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I. PROJECT DESCRIPTION 
A. Rationale 
1. Roads in Cambodia are critical to the social and economic development of the country as 
the main arteries are used for the domestic transport of goods and passengers. The total road 
network of about 39,400 kilometers (km) include the following: (i) national roads or primary 
national highways at 4,800 km, (ii) provincial roads or secondary national highways at 6,600 km, 
and (iii) rural roads at 28,000 km. The Ministry of Public Works and Transport manage the national 
and provincial roads, while the Ministry of Rural Development (MRD) manage the rural roads.  
2.  As a result of the civil war in the early 1990s, the road network had greatly deteriorated. 
Since 1992, with the assistance of the Asian Development Bank (ADB) and development 
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partners, the government focused on rehabilitating the core national infrastructure required for 
the sustainable development of the economy. The length of paved national roads increased by 
2,700 km accounting for slightly less than 25% of the total national and provincial roads.  
3. Despite this improvement, the provincial and most rural roads remained in poor condition. 
The road network had split into primary and tertiary roads that were loosely and unreliably 
interconnected. Poor transport hindered the development of cash crop production in rural areas 
as markets were limited to the local areas due to poor access or high transport cost.  
Even provincial centers and natural and cultural sites with tourism potential were at times 
inaccessible.  
4. Overloaded cargo vehicles carrying agricultural products and quarry materials for 
construction had caused severe road damage in the past 5 years. This led to the premature 
deterioration of road pavements and threatened the stability of bridges designed for light traffic 
and weight loads. The axle load limit was weakly enforced and a more effective program was 
required to extend pavement life and lower bridge maintenance costs. The level of maintenance 
and capital spending provided by the government for recurrent maintenance and rehabilitation 
was only 15% of the total amount required and this was insufficient to meet the needs of the road 
network.1 
5. Cambodia had one of the highest incidences of road accidents in the world. In 2007, there 
were 18 fatalities per 10,000 vehicles—a 50% increase from 2000. For economic and social 
reasons, the worsening road safety record of the country needed to be addressed, especially with 
the growing traffic in rural areas. In addition, climate change adaptation had to be considered in 
areas where roads experienced frequent flooding during the wet season. 
6. This project aimed to address these issues and provide reliable year-round road access 
from provincial towns and agricultural rural areas to markets, employment centers, and social 
services. The project covered seven provinces and targeted some 560,000 beneficiaries.  
These provinces were Battambang, Kampong Cham,2 Kampong Chhnang, Kampong Speu, 
Kampong Thom, Pursat, and Siem Reap, most of which were located around the Tonle Sap Basin 
where a large proportion of the rural poor live.3 
B. Expected Impacts, Outcomes, and Outputs 
7. The expected project impact was improved access to markets, jobs, and social services 
in the seven provinces. The expected project outcome was a safe, cost effective, and year-round 
road access provided in remote agricultural areas in seven provinces of the Tonle Sap Basin.4 
8. The target outputs to achieve the project impact and outcome were (i) rehabilitated project 
roads, (ii) improved MRD road asset management, (iii) increased road safety and awareness of 
potential social problems, (iv) reduced vulnerability of project roads to climate change, and            
(v) efficient project management. 
C. Provision of Inputs 
9. The project loan was approved in September 2010 with actual loan effectiveness in 
January 2011. Although the loan was not extended and kept its original closing date of June 2016, 
the loan was financially closed in December 2016. 

 
1 ADB. 2010. Report and Recommendation of the President on the Proposed Loan to Cambodia for the Rural Roads 

Improvement Project—Sector Assessment (Summary): Road Subsector. Manila. 
2 In 2014, the government divided Kampong Cham province into two provinces: Kampong Cham and Tboung Khmum. 
3 ADB. 2010. Report and Recommendation of the President on the Proposed Loan to Cambodia for the Rural Roads 

Improvement Project. Manila. 
4 Footnote 3, Appendix 1. 
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10. At appraisal, the total project cost was estimated at $67.0 million; at completion the actual 
cost of the project was lower at $65.6 million. For civil works, however, the actual cost was  
$49.5 million, higher than the estimated $39.3 million. The higher cost was attributed to the four 
civil works packages added during implementation, which utilized the loan savings.5  
Consulting services for construction supervision had an actual cost of $6.7 million, which was 
$1.4 million higher than the original estimate because the additional road improvement contract 
packages required extended supervision. The cost for incremental administration decreased from  
$2.0 million to $0.9 million at completion due to lesser use of project management, equipment, 
and priority operations.6 Note, however, that the amount saved under the incremental 
administration cost on project management ($1.1 million) was almost equal to the increased cost 
under the consulting services, which indicated an increased reliance on consultants.7 
11.  Financing for the project was provided by the ADB, Export-Import Bank of Korea (KEXIM), 
the Nordic Development Fund (NDF), and the Government of Cambodia. The KEXIM and NDF 
provided collaborative financing but was not administered by ADB. Normally, a scope of project 
excludes components financed by collaborative financing. However, this loan included the KEXIM 
and NDF components in the project scope as these were integral to the delivery of the whole 
project outputs. The ADB loan of $35.0 million was to be utilized for civil works, related consulting 
services, equipment, project management, and interest during construction. At completion,  
the loan amount used was $33.6 million. The KEXIM loan of $19.4 million was to finance part of 
the civil works and related consulting services. At completion, KEXIM financed a higher amount 
of $21.0 million. The NDF financed the climate change adaptation component through a             
€4.2 million ($5.4 million) grant. At completion, only $4.3 million was used due to the exchange 
rate fluctuation. The government was to provide $7.3 million as counterpart funds for taxes, duties, 
and priority operation cost but only spent $6.8 million at completion. The project completion report 
(PCR) did not provide any data on the number of international and national consultants mobilized 
for the project, nor the number of person-months envisaged and utilized.8  
12. The project was classified as category B for environmental safeguards although two 
project roads traversed the buffer or core zones of ecologically protected areas.  
The road improvements in Kampong Thom included the buffer and core zones of the Prasat 
Sambour temple, which was classified as a United Nations Educational, Scientific, and Cultural 
Organization (UNESCO) World Heritage Site in July 2017.9 The road improvement in Siem Reap 
was connected to the paved road network of the Angkor Wat temple complex, although it did not 
pass through the complex itself where archaeological structures were found. The project obtained 
certifications of no objection from the authorities of Prasat Sambour and Angkor Wat. An initial 
environmental examination reported minor environmental impacts. To avoid or mitigate negative 

 
5 The Mid-Term Review Mission of ADB in 18–26 February 2013 identified three additional road sections—Pong Teuk–

Wat Chhuk, Hanchey–Steung Trang, and Phsar Pa-Av–Trab in Kampong Cham province—with a total length of  
50 km proposed for paving. During the 7–16 December 2015 mission, the PMU proposed an additional contract for 
minor road safety civil works, which the mission endorsed.  

6 ADB. 2018. Completion Report: Cambodia: Rural Roads Improvement Project. Manila. 
7 The priority operating cost was to be financed by the government. In 2012, the cost was transferred to ADB.  

The amount was $0.5 million and has not been changed. The RRP, PCR, or the back-to-office reports have no details 
on items included under the priority operating cost. See ADB (Southeast Asia Department). 2012. Loan Review 
Mission: 28 September to 5 October 2012. Back-to-office report. 16 October (internal).  

8 The report and recommendation of the President (RRP) indicated 789 person-months as the total consulting services. 
9 The 1,354.2-hectare property is located on the west bank of the Steung Sen (river) comprising lowlands, a marsh, 

and a plateau. The entire area is situated on a gentle incline from north to south, a relatively flat area with an elevation 
of 2–10 meters. With small rivers at the lower areas, the place is a mixture of rice paddy, tropical forest, and 
subsistence habitation. The area comprises the cultural site of Sambor Prei Kuk Archaeological Group established 
by the Reform of the Royal Decree of 24 December 2014. 
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impacts from the project, an environmental management plan detailing mitigation measures and 
monitoring activities were prepared as part of the initial environmental examination.10  
13. The project was classified under safeguard category B for both resettlement and 
indigenous peoples. None of the project roads required widening, but a 350-meter segment near 
National Road 3 of Phsar Trapeang Kraloeng–Phsar Pangkassel (Road 1KS3) in Kampong Speu 
was widened by a private contractor before the loan took effect without notifying the MRD and 
ADB. This affected secondary structures and trees—without compensation and assistance to the 
affected households.  
14. Following the Safeguard Policy Statement (2009) of ADB, the government agreed to 
address the above noncompliance issue by providing compensation and assistance to the 
affected households before the loan took effect.11 An immediate corrective action plan was carried 
out by the MRD. Compensations were paid and assistance was provided to the affected 
households by the Inter-Ministerial Resettlement Committee. The MRD assured ADB that there 
will be no land acquisition and resettlement activities along any other road section within the 
project scope. However, temporary impacts during construction may not be avoided.  
The MRD prepared a resettlement framework, which ADB and the Ministry of Economy and 
Finance (MEF) agreed on, to address all potential issues. There would be none or only limited 
impacts were expected for the indigenous groups and specific actions for them were included in 
the resettlement framework. No technical assistance was attached to the project.  
D. Implementation Arrangements 
15. The MRD was the executing agency responsible for overall project implementation. 
However, the role of the provincial departments of rural development (PDRD) in the seven 
provinces as the implementing agencies was limited to road maintenance.12 As planned, the MRD 
established the project management unit (PMU) under its General Directorate of Technical Affairs, 
which had overall control and responsibility for the project outputs, assisted by the detailed design 
and implementation supervision (DDIS) consultants. The provincial implementation units 
represented the PMU at the provincial level. The MRD also established the Social and 
Environment Office (SEO), assisted by the DDIS consultants, to monitor and train them on 
safeguards. The SEO helped implement output 3 on increased road safety and awareness of 
potential social problems. 
16. A loan covenant required the borrower to set up an interministerial committee as the 
project steering committee to provide guidance and overall coordination in maintenance, planning, 
implementation, and disbursement for the national roads project. Although the PCR indicated that 
this was complied with, this validation finds that its creation and membership composition was not 
discussed.  
17. The DDIS consultants worked closely with the PMU and SEO to help them manage the 
bidding process. This resulted in reasonable bids for the civil works contracts and loan savings. 
On-the-job training activities were also provided to build their capacity to manage and monitor 
environmental issues on field. On the other hand, SweRoad, a consultancy firm engaged to help 
improve road asset management and road safety awareness, had difficulties completing its tasks 
due to the poor performance of the team leader and delays in the delivery of its commitments and 
catch up plans.13 After the MRD made several follow-ups, including discussion with higher 

 
10 ADB. 2010. Initial Environmental Examination: Rural Roads Improvement Project for the Kingdom of Cambodia. 

Manila. 
11 Footnote 3, para. 22. 
12 Footnote 6, para. 19. 
13 The PMU requested higher authorities at SweRoad to participate in the mission held during 3–10 February 2014 to 

resolve the unsatisfactory performance of the firm. Another meeting in September 2014 was held with SweRoad 
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authorities of the firm, the PMU finally decided to complete the remaining activities under        
output 2 on road assessment management by the end of December 2015.14 The consultant 
completed the activities under output 3 on road safety and safeguards in May 2015. 
18. Overall, this validation has similar assessment with the PCR that implementation 
arrangements were appropriate, particularly in the establishment of the SEO to ensure safeguards 
compliance. The MRD officials, staff, and new hires to complement the PMU staff gained actual 
experience in project management, with the training and coaching support of the DDIS 
consultants.  
19.  A regional technical assistance on Promoting Women’s Access to Jobs in Rural Road 
Construction and Maintenance was approved in November 2003. It aimed to strengthen gender 
outcomes under this project and future road improvements. This regional technical assistance 
was implemented by CARE, a nongovernment organization, to increase access of women to rural 
road rehabilitation and maintenance jobs. Activities were divided into the following:  
(i) Phase 1—skills and capacity building for focal persons responsible for the SEO at the MRD 
and its line departments in the target provinces (PDRDs), (ii) Phase 2—training for private 
contractors and target beneficiaries in the provinces through the joint facilitation of the SEO and 
training team of CARE, and (iii) Phase 3—monitoring and learning process.15 In addition, a 
technical assistance  for Cambodia on Strengthening Coordination for Management of Disaster 
was also being implemented, which complemented the outputs of the project on climate change 
adaption. ADB saw the need to establish good coordination between this technical assistance 
and the output under the NDF grant for the efficient use of funds.16 
20. Of the 42 loan covenants, 36 were fully complied with, three were delayed but 
subsequently complied with, two were only partially complied with, and one was still being 
complied with. The first covenant that was partially complied with refers to the audited financial 
statements submitted but not compliant with its requirements. The second refers to the effective 
implementation of the Labor and Gender Action Plan (para. 31). The still ongoing covenant refers 
to the counterpart financing being made available on time for the smooth implementation of the 
project. The ADB review missions noted that the good governance framework developed was 
constantly updated during project implementation but the compliance with it was not reported at 
completion.  
 

II. EVALUATION OF PERFORMANCE AND RATINGS 
A. Relevance of Design and Formulation 
21. The PCR rated the project highly relevant. It noted that the objectives of the project on 
improving access to markets, jobs, empowerment of women, and social services in the project 
provinces were aligned with the national strategy on growth, employment, equity, and efficiency 
of the government. It was also aligned with the country strategies of ADB. The PCR considered 
the project relevant based on the strategic development needs in the Tonle Sap Basin and in 
reducing poverty by providing all-weather roads in the poorest region of the country. The PCR 
reported further that the choice of the modality was sound and the design and monitoring 
framework (DMF) was appropriate without giving any explanation. The project helped the MRD 

 
since the agreed commitments during the first meeting did not happen efficiently. See ADB (Southeast Asia 
Department). 2015. Loan Review Mission: 23 February to 2 March 2015. Back-to-office report.  12 March (internal).  

14 ADB (Southeast Asia Department). 2015. Loan Review Mission: 19–22 May 2015. Back-to-office report. 8 June. 
(internal).  

15 CARE Cambodia. 2014. Technical Assistance Consultant’s Report: RETA 6143: Technical Assistance for Promoting 
Gender Equality and Women Empowerment. Cambodia. 

16 Footnote 13, paras. 30-31.  
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improve rural road construction and maintenance practices through knowledge transfer in road 
asset management, road safety, and social issues.  
22. The report and recommendation of the President (RRP) was able to link the relevance of 
the project to the poverty reduction strategy for 2009–2013 of the government and the country 
operations business plan 2009–2012 of ADB for Cambodia. The project modality was appropriate 
as it was a straightforward project intervention with all subprojects already identified. Considering 
that this was the first ADB loan with the MRD, it was designed to build the capacity of the MRD in 
project preparation and for a smooth transition to the second phase.  
23. However, this validation notes that the high rating of the PCR on relevance failed to 
recognize the weaknesses in the DMF of the project. It did not identify the relevant indicators for 
outputs 3 and 4 on increased road safety and awareness of potential social problems, and 
reduced vulnerability of project roads to climate change. The link between the output (increased 
road safety) and its performance targets and indicators (HIV/AIDs awareness and human 
trafficking prevention program and on sex-disaggregated baseline established) was weak.  
Its link to the outcome indicator on road safety and decreased road accidents is also weak. The 
project indicated road safety programs as one of the activities but did not provide its link to the 
output indicators. 
24. Under the climate change adaptation component, there were activities described in the 
DMF that were not linked to the output indicator. The linked document of the RRP on climate 
change adaptation component could have been a good reference in developing effective 
performance indicators (i.e., preparation of vulnerability maps, creation of a climate change 
adaptation office, and development of ecosystem-based adaptation strategies).17 The aim of the 
project to provide strong capacity building program to improve road asset management in a 
sustainable manner was also not clearly captured in the DMF (output 2).18 Overall, there was a 
disconnect between the discussion of outputs in the main text of the RRP and the details 
described in the DMF. This validation assesses that the output indicators in the DMF did not 
effectively measure the target outputs and should have used an entirely different set of indicators. 
These design shortcomings could not justify the high rating, hence, this validation assesses the 
project relevant.  
B. Effectiveness in Achieving Project Outcomes and Outputs 
25. The PCR rated the project effective. Its primary aim of rehabilitating the rural roads to a 
paved condition to improve the access of the rural poor to markets and social services was 
achieved. All outcome indicators were achieved namely (i) decrease in road accidents by 20%, 
(ii) decrease in average travel time by 25%, (iii) increase in average trip lengths by 40%,  
(iv) increased share of the rural road network to the category of average or good condition to 20%, 
and (v) project roads becoming accessible all year round. Of the 12 output indicators, 10 were 
achieved, one was not achieved, and one was likely to be achieved. 
26. This validation notes the achievement of the following: (i) 22.4% decline in road accidents 
from 5,610 in 2009 to 4,353 by 2013; (ii) 60% decrease in average travel time attributed to the 
increase in travel speed from 25 kilometer per hour (kph) in 2011 to 40 kph in 2015;  
(iii) 70% increase in average trip lengths from 2.0 km in 2011 to 3.4 km in 2015;  
(iv) improved share of the rural road network under the category of good or average condition  
from 17% in 2011 to 21% in 2015, although with a 1-year delay; and (v) year-round access in 
project roads compared to only 180–200 days in 2011. 

 
17 Footnote 3. Climate Change Adaptation Component. See linked documents in Appendix 2. 

https://www.adb.org/sites/default/files/linked-documents/42334-01-cam-oth-03.pdf.  
18 Footnote 3, para. 13 (ii).  

https://www.adb.org/sites/default/files/linked-documents/42334-01-cam-oth-03.pdf
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27. This validation notes the major output of 545.3 km of rural roads rehabilitated by 2016, 
was higher than the 505.4 km targeted by 2014. The higher output was a result of the lower bid 
prices of roads tendered. With the approval of ADB, the balance of the unutilized loan and 
available contingency funds were used to rehabilitate additional 39.9 km road projects and to fund 
road safety civil works. 
28. Under improved road management, the following were achieved: (i) overload control gates 
installed and reduced the number of overloaded trucks by 50% as against the target of 40% by 
2015, (ii) the average roughness of the project roads improved from a range of 6 to 14 to a range 
of 2 to 3 as targeted in 2015, and (iii) a slightly higher annual maintenance budget of $320 per km 
allotted for project roads compared to the $300 per km target for 2015. The PCR has no data on 
the number of contractors accredited by the MRD. The RRP mentioned providing training 
programs for the MRD and PDRDs to strengthen their capacity on road asset planning and 
management, help them prepare road asset management budgets, and identify possible source 
of financing. However, their achievement was not assessed at completion. It was only reported 
that the project was able to effectively enhance the capacity of MRD for implementation as part 
of its output on efficient project management (output 5). 
29. Under increased road safety and awareness of potential social problems, 52% of the 
project beneficiaries participated in the training on HIV/AIDS and Human Trafficking Prevention 
Program. This is higher than the 40% targeted at appraisal. The baseline socioeconomic study 
was also completed by 2011 but the PCR was unclear if this referred to the sex-disaggregated 
data. While the component of the program is important in addressing the risks associated with 
road infrastructure, the abovementioned achievements did not entirely capture its relation to road 
safety.  
30. Under reduced vulnerability of project roads to climate change, the Emergency 
Management System developed for rural roads was applied in Kampong Thom as the pilot 
province. One emergency operations center and three shelters were constructed in the most 
vulnerable location to ensure that all residents at risk can be evacuated within 72 hours after a 
typhoon occurs. An adaptation strategy was prepared, a vulnerability mapping was carried out, 
and a total of 7,592 trees were planted. In addition, 19 ponds were constructed as part of the flood 
black spot improvements, water retention, and evacuation ponds. This validation notes that this 
component was not completed within the project duration. 
31.  The PCR rated the gender action plan (GAP) implementation successful although one 
gender target in the DMF was not achieved. Of the total labor days for unskilled labor, 31.5% was 
provided by women against the target of 40%. The PCR indicated that the improved roads brought 
positive social impacts to women and contributed to transformative changes in gender relations 
and job creation in road construction, which is a male-dominated sector. It further noted that 
before the road improvement project, women preferred to deliver their babies at home. Pregnant 
women found it risky to travel on roads with many potholes, which prevented them from seeking 
regular prenatal and postnatal services in the clinics.  After the road improvement, the PCR 
indicated that economic opportunities for women also increased. These benefits, however, were 
not substantiated with data to support the claim that GAP was successfully implemented. 
This validation notes that the post-completion survey with sex-disaggregated data could have 
been used to present the project benefits based on gender equality results and achievements. 
32. At the start of project implementation, several environmental issues required remedial 
actions by the contractors. These were followed up by the DDIS and PMU or SEO and mitigation 
measures were satisfactorily implemented. The project conducted public consultations, 
coordinated with the local people, and got feedback that the completed roads reduced dust 
pollution in the vicinities. The ADB missions observed that the completed roads resulted in a 
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generally smooth travel without obstructions on bridges and culverts. The traffic signs were mostly 
adequate and vegetation was growing well on road embankments. However, the villagers utilized 
some borrow pits during construction as water reservoirs. These borrow pits needed warning 
signs for the safety of the community. The cleanup and rehabilitation of disturbed areas were 
satisfactorily implemented.  
33. No resettlement issues were discussed in the PCR. However, this validation learned that 
a 100-meter road section in road 1BB2 NR5 (railway), the Prek Chik–Chong Por in Batambang, 
encountered a minor erosion issue, which required road realignment of 100 meters. Through 
negotiated settlement, the two affected landowners willingly donated part of their property for the 
realignment, despite being aware of their rights for compensation.19 The PCR noted that the 
voluntary donation procedure that the local government arranged was followed. ADB approved 
and monitored this procedure after consulting with the affected landowners during review 
missions.20 This validation notes that while this project settled the social safeguard issues through 
negotiated settlement, there was no publicly disclosed document on the voluntary land use or 
negotiated settlement framework to ensure a transparent process and maintain the well-being of 
the affected individuals. Nonetheless, the resettlement framework was publicly disclosed, and 
due diligence ensured that issues related to the land donations were avoided. 
34. The PCR reported that the project outcome was achieved. This validation has a similar 
view although one indicator on “increased share of the rural road network in average or good 
condition” was achieved with delay. Of the 12 output indicators, this validation finds that only 10 
were achieved and two were not. The employment of women was below the target and there is 
no data to validate the accreditation of small-scale contractors in the project provinces. It also 
notes that the established baseline socioeconomic survey with sex-disaggregated data cannot be 
validated. Given the overall achievement of the project, this validation assesses the project 
effective.  
C. Efficiency of Resource Use 
35. The PCR rated the project efficient given its economic viability and overall schedule of 
completion. The recalculated economic internal rate of return (EIRR) for 21 project roads was 
32.2%, which is well above the 12.0% hurdle rate for economic viability. This figure was almost 
the same as the 32.0% EIRR at appraisal for 23 projects. 21 The data on traffic growth rates, which 
was provided to IED for this validation in the course of finalizing this report, was by vehicle 
category and for all project roads combined. This data showed that traffic growth rates during 
2009–2012, 2012–2017, and 2017 onward were almost at par with the estimates at appraisal. 
Any differences in the traffic forecast for each road project could then be attributed to the actual 
traffic measured at completion and revised civil works from 2011 to 2016. All the recalculated 
project EIRRs were higher than the hurdle rate of 12.0%, with the majority of projects having 
higher EIRRs than their appraisal rates.      
36. This validation notes that the Table 5 in Appendix 11 of the PCR showed capital 
expenditures for 2012 to 2014 only, while the ADB data on actual disbursements showed loan 

 
19 ADB (Southeast Asia Department). 2011. Review Mission: 22–30 June 2011. Back-to-office report. 14 July. (internal). 

See also the PCR, Appendix 8.  
20 Footnote 6, Appendix 8. 
21 This validation notes that three roads (151C.1, 151C. 2, and 151C.3) identified at appraisal, were reflected in the 

PCR evaluation as one road—151C road (Phsar Trach-Tbeng Khpos-Wat Prah Theat)—without explanation on the 
deviation. For KC12-1 road (Batdei Kraum-Kampong Pruol), the PCR conducted an evaluation although it was not 
one of the three projects added during implementation. The PCR could have clarified the difference between the 
projects listed in the appraisal against those in the PCR. 
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disbursements from 2011 to 2016.22 However, this has been changed with a revised Appendix 11 
submitted to IED for this validation, reflecting the adjusted and recomputed EIRR of 32.2%. 
37. This validation has similar view with the PCR, which cited that there was no delay in the 
ADB and KEXIM-funded project roads. The NDF outputs were completed in November 2017 after 
a significant amount of delay due to poor consultant performance for some outputs. This delay 
did not negatively impact the overall project implementation, but caused nuisance nonetheless. 
38. On using government funds for administration cost, this validation notes that instead of 
significantly reducing the funds for project management, this could have funded a decentralized 
project such as capacity building support to PDRDs on road maintenance as planned. 
Nevertheless, with the new data on traffic growth and revised EIRR computation provided to IED, 
this validation assesses the project efficient. 
D. Preliminary Assessment of Sustainability 
39. The PCR rated the project less than likely sustainable. The annual operation and 
maintenance budget for rural roads increased from $275 per km in 2010 to $320 per km in 2015, 
which was insufficient due to the inflation rate. Funds allotted by the government to finance the 
rural road network in 2015 only covered 70.6% of the maintenance requirement. However, it noted 
that the double bituminous surface treatment (DBST) pavement used for the project is more 
durable than unpaved laterite roads, with DBST lasting longer and needing less periodic 
maintenance. The early repair of road cracks and potholes is necessary to maintain the life of a 
DBST road pavement. 
40. The project installed overload control gates, which reduced the passage of overloaded 
trucks by 50%. However, this validation notes that this did not entirely solve the problem; 
overloaded trucks are still using the project roads. While the PCR reported that roads were 
equipped with safety features such as guardrails, traffic signs, and school safety zones, their 
impact was on the reduction of accidents, not on the road quality.23 From the institutional 
viewpoint, the project management skills of the MRD staff were strengthened, but this validation 
assesses that this was more on project implementation and not on road maintenance. In the initial 
implementation arrangement, the PDRDs were supposed to be the provincial implementing 
agencies but were subsequently asked to handle road maintenance. The technical capacity of 
the PDRDs to maintain the project roads is in doubt as such capacity was not enhanced during 
project implementation. Although the PCR stated that the improved project management capacity 
of MRD would ensure its institutional capacity to implement other projects, such expertise does 
not cover road maintenance to ensure the sustainability of the road projects. 
41. This validation has similar view as the PCR and assesses the project less than likely 
sustainable. This arises from the insufficiency or shortfall in the road maintenance budget of MRD 
and doubt over the capability of the PDRDs to undertake road maintenance on a regular basis. 
ADB project review missions observed that at completion, project roads were not regularly 
inspected by PDRD staff. This resulted in the deterioration of some road sections, exacerbated 
by the improper use of the beneficiaries such as (i) encroaching by the local people on the road 
shoulders in market and commercial areas, (ii) letting drainage canals and cross drains to be 
blocked, and (iii) allowing the passage of overloaded vehicles.  

 
22 Footnote 6, Appendix 4, Table 4.1. 
23 On reduced road accidents as a project achievement, the post-completion survey identified increased risks of 

accidents due to higher speed of motorcycles and vehicles at night. Without programs or policies in place to be strictly 
implemented, the PCR did not discuss further how reduced accidents will be sustained. 
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III. OTHER PERFORMANCE ASSESSMENTS 
A. Preliminary Assessment of Development Impact 
42. The PCR rated the development impact of the project highly satisfactory. The baseline 
survey had 1,015 respondents while the post-completion survey had 400 respondents.  
Most of the 400 respondents said that village life improved from the previous 4.5 years as the 
project provided significant social benefits, including reduced travel times and a convenient and 
reliable paved road. The availability of transport and reliable access to villages all year round were 
the most appreciated impacts of the project. 
43. The post-completion socioeconomic survey showed that in three representative 
provinces, economic activity increased as indicated by higher incomes, greater use of modern 
agricultural technologies, and larger gross daily sales in village shops. Social welfare was 
enhanced through easier access to rural schools and rural health care. This validation notes that 
these gains cannot be fully attributed to the project roads. However, it is reasonable to assume 
that these economic gains resulted from activities that depended on the presence of these roads.  
44. The surveys identified the following as the main direct benefits of improved rural roads:   
(i) easier transport of crops and agricultural inputs; (ii) easier for students to reach schools;           
(iii) reduced time to reach most health centers; (iv) reduced time to reach certain amenities and 
businesses, such as markets, farms, and other agricultural production services; and (v) reduced 
average travel times from villages to commune centers, district centers, and provincial centers 
along the rural roads.  
45.   This validation notes that these surveys did not present statistical analyses to compare 
the “before” and “after” project situation, nor compare the impacts for “with” and “without” the 
project. The use of statistical tools was not evident and the discussion of the survey results was 
only descriptive and lacking in analysis. Comparative statistics should have been used to 
determine changes in experiences or attitudes before and after project completion. It was difficult 
to determine whether the views expressed were that of the majority or only by a few. The impact 
indicators were not discussed at all,24 while the data used was not attributed to the exact source. 
Based on the discussions presented and due to the lack of data as evidence, this validation 
assesses the preliminary project impact satisfactory.  
B. Performance of the Borrower and Executing Agency 
46. The PCR rated the performance of the borrower and the executing agency satisfactory. 
The counterpart funds were made available in a timely manner with most disbursements paid on 
the specified date. The MRD or PMU effectively managed the budget and finances and 
implemented the project with the assistance of the DDIS consultants. Although the 
implementation of a civil works package was delayed, the quality of the completed work was 
satisfactory. The MRD complied with most of the loan covenants. This validation notes that the 
civil works component was completed on time and only the contracting of DDIS consultants 
experienced a 3-month delay, but eventually got back on track and implementation proceeded in 
a timely manner. For the civil works contracts, the bid evaluation capacity of the PMU proved to 
be weak, although prior review of ADB and procurement oversight of MEF mitigated the related 
risk. When the construction and installation of road fixtures did not initially comply with the 
approved specifications, the MRD immediately met with the responsible contractors to fix the 
issue. 

 
24 The PCR claimed achieving the impact indicators. Although the DMF impact target was to be assessed by 2018, it 

measured the project impact in 2016. 
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47. As the first ADB project with the MRD, this validation finds it highly probable for lapses to 
occur, but with the assistance of the DDIS consultants, issues were resolved in a timely manner. 
From the various aide memoire of the ADB project review missions, the performance of the 
borrower and MRD was determined to be satisfactory and responsive to the requirements of the 
project. The MRD was able to generate savings through lower bids for civil works contracts and 
implemented additional civil works with ADB approval. This validation assesses the performance 
of the borrower and the executing agency satisfactory. 
C. Performance of the Asian Development Bank and Cofinanciers 
48. The PCR rated the performance of ADB highly satisfactory. ADB supported the executing 
agency during project implementation by closely monitoring the project with 14 loan review 
missions including an inception mission, three special missions, a midterm review mission, and a 
PCR mission. Representatives of cofinanciers—KEXIM and NDF—participated in all project 
review missions. Three special missions focused on GAP, progress review of non-civil works 
outputs, and safeguard compliance during the civil works implementation. The review missions 
inspected the project sites and the PMU office, where kick-off and wrap-up meetings were held. 
The ADB missions provided advice on technical issues, preparation and evaluation of bid 
documents, social safeguards issues, reallocation of loan proceeds, and disbursement. They also 
provided extensive support in road asset management and road safety programs.  
49. Part of the civil works was cofinanced with KEXIM while NDF cofinanced the climate 
change adaptation. The aide memoire of the review missions showed close working relationships 
between ADB and the cofinanciers; they communicated effectively with ADB, MRD, and other 
stakeholders; responded effectively to various issues; and implementation and loan 
disbursements were smooth. This validation notes that cofinanciers attended all ADB project 
review missions. However, beyond just progress reporting of the NDF-funded component, a better 
coordination arrangement and integration of outputs right at the start could have established more 
synergy between project components and significant delays in this component could have been 
avoided. 
50. While the performance of ADB in monitoring and providing guidance throughout the 
implementation period was commendable, including its good coordination with the co-financiers, 
it fell short in ensuring that data is available to substantiate the development impact assessment 
of the project. The regular conduct of review missions could have ensured this so that project 
economic benefits are properly monitored, data is available at project completion, and 
achievements claimed at completion are evidence-based. For these reasons, this validation 
assesses the performance of ADB and cofinanciers satisfactory. 
 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS 
A. Overall Assessment and Ratings  
51. The PCR rated the project successful. The PCR rated the project highly relevant, noting 
the alignment of the project to the national strategy for growth, employment, equity, and efficiency 
of the government and to the country strategies of ADB. The project was rated effective since 
target outcomes were achieved and most envisaged project outputs were delivered. It was also 
rated efficient due to higher EIRRs than at appraisal. However, it was rated less than likely 
sustainable because the availability of the required maintenance budget for the project roads was 
not assured.  
52. This validation assesses the project relevant, effective, efficient, and less than likely 
sustainable. The rating for relevance was downgraded because of weak output performance 
indicators. Overall, this validation assesses the project successful.  
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Overall Ratings 
Validation 
Criteria PCR IED Review 

Reason for Disagreement  
and/or Comments 

Relevance Highly 
relevant 

Relevant The DMF lacks performance indicators that 
could provide links within the results chain. 
The texts in the RRP describing the project 
outputs were not clearly correlated to the 
DMF. 

Effectiveness  Effective Effective  
Efficiency  Efficient Efficient  
Sustainability Less than 

likely 
sustainable 

Less than 
likely 

sustainable 

 

Overall 
Assessment 

Successful Successful  

Preliminary 
Assessment of 
Impact 

Highly 
satisfactory 

Satisfactory The PCR did not present evidence or data to 
show that project impacts exceeded targets. 
The achievement or overachievement of 
impact performance indicators in the DMF 
was not clearly attributed to specific data or 
information as basis.  

Borrower and 
executing agency 

Satisfactory Satisfactory  

Performance of 
ADB 

Highly 
satisfactory 

Satisfactory The PCR fell short in ensuring that claimed 
achievements were evidence-based. Climate 
change adaptation was the most innovative 
component, but ADB involvement was limited 
to progress reporting. ADB could have used 
its leverage to influence the outcome under 
this component.  

Quality of PCR  Less than 
Satisfactory 

Paras. 59-60. 

ADB = Asian Development Bank, DMF = design and monitoring framework, IED = Independent Evaluation Department, 
PCR = project completion report, RRP = report and recommendation of the President. 
 

Source: ADB and Independent Evaluation Department. 

 

B. Lessons 
53. This validation finds lessons that are similar to those identified by the PCR as follows:       
(i) the pilot construction of school safety zones contributed to promoting participation in the 
campaign on rural road safety, which were appreciated by the teachers and students;  
(ii) it is important to set a realistic quantitative target for the involvement of women as unskilled 
labor in infrastructure projects and to consider all factors and existing employment opportunities 
for them in the project areas; and (iii) the establishment of the SEO was essential for the 
sustainability and  successful gender mainstreaming of other rural road projects in Cambodia.  
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54. This validation identifies additional lessons as follows:  
i. Country level. The project ownership of the government is necessary for the 

timely implementation and completion of the project. This was demonstrated in this 
project by the approval of the rural road policy, issuance of sub-decrees on the 
road right-of-way, and enforcement of the axle load control. The timely 
coordination of the PMU with its donors and consultants—to the point of taking 
over the work of the underperforming consultants (para. 17)—underscores this 
lesson.  

ii. Sector level.  Sector policies that are crucial to effectively implement the project 
should not only be identified but enacted as well. The policy and decrees for rural 
roads, road right-of-way, and the axle load control were committed by the 
government and these were complied with as part of the project loan covenant. 

iii. Project level.  It is important to establish a project performance management 
system (PPMS) at the start and train the executing and implementing agencies to 
use it for better monitoring and evaluation. The lack of evidence-based analysis 
indicates that the measurement of performance indicators and the importance of 
the PPMS were not taken seriously, knowing that baseline, updates, and 
completion data are essential to post-project evaluation. The budget for its 
collection and the responsibility for its funding should be determined at project 
appraisal. For projects that will apply voluntary land use or negotiated settlement, 
a framework should be in place to ensure transparent, consistent, and equitable 
procedures. 

iv. DMF level. It is crucial to formulate performance indicators that demonstrate 
linkages within the results chain. This will ensure a better assessment and 
accounting of project achievements.  

C. Recommendations for Follow-Up 
55. The PCR considered the maintenance of project facilities as critical to the long-term 
success of the project roads. Thus, the rapid increase in traffic levels requires an adequate road 
maintenance budget. The effects of safety school zones should be monitored and evaluated for 
replication in other locations. Hence, the SEO team needs more frequent field visits to monitor 
the effective operation and sustainability of the school safety zones.  
56. This validation recommends the ADB Cambodia Resident Mission to periodically 
coordinate with the MRD to determine the current condition and maintenance of the project roads 
and get updates on the capacity-building activities for the PDRD technical staff.   
 

V. OTHER CONSIDERATIONS AND FOLLOW-UP 
A. Monitoring and Reporting 
57. As the first project loan to the MRD, capacity-building support should have been provided 
to develop and operate a PPMS. This is to monitor the progress of project implementation and 
collect and periodically update data on the impact and outcome indicators. One of the loan 
covenants required MRD to complete, within 9 months after the loan effectivity date, a baseline 
socioeconomic survey with sex-disaggregated data. The PCR did not indicate if such was indeed 
collected and updated during project implementation.  
58. With the seeming absence of the PPMS, this validation recommends that (i) ADB closely 
monitor the condition of the project roads through the MRD and that PDRDs conduct periodic site 
visits to ensure the proper use of the infrastructure, (ii) ADB periodically meet with the MRD and 
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MEF to determine whether the required budget for the proper maintenance of the project roads is 
being provided, and (iii) the government continuously conduct periodic collection of traffic and 
socioeconomic data.   
B. Comments on Project Completion Report Quality 
59. This validation assesses the PCR quality less than satisfactory. The PCR failed to fully 
justify its high ratings for relevance and preliminary assessment of project impact. The discussions 
on efficiency were not evidence-based and descriptive without enough references or data sources 
to support its assessments. While compliance to the loan covenants was reported, the status and 
compliance to the good governance framework were not reported at completion. 
60. While the DMF of the PCR cited many information on the achievement of impacts and 
outcomes, these were not effectively utilized in the PCR report. The write-up on the economic 
evaluation at appraisal and economic reevaluation in the PCR was very similar, except for 
updates in the figures provided. The appropriate tables to describe traffic growth rates and annual 
average daily traffic per subproject were not provided, but merely described. The recomputations 
of the project roads and project EIRRs were not adequately explained nor presented. 
Explanations provided were inconsistent with the data presented. For example, the PCR reported 
that the recomputed EIRRs were higher than those at appraisal due to the higher traffic at 
completion, but these were true only for some cases.25  
C. Data Sources for Validation 
61. The data sources for this validation were the RRP, PCR, back-to-office reports, and aide 
memoires of ADB missions for this project, country operations business plan of ADB for Cambodia 
(2009–2012), and Strategy (2009–2013) of Cambodia. 
D. Recommendation for Independent Evaluation Department Follow-Up 
62. The PCR recommended the conduct of the post-project evaluation report in 2021 to 
determine if the project is still meeting its objectives. This validation recommends the same to     
(i) determine if the expected project impacts are being met; (ii) validate the traffic growth rates 
during project operation; (iii) recompute the EIRRs for each project road and for the project as a 
whole; (iv) verify the condition of project roads, the allocation of sufficient maintenance budget, 
and if road maintenance are being undertaken; and (v) verify if the capacity-building support of 
ADB to the MRD on road asset management and road safety and safeguards, including the 
established SEO, was sustained. 

 
25 While finalizing this report, the PCR team provided a revised PCR Appendix 11: Economic Evaluation—to support 

the efficiency rating. Nevertheless, the assessment of the PCR quality is for the published PCR. 
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