       125.00  15-Mar-11 22-Mar-17 Successful Successful 
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Uzbekistan (10) 
 

   1,408.30  
    

135  2403 CAREC Regional Road Project Loan         75.30  19-Dec-07 31-Jan-13 Successful Successful 
136  2635 MFF-CAREC Corridor 2 Road Investment Program Loan       115.00  21-Apr-10 19-Dec-14 Successful Successful 
137  2746 MFF-CAREC Corridor 2 Road Investment Program - 

Tranche 2 
Loan       240.00  31-Mar-11 11-Aug-17 Successful Successful 

138  2772 2nd CAREC 2 Road Investment Program-Tranche 1 Loan       130.00  2-Sep-11 31-Dec-19 Active Active 
139  2781 CAREC 6 (Marakand-Karshi) Railway Electrification 

Project 
Loan       100.00  28-Sep-11 31-Dec-18 Active Active 

140  2868 CAREC Corridor 2 Road Investment Program, Tranche 3 Loan       100.00  5-Jun-12 9-Jan-18 ...  ...  
141  2965 MFF: Second CAREC Corridor 2 Road Investment 

Program, Project 2 
Loan       220.00  10-Dec-12 30-Jun-19 Active Active 

142  3355 MFF: Second CAREC Corridor 2 Road Investment 
Program (Tranche3) 

Loan       150.00  9-Dec-15 31-Mar-20 Active Active 

143  3481 Kashkadarya Regional Road Project Loan       198.00  5-Dec-16 30-Jun-22 Active Active 
144  3527 CAREC Corridor2 (Pap-Namangan-Andijan) Railway 

Electrification Project 
Loan         80.00  21-Apr-17 31-Dec-21 Active Active 

 
East Asia 

 
11,647.49  

    
 

Mongolia (14) 
 

      476.65  
    

145  107 Western Regional Road Corridor Development Project, 
Phase 1 

Grant         37.60  26-Feb-08 18-May-16 ...  ...  

146  199 Regional Road Development Project, Supplementary Grant         16.00  30-Mar-10 30-Mar-15 Successful Less than 
successful 

147  240 Regional Logistics Development Project Grant           5.00  13-Dec-10 30-Jun-20 Active Active 
148  315 MFF: Urban Transport Development Investment 

Program-Tranche 1  
Grant           1.50  08-Nov-12 28-Feb-20 Active Active 

149  2087 Regional Road Development Project Loan         41.42  22-Jul-04 29-May-15 Successful Less than 
successful 

150  2301 Urban Development Sector Project Loan         35.23  19-Dec-06 18-Dec-15 Successful Successful 
151  2621 Regional Road Development Project-Supplementary Loan           8.00  30-Mar-10 31-Jul-15 Successful Less than 

successful 
152  2719 Regional Logistics Development Project Loan         40.00  13-Dec-10 30-Jun-20 Active Active 
153  2847 Western Regional Road Corridor Investment Program, 

Tranche 1 
Loan         45.00  22-Dec-11 31-Oct-19 Active Active 

154  2934 Urban Transport Development Investment Program,  
Tranche 1 

Loan         29.70  8-Nov-12 28-Feb-20 Active Active 

155  2935 Urban Transport Development Investment Program, 
Tranche 1 

Loan         30.20  8-Nov-12 28-Feb-20 Active Active 

156  3129 MFF: Western Regional Road Corridor Investment 
Program, Tranche 2 

Loan       125.00  14-May-14 31-Dec-20 Active Active 
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157  3679 Regional Road Development and Maintenance Project Loan         60.00  29-Jun-18 30-Jun-26 Active Active 
158  9121 Community-Based Local Road Upgrading and 

Maintenance In The Western Reg 
Grant           2.00  10-Jul-08 01-Jul-14 ...  ...  

 
People's Republic of China (60) 

 
11,170.84  

    

159  159 Liaoning Small Cities and Towns Development 
Demonstration Sector Project 

Grant           0.25  18-Sep-09 23-Apr-14 Successful Successful 

160  388 Jiangxi Fuzhou Urban Integrated Infrastructure 
Improvement Project 

Grant           2.55  14-May-14 31-Dec-19 Active Active 

161  420 Jiangxi Ji'an Sustainable Urban Transport Project Grant           2.55  09-Dec-14 30-Jun-20 Active Active 
162  1838 Shaanxi Roads Development Project Loan       250.00  30-Aug-01 7-Jan-10 Successful Successful 
163  2004 Ningxia Roads Development Project Loan       250.00  11-Sep-03 27-Jul-12 Successful Successful 
164  2024 Xi'an Urban Transport Project Loan       270.00  27-Nov-03 5-Aug-10 Successful Successful 
165  2051 Yichang-Wanzhou Railway Project Loan       500.00  15-Dec-03 23-Dec-11 Successful Successful* 
166  2089 Hunan Roads Development Ii Project Loan       312.50  9-Sep-04 6-May-11 Successful Less than 

successful 
167  2094 Guangxi Roads Development II Project Loan       200.00  21-Oct-04 5-Mar-10 Successful Successful 
168  2116 Dali-Lijiang Railway Project Loan       180.00  2-Dec-04 9-Jul-12 Successful Successful 
169  2125 Gansu Roads Development Project Loan       300.00  13-Dec-04 17-Jul-12 Successful Successful 
170  2181 Central Sichuan Roads Development Loan       600.00  22-Sep-05 6-Feb-13 Successful Successful 
171  2182 Zhengzhou-Xi'an Railway Project Loan       400.00  22-Sep-05 20-Jan-15 Successful Successful 
172  2219 Hunan Road Development Iii (Jishou-Huayuan) Loan       208.00  15-Dec-05 20-Jun-13 Successful Successful 
173  2247 Heilongjiang Road Network Development Project Loan       200.00  26-Jul-06 1-Mar-12 Successful Successful* 
174  2274 Taiyuan-Zhongwei Railway Project Loan       300.00  23-Nov-06 20-Dec-12 Successful Successful 
175  2295 Southern Gansu Roads Development Project Loan       300.00  18-Dec-06 28-Dec-15 Successful Successful 
176  2339 Eastern Sichuan Roads Development Project Loan       200.00  17-Jul-07 19-Apr-13 Highly 

successful 
Successful 

177  2345 Western Guangxi Roads Development Project Loan       300.00  14-Aug-07 4-Dec-13 Successful Successful 
178  2390 Railway Safety Enhancement Project Loan       100.00  12-Dec-07 16-Oct-14 Successful Successful 
179  2393 Xinjiang Regional Road Improvement Project (Korla-

Kuqa Section) 
Loan       150.00  13-Dec-07 30-Apr-14 Successful Successful 

180  2407 Gansu Baiyin Urban Development Project Loan         80.00  23-Jan-08 2-May-14 Successful Successful 
181  2420 Xinjiang Municipal Infrastructure and Environmental 

Improvement Pro 
Loan       105.00  23-Apr-08 12-May-14 Successful Successful 

182  2448 Central Yunnan Roads Development Project Loan       200.00  25-Sep-08 8-Jul-14 Successful Successful 
183  2481 Chongqing-Lichuan Railway Development Project Loan       150.00  8-Dec-08 3-Mar-15 Successful Successful 
184  2491 Guangxi Wuzhou Urban Development Project Loan       100.00  15-Dec-08 31-Jul-17 Successful Successful 
185  2508 Emergency Assistance for Wenchuan Earthquake 

Reconstruction Project 
Loan       400.00  19-Feb-09 18-Dec-13 Successful Successful 
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186  2526 Xinjiang Urban Transport and Environmental Project Loan       100.00  29-Jun-09 26-Jun-15 Highly 
successful 

Successful 

187  2550 Liaoning Small Cities and Towns Development 
Demonstration Sector Project 

Loan       100.00  18-Sep-09 27-Sep-16 Successful Successful 

188  2600 Anhui Integrated Transport Sector Improvement Project Loan       200.00  10-Dec-09 21-Jun-16 Highly 
successful 

Successful 

189  2605 MFF-Railway Energy Efficiency and Safety Enhancement 
Invest Prog 

Loan       300.00  15-Dec-09 9-May-18 ...  ...  

190  2631 Second Heilongjiang Road Network Development 
Project 

Loan       200.00  20-Apr-10 13-Jan-16 Successful Less than 
successful 

191  2648 Chongqing Urban-Rural Infrastructure Development 
Demonstration Project 

Loan       100.00  30-Jun-10 14-Dec-17 ...  ...  

192  2657 Guangxi Southwestern Cities Development Project Loan       150.00  26-Jul-10 31-Dec-18 Active Active 
193  2709 Yunnan Integrated Road Network Development Project Loan       250.00  2-Dec-10 14-Oct-16 Highly 

successful 
Highly 

successful 
194  2724 Railway Energy Efficiency and Safety Enhancement 

Investment Program, -Tranche 2 
Loan      100.00  14-Dec-10 30-Jun-19 Active Active 

195  2759 Xinjiang Altay Urban Infrastructure and Environment 
Improvement Project 

Loan       100.00  23-Jun-11 27-Mar-19 Active Active 

196  2765 Railway Energy Efficiency and Safety Enhancement 
Investment Program, Tranche 3 

Loan       250.00  20-Jul-11 30-Jun-19 Active Active 

197  2802 Xi'an Urban Road Network Improvement Project Loan       150.00  8-Nov-11 30-Jun-20 Active Active 
198  2821 Guangxi Beibu Gulf Cities Development Project Loan       200.00  2-Dec-11 30-Jun-20 Active Active 
199  2901 Integrated Development of Key Townships in Central 

Liaoning 
Loan       150.00  25-Sep-12 31-Dec-19 Active Active 

200  2903 Gansu Urban Infrastructure Development and Wetland 
Protection Project 

Loan       100.00  26-Sep-12 30-Apr-19 Active Active 

201  2915 Jiangxi Fuzhou Urban Integrated Infrastructure 
Improvement Project 

Loan       100.00  12-Oct-12 31-Dec-19 Active Active 

202  2962 Hunan Xiangjiang Inland Waterway Transport Project Loan       150.00  7-Dec-12 27-May-19 Active Active 
203  3003 Gansu Jiuquan Integrated Urban Environment 

Improvement Project 
Loan       100.00  14-Jun-13 31-Dec-19 Active Active 

204  3014 Hubei-Yichang Sustainable Urban Transport Project Loan       150.00  21-Aug-13 31-Dec-18 Active Active 
205  3035 Guangxi Baise Integrated Urban Environment 

Improvement Project 
Loan         80.00  30-Sep-13 30-Jun-21 Active Active 

206  3042 Inner Mongolia Road Development Project Loan       200.00  8-Oct-13 31-Dec-19 Active Active 
207  3074 Yunnan Sustainable Road Maintenance (Sector) Project Loan         80.00  2-Dec-13 31-Mar-19 Active Active 
208  3082 MFF: Railway Energy Efficiency and Safety Enhancement 

Investment Program, Tranche 4 
Loan       180.00  4-Dec-13 30-Jun-19 Active Active 
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209  3109 MFF: Railway Energy Efficiency and Safety Enhancement 
Investment Program, Tranche 5 

Loan       170.00  7-Feb-14 30-Jun-19 Active Active 

210  3112 Anhui Intermodal Sustainable Transport Project Loan       200.00  27-Feb-14 30-Apr-21 Active Active 
211  3216 Jiangxi Ji'an Sustainable Urban Transport Project Loan       120.00  9-Dec-14 30-Jun-20 Active Active 
212  3217 Yunnan Pu'er Regional Integrated Road Network 

Development Project 
Loan       200.00  8-Dec-14 30-Jun-21 Active Active 

213  3262 Xinjiang Akesu Integrated Urban Development and 
Environment Improvement Project  

Loan       150.00  26-Jun-15 30-Apr-21 Active Active 

214  3294 Shaanxi Mountain Road Safety Demonstration Project Loan       200.00  28-Sep-15 30-Jun-20 Active Active 
215  3444 Ningxia Liupanshan Poverty Reduction Rural Road 

Development 
Loan       100.00  21-Oct-16 30-Jun-22 Active Active 

216  3459 Chongqing Integrated Logistics Demonstration Project Loan       150.00  14-Nov-16 31-Mar-23 Active Active 
217  3556 Mountain Railway Safety Enhancement Project Loan       180.00  25-Aug-17 31-Dec-24 Active Active 
218  3583 Shandong Spring City Green Modern Trolley Bus 

Demonstration Project 
Loan       150.00  23-Oct-17 30-Jun-23 Active Active 

 
Pacific Islands 

 
   2,501.66  

    
 

Cook Islands (4) 
 

        21.01  
    

219  249 Avatiu Port Development Project Grant           0.80  24-Mar-11 05-Jul-13 Successful Less than 
successful 

220  2472 Avatiu Port Development Project Loan           8.63  20-Nov-08 14-Apr-14 Successful Less than 
successful 

221  2473 Avatiu Port Development Project Loan           6.88  20-Nov-08 14-Apr-14 Successful Less than 
successful 

222  2739 Avatiu Port Development Project Loan           4.70  24-Mar-11 14-Apr-14 Successful Less than 
successful  

Fiji (4) 
 

      194.36  
    

223  2514 Third Road Upgrading (Sector) Project (Supplementary) Loan         26.80  23-Mar-09 19-May-14 Successful Successful 
224  2541 Emergency Flood Recovery (Sector) Project Loan         17.56  27-Aug-09 17-Jul-15 Less than 

successful 
Less than 
successful 

225  3210 Transport Infrastructure Investment Sector Project Loan       100.00  5-Dec-14 31-Dec-20 Active Active 
226  8307 Transport Infrastructure Investment Sector Project Loan         50.00  11-Mar-15 30-Jun-20 Active Active  

Kiribati (3) 
 

        23.40  
    

227  470 Road Rehabilitation Project,  Additional Financing Grant           2.40  11-Dec-15 31-May-17 Successful Successful 
228  527 Road Rehabilitation Project, Additional Financing Grant           9.00  12-Dec-16 11-Jun-18 Successful Successful 
229  2718 Road Rehabilitation Project Loan         12.00  10-Dec-10 31-May-17 Successful Successful  

Nauru (4) 
 

        65.29  
    

230  564 Sustainable and Climate-Resilient Connectivity in Nauru 
Project 

Grant         21.30  25-Jan-18 30-Jun-23 Active Active 
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231  565 Sustainable and Climate-Resilient Connectivity in Nauru 
Project 

Grant         14.08  25-Jan-18 30-Jun-23 Active Active 

232  566 Sustainable and Climate-Resilient Connectivity in Nauru 
Project 

Grant         26.91  25-Jan-18 30-Jun-23 Active Active 

233  6005 Port Development Project Grant           3.00  16-Dec-15 31-Dec-20 Active Active  
Papua New Guinea (33) 

 
   1,597.51  

    

234  102 Lae Port Development Project Grant           0.75  18-Dec-07 25-Feb-15 Less than 
successful 

Less than 
successful 

235  485 MFF: Highlands Region Road Improvement Investment 
Program, Project 3 

Grant         19.99  19-Jul-16 29-Apr-20 Active Active 

236  538 MFF: Sustainable Highlands Highway Investment 
Program, Tranche 1 

Grant         11.50  10-Jul-17 30-Jun-22 Active Active 

237  598 Building Resilience to Climate Change in Papua New 
Guinea, Additional Financing 

Grant           2.98  03-Sep-18 30-Apr-20 Active Active 

238  600 Building Resilience to Climate Change in Papua New 
Guinea, Additional Financing 

Grant           5.00  03-Sep-18 30-Apr-22 Active Active 

239  1709 Road Maintenance and Upgrading (Sector) Project Loan         63.00  16-Nov-99 10-Nov-10 Less than 
successful 

Less than 
successful 

240  2079 Community Water Transport Project Loan         19.01  25-Mar-04 20-Jan-14 Less than 
successful 

Less than 
successful 

241  2242 Road Maintenance and Upgrading, Supplementary 
Financing 

Loan         35.00  29-Jun-06 7-Feb-13 Less than 
successful 

Less than 
successful 

242  2243 Road Maintenance and Upgrading, Supplementary 
Financing 

Loan         18.00  29-Jun-06 7-Feb-13 Less than 
successful 

Less than 
successful 

243  2398 Lae Port Development Project Loan         60.00  18-Dec-07 30-Jun-16 Less than 
successful 

Less than 
successful 

244  2399 Lae Port Development Project Loan         38.42  18-Dec-07 30-Jun-16 Less than 
successful 

Less than 
successful 

245  2496 MFF-Highlands Region Road Improvement Investment 
Program, Project 1 

Loan         71.20  22-Dec-08 7-Aug-17 ...  ...  

246  2497 MFF-Highlands Region Road Improvement Investment 
Program, Project1 

Loan         28.80  22-Dec-08 7-Aug-17 ...  ...  

247  2588 MFF-Civil Aviation Development Investment Program, 
Project 1 

Loan         25.00  1-Dec-09 15-Jul-16 Less than 
successful 

Less than 
successful 

248  2589 MFF-Civil Aviation Development Investment Program, 
Project 1  

Loan         50.00  1-Dec-09 15-Jul-16 Less than 
successful 

Less than 
successful 

249  2590 MFF-Civil Aviation Development Investment Program -
Project 1  

Loan         20.00  1-Dec-09 15-Jul-16 Less than 
successful 

Less than 
successful 
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250  2783 Bridge Replacement for Improved Rural Access Sector 
Project 

Loan         40.00  28-Sep-11 30-Jun-20 Active Active 

251  2784 Bridge Replacement for Improved Rural Access Sector 
Project 

Loan         50.00  28-Sep-11 30-Jun-20 Active Active 

252  2803 Lae Port Development Project, Additional Financing Loan         85.00  10-Nov-11 30-Jun-16 Less than 
successful 

Less than 
successful 

253  2804 Lae Port Development Project, Additional Financing Loan           4.06  10-Nov-11 30-Jun-16 Less than 
successful 

Less than 
successful 

254  2978 Maritime and Waterways Safety Project Loan         41.50  18-Dec-12 30-Sep-20 Active Active 
255  3069 MFF: Civil Aviation Development Investment Program,  

Project 2 
Loan       115.00  25-Nov-13 24-Nov-19 Active Active 

256  3070 MFF: Civil Aviation Development Investment Program,  
Project 2 

Loan         15.00  25-Nov-13 24-Nov-19 Active Active 

257  3076 MFF: Highlands Region Road Improvement Investment 
Program Project 2 

Loan         40.00  4-Dec-13 30-Jun-19 Active Active 

258  3077 MFF: Highlands Region Road Improvement Investment 
Program Project 2 

Loan         69.00  4-Dec-13 30-Jun-19 Active Active 

259  3404 MFF: Highlands Region Road Improvement Investment 
Program, Project 3 

Loan         38.90  19-Jul-16 30-Jun-20 Active Active 

260  3408 MFF: Highlands Region Road Improvement Investment 
Program,  Project 3 

Loan         70.41  19-Jul-16 30-Jun-20 Active Active 

261  3496 MFF: Civil Aviation Development Investment Program, 
Project 3 

Loan       213.00  8-Dec-16 24-Nov-19 Active Active 

262  3497 MFF: Civil Aviation Development Investment Program, 
Project 3 

Loan         35.00  8-Dec-16 24-Nov-19 Active Active 

263  3547 MFF: Sustainable Highlands Highway Investment 
Program, Tranche 1 

Loan       272.00  10-Jul-17 30-Jun-22 Active Active 

264  3548 MFF: Sustainable Highlands Highway Investment 
Program, Tranche 1 

Loan       30.00  10-Jul-17 30-Jun-22 Active Active 

265  8211 Community Water Transport Loan           4.00  3-Dec-03 30-Jun-13 Less than 
successful 

Less than 
successful 

266  8237 Lae Port Development Project Loan           6.00  4-Dec-07 30-Jun-14 Less than 
successful 

Less than 
successful  

Regional (1) 
 

          1.50  
    

267 
 

2183 Establishment of the Pacific Aviation Safety Office Loan           1.50  22-Sep-05 3-Sep-10 Successful Successful  
Samoa (1) 

 
          3.00  

    

268 
 

6013 Port Development Project for Project Design Advance Grant           3.00  26-Apr-18 31-Dec-20 Active Active  
Solomon Islands (15) 

 
        98.70  
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269 
 

48 Road Improvement (Sector) Project (ADF) Grant           0.35  08-Aug-06 18-Oct-13 Successful Successful 
270  49 Road Improvement (Sector) Project (Australia) Grant           6.10  08-Aug-06 18-Oct-13 Successful Successful 
271  50 Road Improvement (Sector) Project (New Zealand) Grant           9.75  08-Aug-06 18-Oct-13 Successful Successful 
272  175 Second Road Improvement (Sector) Project (ADF) Grant       15.00  12-Nov-09 16-Mar-15 Successful Successful 
273  176 Second Road Improvement (Sector) Project Grant           3.34  12-Nov-09 16-Mar-15 Successful Successful 
274  177 Second Road Improvement (Sector) Project Grant           4.50  12-Nov-09 16-Mar-15 Successful Successful 
275  207 Second Road Improvement (Sector) Project, 

Supplementary Financing 
Grant           0.36  20-May-10 16-Mar-15 Successful Successful 

276  210 Second Road Improvement (Sector) Project, 
Supplementary Financing (Australia) 

Grant           0.28  20-May-10 16-Mar-15 Successful Successful 

277  243 Transport Sector Development Project Grant         12.00  15-Dec-10 19-Jul-17 Successful Less than 
successful 

278  292 Domestic Maritime Support (Sector) Project, Additional 
Financing (Australia) 

Grant   
4.30  

23-May-12 20-Jul-16 ...  ...  

279  293 Domestic Maritime Support (Sector) Project, Additional 
Financing (New Zealand) 

Grant   
2.50  

23-May-12 20-Jul-16 ...  ...  

280  403 Transport Sector Flood Recovery Project, Supplementary 
Financing (ADF-DRF) 

Grant          6.61  13-Aug-14 30-Sep-18 ...  ...  

281  609 TA Grant: Transport Sector Project Development Facility Grant           6.00  12-Sep-18 30-Jun-22 Active Active 
282  3152 Transport Sector Flood Recovery Project (ADF-DRF) Loan           6.61  13-Aug-14 30-Sep-18 ...  ...  
283  3392 RBL: Sustainable Transport Infrastructure Improvement 

Program 
Loan        21.00  27-May-16 30-Jun-21 Active Active 

 
Timor-Leste (15) 

 
      357.77  

    

284  17 Road Sector Improvement Grant         10.00  27-Sep-05 29-Apr-10 Successful Successful 
285  180 Road Network Development Sector Project Grant         46.00  20-Nov-09 15-Dec-17 Successful Successful 
286  404 Road Network Upgrading Sector Project, Additional 

Financing 
Grant           4.50  11-Sep-14 30-Jun-20 Active Active 

287  504 Road Network Upgrading Project, Additional Financing Grant        22.62  19-Oct-16 20-Dec-20 Active Active 
288  2857 Road Network Upgrading Project Loan         30.85  30-Mar-12 12-Oct-18 ...  ...  
289  2858 Road Network Upgrading Project Loan           9.15  30-Mar-12 12-Oct-18 ...  ...  
290  3020 Road Network Upgrading Sector Project Loan         40.00  19-Sep-13 30-Jun-20 Active Active 
291  3021 Road Network Upgrading Sector Project Loan         10.00  19-Sep-13 30-Jun-20 Active Active 
292  3181 Road Network Upgrading Project, Additional Financing Loan         11.78  30-Oct-14 30-Jun-20 Active Active 
293  3341 Road Network Upgrading Sector Project, Additional 

Financing 
Loan         53.00  3-Dec-15 30-Jun-21 Active Active 

294  3342 Road Network Upgrading Sector Project, Additional 
Financing  

Loan         23.22  3-Dec-15 30-Jun-21 Active Active 

295  3456 Dili to Baucau Highway Project Loan         49.65  11-Nov-16 30-Nov-22 Active Active 
296  3643 Baucau to Viqueque Highway Project Loan         19.00  21-Feb-18 31-Dec-21 Active Active 
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297  3644 Baucau to Viqueque Highway Project Loan         25.00  21-Feb-18 31-Dec-21 Active Active 
298  9142 Our Roads Our Future-Supporting Local Governance 

and Community-Based Infrastructure Work 
Grant           3.00  20-Nov-09 06-Oct-16 ...  ...  

 
Tuvalu (5) 

 
        29.22  

    

299  511 Outer Island Maritime Infrastructure Project Grant           8.30  16-Nov-16 30-Jun-21 Active Active 
300  512 Outer Island Maritime Infrastructure Project (ADF-DRF) Grant           3.00  16-Nov-16 30-Jun-21 Active Active 
301  513 Outer Island Maritime Infrastructure Project Grant           0.50  16-Nov-16 30-Jun-21 Active Active 
302  603 Outer Island Maritime Infrastructure Project, Additional 

Financing 
Grant         15.42  13-Sep-18 30-Jun-22 Active Active 

303  6003 Outer Island Maritime Infrastructure Project Grant           2.00  16-Nov-15 30-Jun-19 Active Active  
Vanuatu (15) 

 
      109.91  

    

304  273 Partial Administration-Interisland Shipping Support 
Project 

Grant         12.60  30-Nov-11 31-Dec-18 Active Active 

305  275 Port Vila Urban Development Project Grant         25.61  13-Dec-11 31-Dec-18 Active Active 
306  276 Port Vila Urban Development Project (ATF) Grant           5.39  13-Dec-11 31-Dec-18 Active Active 
307  427 Part Admin Interisland Shipping Support Project 

Additional Financing 
Grant           4.65  27-Feb-15 31-Dec-18 Active Active 

308  459 Cyclone Pam Road Reconstruction Project Grant           7.00  25-Nov-15 31-May-20 Active Active 
309  460 Cyclone Pam Road Reconstruction Project (ADF-DRF) Grant           2.81  25-Nov-15 31-May-20 Active Active 
310  461 Cyclone Pam Road Reconstruction Project Grant           2.68  25-Nov-15 31-May-20 Active Active 
311  526 Port Vila Urban Development Project, Additional 

Financing 
Grant           2.87  08-Dec-16 31-Dec-18 Active Active 

312  540 Cyclone Pam Road Reconstruction Project, Additional 
Financing 

Grant           4.10  09-Aug-17 30-Jun-19 Active Active 

313  2820 Interisland Shipping Support Project Loan        10.82  30-Nov-11 31-Dec-19 Active Active 
314  2832 Port Vila Urban Development Project Loan           5.00  13-Dec-11 31-Dec-18 Active Active 
315  3249 Interisland Shipping Support Project, Additional 

Financing 
Loan        18.48  27-Feb-15 31-Dec-19 Active Active 

316  3331 Cyclone Pam Road Reconstruction Project Loan           1.00  25-Nov-15 31-May-20 Active Active 
317  3332 Cyclone Pam Road Reconstruction Project (ADF-DRF) Loan           2.81  25-Nov-15 31-May-20 Active Active 
318  3552 Cyclone Pam Road Reconstruction Project, Additional 

Financing 
Loan           4.10  9-Aug-17 31-May-20 Active Active 

 
South Asia 

 
 17,797.61  

    
 

Bangladesh (39) 
 

  3,675.80  
    

319  287 Greater Dhaka Sustainable Urban Transport Project Grant           4.60  17-Apr-12 31-Dec-19 Active Active 
320  310 Coastal Climate-Resilient Infrastructure Project Grant         10.00  28-Sep-12 30-Jun-19 Active Active 
321  1920 Road Network Improvement and Maintenance Project Loan         65.00  10-Oct-02 19-Dec-11 Successful Successful 
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322  2021 Road Network Improvement and Maintenance Project II Loan       126.00  20-Nov-03 30-Jan-13 Less than 
Successful 

Less than 
Successful 

323  2147 Chittagong Port Trade Facilitation Project Loan         30.60  20-Dec-04 23-Aug-13 Successful Successful 
324  2316 MFF: Railway Sector Investment Program Loan       100.00  13-Feb-07 4-May-17 ...  ...  
325  2317 MFF: Railway Sector Investment Program Reform Loan         30.00  13-Feb-07 4-May-17 ...  ...  
326  2375 Padma Multipurpose Design Project Loan         17.60  5-Dec-07 15-Dec-10 ...  ...  
327  2462 Second Urban Governance and Infrastructure 

Improvement (Sector) Project 
Loan         87.00  28-Oct-08 9-Oct-16 Successful Successful 

328  2580 South Asia Tourism Infrastructure Development Project 
(Bangladesh-Nepal/India-Bangladesh) 

Loan         12.00  16-Nov-09 14-Feb-17 ...  ...  

329  2593 Padma Multipurpose Bridge Design Project-
Supplementary 

Loan 10.00  2-Dec-09 6-Nov-12 ...  ...  

330  2688 Subregional Transport Project Preparatory Facility Loan         23.00  3-Nov-10 24-Jan-17 ...  ...  
331  2701 Padma Multipurpose Bridge Project Loan       539.00  25-Nov-10 7-Aug-13 ...  ...  
332  2702 Padma Multipurpose Bridge Project Loan         76.00  25-Nov-10 7-Aug-13 ...  ...  
333  2763 2nd Chittagong Hill Tracts Rural Development Project Loan         55.00  14-Jul-11 30-Jun-20 Active Active 
334  2845 MFF-Railway Sector Investment Program, Tranche 2 Loan       150.00  22-Dec-11 28-Dec-16 ...  ...  
335  2856 Dhaka-Chittagong Expressway Public-Private 

Partnership Design Project 
Loan         10.00  30-Mar-12 13-Aug-18 ...  ...  

336  2862 Greater Dhaka Sustainable Urban Transport Project Loan       100.00  17-Apr-12 30-Jun-20 Active Active 
337  2863 Greater Dhaka Sustainable Urban Transport Project Loan         15.00  17-Apr-12 30-Jun-20 Active Active 
338  2864 Greater Dhaka Sustainable Urban Transport Project Loan         45.00  17-Apr-12 30-Jun-20 Active Active 
339  2913 Coastal Climate-Resilient Infrastructure Project Loan         20.00  28-Sep-12 30-Jun-19 Active Active 
340  2949 South Asia Subregional Econ Coop Road Connectivity 

Project 
Loan       198.00  22-Nov-12 30-Jun-20 Active Active 

341  3097 MFF: Railway Sector Investment Program, Project 3 Loan       100.00  9-Dec-13 4-May-17 ...  ...  
342  3169 SASEC Railway Connectivity: Akhaura-Laksam Double 

Track Project 
Loan       400.00  30-Sep-14 30-Jun-23 Active Active 

343  3170 SASEC Railway Connectivity: Akhaura-Laksam Double 
Track Project 

Loan       105.00  30-Sep-14 30-Jun-23 Active Active 

344  3295 Subregional Transport Project Preparatory Facility, 
Additional Financing 

Loan         30.00  28-Sep-15 30-Jun-22 Active Active 

345  3301 Railway Rolling Stock Project Loan       200.00  30-Sep-15 30-Jun-21 Active Active 
346  3376 MFF: Railway Sector Investment Program, Tranche 4 Loan         50.00  18-Mar-16 4-May-17 ...  ...  
347  3438 MFF: SASEC Chittagong-Cox's Bazar Railway Project, 

Phase 1 - Tranche 1 
Loan       210.00  30-Sep-16 30-Jun-24 Active Active 

348  3439 MFF: SASEC Chittagong-Cox's Bazar Railway Project, 
Phase 1, Tranche 1 

Loan         90.00  30-Sep-16 30-Jun-24 Active Active 
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349  3592 MFF: SASEC Dhaka-Northwest Corridor Road Project, 
Phase 2, Tranche 2 

Loan       250.00  16-Nov-17 30-Jun-22 Active Active 

350  3593 MFF: SASEC Dhaka-Northwest Corridor Road Project, 
Phase 2, Tranche 2 

Loan         50.00  16-Nov-17 30-Jun-24 Active Active 

351  3645 Railway Rolling Stock Operations Improvement Project Loan       354.00  21-Feb-18 31-Dec-22 Active Active 
352  3646 Railway Rolling Stock Operations Improvement Project Loan           6.00  21-Feb-18 31-Dec-22 Active Active 
353  6007 Rural Infrastructure Maintenance Program Loan           2.00  7-Jun-16 13-Feb-19 Active Active 
354  8204 Road Network Improvement and Maintenance Loan         10.00  25-Sep-02 30-Jun-12 Successful Successful 
355  8258 Coastal Climate-Resilient Infrastructure Project Loan         20.00  28-Sep-12 30-Jun-19 Active Active 
356  8263 SASEC Road Connectivity Project Loan         30.00  12-Sep-12 13-Jun-19 Active Active 
357  8270 Greater Dhaka Sustainable Urban Transport Project Loan         45.00  10-May-12 31-Dec-19 Active Active  

Bhutan (10) 
 

      151.70  
    

358  174 Road Network Project II Grant         38.76  10-Nov-09 30-Jun-16 ...  ...  
359  295 Air Transport Connectivity Enhancement Project Grant           6.92  21-Jun-12 21-Dec-18 Active Active 
360  400 South Asia Subregional Economic Cooperation Road 

Connectivity Project 
Grant         18.96  31-Jul-14 31-Dec-20 Active Active 

361  484 Air Transport Connectivity Enhancement Project,  
Additional Financing 

Grant           4.00  29-Jun-16 31-Dec-20 Active Active 

362  492 SASEC Transport, Trade Facilitation and Logistics Project Grant           5.00  31-Aug-16 30-Jun-22 Active Active 
363  499 Thimphu Road Improvement Project Grant           4.26  29-Sep-16 30-Jun-20 Active Active 
364  2187 Road Network Project Loan         27.30  30-Sep-05 12-Apr-12 Successful Less than 

successful 
365  3149 South Asia Subregional Economic Cooperation Road 

Connectivity Project 
Loan         31.39  31-Jul-14 21-Jan-18 ...  ...  

366  3421 SASEC Transport, Trade Facilitation and Logistics Project Loan         14.61  31-Aug-16 30-Jun-22 Active Active 
367  9069 Improving the Well-Being of Road Workers Grant          0.50  09-Aug-05 31-Dec-10 ...  ...   

India (47) 
 

 10,523.45  
    

368  1870 West Bengal Corridor Development Project Loan       210.00  11-Dec-01 23-Jun-11 Successful Less than 
successful 

369  1981 Railway Sector Improvement Project Loan       313.60  19-Dec-02 19-Jun-12 ...  ...  
370  2029 National Highway Corridor Sector I Project Loan       400.00  4-Dec-03 9-May-12 Successful Successful* 
371  2050 Chhattisgarh State Road Development Sector Project Loan       180.00  15-Dec-03 9-Apr-12 Successful Less than 

successful 
372  2151 Multisector Project for Infrastructure Rehabilitation in 

Jammu and Kashmir 
Loan       250.00  21-Dec-04 16-Apr-14 Less than 

successful 
Less than 
successful 

373  2154 National Highway Sector II Project Loan       400.00  21-Dec-04 9-May-12 Successful Successful 
374  2308 MFF-Uttaranchal State Road Investment Program, 

Subproject 1 
Loan         50.00  2-Jan-07 1-May-13 Successful Less than 

successful 
375  2330 Madhya Pradesh State Roads Sector Project II Loan       320.00  31-May-07 5-Oct-12 Successful Successful 
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376  2414 MFF: Rural Roads Sector Ii Investment Program, Project 
2 

Loan         77.65  17-Mar-08 7-Apr-11 Highly 
successful 

Highly 
successful 

377  2443 Bihar State Highways Project Loan       420.00  18-Sep-08 28-Jan-13 Successful Successful 
378  2445 MFF: Rural Roads Sector II Investment Program, Project 

3 
Loan       130.00  26-Sep-08 19-Nov-13 Successful Successful 

379  2458 MFF: Uttarakhand State Road Investment Program - 
Project 2 

Loan       140.00  22-Oct-08 19-Aug-15 ...  ...  

380  2527 National Highway Corridor (Sector) 1 Project 
(Supplementary Financing) 

Loan       100.00  30-Jun-09 9-May-12 Successful Successful* 

381  2535 MFF: Rural Roads Sector II Investment Program-Project 4 Loan       185.00  7-Aug-09 23-Apr-13 Successful Successful 
382  2578 South Asia Tourism Infrastructure Development Project  Loan         20.00  16-Nov-09 9-Oct-18 ...  ...  
383  2594 Jharkhand State Roads Project Loan       200.00  2-Dec-09 3-Jul-18 ...  ...  
384  2651 MFF: Rural Roads Sector II Investment Program, Project 

5 
Loan       222.20  6-Jul-10 1-Jan-15 Successful Successful 

385  2660 MFF: National Capital Region Urban Infrastructure 
Financing Facility, Tranche 1 

Loan         78.00  18-Aug-10 31-May-17 Successful Successful 

386  2663 Bihar State Highways II Project Loan       300.00  16-Sep-10 12-Dec-18 Active Active 
387  2705 Karnataka State Highway Improvement Project Loan       315.00  29-Nov-10 23-Apr-19 Active Active 
388  2736 Madhya Pradesh State Roads Project III Loan       300.00  10-Mar-11 21-Dec-16 ...  ...  
389  2770 North Eastern State Roads Investment Program, Tranche 

1 
Loan         74.80  22-Aug-11 30-Dec-19 Active Active 

390  2793 Railway Sector Investment Program, Tranche 1 Loan       150.00  18-Oct-11 21-Dec-18 Active Active 
391  2881 Rural Connectivity Investment Program, Tranche 1 Loan       252.00  22-Aug-12 2-Jan-19 Active Active 
392  2894 Bihar State Highways Ii Project (Additional Financing) Loan       300.00  20-Sep-12 30-Sep-19 Active Active 
393  2925 Jammu and Kashmir Urban Sector Development 

Investment Program, Tranche 2 
Loan       110.00  26-Oct-12 8-Feb-18 ...  ...  

394  2981 Chhattisgarh State Road Sector Project Loan      300.00  11-Dec-12 30-Jun-19 Active Active 
395  3040 MFF: Uttarakhand State-Road Investment Program,  

Tranche 3 
Loan       150.00  9-Oct-13 29-Jun-18 ...  ...  

396  3055 Uttarakhand Emergency Assistance Project Loan       200.00  28-Oct-13 24-Aug-18 ...  ...  
397  3062 Jaipur Metro Rail Line 1, Phase B Project Loan       176.00  20-Nov-13 31-Mar-20 Active Active 
398  3065 MFF: Rural Connectivity Investment Program, Tranche 2 Loan       275.00  25-Nov-13 20-Mar-19 Active Active 
399  3073 MFF: North Eastern State Roads Investment Program,  

Project 2 
Loan       125.20  2-Dec-13 31-Mar-20 Active Active 

400  3108 MFF Railway Sector Investment Program, Tranche2 Loan       130.00  6-Feb-14 30-Jun-19 Active Active 
401  3118 SASEC Road Connectivity Investment Prog, Tranche 1 Loan       300.00  1-Apr-14 30-Jun-22 Active Active 
402  3189 Madhya Pradesh District Connectivity Sector Project Loan       350.00  19-Nov-14 28-Mar-19 Active Active 
403  3276 Second Jharkhand State Road Project Loan       200.00  9-Sep-15 30-Jun-20 Active Active 
404  3306 MFF: Rural Connectivity Investment Program, Tranche 3 Loan      273.00  22-Oct-15 31-Dec-19 Active Active 
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405  3386 Uttar Pradesh Major District Roads Improvement Project Loan       300.00  14-Apr-16 30-Sep-21 Active Active 
406  3396 Bihar New Ganga Bridge Project Loan       500.00  24-Jun-16 30-Jun-21 Active Active 
407  3437 Madhya Pradesh District Roads II Sector Project Loan       350.00  30-Sep-16 31-Mar-21 Active Active 
408  3534 MFF: Rajasthan State Highway Investment Program, 

Tranche 1 
Loan       220.00  30-May-17 30-Sep-22 Active Active 

409  3611 Second Rural Connectivity Investment Program, Tranche 
1 

Loan       250.00  4-Dec-17 30-Jun-21 Active Active 

410  3619 Karnataka State Highways Improvement III Project Loan    346.00  8-Dec-17 30-Jun-24 Active Active 
411  3623 Railway Sector Investment Program, Project 3 Loan       120.00  13-Dec-17 30-Aug-21 Active Active 
412  3690 SASEC Road Connectivity Investment Program, Project 2 Loan       150.00  13-Aug-18 30-Jun-22 Active Active 
413  3703 MFF: Second Rural Connectivity Investment Program,  

Tranche 2 
Loan       110.00  12-Sep-18 30-Jun-23 Active Active 

414  3738 Bihar State Highways III Project Loan       200.00  15-Nov-18 30-Jun-23 Active Active  
Maldives (2) 

 
        15.02  

    

415  489 Kulhudhuffushi Harbor Expansion Project Grant           9.69  16-Aug-16 30-Jun-20 Active Active 
416  2327 Domestic Maritime Transport Project Loan           5.33  24-Apr-07 16-Mar-12 Successful Successful  

Nepal (21) 
 

      820.12  
    

417  51 Road Connectivity Sector I Grant         55.20  10-Aug-06 27-Oct-15 Successful Successful 
418  93 Part Admin (UK Portion Only): Rural Reconstruction and 

Rehabilitation Sector Development Program  
Grant         50.00  12-Dec-07 23-Jun-14 Successful Successful 

419  150 Emergency Flood Damage Rehabilitation Project Grant         25.60  21-Apr-09 26-Nov-15 Successful Successful 
420  212 Kathmandu Sustainable Urban Transport Project Grant         10.00  22-Jul-10 11-Jul-19 Active Active 
421  225 Subregional Transport Enhancement Project Grant        24.50  27-Oct-10 05-Feb-18 Successful Successful 
422  227 Transport Project Preparatory Facility Grant         12.00  29-Oct-10 31-Dec-18 Active Active 
423  239 Kathmandu Sustainable Urban Transport Project Grant          2.52  30-Nov-10 30-Jun-18 Active Active 
424  267 Decentralized Rural Infrastructure and Livelihood Project 

- Additional Financing 
Grant           7.00  31-Oct-11 04-Apr-19 Active Active 

425  383 South Asia Tourism Infrastructure Development Project-
Additional Financing 

Grant           3.00  28-Mar-14 15-Jun-20 Active Active 

426  1876 Roads Network Development Project Loan         46.00  13-Dec-01 11-Jan-10 Successful Successful 
427  2097 Subregional Transport Facilitation Project Loan         20.00  4-Nov-04 18-Jul-16 Successful Successful 
428  2656 Kathmandu Sustainable Urban Transport Project Loan         10.00  22-Jul-10 31-Dec-17 Active Active 
429  2685 Subregional Transport Enhancement Project Loan         24.50  27-Oct-10 19-Dec-17 Successful Successful 
430  2796 Decentralized Rural Infrastructure and Livelihood Project 

– Additional Financing 
Loan         18.00  31-Oct-11 5-Apr-19 Active Active 

431  3012 South Asia Subregional Economic Cooperation Road 
Connectivity Project 

Loan         75.00  30-Jul-13 30-Jun-20 Active Active 

432  3117 South Asia Tourism Infrastructure Development Project-
Additional Financing 

Loan         30.00  28-Mar-14 15-Jun-20 Active Active 
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433  3478 SASEC Roads Improvement Project Loan       186.80  1-Dec-16 31-Jul-22 Active Active 
434  3722 South Asia Subregional Economic Cooperation Highway 

Improv Project 
Loan       180.00  3-Oct-18 30-Jun-24 Active Active 

435  8231 Road Connectivity Sector I Loan         10.00  11-Sep-06 11-Jul-16 Successful Successful 
436  8234 Rural Reconstruction and Rehabilitation Sector Loan         10.00  4-Dec-07 25-Nov-14 Successful Successful 
437  8257 Decentralized Rural Infrastructure and Livelihood Project 

Additional Financing 
Loan         20.00  21-Dec-11 31-May-18 Active Active 

 
Sri Lanka (32) 

 
   2,611.52  

    

438  6 Tsunami Affected Areas Rebuilding Project (ATF) Grant       150.00  14-Apr-05 01-Apr-11 Successful Successful 
439  11 Tsunami Affected Areas Rebuilding Project (EC) Grant         53.20  14-Apr-05 10-Feb-11 Successful Successful 
440  246 Conflict-Affected Region Emergency Project Grant           1.50  27-Sep-10 10-Apr-14 Successful Successful 
441  1711 Southern Transport Development Project Loan         90.00  25-Nov-99 25-Feb-11 Successful Less than 

successful 
442  2043 Conflict Affected Areas Rehabilitation Project Grant         50.00  11-Dec-03 13-Dec-11 Successful Less than 

successful 
443  2044 Conflict Affected Areas Rehabilitation Project Grant         30.00  11-Dec-03 19-Apr-11 Successful Less than 

successful 
444  2080 Road Project Preparatory Facility Loan         15.00  13-Apr-04 31-Dec-15 ...  ...  
445  2167 Tsunami Affected Areas Rebuilding Project Loan           7.00  14-Apr-05 31-Jan-11 Successful Successful 
446  2217 National Highways Sector Project Loan       150.00  15-Dec-05 18-Jun-13 Successful Successful 
447  2319 Colombo Port Expansion Project Loan       300.00  27-Feb-07 19-Jul-13 Successful Successful 
448  2413 Southern Transport Development Project 

(Supplementary) 
Loan         90.00  6-Mar-08 5-Jul-13 Successful Less than 

successful 
449  2546 Eastern and North Central Provincial Road Project Loan        70.00  16-Sep-09 5-Aug-16 Successful Successful 
450  2626 Conflict-Affected Region Emergency Project Loan       150.00  15-Apr-10 24-Jul-17 Successful Successful 
451  2639 Northern Road Connectivity Project Loan       130.00  18-Jun-10 16-Nov-17 ...  ...  
452  2640 Northern Road Connectivity Project Loan         24.40  18-Jun-10 8-Mar-18 ...  ...  
453  2767 National Highways Sector Project, Additional Financing Loan         85.00  5-Aug-11 11-Sep-17 Successful Successful 
454  2890 Northern Road Connectivity Project, Additional 

Financing 
Loan         68.00  14-Sep-12 31-Dec-19 Active Active 

455  2891 Northern Road Connectivity Project, Additional 
Financing 

Loan         30.00  14-Sep-12 31-Dec-19 Active Active 

456  3027 Southern Road Connectivity Project Loan         70.00  23-Sep-13 30-Jun-21 Active Active 
457  3028 Southern Road Connectivity Project Loan           5.00  23-Sep-13 30-Jun-21 Active Active 
458  3171 MFF: Integrated Road Investment Program, Tranche 1 Loan       100.00  3-Oct-14 30-Sep-21 Active Active 
459  3221 MFF: Integrated Road Investment Program, Tranche 2 Loan        98.00  11-Dec-14 30-Sep-19 Active Active 
460  3222 MFF: Integrated Road Investment Program, Tranche 2 Loan           9.00  11-Dec-14 7-Apr-17 ...  ...  
461  3325 MFF: Integrated Road Investment Program, Tranche 3 Loan       175.00  23-Nov-15 30-Sep-21 Active Active 
462  3326 MFF: Integrated Road Investment Program, Tranche 3 Loan         25.00  23-Nov-15 27-Mar-17 ...  ...  
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463  3425 Transport Project Preparatory Facility Loan         24.42  22-Sep-16 30-Jun-23 Active Active 
464  3579 MFF: Second Integrated Road Investment Program, 

Tranche 1 
Loan         90.00  6-Oct-17 31-Dec-20 Active Active 

465  3580 MFF: Second Integrated Road Investment Program, 
Tranche 1 

Loan         60.00  6-Oct-17 31-Dec-20 Active Active 

466  3610 MFF: Integrated Road Investment Program, Tranche 4 Loan       150.00  4-Dec-17 30-Sep-22 Active Active 
467  3716 SASEC Port Access Elevated Highway Project Loan       300.00  27-Sep-18 31-Dec-25 Active Active 
468  8252 National Highways Sector Project Loan           8.00  20-Dec-05 21-May-14 Successful Successful 
469  9143 Improving Connectivity to Support Livelihoods and 

Gender Equality 
Grant           3.00  14-Dec-09 15-Aug-13 ...  ...  

 
Southeast Asia 

 
  7,525.74  

    
 

Cambodia (29) 
 

      712.63  
    

470  96 GMS: Southern Coastal Corridor Project (Cambodia) Grant           8.00  28-Nov-07 12-Apr-16 ...  ...  
471  104 Road Asset Management Project Grant           4.80  21-Jan-08 27-Mar-15 Successful Less than 

successful 
472  187 GMS: Rehabilitation of the Railway in Cambodia Project Grant         21.50  15-Dec-09 20-Apr-16 ...  ...  
473  278 Provincial Roads Improvement Project Grant          7.00  16-Dec-11 30-Jun-20 Active Active 
474  401 Rural Roads Improvement Project II Grant           5.40  08-Aug-14 31-Dec-20 Active Active 
475  402 Rural Roads Improvement Project II Grant           6.67  08-Aug-14 31-Dec-20 Active Active 
476  467 Rural Roads Improvement Project II, Additional 

Financing 
Grant           9.00  08-Dec-15 31-Dec-20 Active Active 

477  581 Rural Roads Improvement Project III Grant           1.50  29-Jun-18 30-Jun-26 Active Active 
478  1945 GMS: Cambodia Road Improvement Project Loan        50.00  26-Nov-02 15-Sep-11 Successful Successful 
479  2288 GMS: Rehabilitation of the Railway in Cambodia Project Loan        42.00  13-Dec-06 1-Nov-16 ...  ...  
480  2373 Greater Mekong and Subregion Southern Coastal 

Corridor Project 
Loan           7.00  28-Nov-07 12-Apr-16 ...  ...  

481  2406 Road Asset Management Project Loan           6.00  21-Jan-08 13-Feb-15 Successful Less than 
successful 

482  2539 Greater Mekong Subregion: Cambodia Northwest 
Province Road Improvement Project 

Loan         16.26  24-Aug-09 8-Sep-15 Less than 
successful 

Less than 
successful 

483  2602 GMS: Rehabilitation of the Railway in Cambodia Project, 
Supplementary Financing 

Loan        42.00  15-Dec-09 1-Nov-16 ...  ...  

484  2670 Rural Roads Improvement Project Loan         35.00  23-Sep-10 13-Dec-16 Successful Successful 
485  2839 Provincial Roads Improvement Project Loan         52.00  16-Dec-11 30-Jun-20 Active Active 
486  3125 Flood Damage Emergency Reconstruction Project, 

Additional Financing 
Loan         75.00  11-Apr-14 21-Feb-19 Active Active 

487  3151 Rural Roads Improvement Project II Loan         54.00  8-Aug-14 31-Dec-20 Active Active 
488  3194 GMS: Tourism Infrastructure for Inclusive Growth 

Project 
Loan         18.00  24-Nov-14 30-Jun-20 Active Active 
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489  3442 Provincial Roads Improvement Project, Additional 
Financing 

Loan           6.00  18-Oct-16 30-Jun-20 Active Active 

490  3576 Road Network Improvement Project Loan         70.00  28-Sep-17 30-Jun-23 Active Active 
491  3678 Rural Roads Improvement Project III Loan         58.50  29-Jun-18 30-Jun-26 Active Active 
492  3701 Reg-Second GMS Tourism Infrastructure for Inclusive 

Growth Project 
Loan         30.00  31-Aug-18 30-Jun-24 Active Active 

493  8205 GMS: Cambodia Road Improvement Loan         10.00  17-Apr-03 31-Aug-10 Successful Successful 
494  8228 GMS: Rehabilitation of the Railway in Cambodia Loan         13.00  10-Jan-07 4-Oct-16 ...  ...  
495  8242 Road Asset Management Project Loan           7.00  11-Mar-09 15-Apr-15 Successful Less than 

successful 
496  8254 Provincial Roads Improvement Project Loan         10.00  2-Nov-11 30-Jun-20 Active Active 
497  8299 Rural Roads Improvement Project II Loan         40.00  18-Feb-15 30-Sep-20 Active Active 
498  8300 Rural Roads Improvement Project II, Additional 

Financing 
Loan           7.00  8-Dec-15 31-Dec-20 Active Active 

 
Indonesia (5) 

 
  1,115.24  

    

499  2184 Road Rehabilitation II Loan       151.00  29-Sep-05 19-Apr-11 Successful Successful 
500  2575 Rural Infrastructure Support to the PNPM Mandiri 

Project II 
Loan         84.24  12-Nov-09 20-Feb-14 Successful Successful 

501  2817 Regional Roads Development Project Loan       180.00  24-Nov-11 29-May-19 Active Active 
502  2942 Inclusive Growth Through Improved Connectivity 

Program, Subprogram 1 
Loan       300.00  16-Nov-12 31-Mar-13 Successful Successful 

503  3068 Inclusive Growth Through Improved Connectivity 
Program, Subprogram 2 

Loan       400.00  27-Nov-13 3-Feb-14 Successful Successful 

 
Lao People's Democratic Republic (12) 

 
      243.04  

    

504  82 Northern Greater Mekong Subregion Transport Network 
Improvement Project 

Grant         41.50  27-Sep-07 20-Apr-16 Successful Successful 

505  234 Second Northern GMS Subregion Transport Network 
Improvement 

Grant         20.00  25-Nov-10 31-Dec-20 Active Active 

506  471 Vientiane Sustainable Urban Transport Project Grant          1.84  10-Mar-15 31-Dec-20 Active Active 
507  0599 Regional: 2nd GMS Tourism Infrastructure for Inclusive 

Growth Project 
Grant         47.00  31-Aug-18 30-Jun-25 Active Active 

508  2085 Roads for Rural Development Project Loan         17.70  28-Jun-04 17-Jun-13 Successful Successful 
509  3250 Vientiane Sustainable Urban Transport Project Loan         35.00  10-Mar-15 31-Dec-20 Active Active 
510  3368 Road Sector Governance and Maintenance Project Loan         27.00  28-Jan-16 30-Sep-21 Active Active 
511  8217 Roads for Rural Development Project Loan           6.00  17-Mar-04 30-Apr-10 Successful Successful 
512  8241 Lao: Northern GMS Transport Network Improvement 

Project 
Loan         11.00  18-Jun-08 30-Jun-14 Successful Successful 

513  8255 2nd Northern GMS Transport Network Improvement 
Project 

Loan         12.00  17-Mar-11 31-Dec-20 Active Active 
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514  8303 Vientiane Sustainable Urban Transport Project Loan         15.00  23-Jul-15 31-Jan-20 Active Active 
515  8310 2nd Northern GMS Transport Network Improvement Loan           9.00  24-Sep-14 31-Dec-20 Active Active  

Myanmar (5) 
 

      404.70  
    

516  3199 Maubin-Phyapon Road Rehabilitation Project Loan         80.00  26-Nov-14 28-Apr-20 Active Active 
517  3310 GMS East-West Economic Corridor Eindu to Kawkareik 

Road Improvement Project 
Loan       100.00  10-Nov-15 31-Mar-20 Active Active 

518  3747 Greater Mekong Subregion Highway Modernization 
Project 

Loan       194.70  27-Nov-18 30-Jun-25 Active Active 

519  8294 GMS East-West Economic Corridor Eindu to Kawkareik 
Road Improvement Project 

Loan         20.00  10-Nov-15 31-Mar-20 Active Active 

520  9185 Emergency Support for Chin State Livelihood 
Restoration Project 

Grant         10.00  22-Apr-16 30-Apr-20 Active Active 

 
Philippines (3) 

 
      542.00  

    

521  2836 Road Improvement and Institutional Development 
Project 

Loan         62.00  15-Dec-11 30-Dec-19 Active Active 

522  3589 Infrastructure Preparation and Innovation Facility Loan       100.00  27-Oct-17 30-Jun-22 Active Active 
523  3631 Improving Growth Corridors in Mindanao Road Sector 

Project 
Loan       380.00  14-Dec-17 30-Jun-24 Active Active 

 
Thailand (2) 

 
      176.50  

    

524  2608 Greater Mekong Subregion Highway Expansion Project Loan        77.10  15-Dec-09 10-Jan-17 Successful Successful 
525  3582 Greater Mekong Subregion Highway Expansion Project, 

Phase 2 
Loan         99.40  20-Oct-17 30-Sep-22 Active Active 

 
Viet Nam (46) 

 
  4,331.63  

    

526  22 Central Region Transport Networks Improvement Sector Grant           0.50  11-Nov-05 04-Oct-11 Successful Successful 
527  95 GMS Southern Coastal Corridor Project (Viet Nam) Grant         25.50  28-Nov-07 11-Dec-18 ...  ...  
528  103 Part Administration: Integrated Rural Development 

Sector Project in the Central Provinces 
Grant           1.37  15-Oct-07 01-Mar-13 ...  ...  

529  329 GMS Corridor Towns Development Project Grant           1.00  12-Dec-12 30-Jun-19 Active Active 
530  337 GMS Southern Coastal Corridor Project, Additional 

Financing 
Grant         12.43  11-Feb-13 30-Jun-19 Active Active 

531  353 Central Mekong Delta Region Connectivity Project Grant       134.00  05-Aug-13 30-Jun-20 Active Active 
532  1888 Provincial Roads Improvement Sector Project Loan         70.00  18-Dec-01 8-Jul-10 Successful Successful 
533  2195 Central Region Transport Networks Improvement Sector 

Project 
Loan         94.50  11-Nov-05 10-Jun-13 Successful Successful 

534  2222 GMS Kunming-Haiphong Transport Corridor Project-Noi 
Bai-Lao Cai 

Loan           6.00  19-Dec-05 12-May-10 Successful Successful 

535  2302 GMS: Kunming-Haiphong Transport Corridor Yen Vien-
Lao Cai Railway Upgrading 

Loan         60.00  19-Dec-06 21-Dec-16 Less than 
successful 

Less than 
successful 
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536  2357 Integrated Rural Development Sector Project in the 
Central Province 

Loan         90.00  15-Oct-07 30-Jul-15 ...  ...  

537  2372 Greater Mekong and Subregion Southern Coastal 
Corridor Project 

Loan        75.00  28-Nov-07 31-Oct-17 ...  ...  

538  2374 Ho Chi Minh City Long Thanh Dau Giay Expressway Ta 
Project 

Loan         10.00  28-Nov-07 10-Jan-12 Successful Less than 
successful 

539  2451 Ho Chi Minh City-Long Thanh-Dau Giay Expressway 
Construction Project 

Loan       410.20  30-Sep-08 22-Nov-18 ...  ...  

540  2460 GMS Ha Noi-Lang Son, GMS Ha Long-Mong Cai and 
Ben Luc-Long Thanh Express Technical Assistance 

Loan         26.00  23-Oct-08 8-May-17 ...  ...  

541  2682 Sustainable Rural Infra Development Project in Northern 
Mountain Province 

Loan         82.00  22-Oct-10 15-Aug-18 ...  ...  

542  2683 Sustainable Rural Infra Development Project in Northern 
Mountain Province 

Loan         26.00  22-Oct-10 15-Aug-18 ...  ...  

543  2703 2nd Northern GMS Transport Network Improvement 
Project (Lao PDR and Viet Nam) 

Loan         75.00  25-Nov-10 10-Jun-19 Active Active 

544  2730 MFF: GMS Ben Luc-Long Thanh Expressway Project, 
,Tranche 1 

Loan       350.00  22-Dec-10 30-Jun-19 Active Active 

545  2731 MFF: Ho Chi Minh City Urban MRT Line 2, Investment 
Program 

Loan         40.00  22-Dec-10 9-Apr-19 Active Active 

546  2741 Ha Noi MRS System Project (Line 3: Nhon, Ha Noi 
Station Section) 

Loan       293.00  29-Mar-11 30-Jun-23 Active Active 

547  2789 Transport Connections in Northern Mountainous 
Provinces Project 

Loan         80.00  30-Sep-11 21-Aug-18 ...  ...  

548  2826 Comprehensive Socio-Eco Urban Development Project in 
Viet Tri, Hung Yen, and Dong Dan 

Loan         70.00  8-Dec-11 26-Feb-18 Successful Successful 

549  2956 MFF: Ho Chi Minh City Urban Mass Rapid Transit Line 2 
Investment Program, Tranche 2 

Loan       500.00  27-Nov-12 13-Dec-20 Active Active 

550  2969 GMS Corridor Towns Development Project Loan       130.00  12-Dec-12 30-Jun-21 Active Active 
551  2988 GMS Southern Coastal Corridor Project, Additional 

Financing 
Loan         25.00  11-Feb-13 30-Jun-19 Active Active 

552  3013 Central Mekong Delta Region Connectivity Project Loan       410.00  5-Aug-13 30-Jun-20 Active Active 
553  3113 Sustainable Urban Transport for Ho Chi Minh City Mass 

Rapid Transit, Line 2 
Loan         10.00  20-Feb-14 30-Jun-20 Active Active 

554  3207 Additional Financing: GMS: Kunming Hai Phong 
Transport Corridor, Noi Bai Lao Cai Highway Project 

Loan       117.00  3-Dec-14 31-Mar-17 Active Active 

555  3208 Additional Financing: GMS Kunming Hai Phong 
Transport Corridor, Noi Bai Lao Cai Highway Project 

Loan         16.09  3-Dec-14 31-Mar-17 Active Active 
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556  3209 Additional Financing: GMS Kunming Hai Phong 
Transport Corridor, Noi Bai Lao Cai Highway Project 

Loan         13.91  3-Dec-14 31-Mar-17 Active Active 

557  3235 Strengthening Sustainable Urban Transport for Ha Noi 
Metro Line 3  

Loan           4.20 12-Dec-14 30-Jun-19 Active Active 

558  3248 Ho Chi Minh City Third Ring Road Technical Assistance 
Project 

Loan         12.58  26-Feb-15 17-Dec-18 ...  ...  

559  3317 2nd Northern GMS Transport Network Improvement 
Project, Additional Financing 

Loan         71.13  16-Nov-15 30-Jun-20 Active Active 

560  3363 Ha Noi Metro Rail System Project (Line 3: Nhon-Ha Noi 
Station Section), Additional Financing 

Loan         59.00  10-Dec-15 30-Jun-23 Active Active 

561  3364 Ha Noi Metro Rail System Project (Line 3: Nhon-Ha Noi 
Station Sect), Additional Financing 

Loan           5.80  10-Dec-15 31-Dec-19 Active Active 

562  3391 GMS Ben-Luc Long Thanh Expressway, Tranche 2 Loan       286.00  20-May-16 30-Jun-20 Active Active 
563  3499 Support to Border Areas Development Project Loan       106.51  8-Dec-16 30-Jun-23 Active Active 
564  3633 Basic Infrastructure for Inclusive Growth in the 

Northeastern Project 
Loan       150.00  15-Dec-17 30-Sep-23 Active Active 

565  3634 Basic Infrastructure in Inclusive Growth in the North 
Central Project 

Loan         52.00  15-Dec-17 30-Sep-23 Active Active 

566  3635 Basic Infrastructure for Inclusive Growth in the North 
Central Project 

Loan         97.00  15-Dec-17 30-Sep-23 Active Active 

567  3757 Second GMS Tourism Infrastructure for Inclusive 
Growth Project 

Loan         45.00  7-Dec-18 30-Jun-24 Active Active 

568  8227 GMS: Kunming-Haiphong Transport Corridor Yen Vien-
Lao Cai Railway Upgrading 

Loan         40.00  21-Dec-06 30-Apr-14 Less than 
successful 

Less than 
successful 

569  8279 Sustainable Urban Transport Fr Ho Chi Minh City Mass 
Rapid Transit Line 2 

Loan         48.95  20-Feb-14 30-Jun-20 Active Active 

570  8291 Strengthening Sustainable Urban Transport for Ha Noi 
Metro Line 3 

Loan         48.95  12-Dec-14 30-Jun-19 Active Active 

571  8302 Ha Noi Metro Rail System Project (Line 3: Nhon-Ha Noi 
Station Sect)-Additional Financing 

Loan         50.00  10-Dec-15 30-Jun-23 Active Active 

                Total  54,203.59      
… = not available, ADF-DRF =  Asian Development Fund, Disaster Response Facility,    ATF = Asian Tsunami Fund, CAREC = Central Asia  Regional Economic Cooperation,  EC = European 
Commission, GMS = Greater Mekong Subregion, MFF = multitranche financing facility, PCR = project completion report, PDA = project design advance, PRC = project completion report, 
RBL = results-based lending, SSTA = small-scale technical assistance, TA = technical assistance.



   

 

   

 

APPENDIX 2: ADB NONSOVEREIGN TRANSPORT PORTFOLIO IMPLEMENTED DURING 2010–2018 
 

No. 
Region and 

Country 
Investment 

No. 
Loan 
No. Loan Title 

Amount 
($ 

million) 
Approval 

Date 
Closing 

Date 
Project 
Status 

Overall 
Rating  

Central Asia 
  

58 
    

1 Armenia 7308 2620 Armenia International Airports  40 26-Mar-10 12-Feb-15 Closed Successful 
2 Georgia 7324 2720 Poti Sea Port Corporation 18 9-Dec-10 12-Sep-11 Cancelled ...   

East Asia 
   

685 
    

3 PRC 7270 2389 Central and Western Airports Development 
Project 

410 11-Dec-07 14-Apr-15 Closed Successful 

4 PRC 7380 2986 Far East Horizon  100 7-Aug-13 18-Feb-14 Closed Less than 
successful 

5 PRC 7404 3107 Everbright Financial Leasing Company 75 3-Oct-14 16-Dec-16 Active ...  
6 PRC 7413 3145 Industrial Bank Financial Leasing Company  100 7-Jul-14 10-Nov-14 Closed Less than 

successful  
South Asia 

   
294 

    

7 India 7329 2748 Bangalore Metro Rail Corporation 250 31-Mar-11 12-Oct-15 Cancelled ...  
8 India 7422 3174 Ocean Sparkle Limited 40 24-Oct-14 

 
Active ...  

9 Sri Lanka 7520 3569 Walkers Colombo Shipyard (Private) Limited 
(Shipyard Rehabilitation and Infrastructure) 

4 25-Sep-17 
 

Active ...  

 
Southeast Asia 

  
493 

    

10 Myanmar 7440 3220 Yoma Strategic Holdings (Connectivity 
Infrastructure Development) 

100 10-Dec-14 
 

Active ...  

11 Philippines 7439 3224 GMR Megawide Cebu Airport Corporation 
(Mactan Cebu International Passenger Terminal 
Project) 

75 9-Dec-14 
 

Active ...  

12 Thailand 7558 3669 Eastern Bangkok Monorail Company Limited 
(Bangkok Mass Rapid Transit (Pink and Yellow 
Lines) 

159 5-Jun-18 
 

Active ...  

13 Thailand 7559 3672 Northern Bangkok Monorail Company Limited 
(Bangkok Mass Rapid Transit (Pink and Yellow 
Lines) 

159 5-Jun-18 
 

Active ...  

             Total 1,530     
… = not available, PRC = People’s Republic of China.



   

 

   

 

APPENDIX 3: ADB TRANSPORT TECHNICAL ASSISTANCE PORTFOLIO APPROVED DURING 2010–2018 
 

 

Region 
and  
Country No. Title Type 

Amount 
($'000s) 

TA 
Approval 

Date 

Completion 
or  Expected 
Completion 

Date Status TCR Rating  
Central and West Asia  25,916.3  

   
 

Afghanistan 
 

1,225.0  
   

1 
 

8687 Transport Sector Master Plan Update PATA 1,000.0 22-Jul-14 31-Aug-17 Closed Successful 
2 

 
9623 Support to The Advisory Group on Railway Sector 

Development 
PATA 225.0 26-Oct-18 30-Apr-20 Active ...  

 
Armenia 

   
1,085.0     

  

3 
 

8361 Urban Development in Secondary Cities PATA 660.0 29-Apr-13 30-Dec-15 Closed Successful 
4 

 
8896 Project Management Support to the Ministry of 

Transport and Communication 
CDTA 425.0 08-May-15 31-Dec-19 Active ...  

 
Azerbaijan 

 
1,000.0     

 

5 
 

9439 Capacity Development and Reform Support for 
Railway Sector Development 

PATA 1,000.0 06-Dec-17 31-Dec-20 Active ...  

 
Georgia 

   
975.0     

  

6 
 

8682 Support for Transportation Policy PATA 750.0 09-Jul-14 31-Dec-16 Closed Less than 
successful 

7 
 

8892 Support for Silk Road Forum PATA 225.0 28-Apr-15 31-Mar-16 Closed Highly 
successful  

Kyrgyz Republic 
 

225.0     
8 

 
9568 CAREC Corridor 3 (Bishek-Osh Road) 

Improvement, Phase 4 
PATA 225.0 21-Aug-18 5-Apr-19 Active ...  

 
Pakistan 

 
21,406.3     

 

9 
 

7795 Capacity Building for the Flood Emergency 
Reconstruction Project 

CDTA 4,000.0 30-Mar-11 30-Sep-16 - - 

10 
 

8912 Capacity Building of Institutions Handling 
Disasters 

CDTA 2,000.0 30-Jun-15 30-Jun-19 Active ...  

11 
 

8990 Enabling Economic Corridors Through Sustainable 
Transport Sector Development 

CDTA 15,406.3 17-Nov-15 31-Mar-20 Active ...  

 
East Asia 

 
18,765.0     

  
 

Mongolia 
 

8,000.0     
  

12 
 

7556 Public Transport Information and Communication 
Technology 

CDTA 500.0 29-Jun-10 30-Sep-12 Closed Successful 

13 
 

7570 SSTA: Preparation of a National Road Sector 
Capacity Development Roadmap 

CDTA 150.0 03-Aug-10 31-Mar-12 Closed Highly 
successful 
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14 

 
7844 Road Sector Capacity Development CDTA 2,000.0 11-Aug-11 31-Mar-15 Closed Less than 

successful 
15 

 
8080 Logistics Capacity Development Project CDTA 900.0 22-May-12 15-Nov-17 Closed Successful 

16 
 

8212 Ulaanbaatar Urban Transport Capacity 
Development 

CDTA 1,000.0 08-Nov-12 30-Jun-17 Closed Highly 
successful 

17 
 

8465 Connectivity for Future Growth PATA 500.0 26-Sep-13 30-Jun-16 Closed Successful 
18 

 
8985 Public Private Partnership in Urban Public 

Transport Sector of Ulaanbaatar 
PATA 350.0 05-Nov-15 30-Apr-16 Closed Successful 

19 
 

9131 Intelligent Transport Systems Development for 
Mongolia 

PATA 500.0 01-Jul-16 31-Dec-18 Active Highly 
successful 

20 
 

9137 Development of Road Safety Policy and Action 
Plan 

PATA 1,000.0 19-Jul-16 31-Dec-18 Closed ...  

21 
 

9544 Regional Road Development and Maintenance 
Project 

CDTA 700.0 29-Jun-18 31-Jan-21 Active ...  

22 
 

9579 Institutional Strengthening for Road Safety CDTA 400.0 03-Sep-18 31-May-20 Active ...   
People's Republic of China  18,945.0     

 

23 
 

7673 SSTA: Community-Based Rural Road Maintenance 
by Women Ethnic Minority Groups 

CDTA 250.0 02-Dec-10 31-Dec-12 Closed Successful 

24 
 

7692 Capacity Development for Railway Track 
Maintenance 

CDTA 400.0 10-Dec-10 30-Apr-15 Closed Successful 

25 
 

7694 Financing Road Construction and Maintenance 
after Fuel Tax Reform Phase 2 

PATA 450.0 10-Dec-10 31-Mar-13 Closed Successful 

26 
 

7916 Improving Energy Efficiency and Reducing 
Emission Through Intelligent Railway Station 
Building 

PATA 400.0 17-Nov-11 31-Mar-15 Closed Successful 

27 
 

7925 Developing Multimodal Passenger Transport Hubs PATA 500.0 24-Nov-11 15-Jun-15 Closed Successful 
28 

 
7976 Beijing Sustainable Urban Transport Project PATA 450.0 13-Dec-11 31-Dec-14 Closed Successful 

29 
 

8209 Highway Safety and Information System 
Development 

PATA 500.0 06-Nov-12 31-Mar-15 Closed Successful 

30 
 

8464 Railway Container Transport Development CDTA 450.0 26-Sep-13 30-Apr-16 Closed Successful 
31 

 
8476 Strategy for Restructuring Inland Waterway 

Transport and Multimodal Logistics in Chongqing 
PATA 400.0 07-Oct-13 31-Dec-15 Closed Successful 

32 
 

8479 Restoration of Wetlands in Dalai Lake Nature 
Reserve of Inner Mongolia 

CDTA 500.0 08-Oct-13 30-Jun-16 Closed Successful 

33 
 

8482 Formulation-NEA Logistics Info-Sharing Network 
Development Program and Organizational 
Mechanism 

PATA 400.0 13-Oct-13 30-Mar-16 Closed Successful 

34 
 

8662 Improving Clean Bus Operations and Management CDTA 2,315.0 09-Jun-14 31-Dec-18 Closed ...  
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35 

 
8699 Strategy and Transport Policy Study on Promoting 

Logistics Development-Rural Areas 
PATA 400.0 13-Aug-14 31-Mar-16 Closed Successful 

36 
 

8775 Developing Pathways to Low Carbon Transport in 
Ningxia Hui Autonomous Region 

PATA 1,000.0 03-Dec-14 31-Dec-16 Closed Less than 
successful 

37 
 

8968 Policy Study on the Development of Intercity 
Railway in the Beijing-Tianjin-Hebei Region 

PATA 400.0 02-Oct-15 31-May-17 Closed ...  

38 
 

9379 Comprehensive Hub-Oriented Transportation 
Strategy for Urumqi Metro Area 

PATA 800.0 21-Sep-17 16-Jun-19 Active ...  

39 
 

9393 Strategic Study on Collaborative Control of Air 
Pollution and Carbon Emission 

PATA 350.0 28-Sep-17 30-Sep-19 Active ...  

40 
 

9547 Hubei Xiangyang Integrated Sustainable 
Transportation and Logistics Planning and 
Strategy Study 

PATA 400.0 12-Jul-18 31-Dec-19 Active ...  

41 
 

9648 Policy Study on Integrated Transport 
Development in Xiong'an New Area from an 
International Perspective 

PATA 400.0 21-Nov-18 31-Mar-20 Active ...  

 
Pacific Islands 

 
18,550.0    

 
 

Fiji 
   

1,700.0     
  

42 
 

8514 Transport Sector Planning and Management PATA 800.0 25-Nov-13 31-Dec-16 Closed Successful 
43 

 
8777 Strengthening Transport Coordination Capacity CDTA 700.0 05-Dec-14 30-Jun-19 Active ...  

44 
 

9063 Ports Development Master Plan in Fiji PATA 200.0 21-Dec-15 31-May-17 Closed Less than 
successful  

Papua New Guinea 2,800.0     
 

45 
 

7874 Major Bridges Study PATA 800.0 28-Sep-11 31-Dec-14 Closed Highly 
successful 

46 
 

8123 Regulating and Sustaining Road Transport PATA 500.0 25-Jul-12 30-Jun-18 Closed Successful 
47 

 
9644 Preparing the Civil Aviation Investment Program PATA 1,500.0 16-Nov-18 31-Dec-19 Active ...   

Samoa 
   

1,250.0     
  

48 
 

8889 Ports Development Master Plan PATA 1,250.0 24-Apr-15 31-Dec-18 Closed ...   
Solomon Islands 

 
7,000.0     

 

49 
 

7715 Supporting the Transport Sector Development 
Project 

CDTA 800.0 15-Dec-10 30-Jun-16 Closed Successful 

50 
 

8217 Strengthening Country Safeguard Systems in the 
Transport Sector 

CDTA 600.0 16-Nov-12 30-Sep-14 Closed Successful 

51 
 

8737 Supporting Good Governance Through 
Safeguards 

CDTA 300.0 08-Oct-14 30-Apr-16 Closed Successful 
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52 

 
9119 Strengthening the Capacity of the Ministry of 

Infrastructure Development 
CDTA 4,500.0 27-May-16 31-Dec-20 Active ...  

53 
 

9127 Strengthening Solomon Islands Maritime Safety 
and Establishing Solomon 

CDTA 800.0 29-Jun-16 31-Jul-19 Active ...  

 
Timor-Leste 

 
2,950.0     

 

54 
 

7698 Supporting Road Network Development PATA 225.0 13-Dec-10 15-Dec-12 Closed Successful 
55 

 
8278 Infrastructure Management CDTA 1,500.0 11-Dec-12 30-Jun-17 Closed Successful 

56 
 

9502 Promoting Sustainable Land Transport 
Infrastructure 

PATA 1,000.0 21-Feb-18 31-Dec-20 Active ...  

57 
 

9702 Preliminary Assessment for Dili Airport Runway 
Upgrading Project 

RDTA 225.0 21-Dec-18 29-Feb-20 Active ...  

 
Vanuatu 

 
2,850.0     

  

58 
 

7938 Establishment of the Maritime Safety 
Administration 

CDTA 1,650.0 30-Nov-11 31-Dec-18 Closed ...  

59 
 

9073 Institutional Strengthening for Environmental 
Safeguards in Vanuatu 

CDTA 225.0 22-Jan-16 30-Apr-17 Closed Successful 

60 
 

9263 Supporting the Vanuatu Project Management 
Unit and the Ministry of Infrastructure and Public 
Utilities 

CDTA 225.0 08-Dec-16 31-Dec-18 Active ...  

61 
 

9562 Infrastructure and Public Financial Management 
Support Facility 

CDTA 750.0 14-Aug-18 30-Jun-20 Active ...  

 
South Asia 

 
42,675.00     

 
 

Bangladesh 
 

8,600.0     
 

62 
 

7840 Road Safety Improvement Programs PATA 600.0 15-Jul-11 30-Jun-14 Closed Successful 
63 

 
7979 Strategic Master Plan for Chittagong Port PATA 1,000.0 14-Dec-11 31-Dec-18 Closed ...  

64 
 

8072 Transit Oriented Development and Improved 
Traffic Management in Gazipur City Corp 

CDTA 1,000.0 17-Apr-12 31-Dec-16 Closed ...  

65 
 

8221 Institutional Strengthening of the Roads and 
Highways Department 

CDTA 1,500.0 22-Nov-12 31-Oct-15 Closed ...  

66 
 

8731 Capacity Development of Bangladesh Railway for 
Project Implementation 

CDTA 1,000.0 30-Sep-14 30-Jun-20 Active ...  

67 
 

9193 Capacity Development for Project Implementation 
Management 

CDTA 1,000.0 30-Sep-16 31-Dec-24 Active ...  

68 
 

9408 Updating the Road Master Plan CDTA 2,000.0 24-Oct-17 31-Dec-23 Active ...  
69 

 
9504 Railway Rolling Stock Operations Improvement 

Project  
CDTA 500.0 21-Feb-18 31-Oct-19 Active ...  

 
Bhutan 

   
300.0     
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70 

 
7945 Strengthening Air Transport Regulatory and 

Operational Performance 
CDTA 300.0 05-Dec-11 31-Dec-17 Closed ...  

 
India 

   
23,725.0     

  

71 
 

7538 Advanced Project Preparedness for Poverty 
Reduction (Land Transport Management) 
Subproject 6 

PATA 1,100.0 21-May-10 30-Jun-12 Closed Successful 

72 
 

7598 Capacity Building for Bihar State Road Sector CDTA 1,000.0 16-Sep-10 30-Jun-13 Closed ...  
73 

 
7667 Capacity Building for Karnataka State Road Sector CDTA 1,500.0 29-Nov-10 31-Dec-14 Closed ...  

74 
 

7761 Advance Project Preparation for Poverty 
Reduction Capacity Dev for Jharkhand State Road 
Section Subproject 11 

CDTA 1,100.0 16-Dec-10 30-Jun-13 Closed Successful 

75 
 

7785 Capacity Building for Road Safety and Public-
Private Participation Support 

CDTA 1,000.0 10-Mar-11 31-Mar-14 Closed ...  

76 
 

7828 Enhancing Readiness of the Railway Sector 
Investment Program 

CDTA 400.0 30-Jun-11 31-Dec-16 Closed Successful 

77 
 

7838 Capacity Building for North Eastern State Roads 
Sector 

CDTA 1,200.0 21-Jul-11 31-Dec-14 Closed ...  

78 
 

8063 Advance Project Preparedness for Poverty 
Reduction Capacity Building for North East Road 
(Subproject 24) 

CDTA 700.0 23-Mar-12 31-Dec-14 Closed Successful 

79 
 

8110 Institutional Development for Rural Roads Asset 
Management 

CDTA 2,300.0 12-Jul-12 5-Oct-15 Closed ...  

80 
 

8170 Road Master for Bihar's State Highway 
Development 

PATA 1,000.0 20-Sep-12 30-Nov-15 Closed ...  

81 
 

8294 Institutional Strengthening of the Chhattisgarh 
Public Works Dept 

CDTA 500.0 11-Dec-12 30-Sep-15 Closed ...  

82 
 

8295 Institutional Strengthening of the Chattisgarh 
Public Works Department, Subproject 27 

CDTA 500.0 11-Dec-12 30-Sep-15 Closed Successful 

83 
 

8765 Supporting Sustainable Urban Transport in Aizawl 
City 

CDTA 225.0 25-Nov-14 4-May-16 Closed Successful 

84 
 

8949 Supporting the Preparation and Implementation 
of the Comprehensive Integrated Master Plan for 
the Vizag–Chennai Industrial Corridor 

CDTA 2,000.0 03-Sep-15 30-Sep-19 Active ...  

85 
 

9125 Strengthening Bridge Operation and 
Management Project 

CDTA 900.0 24-Jun-16 31-Dec-19 Active ...  

86 
 

9430 Enhancing Sustainability and Innovation in Rural 
Road Development 

CDTA 500.0 29-Nov-17 31-Dec-21 Active ...  
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87 

 
9446 Supporting the Preparation of a Comprehensive 

Master Plan for the Chennai–Kanyakumari 
Industrial Corridor 

RDTA 1,600.0 07-Dec-17 31-May-20 Active ...  

88 
 

9635 Capacity Building for Project Design, 
Implementation and Evaluation 

CDTA 2,500.0 06-Nov-18 30-Nov-21 Active ...  

89 
 

9665 Strategic Interventions for Economic 
Transformation Strengthening Knowledge for 
Enhancing Development Outcomes 

PATA 3,700.0 06-Dec-18 14-Dec-21 Active ...  

 
Maldives 

 
1,250.0     

  

90 
 

8519 Preparing Business Strategy for Port Development CDTA 750.0 26-Nov-13 28-Feb-15 Cancelled ...  
91 

 
9155 Sustainable Harbor Operation and Maintenance CDTA 500.0 16-Aug-16 31-Dec-18 Closed ...   

Nepal 
   

2,550.0     
  

92 
 

7948 Urban Transport Planning and Management CDTA 800.0 07-Dec-11 31-Oct-14 Closed Successful 
93 

 
8413 Capacity Strengthening for Sustainable Road 

Transport 
CDTA 1,000.0 30-Jul-13 30-Jun-18 Closed ...  

94 
 

9604 Institutional Strengthening of Road Safety and 
Gender Equality  

CDTA 750.0 03-Oct-18 31-Jan-22 Active ...  

 
Sri Lanka 

 
6,250.0     

  

95 
 

7545 Capacity Development of the Northern Provincial 
Road Development Department 

CDTA 1,500.0 18-Jun-10 31-Dec-15 Closed ...  

96 
 

9161 National Port Master Plan PATA 1,500.0 29-Aug-16 30-Nov-19 Active ...  
97 

 
9382 Railway Master Plan PATA 1,500.0 19-Sep-17 6-Dec-20 Active ...  

98 
 

9596 Expressway Operations Improvement Project CDTA 500.0 27-Sep-18 30-Sep-23 Active ...  
99 

 
9597 Supporting Trade Logistics Facilitation CDTA 1,250.0 27-Sep-18 30-Nov-20 Active ...   

Southeast Asia 
 

56,454.6     
 

 
Cambodia 

 
6,350.0     

 

100 
 

8005 Supporting Strengthening and Institutional 
Reform, Department of Land Transport of 
Ministry of Public Works and Transportation 

CDTA 500.0 16-Dec-11 15-Dec-13 Closed ...  

101 
 

8051 Advance Actions for the Flood Damage 
Emergency Reconstruction Project (FDERP) 

CDTA 225.0 20-Jan-12 30-Sep-13 Closed Successful 

102 
 

8680 Planning and Implementation-Resettlement 
Activities Under GMS: Rehabilitation of Railway 
(Cambodia) Project 

CDTA 225.0 04-Jul-14 31-Dec-16 Closed ...  

103 
 

8773 Capacity Development for Public-Private 
Partnerships 

CDTA 1,000.0 27-Nov-14 30-Sep-18 Closed ...  
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104 

 
8810 Strengthening Resettlement and Income 

Restoration Implementation 
CDTA 1,400.0 15-Dec-14 14-Dec-19 Active ...  

105 
 

9300 Institutional Capacity Building in the Road Sector CDTA 1,500.0 24-Feb-17 31-Oct-19 Active ...  
106 

 
9503 Supporting Sustainable Integrated Urban Public 

Transport Development 
PATA 1,500.0 21-Feb-18 30-Jun-21 Active ...  

 
Indonesia 

 
3,950.0     

 

107 
 

8045 Improving Domestic Connectivity PATA 500.0 12-Dec-11 15-Jun-15 Closed Successful 
108 

 
8215 Supporting Inclusive Growth through Better 

Connectivity 
CDTA 1,000.0 16-Nov-12 17-Jun-16 Closed Successful 

109 
 

8530 Sustainable Infrastructure Assistance Program-
Strengthening Community Participation in Project 
Design, Implementation, and Monitoring in 
Regional Road Development Projects, Subproject 
5 

CDTA 1,000.0 06-Dec-13 30-Sep-17 Closed ...  

110 
 

9116 Sustainable Infrastructure Assistance Program-
Improving Multimodal Connectivity to Support 
Integrated Land and Sea Tollway, Subproject 7 

CDTA 1,250.0 16-May-16 31-Mar-18 Closed ...  

111 
 

9361 Sustainable Infrastructure Assistance Program-
Facilitating Regional Cooperation and Integration 
between Indonesia and Timor-Leste through 
Enhanced Cross-border Cooperation, Subproject 
11 

RDTA 200.0 23-Aug-17 30-Jun-19 Closed ...  

 
Lao People's Democratic Republic  1,500.0     

 

112 
 

9499 Capacity Building for Vientiane Sustainable Urban 
Transport Project 

CDTA 1,500.0 05-Feb-18 31-Dec-20 Active ...  

 
Malaysia 

 
225.0     

  

113 
 

8843 Support for Integrating Regional Cooperation and 
Integration into the National Development 
Agenda  

PATA 225.0 17-Dec-14 28-Feb-16 Cancelled ...  

 
Myanmar 

 
8,405.0     

 

114 
 

8304 SSTA: Maximizing Transport Benefits through 
Community Engagement 

CDTA 190.0 21-Dec-12 31-Dec-15 Closed Successful 

115 
 

8327 Developing the Asset Management Program for 
Myanmar Roads 

CDTA 1,365.0 20-Feb-13 30-Nov-15 Closed Successful 

116 
 

8788 Transport Sector Reform and Modernization PATA 4,500.0 11-Dec-14 31-Aug-21 Active ...  
117 

 
8987 Improving Road Network Management and 

Safety 
CDTA 2,350.0 09-Nov-15 31-Jul-18 Closed ...  
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Philippines 

 
6,000.0    

 

118 
 

8195 Davao Sustainable Urban Transport Project PATA 1,000.0 19-Oct-12 31-Jul-14 Closed Successful 
119 

 
9336 Strengthening Infrastructure Capacity and 

Innovation Inclusive Growth 
CDTA 5,000.0 30-Jun-17 28-Feb-21 Active ...  

 
Thailand 

 
2,025.0     

  

120 
 

7863 Enhancing Strategic Alignment in the Thailand 
ADB Partnership 

PATA 225.0 15-Sep-11 31-Dec-13 Closed Successful 

121 
 

8078 Supporting Railway Sector Reform PATA 225.0 18-May-12 31-Mar-13 Closed Successful 
122 

 
8183 Improvement of Railway Passenger Services CDTA 400.0 08-Oct-12 31-Mar-14 Closed Successful 

123 
 

8194 Accounting and Financial Management System 
Reform for Thailand's Railway Sector 

PATA 950.0 19-Oct-12 29-Mar-14 Closed Successful 

124 
 

8219 Thailand Intercity Motorway Project PATA 225.0 20-Nov-12 30-Sep-14 Closed Successful  
Viet Nam 

 
28,000.0     

  

125 
 

7611 Strengthening Institutional and Financial 
Arrangements, Operation and Maintenance, and 
Governance in Road Transport 

PATA 1,000.0 24-Sep-10 31-Aug-12 Closed Highly 
successful 

126 
 

7822 Central Mekong Delta Connectivity Technical 
Assistance Project 

CDTA 26,000.0 31-May-11 30-Jun-20 Active ...  

127 
 

9055 Mainstreaming Climate Change Mitigation into 
National Infrastructure 

CDTA 999.6 16-Dec-15 14-Nov-19 Active ...  

 
Regional 

 
71,588.9     

  

128 
 

7557 Promoting Regional Infrastructure Development RDTA 2,175.0 29-Jun-10 31-Dec-14 Closed Unsuccessful 
129 

 
7650 Regional Transport Development in South Asia PATA 2,450.0 16-Nov-10 31-Dec-17 Closed ...  

130 
 

7678 Planning the GMS Railway Coordination Office CDTA 225.0 07-Dec-10 30-Sep-12 Closed Successful 
131 

 
7684 Institutional Strengthening for Aviation 

Regulation 
CDTA 900.0 09-Dec-10 30-Apr-14 Closed Less than 

successful 
132 

 
8027 South Asia Road Safety Programs (Phase 1: 

Kingdom of Bhutan and Nepal) 
CDTA 700.0 14-Dec-11 30-Jun-15 Closed Successful 

133 
 

8046 Better Transport Data for Sustainable Transport 
Policies and Investing Planning (Subproject 1) 

CDTA 1,000.0 19-Dec-11 31-Dec-16 Closed ...  

134 
 

8075 Improving Road Safety in the Association of 
Southeast Asian Nations 

CDTA 1,500.0 25-Apr-12 30-Nov-15 Closed Successful 

135 
 

8091 Better Greenhouse Gas Assessment 
Methodologies in Sustainable Public Transport 

CDTA 1,000.0 29-May-12 31-Dec-14 Closed ...  

136 
 

8101 Intelligent Transport Systems (ITS) for Better 
Urban Transport (Subproject 3) 

CDTA 300.0 27-Jun-12 31-Mar-14 Closed ...  
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137 

 
8148 Enhancing Coordination of the Central Asia 

Regional Economic Cooperation Program 
PATA 5,500.0 30-Aug-12 31-Aug-16 Closed Successful 

138 
 

8160 CAREC: Midterm Review of the Transport and 
Trade Facilitation Strategy 

PATA 1,725.0 14-Sep-12 31-Dec-15 Closed ...  

139 
 

8168 Promoting Socially Sustainable Transport Through 
Improving Nonmotorized Transport 

CDTA 2,998.0 19-Sep-12 31-Dec-16 Closed ...  

140 
 

8189 Implementation of Sustainable Transport in Asia 
and the Pacific 

CDTA 4,006.9 12-Oct-12 31-Dec-16 Closed ...  

141  8274 Improving the Implementation of Safeguard 
Policy Applications in Selected South Asia 
Developing Member Countries 

CDTA 225.0 14-Dec-12 28-Feb-16 Closed Successful 

142  8359 Regional Climate Projections Consortium and 
Data Facility in Asia and the Pacific 

CDTA 1,964.0 24-Apr-13 30-Sep-17 Closed Successful 

143  8529 SSTA: Support for the Establishment of the 
Greater Mekong Railway Association 

CDTA 225.0 04-Dec-13 30-Sep-16 Closed Successful 

144  8569 Improving Safeguard Policy Applications in South 
Asia Developing Member Countries 

CDTA 5,000.0 13-Dec-13 12-Dec-19 Active ...  

145  8599 SSTA: Assessing Trade Facilitation and Transport 
Logistics Performance in the Pacific 

PATA 225.0 19-Dec-13 31-Dec-17 Closed Successful 

146  8674 Trade and Transport Facilitation in the Pacific CDTA 3,900.0 30-Jun-14 31-Dec-19 Active ...  
147  8778 Piloting Field Integrated Review and Standardized 

Toll for Involuntary Resettlement 
CDTA 500.0 08-Dec-14 30-Sep-17 Closed Successful 

148  8789 Knowledge Sharing and Services in Transport and 
Transport Facilitation 

PATA 3,050.0 12-Dec-14 31-May-19 Active ...  

149  8804 Enhancing Road Safety for Central Asia Regional 
Economic Cooper 

CDTA 1,770.0 15-Dec-14 31-May-19 Active ...  

150  8836 Building Capacity for Enhanced Connectivity in 
Southeast Asia 

CDTA 1,500.0 18-Dec-14 31-Dec-18 Closed ...  

151 
 

8961 Strengthening Climate and Disaster Resilience of 
Investments in Pacific 

CDTA 3,250.0 18-Sep-15 31-Dec-20 Active ...  

152 
 

9017 Unlocking Innovation for Development RDTA 5,000.0 09-Dec-15 31-Dec-19 Active ...  
153 

 
9098 Strengthening Project Preparation Capacity in 

Asia and the Pacific 
CDTA 5,000.0 19-Apr-16 31-Dec-19 Active ...  

154 
 

9123 Connecting the Railways of the Greater Mekong 
Subregion 

PATA 500.0 21-Jun-16 30-Sep-18 Closed Successful 

155 
 

9156 Enhancing Coordination of the CAREC Program PATA 3,000.0 17-Aug-16 31-Dec-18 Closed ...  
156 

 
9354 Facilitating use of Country Safeguard System and 

Strengthening Safeguards Delivery 
CDTA 1,000.0 10-Aug-17 31-Jul-19 Active ...  



118 Appendix 3 

 

 

 

Region 
and  
Country No. Title Type 

Amount 
($'000s) 

TA 
Approval 

Date 

Completion 
or  Expected 
Completion 

Date Status TCR Rating 
157 

 
9420 Implementation of Sustainable Transport for All CDTA 3,500.0 08-Nov-17 31-Dec-20 Active ...  

158 
 

9556 Implementing the CAREC 2030 Strategy for 
Sustainable Regional Development 

PATA 4,000.0 31-Jul-18 31-Dec-20 Active ...  

159 
 

9641 Railway Sector Development in CAREC Countries CDTA 2,000.0 14-Nov-18 31-Dec-22 Active ...  
160 

 
9647 Strengthening Safeguards Management in 

Southeast Asia 
CDTA 1,500.0 19-Nov-18 31-Oct-20 Active ...  

   
              Total 

 
233,949.7 

    

...  = not available/applicable, CAREC = Central Asia Regional Economic Cooperation, CDTA = capacity development technical assistance, PATA = policy and advisory technical assistance, 
RDTA = research and development technical assistance, SASEC = South Asia Subregional Economic Cooperation, SSTA = small-scale technical assistance. 



  

 

  

 

APPENDIX 4: ASSESSING THE RESULTS OF ADB SUPPORT USING THE 
THEORY OF CHANGE 

1. The evaluation study assessed ADB’s achievements against the output and outcome indicators in 
the design and monitoring frameworks (DMFs), and how development pathways were successfully 
connected with the theory of change.  

2. The theory of change is a set of logical and structured assumptions that help to explain how and 
why desired changes can occur in specific contexts. It explains the development pathway and shows the 
causal links between the sequence of steps from output to impact. It shows how an intervention is 
expected to achieve the desired results, and it clarifies the assumptions and the necessary and sufficient 
preconditions for the sequence of interim outcomes needed to reach the institutional goals.  

3. This evaluation assessed the output and outcome achievements but did not assess impact 
achievements because attribution was unclear in the project completion reports (PCRs). However, the 
evaluation traced the links between outcomes and impact. 

 Methodology 

4. The theory of change explains why a set of activities results in the desired outcomes and/or 
conditions leading to the desired goals or impact by tracing development pathways. Put simply, it is the 
logic behind the intervention. The theory of change shows the causal links between the sequence of steps 
necessary to get from output to impact, and it provides an understanding of how the intervention is 
expected to achieve the desired results.  

5. For the purposes of this evaluation, the DMF is considered to be an expression of the project’s 
theory of change because these frameworks include quantitative indicators, and articulate the causal 
links between inputs, outputs, outcomes, and impact.  The 2019 guidelines for preparing DMFs provide 
guidance on strengthening the causal links between output, outcome, and impact indicators. ADB’s 
recent impact evaluation of transport interventions notes that each project has a DMF since it is the core 
element of the theory of change at the project level. Figure A4.1 shows the format of the theory of 
change, which was presented in an evaluation approach paper approved in January 2019 and updated 
during this evaluation to cover all quantitative indicators. 

6. Although the DMF is logically developed in order to identify the results chains—which are called 
development pathways in this analysis—it does not explicitly indicate development pathways. Therefore, 
the evaluation traced indicators and identified development pathways (Figure A4.2); aggregated 
identified development pathways (Figure A4.3); and reviewed sector-level achievements, issues, and 
results.  

7. For indicators, the evaluation reviewed reports and recommendations of the president (RRPs), 
project completion reports (PCRs), and project completion report validation reports (PVRs), and project 
performance evaluation reports (PPERs) to better understand each theory of change. It did not introduce 
new indicators partly because data limitations would have made it difficult to assess results against these 
new indicators, particularly ex ante, and partly to avoid subjectivity. The evaluation relied on PCRs and 
project performance evaluation reports (PPERs) with minor modifications.  

8. The study excluded indicators in the DMFs that did not have quantitative and countable targets 
and those that were not monitored. Misclassified indicators in the DMFs were placed under the 
appropriate category. For example, if an output indicator was misclassified under outcomes, it was 
reclassified as an output indicator for the evaluation.  
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9. In cases with more than one output indicator under the same output category—e.g., roadworks 
(nonurban) and lighting on the same road section—the indicators were combined under roads 
(nonurban) wherever possible. So, if a DMF showed a road safety training course and a HIV training 
course, the two indicators were combined under a “training” category. But if these indicators set different 
outcomes, such as “awareness of road safety increased from X% to Y%,” and “awareness of HIV issues 
and possible measures outcome increased from X% to Y%,” the study treated them as different outputs. 

10. For coverage, IED reviewed the results of 108 transport projects completed from 2010 to 2018 
that had PCRs and PPERs. The theory of change analysis assessed projects with PCRs or PPERs because 
the analysis needed ex post project data in the DMF. The assessment did not include technical assistance 
loans, because these supported project preparation, and the expected outcomes were different from 
those for physical and nonphysical ADB support.  

11. The evaluation assessed output and outcome achievements and traced the causal links between 
the two.  It did not assess impact achievements because attribution was unclear in the PCRs.  

 

 Assessment of ADB Support with Indicators in DMFs  

 Example Showing the Achievement of Indicators and Development Pathways  

12. The Road Connectivity Sector I Project in Nepal is used as an example to illustrate the 
methodology for the theory of change assessment. ADB approved the project in August 2006 and it was 

Figure A4.1: Theory of Change for ADB Support 

CO2 = carbon dioxide, dev. = development, NOX = nitrogen oxide, RCI = regional cooperation and integration, SPM = 
suspended particular matter, SOX = sulfur oxide 
Source: Independent Evaluation Department. 
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completed in July 2014.1 The project aimed to promote inclusive social development and reduce the 
poverty of isolated people. The PCR assessed the project successful, but less than effective.2 The DMF of 
the project completion report (PCR) included seven monitored quantitative output indicators, and five 
monitored qualitative outcome indicators (Table A4.1). The PCR reported that five of the seven output 
indicators, and three of the five outcome indicators, were achieved. The evaluation outlined the output 
and outcome indicators and identified development pathways (Figure A4.2).  

13. The project reduced the scope of construction and the upgrading of feeder roads because of 
escalating costs. Therefore, one desired outcome (connectivity) was not achieved. The two efficiency 
outcome indicators (transport costs and traffic volume) were achieved because the PCR calculated the 
efficiency of only those sections that were built or upgraded by the project. For road safety, physical and 
nonphysical outputs were successfully delivered, but the project did not achieve the envisaged outcome 
for road safety. The targets for road safety stated in the RRP were not met but it should be noted that it 
is difficult for an on-off intervention to achieve stated targets. The DMF did not set outcome indicators 
for maintenance, equipment, and capacity development under the project, except for the financial target 
of construction work contracted to domestic contractors.  

Table A4.1: Monitored Quantitative Indicators of the Road Connectivity Sector I Project 

Item Target Achievement Assessment 
Impact Rural poverty reduction 

Production of cash crops 
Not Assessed 

Outcome Connectivity 
• Provide 17 rural-area districts with 
all-weather road access to markets 

Efficiency 
• Reduce VOC by 10% and travel time 
reduced by 20% 
• Increase traffic volume by 6%  

Safety 
• Reduce road accidents by 10% 

Capacity development 
• Contract 25% of the construction 
work to domestic contractors 

Connectivity 
• 12 rural-area districts provided with all-
weather road access to markets 

Efficiency 
• VOC reduced by 19% and travel time 
reduced by 54% 
• Traffic volume increased by 79%  

Safety 
• Road accidents reduced by 1% 

Capacity development 
• 74% of the construction work 
contracted to domestic contractors 

 
• Not achieved 
 

 
• Achieved 

 
• Achieved 

 
• Not achieved 

 
• Achieved 
 

Output Local roads 
• Construct and upgrade 490 km of 
feeder roads to all weather standarda 

Road safety 
• Purchase road safety equipment 

Road Maintenance 
• Maintenance 490 km of strategic 
road network regularly  

Equipment 
• Install weighbridges at 15 locations 

Institutional setup and improvement 
• Develop road safety audit manual, 
and purchase data software 

Training  
• Implement a HIV awareness program 
• Train local contractors on project 
preparation and implementation 

Local Roads 
• 318 km of feeder roads constructed and 
upgraded to all weather standard 

Road safety 
• Road safety equipment purchased 

Road Maintenance 
• 318 km of strategic road network 
regularly maintained  

Equipment 
• Weighbridges installed at 15 locations 

Institutional setup and improvement 
• Road safety audit manual developed, 
and data software purchased 

Training  
• The HIV program implemented 
• The local contractors trained 
 

 
• Not achieved 
 

 
• Not achieved 

 
• Achieved 

 
 
• Achieved 

 
• Achieved 

 
 
• Achieved 
• Achieved 

VOC = vehicle operation cost. 
A: The feeder roads belong to local roads which is one of three non-urban road categories in TOC.  
Source: ADB. 2016. Completion Report: Road Connectivity Sector I Project. Manila.  

 
1  ADB. 2006. Report and Recommendation of the President to the Board of Directors: Proposed Asian Development Fund Grant 

and Technical Assistance Grant for Nepal for the Road Connectivity Sector I Project. Manila. 
2  The DMF set “road accidents reduced by 10%,” as a target, but only 1% was achieved.  
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 Aggregated Development Pathways of All Completed Projects 

14. For aggregation, the evaluation assessed the achievement of the development pathways of the 
108 projects in terms of their outputs and outcomes, and the links between them. All projects had 
multiple indicators and more than one output and outcome indicator. The assessment identified 359 
output indicators and 347 outcome indicators in the DMFs. Almost all components related to urban and 
nonurban roads, ports, and airports had associated outcome indicators. However, in many other areas, 
including trade facilities, maintenance, equipment, and nonphysical investment, the DMFs did not set 
outcome indicators, although these would have been valuable to understanding the additional value and 
innovativeness of ADB’s sector support.  

15. To broadly illustrate the entire scope of ADB’s support for the transport sector, Figure A4.3 shows 
all the development pathways and the base of the theory of change analysis, excluding those where 
outputs were not linked to specific outcomes. If both output and outcome indicators were achieved, 
development pathways are green. If either or both an output or outcome indicator was or were not 
achieved, pathways are yellow. Development pathways in light green—that is, between outcome and 
impact—show only links, and the achievement of impacts was not assessed (para. 9). These observations 
show in a figure of frequency and the success of development pathways (to avoid extreme cases, pairs 
of development pathways of less than five were not counted):  

  

Figure A4.2: Theory of change of the Road Connectivity Sector I Project
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a. Frequency in theory of change 
Top 1:   Highway – Cost saving  47 pathways  
Top 2:   Highway – Traffic volume  37 pathways  
Top 3:   Highway – Safety 30 pathways   
 

b. Successful paths (% achievement) 
Best 1:   Public transport – Coverage of public transport 80%  
Best 2:   Highway – Cost saving 64%  
Best 3:   Local road – Cost saving 61%  
 

c. Least successful paths (% achievement) 
Worst 1:  Highway – Traffic and trade at border  25% 
Worst 2:  Rail – Cost saving 33%  
Worst 3:  Local road – Road safety 38%  
 

 

16.  Flows from output. In comparing the development pathways for highways and local roads, the 
evaluation found the major objectives of highways were: saving costs, increasing traffic volume, and 
improving road safety—in other words, “speed” (saving time as costs) and “volume” in a safe way. The 
objectives of local roads, the second largest output, were more diverse, and were equally distributed 
among the outcome indicators of connection, cost savings, traffic volume, road safety, transport service 
quality, and affordability of services. This suggests the design of local road projects was more people-
centered, while that of highway projects was traffic-centered.  

17. Flows to outcome. The most frequently used outcome indicator groups were connectivity, 
efficiency, and road safety, which made up three of the six outcome groups. These are traditional 
transport indicators that assess the quality of infrastructure. The monitoring of other outcome indicator 
groups—namely, the quality of transport services, environment (carbon dioxide [CO2] emissions and 
pollution), sustainability, and institutional capacity—was very limited, although these indicators are 
important for monitoring thematic challenges and innovation, and can lead to an understanding of the 

Figure A4.3: Aggregated Development Pathways in Theory of Change 

 
Green = successful, yellow = not achieved, both or either output or outcome indicator, light green = not rated 

Source: Asian Development Bank (Independent Evaluation Department). 
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additional value of ADB support. Unfortunately, outcomes of universal access (women, children, disabled 
people) were not monitored.  

18. Flows to impact. Although the evaluation did not assess whether impacts were achieved, two 
important findings show how ADB support linked outcomes to impacts. First, the most common 
indicators at this level were to assess “inclusive economic growth,” with 81% of the share of indicators. 
Regional cooperation and integration (RCI) had the next highest share of indicators at 18%. The share of 
indicators to assess the contribution to environmentally sustainable growth was the lowest at 1%. This 
shows the gap between setting indicators in the DMFs and the financial shares tagged by corporative 
objectives: 79% for inclusive economic growth, 24% for environmentally sustainable growth, and 32% 
for RCI. The limited share of indicators to assess the achievement of environmentally sustainable growth 
is a critical issue.  

 Achievement of Output and Output Indicators 

19. The overall achievement of output indicators was 69% and for outcome indicators it was 68%, 
(Tables A4.23 and A4.3). These were lower than the average rating of effectiveness at 76%. The evaluation 
used a 100% threshold to assess the achievement of output and outcome indicators, and PCRs used an 
80% threshold to assess effectiveness.     

20. Output. Across the categories, 61% of physical output indicators were achieved—80% of the 
nonphysical investment (Table A4.2).  The following are key findings of the achievement of output 
indicators.  

(i) Urban roads (44%). The urban road components were conventional road upgrading.4 
The low achievement was mainly due to cost overruns. 

(ii) Nonurban roads (59%). There were three types of nonurban roads: highways, local roads, 
and rural roads. Most of the nonachievements were dues to cost overruns.  

(iii) Public transport (100%). Public transport achieved all outputs. ADB support successfully 
found opportunities to expand the coverage of bus services.  

(iv) Road safety (50%). Most of the physical support for road safety was piloting road safety 
zones, eliminating accident blackspots, and introducing road safety facilities. 
Cancelations and reduced scope were the major reasons for the low achievement.    

(v) Road maintenance (22%). Most outputs were not achieved because the coverage in 
kilometers or size of the area of the maintenance components was reduced. 

(vi) Railway and water (89% and 86%). The achievements were high because once 
implementation began, it was difficult to reduce project scope, unlike for road projects.  

(vii) Air (0%). Two projects were implemented in Afghanistan and Papua New Guinea. Both 
reduced their scope due to cost overruns.  

(viii) Institutional capacity (76%). The average achievement rate for the subcategories was 
76%, ranging from 67% to 83%. Outputs in “strategy and planning” and “regulation 
framework” were delivered because they were mostly consulting services and the outputs 
were documents. Outputs for “organization reform” and “system development,” 
required tangible changes, and these did not always happen.  

(ix) Human capacity (96%). Outputs included training workshops and awareness campaigns, 
and were reported to have been successfully delivered.  

(x) New methodologies and technnologies (100%). The evaluation counted three projects in 
Solomon Islands and Timor-Leste, which had a new policy of involving local people in 
operation and maintenance.  

(xi) Private sector participation (36%). Most ADB support in this area was contracting out 
road maintenance, including through performance-based contracts. The rest was vehicle 

 
3 Output indicators in Table 14.2 include those that do not have linked outcome indicators. 
4 The completed projects with PVRs did not include complex urban transport such as bus rapid transit and metro systems. 
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inspection and financing toll roads. Support for private sector participation failed 
because it was introduced too early in some countries. 

 
          Table A4.2. Achievement of Output Indicators             Table A4.3: Achievement of Outcome Indicators 

Indicators Number 
Achieved 

(%) 
 Indicators Number 

Achieved 
(%) 

Urban Transport 12 58  Connectivity 31 87 
   Roads 9 44    Domestic connectivity 31 87 
   Public transport  3 100    International connectivity 0 … 

Roads (non-urban) 171 59  Economic Efficiency 166 70 
   Highways 63 68    On alignment: Time/cost 82 82 
   Local roads 39 59                           Traffic volume 61 62 
   Rural roads 12 50    RCI (at border): Time/cost 5 80 
   Road safety 8 50                   Traffic/trade volume 18 39 
   Public transport 6 100  Safety 61 62 
   Maintenance 9 22    Fatalities and injuries (Road) 55 58 
   Equipment 16 56    Quality of operation 6 100 
   Trade facility 18 44  Quality of Service 48 67 
Railway 9 89    Availability of public transport 26 65 
Air 2 0    Affordability of service 12 83 
Water 7 86    Universal access (gender, etc.) 0 - 

Subtotal (Physical) 201 61    Quality of administration 10 50 
Institutional Capacity 88 76  Environment 8 38 
   Strategy and planning 30 83    CO2 5 60 
   Regulatory framework 10 80    Pollution 3 0 
   Organization reform 27 74  Sustainability 22 41 
   System development 21 67    By government 14 29 
Human Capacity 53 96    By private sector 6 50 
New methodologies and  
technologies 3 100 

 
  By community 2 100 

Private sector participation 14 36  Other Capacity Development 11 91 
Subtotal (nonphysical) 158 80     

Total 359 69  Total 347 68 
… = not applicable. 
Source: Asian Development Bank (Independent Evaluation Department). 

 
21. Outcome. The overall achievement for outcomes was 68% (Table A4.2). All projects set multiple 
indicators and had more than one outcome indicator.  

(i) Connectivity (87%). Domestic connectivity was the most achieved outcome indicator. 
However, most indicators monitored the number of connected locations. A connection 
between locations is more of an output than an outcome. An outcome would assess the 
connection to social and economic services. 

(ii) Economic efficiency (70%). Economic efficiency was the most common outcome 
indicator, used in DMFs about three times more than road safety, the second most 
common indicator. The achievement of time and cost savings indicator was much higher 
than for the traffic volume indicator. Time and cost savings are monitorable and 
achievable indicators because PCRs evaluate project performance about a year after 
project completion. Achieving traffic volume is more difficult than saving time and costs, 
especially international traffic, because traffic volume is less under the control of traffic 
operators.  

(iii) Safety (62%). There were two subindicators for this: the number of fatalities and injuries, 
which are mostly road-related (58% achievement), and the quality of operation, which 
mainly assessed railway, airport, and port safety incidents (100% achievement). It is 
difficult to reduce road traffic accidents because most drivers are nonprofessional, while 
in the other subsectors such as railways, air, and ports, they are operated by designated 
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agencies and professional drivers and pilots. The quality of indicators to assess road 
safety also raises concerns. In most cases, PCRs used country or provincial data, and the 
attribution of results to ADB support was unclear.   

(iv) Quality of services (67%). The availability and affordability of transport were the two 
subindicators used to assess the provision of public transport. The unrealistic targets set 
in the DMFs were the reason for not achieving these outcomes. No indicators were set 
for universal access for different groups, which did not have equal or equitable access to 
transport services.  

(v) Environment (38%). Among outcome categories, those on environment had the lowest 
achievement rate. The DMFs set very few indicators, only eight in total on CO2 and 
pollution. This may be because of the difficulty of measuring greenhouse gas emissions 
and pollution,5 and because most project officers prefer achievable and monitorable 
indicators rather than challenging ones that monitor additional value.  

(vi) Sustainability (41%). Governments, the private sector, and communities are all involved 
in the operation and maintenance of transport infrastructure. The evaluation found that 
when there were more stakeholders (i.e., the project did not rely solely on the 
government) there were better sustainability results. The achievement rates for 
sustainability were 29% in projects with the government only, 50% in projects with the 
private sector, and 100% with community-based programs.  
 

 Indicator Ratios and Achievement 

22. The indicator ratio captures the number of outcome indicators associated with a project output. 
Its shows how outputs are monitored from different angles, and the quality of the design of DMFs. For 
example, an indicator ratio of 2 suggests that an output (e.g., road upgrading) was monitored by two 
outcome indicators (e.g., time saving and road safety).  

23. Physical investment. Table A4.4 shows the average indicator ratio for all physical investments was 
1.4. By subsector, the ratios were local roads, 1.5; urban roads, 1.9; roads and highways, 2.3; railways, 
1.9; air transport, 3.0; and water transport, 2.3. These indicator ratios are higher than average. The 
indicator ratios for equipment (0.3), road safety and road maintenance (1.0), and trade facility (0.6) were 
low.   

24. Nonphysical investment. The average indicator ratio for nonphysical investment was 0.2, which 
pulled down the results orientation of ADB support (Table A4.4).  Many nonphysical investments did not 
propose causal pathways for outcomes. This may have been due to the supplementary nature of 
nonphysical components in transport, since they are subsidiary to the major components, and the 
financial shares of nonphysical investment were negligible when compared with physical investment. 

25. Correlation. A high indicator ratio appears to improve the prospects for achieving outcome 
indicators (Table A4.4). Urban roads (1.9), highways (2.3), and local roads (1.5) had the highest indicator 
ratios, and the highest achievement rates urban roads (82%), highways (71%), and local roads (78%). 
Figure A4.4 shows the positive correlation between achieving outcome and indicator ratios, which were 
statistically significant.6 For example, the DMF of the Nepal Road Connectivity Sector I Project (paras. 
121–122) included an outcome indicator; i.e., the share of the construction work contracted to domestic 
contractors. The outcome indicator drew attention to the subject and helped the country upgrade the 
performance of the domestic contractors to international standards.  

 
5  Physical investment changes traffic patterns not only of selected sections but also connected and related areas. It also stimulates 

unexpected and/or latent demand for transport. The estimation requires area-wide data and forecasts on traffic volume, vehicle 
types, travel speeds, environment standards, fuel efficiency, and fuel consumption at a minimum. Therefore, most cases compare 
project impact with a business-as-usual scenario (a comparison of one assumption with another). 

6  Testing the significance of two variables resulted in a p-value of less than 0.0005. Against the null hypothesis, there is positive 
correlation between the percentage achievement of the output indicator and the indicator ratio. 
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Table A4.4: Indicator Ratio 

Item 

Number of 
Output 

Indicators (A) 

Number of 
Outcome 

Indicators (B) 
Indicator ratio 

(B/A) 

Achievement 
of Outcome 

(%) 
Urban Roads 9 17 1.9 82 
Urban Public transport  3 1 0.3 0 
Highways 63 143 2.3 71 
Local Roads 39 59 1.5 78 
Rural Roads 12 10 0.8 70 
Road Safety 8 4 0.5 25 
Public Transport 6 5 0.8 80 
Maintenance 9 9 1.0 56 
Equipment 16 4 0.3 50 
Trade Facility 18 10 0.6 50 
Railway and Facility 9 17 1.9 53 
Airport Runway and Facility 2 6 3.0 67 
Ports and Facility 7 16 2.3 63 
 Subtotal 201 301 1.5 69 

Strategy and Planning 30 5 0.2 60 
Regulatory Framework 10 5 0.5 40 
Organization Reform 27 8 0.3 57 
System Development 21 9 0.4 33 
Human Capacity 53 7 0.1 100 
 Subtotal 141 34 0.2 56 

New methodologies and 
technnologies  14 10 0.7 60 

Private Sector Participation 3 2 0.7 100 
 Subtotal 17 12 0.7 67 

Total 359 347 0.97 68 
Source: Asian Development Bank (Independent Evaluation Department). Assessment of Road Safety and RCI by 
Development Pathway. 

 
 
 

Figure A4.4: Correlation Between Achievement Outcome and Indicator Ratios 

 
 
Source: Asian Development Bank (Independent Evaluation Department). 
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 Assessment by Development Pathways 

26. This section reviews typical patterns of development pathways, and road safety, cross-border 
trade, and traffic, as key thematic issues (the overall findings on development pathways were reviewed 
in paras. 11–15). Development pathways are the key focus areas identified in ADB’s Sustainable Transport 
Initiative Operational Plan. The evaluation found these targets were difficult to achieve.  

a. Four Patterns of Development Pathways 

27. The development pathways drawn in Figure A4.3 are the link between an output and an outcome 
indicator. To illustrate, Figure A4.5 shows that project A achieved only two of four development pathways 
and did not achieve two others, i.e., 50% of development pathways were successful and 50% 
unsuccessful. In project B, the achievement rates of outputs and outcomes were same at 50%, and none 
of the four development pathways was achieved. Thus, project B’s development pathways are in yellow 
and indicate some problems in their achievements, requiring a reconsideration of the results chains and 
logic.  

 
 

28. In project evaluation, the assessment of effectiveness typically examines outputs and outcomes 
separately to assesses achievement. The theory of change, however, approaches the matter differently: 
it requires an examination of the links between indicators to identify issues that will enable the desired 
results to be achieved. The evaluation observed four patterns of development pathways.  

29. Pattern 1 (〇－〇): Both the desired output and outcome were achieved, suggesting a successful 
development pathway. and the project’s design, implementation, and monitoring were done properly. 

• An example of ADB support: public transport (expanded areas for bus services). 

30. Pattern 2 (✕－✕): Neither the desired output nor outcome indicators were achieved. This type of 
unsuccessful development pathway indicates that the project design and/or implementation were not 
properly formulated, or the implementing agency was not capable, motivated, or interested in some 
project components. The share of road safety in pattern 2 is the highest, followed by maintenance and 
traffic or trade volume at crossing border.  

• Examples of ADB support: road safety components, cross-border trade and traffic, maintenance, 
and private sector participation. 

31. Pattern 3 (〇－✕): Envisaged infrastructure or consulting services were fully or mostly completed, 
but the outcomes did not materialize. A big problem for physical investment is overestimating demand. 
While achievement is higher for rail and port projects than for road projects, their achievements of 

Figure A4.5: Patterns of Development Pathways 

 
Green = successful, yellow = not achieved, both or either output or outcome 
indicator 
Source: Asian Development Bank (Independent Evaluation Department). 
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outcomes were lower than for road projects. In many cases, demand estimates were higher than the 
actual demand. For nonphysical support, consultancy services were completed and reports delivered. 
Government commitment to incorporating consultants’ recommendations into capacity development 
was not strong enough, and the terms of reference for consultancy services were not appropriately 
designed. In some cases the quality of consultant support was also an issue.  

• Examples of ADB support: railways, ports, and nonphysical components, particularly regulatory 
reforms and system development.  

32. Pattern 4 (✕－〇): The output was not achieved, but the outcome was achieved. This occurs 
mostly in road projects. In many cases, the scope of these projects was shortened because of cost 
overruns. Outcome indicators monitored only completed sections. In other cases, outcome indicators 
were not properly set. The outcome indicators were achieved through other support.  

• Examples of ADB support: road improvements. 

b. Road Safety 

33. Figure A4.6 highlights development pathways on safety. There were two subcategories of safety 
outcomes: (i) “fatalities and injuries (road)” with 55 development pathways, and (ii) “quality of 
operation” with six development pathways, and monitoring whether railways, ports and airports were in 
compliance with international or national standards related to safety. 

34. There were two type of outputs through which ADB aimed to reduce fatalities and injuries: 
introducing specific design standards during road improvements, and through designated outputs. In 
the first output type, the highest number of development pathways was in highway components (30 
pathways), followed by local roads (eight pathways). The achievement rates were not high because the 
number of traffic accidents increased in many cases because of higher traffic volumes. This made it 
difficult to achieve the target through a single project. In the second output type, support included road 
safety zones, removing hazardous spots on roads, formulating traffic safety strategies, and reforming 
safety regulations and organization. Figure A4.6 shows that nonphysical support had positive results. 
Tailored ADB support for road safety was limited, however, and there were only a few development 
pathways from the road safety component.  

35. For quality of operation, most of the outputs and outcomes were successfully achieved because 
the institutions which ADB supported used international or domestic safety standards. However, the 
sustainability of the institutional capacity that was created is uncertain.  

c. Cross-Border Trade and Traffic 

36. Figure A4.7 shows the development pathways related to regional traffic and trade. The study 
team found that regional traffic and trade—the most important indicator for RCI—was not highlighted 
in the DMFs. Although 32% of projects were tagged as RCI in financial terms, there were only 23 
development pathways for regional traffic. The share of successful pathways (green lines in the figure) 
was low at 39%. 

37. There are two types of outcome indicators: speed and volume. The first outcome indicator is time 
and cost savings at borders. Four of the five development pathways were successful pathways, meaning 
ADB support successfully improved time and cost efficiency at borders. But in term of the volume of 
traffic and trade at borders, ADB support did not perform well because the share of green lines was only 
28%. International traffic is complex and affected by many elements, including the political economy of 
participating nations. Transport infrastructure and trade facilities, such as office buildings at borders and 
facilities (e.g., scanners, online data systems for customs and immigration), were insufficient to improve 
regional traffic, although physical investments were supplemented with regulatory reforms. The 
willingness and commitment of a country is an important requirement for which ADB provides support 
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through regional programs, such as the Central Asia Regional Economic Cooperation, the Greater 
Mekong Subregion, and the South Asia Subregional Economic Cooperation.  
 

 

 

Figure A4.6: Development Pathways to and from Road Safety Outcomes 

 
green = successful, yellow = not achieved, both or either output or outcome indicator, light green = not rated 
Source: Asian Development Bank (Independent Evaluation Department). 

Figure A4.7: Development Pathways to and from Outcomes of Cross-Border Traffic 

 
green = successful, yellow = not achieved, both or either output or outcome indicator, light green = not rated 
Source: Asian Development Bank (Independent Evaluation Department). 
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  Conclusions 

38. The theory of change was very useful for reviewing the achievements of ADB support for the 
transport sector. It helped the evaluation to identify the strengths of ADB support and areas that ADB 
needs to strengthen. Using the principle of the theory of change, IED evaluated ADB’s strategy for the 
transport sector and the results of 108 transport sector projects.  

39. The basic objectives of ADB’s support for the transport sector, including improving connectivity 
and efficiency, were substantially achieved. However, the theory of change analysis found two major 
problems: (i) weaknesses in achieving results, particularly for road safety, maintenance, and the 
environment; and (ii) ADB support for nonphysical components was input-oriented and only 20% of 
output activities had associated outcome indicators. The evaluation also found that the percentage of 
achievements for the outcome indicators appears to be higher if the indicator ratio is high. The evaluation 
found that a clear results framework for the transport sector with associated output and outcome 
indicators clearly linked to corporate goals and objectives is important, but this was missing.  

40. Of the four patterns of development pathways (paras. 27–32), the evaluation identified three 
requiring improvement. In project evaluation, the assessment of effectiveness typically examines outputs 
and outcomes separately to assesses achievement. The theory of change, however, approaches the 
matter differently, and requires the links between indicators to be examined to identify issues in achieving 
desired results. Pattern 2 needs better and realistic project design and implementation. Pattern 3 needs 
realistic demand estimates for physical investment, better consultant services, and strong government 
commitment for nonphysical investment. Pattern 4 needs realistic project scope and cost estimates.  

41. Well-articulated DMFs with adequate and monitorable indicators would lead to better results. 
There are four main reasons for this. First, clear development pathways would support proper monitoring 
and evaluation during project implementation and sector-level performance, and they would facilitate a 
shared understanding among ADB staff and DMC stakeholders. Second, clear outcomes would help to 
shift the focus of supervision and support from inputs to results. Third, a focus on strengthening the links 
between outputs, outcomes, and impacts would help to clarify ADB’s contribution, and make it easier to 
identify missed opportunities and lessons. Fourth, using more outcome indicators to assess the quality 
of transport services, environmental sustainability, and nonphysical investment would add value and 
encourage innovation. 

42. ADB needs to strengthen the design of the results chain in DMFs to strengthen the clarity and 
focus of interventions, facilitate learning, improve results, and encourage innovation in focus areas, such 
as road safety, RCI, environment sustainability, and maintenance. For this, project designers need to 
ensure: (i) standard quantitative indicators by output and outcome (in terms of service delivery);  
(ii) appropriate and more outcome indicators for environmental sustainability and nonphysical support; 
and (iii) identify development pathways in DMFs.  

 

 

 



  

 

  

 

APPENDIX 5: APPLICATION OF GEOSPATIAL INFORMATION IN THE 
TRANSPORT SECTOR EVALUATION 

1. The evaluation assessed ADB’s transport portfolio and associated socioeconomic changes using 
big-data analysis and geospatial information. The study digitized project locations and analyzed the 
portfolio by overlapping this information with other geospatial data, such as carbon dioxide (CO2) 
emissions, road density, the populations of major cities, and alignments with the Asian Highway 
Network.1 The analysis aimed to review other evaluation criteria such as relevance and efficiency too. The 
study also triangulated the identified increase in socioeconomic activities in the project sites with increase 
in population of the project sites. 
 
2. An analysis of remotely sensed nighttime light was carried out to assess the associated 
socioeconomic changes of ADB transport projects in areas within the vicinity of an ADB project. The study 
reviewed the economic analysis in project completion reports (PCRs). The evaluation also compared 
increases in population around project sites with increased nighttime light, using the same method used 
in assessing nighttime light. The evaluation then used the nighttime light and population data to 
triangulate the results with the economic analysis in the PCRs. 
 

 Database: Digitized ADB Projects 

3. The evaluation team digitized 163 road and rail projects of the projects listed in Appendix 1, 
when the geospatial locations were available in ADB documents (Figure A5.1).2 Project sites, mostly rural 
and urban, that were too small or not available in digitized form were not included. ADB’s Economic 
Research and Regional Cooperation Department (ERCD) and the East Asia Regional Department shared 
the digitized geospatial datasets of seven projects in the Greater Mekong Subregion and 23 projects in 
the People’s Republic of China (PRC). The evaluation overlapped this information with the other 
geospatial data, locations of cities, the Asian Highway Network, road density, CO2 emissions, and 
population. The results and findings are reported in the following section. 
   

   
 

1   https://www.unescap.org/resources/asian-highway-route-map 
2  Of the 163 projects, 149 were nonurban road projects and 14 were railway projects. They included both active and closed 

projects. 

https://www.unescap.org/resources/asian-highway-route-map
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 Geographical Portfolio 

4. Regional cooperation and integration. Figure A5.2 shows the locations of projects tagged as 
regional cooperation and integration (RCI), the red lines. ADB is active in areas covered by four regional 
cooperation programs. Many projects in the Central Asia Region Economic Cooperation and the Greater 
Mekong Subregion Program were tagged as RCI. Most were located in less populated areas. RCI was one 
justification for these projects. Figure A5.3 shows ADB transport projects that improved the Asian 
Highways Network. Most projects in Central West Asian countries were on existing Asian highways. ADB’s 
contribution in this region was significant. 
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5. Road density. In terms of density distribution, most of the 163 projects were in rural areas with 
road densities of less than 500 m/km2. The road project locations were crosslinked with the World Bank’s 
2018 road density data (Figure A5.4)3 and the average road density of ADB project alignments in a 10-
km buffer zone. Figure A5.5, which compares the average road density of ADB’s project sites and the 
country’s average, shows that ADB projects were located in areas of average road density. Figure A5.6 
shows the road density distribution of all countries where ADB provides support.4  In density distribution, 
the highest road density is 150–200 m/km.2 
 

 

 

 
3  World Bank, Global Road Inventory Dataset. https://datacatalog.worldbank.org/dataset/grip-global-roads-inventory-dataset-

2018-road-density. 
4  The size of area of no roads and zero road density is not included. 

https://datacatalog.worldbank.org/dataset/grip-global-roads-inventory-dataset-2018-road-density
https://datacatalog.worldbank.org/dataset/grip-global-roads-inventory-dataset-2018-road-density
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6. Climate change. Figure A5.7 shows the digitized transport projects, and the estimated CO2 
emissions from “transport” based on country CO2 emission data,5 the formulae of Ghosh et al., and the 
shares of greenhouse gas emissions from the transport sector by country.6 This methodology of 
estimation of CO2 emission was not validated with any other academic institutions. Therefore, the 
evaluation study aimed to test how CO2 mapping can used as an indicator to assess impact of transport 
investment if data are available. Provided that the methodology is correct, Figure A5.8 shows the average 
CO2 emissions along ADB project alignments (10-km buffer zone) and country averages. ADB projects 
were located in CO2-dense areas that were denser than country averages, particularly in Bangladesh, 
Mongolia, the Philippines, the PRC, Sri Lanka, and Viet Nam. Although this does not mean that ADB 
projects were the only source of CO2 emissions, many of them were located in CO2-sensitive areas. Figure 
A5.9 shows aggregate CO2 emissions at ADB project sites by country. The PRC, India, and Pakistan had 
the highest aggregate CO2 emissions at ADB project sites. ADB supported many land transport projects 
in India and PRC where CO2 emissions were already very high. Many projects in CO2-sensitive areas were 
not tagged as environmentally sustainable growth. As a conclusion, if credible CO2 mapping is available, 
impact of climate change can be quantitatively monitorable, and it will help to provide useful feedback 
to improve transport planning and project design, and to change people’s behavior.    
 

 
5  Our World in Data. https://ourworldindata.org/co2-and-other-greenhouse-gas-emissions. 
6  T. Ghosh, C. D. Elvidge, P. C.  Sutton, K. E. Baugh, D. Ziskin, and B. T. Tuttle. 2010. Creating a Global Grid of Distributed Fossil 

Fuel CO2 Emissions from Nighttime Satellite Imagery. Energies. 3 (12). pp. 1895–1913; J. Ou, X. Liu, X. Li, M. Li, and W. Li. 2015. 
Evaluation of NPP-VIIRS Nighttime Light Data for Mapping Global Fossil Fuel Combustion CO2 Emissions: A Comparison with 
DMSP-OLS Nighttime Light Data. PLoS ONE. 10 (9). e0138310. doi:10.1371/journal.pone.0138310; Climate Watch. 
https://www.climatewatchdata.org/data-explorer/historical-emissions?historical-emissions-data-sources=34&historical-
emissions-gases=144%2C143&historical-emissions-regions=All%20Selected&historical-emissions-
sectors=418%2C422%2C419%2C421%2C420&page=1 

https://ourworldindata.org/co2-and-other-greenhouse-gas-emissions
https://www.climatewatchdata.org/data-explorer/historical-emissions?historical-emissions-data-sources=34&historical-emissions-gases=144%2C143&historical-emissions-regions=All%20Selected&historical-emissions-sectors=418%2C422%2C419%2C421%2C420&page=1
https://www.climatewatchdata.org/data-explorer/historical-emissions?historical-emissions-data-sources=34&historical-emissions-gases=144%2C143&historical-emissions-regions=All%20Selected&historical-emissions-sectors=418%2C422%2C419%2C421%2C420&page=1
https://www.climatewatchdata.org/data-explorer/historical-emissions?historical-emissions-data-sources=34&historical-emissions-gases=144%2C143&historical-emissions-regions=All%20Selected&historical-emissions-sectors=418%2C422%2C419%2C421%2C420&page=1
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 Assessment with Nighttime Light 

7. Proxy for gross domestic product. Since satellite imagery has become publicly available, remote 
sensing has been used to monitor and evaluate socioeconomic development.7 Many studies have found 
that nighttime light data approximate the magnitude and extent of economic activities because 
luminosity is an indicator of electricity infrastructure and energy consumption, which are positively 
correlated with socioeconomic activities. The studies have used nighttime light to estimate electric power 
consumption, conduct economic censuses, and to estimate gross domestic product (GDP).8,  The United 
States Agency for International Development (USAID) applied nighttime light to assess the impact of its 
investment in roads under its Infrastructure Needs Program II in Gaza.9 
 
8. Availability of nighttime light data. Since 2012, the US National Oceanographic and Atmospheric 
Administration’s Visible Infrared Imaging Radiometer Suite has provided 750-meter spatial resolution. 
Although nighttime light data before 2012 are publicly available, the evaluation did not use them 

 
7  The Landsat Data Continuity Mission of the United States Geological Survey is the oldest continuous earth observing program. 

Landsat imageries have been used widely in various applications, including monitoring of economic growth and development. 
Another useful source of satellite imagery is NTL. NTL satellites uses a panchromatic band ranging from visible and near infrared 
bands to observe nighttime light from the Earth’s surface. The value of nighttime light in radiance or kilowatts is calculated 
based on the brightness of nighttime satellite pictures by cell. The size of a cell is 750 m2 and has been used as minimum 
resolution of nighttime satellite vision since 2012. 

8  Zhou, Yuke and Ma, Ting and Zhou, Chenghu and Xu, Tao. 2015. Nighttime Light Derived Assessment of Regional Inequality of 
Socioeconomic Development in China. Remote Sensing. 7. pp. 1242–62. 10.3390/rs70201242. This study quantitatively 
investigated relations between nighttime light, GDP, and population using a linear regression model. The results suggested that 
nighttime light radiances have significant positive correlations with GDP and population at different levels. C. D. Elvidge, K. E. 
Baugh, E. A. Kihn, H. W. Kroehl, E. R. Davis, and C. W. Davis. Nov 2010. Relation Between Satellite Observed Visible-near Infrared 
Emissions, Population, Economic Activity and Electric Power Consumption. Chunyang He, Qun Ma, Zhifeng Liu, and Qiaofeng 
Zhang. September 2013. Modeling the Spatiotemporal Dynamics of Electric Power Consumption in Mainland China using 
Saturation-corrected DMSP/OLS Nighttime Stable Light Data. Christopher N. H. Doll, Jan-Peter Muller, Jeremy G. Morley. May 
2005. Mapping Regional Economic Activity from NTL Satellite Imagery. Department of Geomatic Engineering, University College 
London.  

9  United States Agency for International Development. 2018. Evaluation of the Infrastructure Needs Program II.  Washington, DC. 



138 Appendix 5 

 

 

because of gaps in resolutions. Using the available data, the evaluation assessed 48 projects (43 road 
and five rail) as part of the assessment of associated socioeconomic changes.10  
 
9. Hypothesis. The evaluation hypothesized that changes in nighttime light were 
significantly correlated with economic development around a project area. To assess associated 
socioeconomic changes of the ADB portfolio, the evaluation reviewed changes in nighttime light in the 
10-km buffer zones along the project alignments at the year of project completion and 3 years after 
completion. Although it was not possible to set a counterfactual for all 48 projects due to the lack of 
appropriate control groups. The reason for this is that the GDP growth rate is the major element for 
traffic predictions, and the most influential factor in calculating the economic internal rate of return 
(EIRR). 
 

 Result of Assessment 

10. Figure A5.10 shows the results of the nighttime light assessment for the Bihar State Highways 
Project in India and annual nighttime light changes within the 10-km buffer zone of project roads. It also 
shows the nighttime vision of the Gaya section in the project completion year, and 3 years later. The total 
amount of nighttime light has consistently increased since project completion, from 116 kilowatts (kW) 
in 2013 to 279 kW in 2016. The annual rate of increase averaged 34% from 2013 to 2016 This suggests 
the project area had very high levels of economic development. Box A5.1 shows the top three projects in 
terms of changes of total amount of nighttime light, percentage changes, and efficiency of growth in 
nighttime light; and the aggregated change of nighttime light and efficiency of growth in nighttime light 
by country.  
 

 
 

 
10  Forty-eight projects were completed during 2012–2015. These were selected because: (i) the latest satellite data are available for 

2012–2018, and the evaluation study used pictures from the same satellite; and (ii) the project completion date had to be in or 
before 2015 for the 3-year post-project results to be analysed.   

Figure A5.10: Changes in Nighttime Light of Bihar State Highways Project in India 

 
Note: Red line: road alignment, orange line: 10-km buffer zone 
Source: Asian Development Bank (Independent Evaluation Department). 
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 Nighttime Light and Gross Domestic Product Growth Rates 

11. The evaluation compared the increased nighttime light before and after the 48 projects were 
completed during 2012–2015. Using this period enabled these projects to be monitored using data from 
the same satellite and data from the year of project completion and 3 years after completion.11 Figure 
A5.11 shows the project locations. The evaluation found very positive associated socioeconomic changes 
along the ADB project sites. The average increase in nighttime light of the 48 completed projects was 
12.2%.  
 
12. The evaluation also reviewed the correlation between changes in nighttime light and national 
GDP growth rates.12 Figure A5.12 shows that the change in nighttime light in project sites and GDP 
growth rates showed a statistically significant positive relation.13  
 

 

 
11  The following formula was used to calculate annual increases in nighttime light in percentages and the average GDP growth 

rate. � �� ���� ��� �� � ℎ �  ��� = √����� � � ��� +3����� � � ���  − 1 

 ��� �� � ℎ = ����� � � ���  +  +  ����� � � ���  +  +  ����� � � ���  + 3    
12  The GDP growth rates were the average of the same 3-year evaluation period. 
13  Testing of significance of two variables resulted in a p-value less than 0.0005. 
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13. Attribution to ADB projects. The average increase in nighttime light was much higher than the 
increase in GDP during the same period. The extent to which this can be attributed to ADB projects is a 
complex issue, as it is in the economic analysis of ADB projects in the PCRs. For example, all growth in 
traffic demand cannot be attributed to a project and setting a with or without project scenario is very 
difficult. To minimize these difficulties, the assessment areas for nighttime light were limited to a 10-km 
buffer zone around the project, and a before and after methodology was used by comparing nighttime 
light in the year of project completion with 3 years after completion. Even then it was not possible to 
eliminate all other contributory factors. Nevertheless, the analysis does help in assessing ADB’s 
accountability for placing transport projects in the right locations, i.e., those that can catalyze economic 
development. The results of the nighttime light analysis suggest that many ADB projects contributed to 
economic growth or were in the right location to gain the maximum potential for economic development 
once the transport infrastructure was in place.  
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Box A5.1: Increase in Nighttime Light as a Proxy for Economic Activity 

Tables A, B, and C list associated socioeconomic changes in terms of (i) difference in nighttime light value between the project 
closing year and 3 years after closure, (ii) the percentage increase in nighttime light value between the project’s closing year and 
3 years after closure, and (iii) the normalized difference in the nighttime light for every dollar of cost. Most projects are in India 
and People’s Republic of China, but ADB projects also made significant change in Cambodia and Uzbekistan. 

Table A5.1a: Growth in Nighttime Light (W) 

  Project Name Country Nighttime Light (W) 
1 Zhengzhou-Xi'an Railway PRC      190,250  
2 Bihar State Highways Project India      146,134  
3 Railway Sector Improvement Project India      128,468  

 
Table A5.1b: Growth in Nighttime Light (% increase) 

  Project Name Country Increase (%) 
1 Cambodia Northwest Provincial Road Project Cambodia 352 
2 CAREC Regional Road Project Uzbekistan 169 
3 Bihar State Highways Project India 110 

  
Table C: Efficiency of Growth in Nighttime Light (change in radiant power per $ million) 

  Project Name Country Watts per $ Million 
1 Road Asset Management Project Cambodia     372.10  
2 Chhattisgarh State Road Development Sector Project India     352.05  
3 Bihar State Highways Project India      324.31  

 
Figure A shows the average increase in nighttime light per project (value). India had the highest increase of the DMCs that ADB 
supported, and there was a large difference between the increase in India and that in the other countries. The People’s Republic 
of China, Sri Lanka, Mongolia and Bangladesh showed almost the same increase in nighttime light per project. The average 
increase in nighttime light in the other countries, starting with Nepal, gradually decreased to almost zero. Most countries in this 
group were in Central and West Asia. Figure B shows the increases in nighttime light per project cost in millions of dollars. The 
projects in Cambodia, Nepal, and the Lao People’s Democratic Republic were more efficient than those in other DMCs despite 
having only a moderate increase in nighttime light. The countries in Southeast and South Asia achieved efficient socioeconomic 
growth. DMCs in Central and West Asia had a low performance for both “value” and “efficiency of growth in nighttime light.” 
The PRC ranked second for the increase in nighttime light per project, but third from the bottom for the increase in nighttime 
light when that is related to project cost. The following observations can be made for countries with that appeared to offer 
lower increase in nighttime light per project costs: (i) the sections of ADB support were often missing links in the transport 
network or high-speed transport, and beneficiary areas were not nearby; (ii) ADB support was typically for advanced 
infrastructure investment for developing new areas, which requires longer-term monitoring; and (iii) people needed transport 
as a basic human need in areas with high rates of poverty, although the total economic benefit was not high. 
 

 
Source: Asian Development Bank (Independent Evaluation Department). 

 



142 Appendix 5 

 

 

 

 Comparison of Change in Nighttime Light with Economic Internal Rate of 
Return 

14. While nighttime light, a proxy for local economic growth, represents “indirect benefits in local 
areas,” EIRRs focus on “direct benefits mainly for transport user”  In ADB road and rail projects, EIRRs 
mainly measure benefits accruing to “transport users” (time and vehicle operation costs) and “asset 
owners” (maintenance costs). Because the home of travelers and the locations of transport service 
providers do not matter, calculated benefits are not necessarily along road and rail alignments. Because 
the EIRR is a major benchmark for decision-making and monitoring results, decisions were made on the 
basis of user benefits, although not intentionally, given the limited availability of economic data in project 
areas and despite the models developed by researchers to assess economic benefit (e.g., by using tax 
revenue data or land value, both of which are data-intensive). 
  
15. Recent improvements in the collection and analysis of big data should help ADB to go beyond 
the limitations of EIRRs. It is not particularly helpful to determine which method is better; they are 
complementary and help to validate each other. Table A5.1 shows the number of projects that achieved 
12% EIRR thresholds and the increase in nighttime light following completion of the project. In 71% of 
projects, the percentage of nighttime light increase (a proxy for the local economic growth rate) was 
higher than the corresponding GDP. The evaluation found no projects that were below 12% or below 
the GDP increase in the same period. However, 96% of projects had EIRRs higher than 12%. This is unlikely 
to be realistic because the synthesis analysis of PVRs found that economic benefits are often 
overestimated.  
 

Table A5.1: Number of Projects Striding Thresholds (12% for EIRR and GDP for NTL) 

 Nighttime light (indirect benefit in 
local area) 

Total 

Nighttime Light 
Increase=>GDP 

Increase 

Nighttime Light 
Increase<GDP 

Increase 
EIRR (direct benefit, 
e.g., travelers’ benefit) 

EIRR=>12% 32 14 46 (96%) 

EIRR<12% 2 0 2 (4%) 

Total 31 (71%) 14 (29%) 48 (100%) 

 

16. The evaluation examined further relations between the change in nighttime light and the EIRRs.14 
Figure A5.13 shows a linear relationship between nighttime light increases and EIRRs and does not show 
a clear positive trend. The evaluation does not understand that nighttime light (indirect benefits in local 
areas) and direct benefits (traveler benefits) were in conflict or that an increase in one implies a decrease 
in another. It is true that there are factors causing the negative trend in the relationship between local 
benefits and user benefits—negative externalities of transport such as pollution and road accidents. 
However, these do not normally affect luminosity. The other possible case is that the sections of ADB 
support were often missing links in the transport network and beneficiary areas were not nearby. There 
could be other factors that were not captured by nighttime light in this study. However, in general, 
transport investment has been designed to provide benefits for both road users and local residents along 
project sites. Therefore, further research is needed in this area. Therefore, the study also examined the 

 
14  ADB requires the calculation of the EIRR for every completed project to assess the economic efficiency of its financial support. 

For transport projects, ADB calculates EIRRs on a per road or rail section basis instead of per project, and aggregates them. In 
many but not all cases, the EIRR per section is available in ADB documents. To increase the accuracy of the assessment, the 
evaluation used EIRR per section of the project, rather than the aggregated EIRR per project. As a result, the 48 projects were 
broken down to 76 sections. 
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trend between the GDP growth rate and the EIRR because projected GDP is a major element in traffic 
predictions and, traffic forecasts significantly influence the calculation of EIRRs. The regression analysis 
of the EIRR and a country’s GDP showed a slightly negative trend (Figure A5.14). 
 

            

17. There could be a room for improvement in the calculation of EIRRS. ERCD has identified a number 
of economic analysis issues for transport projects.15  Ex-post EIRR estimates were usually calculated for 
transport projects after completion, based on the reflexive (before–after) comparisons of transport 
speeds, volumes, and costs. The limitation of this approach is that the project is not the only factor or 
sector causing changes over time. There are also important untested assumptions within traditional 
economic analysis models, such as user behavioral aspects (leisure time, safety, and environment). These 
ERCD’s findings were consistent with the PVR findings. During the same evaluation period, the PVRs also 
identified issues in the economic analysis. Table A5.2 shows the types of issues identified in a review of 
the 81 PCRs that calculated EIRRs. Only 29 of the 81 PVRs (36%) did not identify any issues in economic 
analysis. But 34 PVRs (42%) identified methodological issues. An overestimation of benefits was identified 
in 38% of PVRs and an underestimation of costs was found in 16%. Many PCRs have more than one 
category of issues. Box A5.2 summarizes the issues identified in the PVRs.    

 
Table A5.2: Type of Issue Identified in PVRs with EIRR Estimations 

Type of Issue 
Number of 

Projects 
% 

Methodology  34 42 
Overestimation of traffic forecast or other benefit 31 38 
Underestimation of investment or maintenance costs  13 16 
No issues identified with PVRs 29 36 

                     Note: Some project completion reports have more than one issue.  

 

 
15  David A. Raitzer, Nina Blöndal, and Jasmin Sibal. 2019. Impact Evaluation of Transport Interventions: A Review of the Evidence. 

Manila: ADB. 

Figure A5.13: Regression Analysis Between 
Changes in Nighttime Light and EIRR 

 
Source: Asian Development Bank (Independent 
Evaluation Department). 

Figure A5.14: Regression Between GDP 
Growth Rate and EIRR 

 
Source: Asian Development Bank (Independent Evaluation 
Department). 
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 Comparative Analysis: Nighttime Light versus Population 

18. Population was the other socioeconomic indicator used in the analysis. The 163 ongoing and 
completed projects overlapped on the gridded population data of the National Aeronautics and Space 
Administration in 2015 (Figure A5.15).16 The evaluation counted the population along the alignments of 
the 163 projects in the 10-km buffer zones using the same method as for nighttime light.  
 
19. About 290 million people live along the sites of the 163 projects and are potential project 
beneficiaries (Figure A5.16). The largest population is in India, 94 million people. Over 10 million people 
per country are potential beneficiaries in Bangladesh, Nepal, Pakistan, the PRC, Viet Nam, and Nepal. 
Figure A5.16 shows the number of poor people estimated to be living on or below their national poverty 
lines against the number of people living along the 163 project sites. About 57 million out of the 289 
million potential beneficiaries (20%) were poor. The number of the poor along ADB project sites in the 
PRC was 1.6 million, while the number of people living along the project sites was 49 million.  
 
20. The calculation for population is most likely underestimated for two reasons. First, the 
population/ beneficiaries will most likely increase in developing countries. But it is difficult to quantify 
these numbers at the sector level. Second, there could be many beneficiaries who do not live along the 
project sites, but who use infrastructure as through traffic. To estimate the amount of through traffic, 
more data, such as origin–destination data by project or country, is needed.   

 

 
16  Center of the National Aeronautics and Space Administration, Socioeconomic Data and Applications Center. 

https://sedac.ciesin.columbia.edu/data/set/gpw-v4-population-count-rev11 

Box A5.2: Key Issues in the Economic Analysis in Project Completion Reports 

Methodology: Three Key Issues 
(i) The baseline data were not available and the data required to calculate change was unavailable at project 

completion.  
(ii) The sample size of economic analysis was very small and not big enough to represent an entire project. 
(iii) The extent to which traffic was generated and/or diverted from existing roads to project roads or railways 

was not clearly explained.  

Benefits Estimate: Three Key Issues 
(i) The future traffic growth and revenue (all subsectors) was often unrealistic and not justified. 
(ii) All changes, such as traffic growth and revenue, cannot be attributed to the projects.  
(iii) Some benefits were difficult to estimate because they required data that may not typically have been 

available, such as diverted transshipments, additional shipping value, additional exports, productivity 
gains on exports, and inventory savings. In some cases, lump sum benefits (5%–20% of travel time and 
vehicle operation cost savings) were added without empirical justification (e.g., socioeconomic 
development, poverty reduction, and agriculture development).   

Cost Estimates: Three Key Issues 
(i) The residual values of road assets, e.g., 50% of the project’s capital cost during the last year of its 

economic lifetime, e.g., 20–30 years, was not realistic.  
(ii) Operation and maintenance cost savings were inappropriately counted in some cases; the assumption 

that the government spent more funds on maintenance before project implementation than after 
completion was theoretically true (old infrastructure needs more maintenance than new infrastructure), 
but this did not happen in the DMCs.  

(iii) The allowance for maintenance was insufficient, making the cost element smaller; and the costs of land 
acquisition were not included in economic analysis. 

Source: Independent Evaluation Department. 
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21. The evaluation also counted the increase in population alongside the 48 completed projects for 
2012 and 2015 using the same method as for assessing nighttime light. It reviewed changes in the 10-
km buffer zones along the project alignments in the year of project completion and 3 years after  
completion, and compared the data with the changes in nighttime light discussed in the previous 
section.17 Figure A5.17 shows how both nighttime light and population increased in the project areas, 
particularly in India and the PRC. Compared with these two countries, limited changes were seen in the 

 
17  The gridded population data of the National Aeronautics and Space Administration are available every five years from 2000. The 

evaluation extrapolated population for the other years. 
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other countries. There are, however, similarities in terms of the directions all the countries took. Most 
observed significant increases in nighttime light, but limited increases in population. The socioeconomic 
activities with which nighttime light is correlated are very elastic with infrastructure investment, even in 
the short term. Population is not elastic with infrastructure investment in the short term, although it 
could be elastic in the long term.  
 
22. Three groups of countries were observed. The first was a group that experienced limited changes 
in nighttime light and population. Afghanistan and Bhutan are in this group. In the case of Afghanistan, 
this may have been because the security situation inhibited growth, infrastructure investment was 
pursued for basic human needs rather than growth, and ADB support did not perform well. 
 
23. The second group of countries observed significant population growth. Nepal and Bangladesh 
were in this group. In Nepal, there were seven road alignments (Figure A5.18). The population increased 
in two alignments near the border with India and in another section in Katmandu. Compared with 
population growth, the increase in nighttime light, which is a proxy of socioeconomic activity, was 
limited. This implies that comprehensive support with social sectors may be needed around the border 
and in the capital because most of increase in population could be migration from other countries to 
Nepal or from rural areas to urban areas or from mountainous areas to flatlands.  
 
24. The rest of the countries belong to the third group, which showed sharper increases in 
socioeconomic activity than in population. In these countries, it appears that that ADB support led to 
potential socioeconomic activities.  
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 Conclusions 

25. The evaluation analyzed the geospatial characteristics of a portfolio of 163 ADB projects, 
including ongoing projects, and the associated socioeconomic changes of 48 completed projects. The 
analysis generated three main findings. First, ADB’s presence and support is visible and significant, 
particularly its support for RCI. It is active in the areas of the four regional cooperation programs that 
ADB supports, including Central Asia Region Economic Cooperation and the Greater Mekong Subregion. 
Most projects tagged as RCI were in less populated areas. Most projects in Central and West Asian 
countries were on the Asian Highway Network. Second, with regard to density distribution, most ADB 
support was in rural areas with road densities below 500 m/km.2  
 
26. The evaluation assessed the associated socioeconomic changes  of ADB support by reviewing 
changes in the nighttime light of the 48 projects. ADB support had had very positive socioeconomic 
changes associated with ADB support. The average increase was 12.2%, although it has to be noted that 
there are the negative externalities of transport such as pollution and road accidents with development, 
and these should be properly addressed. The results of the nighttime light analysis suggest that many 
ADB projects contributed to growth or were in the right locations, i.e., in areas with the potential for 
economic development, but which need greater transport infrastructure. The evaluation also found a 
slightly negative trend between changes in nighttime light and EIRRs. The PVRs and ERCD identified issues 
in the economic analysis, which needs to be addressed in project design, implementation and monitoring. 
 
27. The evaluation measured the population along ADB project sites, including ongoing projects. The 
number of people, 290 million, served by ADB projects was significant. In comparing the increase in 
nighttime light with the increase in population along the 48 completed project sites, the evaluation found 
that nighttime light was elastic with ADB support, but population was not, at least in the short term. 
Changes in nighttime light and population in the long term could not be analyzed during the evaluation 
period, but these should be continuously monitored. A further review is needed for the countries for 
which nighttime light and the population did not change significantly, and the countries for which the 
population changed.   
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 Looking Ahead 

The application of geospatial data to transport projects, although at an initial stage, is very useful for 
evaluating results and identifying lessons, including what worked and what did not. A geospatial analysis 
cannot entirely replace the traditional evaluation approach, but it can help triangulate the results. 
Geospatial assessment methods are flexible and can be used to evaluate individual projects and project 
portfolios, especially now that availability of data and information are growing.18  
 
28. The evaluation found the following advantages in using geospatial information: 

(i) The fact that geospatial analysis can be implemented retrospectively and remotely makes 
them particularly useful for evaluators working in fragile and conflict-affected countries. 
Although baseline data, such as traffic volume and socioeconomic information on impact 
areas, are not measured or recorded, geospatial data, such as nighttime light, which could 
be an alternative to assess economic benefits, are retrospectively available.  

(ii) Most transport projects do not have annual traffic data, only a one-time traffic count after 
project completion. Geospatial data are available periodically (e.g., every month) and the 
quality of this data is good throughout the world. This facilitates the comparison of the 
impact of a project in different places or time frames if all necessary traffic data were not 
available.  

(iii) In developing countries, obtaining data for project monitoring is challenging and a major 
constraint on measuring project outcomes and impacts accurately, particularly in fragile and 
conflict-affected countries. Using publicly available geospatial data reduces the burden on 
developing countries and the uncertainty about monitoring and evaluation. 

 

 

 
18  Ariel BenYishay and Bradley Parks. 2017. A Primer on Geospatial Impact Evaluation Methods, Tools, and Applications. Working 

Paper. No. 44. Washington, DC: AIDDATA. 
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