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(i) In this report, “$” refers to United States dollars. 
(ii) For an explanation of rating descriptions used in Asian Development Bank 

evaluation reports, see Asian Development Bank. 2016. Guidelines for the 
Evaluation of Public Sector Operations. Manila. 
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Basic Data 
 
 
 
Fiji: Third Road Upgrading (Sector) Project  
(Loan Nos. 1530 and 2514-FIJ) 

 
Safeguard classification:  Environment Category B 
Sector classification: Transport 
Thematic classification: Economic growth 
Borrower: Republic of Fiji 
Executing Agency: Public Works Department within the Ministry of Public Works, 

Infrastructure and Transport (Loan 1530) 
Department of National Roads in the Ministry of Works and Transport 
(Loan 2514) 

 

Key Project Data ($ million) 
Loan 1530 Loan 2514 

Approved Actual Approved Actual 
Total project cost 90.00 168.54   
ADB loan amount/utilization 40.00 65.75 26.80 26.03 
Cancellation    0.76 
Counterpart financing     
Borrower 50.00 102.79   
Others     

 
Key Dates Loan 1530 Loan 2514 
Fact-finding mission 23 September–4 October 1996 15–26 September 2008 
Appraisal mission 16–28 January 1997  
Loan negotiations 15–20 July 1997 3–5 February 2009 
Board approval 26 August 1997 23 March 2009 
Loan agreement 17 October 1997 19 March 2010 
Loan effectiveness (Expected) 15 January 1998 20 June 2010 
Loan effectiveness (Actual) 15 January 1998 2 June 2010 
First disbursement 10 December 1999 8 July 2010 
Loan closing (Expected) 30 June 2004 30 June 2012 
Loan closing (Actual) 15 October 2009 19 May 2014 
Months (effectivity to closing) 141 47 

 

Type of Mission 
Loan 1530 Loan 2514 

No. of Mission No. of Person-Day 
Fact-finding 1 41 
Appraisal 1 43 
Post-appraisal 1 4 
Loan negotiations 1 6 
Loan inception 1 12 
Special loan administration 2 9 
Special project administration 1 18 
Loan review 20 258 
Midterm review 2 48 
Project procurement-related audit 1 12 
Safeguards review 1 5 
Program completion review 1 22 
Independent evaluation 1 20 

Source: Asian Development Bank.
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Background 
 
The Asian Development Bank (ADB) provided a 
sector loan to support the development of the 
road sector in Fiji. The principal objectives were 
to (i) improve the efficiency of road services,  
(ii) increase private sector participation in road 
construction and maintenance, and (iii) improve 
the management of road assets and financial 
resources. These objectives were to be attained 
by implementing four physical components 
together with significant policy reforms  
and institutional arrangements. The physical 
components were (i) an upgrade of about 100 
kilometers (km) of gravel roads, (ii) rehabilitation 
and strengthening of about 80 km of existing 
sealed roads, (iii) implementation of selected 
civil works for road safety, and (iv) procurement 
of specialized road maintenance and laboratory 
equipment.  
 
An attached technical assistance (TA) project was 
provided to support institutional reform at the 
Public Works Department (PWD), establish the 
Land Transportation Authority, and assist the 
development and implementation of a 5-year 
road safety action plan. 
 

Evaluation Purpose and Process 
 
This project performance evaluation assessed the 
project for relevance, effectiveness, efficiency, 
and sustainability. The evaluation also assessed 
development impacts and the performance of 
ADB, the borrower, and the executing agency. 
The assessment was based on desk reviews of 
relevant documents from ADB, the government, 
and other development partners, and on 
consultations and discussions with ADB staff at 
ADB headquarters and the Pacific Subregional 
Office. An independent evaluation mission to Fiji 
involved consultations with the executing 
agency, implementing agencies, and project 
beneficiaries. The team also visited six road 
sections that were upgraded and rehabilitated by 
the project on the islands of Viti Levu and Vanua 
Levu.  
 

Expected Impacts, Outcomes, and 
Outputs 
 
The cost of the project was $90.0 million. ADB 
approved a loan of $40.0 million (Loan 1530) on 
26 August 1997, and the Government of Fiji 

The Third Road Upgrading (Sector) Project in Fiji was designed to support the development of the 
road sector by improving the efficiency of road sector services, increasing private sector 
participation in road construction and maintenance, and improving management of road assets 
and financial resources. To achieve these objectives, the project supported the government to 
improve physical road conditions and reform sector institutions. Overall, the evaluation assessed 
the project successful. It was relevant, effective, less than efficient, and likely sustainable. The 
preliminary development impact was satisfactory. The performance of the Asian Development 
Bank (ADB) was satisfactory while that of the borrower was considered less than satisfactory. The 
evaluation has three recommendations for ADB: (i) follow up with the Fiji Roads Authority on the 
mainstreaming of road asset management models developed under the project; (ii) help the 
government reestablish a road accident database; and (iii) help the Fiji Roads Authority 
reintroduce its traffic counting program, monitoring and record keeping systems, and seek ways 
to reduce staff turnover. 
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agreed to provide the remaining $50.0 million 
equivalent. The planned completion date of the 
project was 31 December 2003 and the loan 
closing date was 30 June 2004.  The loan was 
extended twice and closed on 15 October 2009. 
An advisory TA for Road Sector Reform and Safety 
Improvement for $1.4 million from the Japan 
Special Fund was also approved at the same time. 
 
A supplementary loan for $36.1 million 
(Loan 2514) was approved on 23 March 2009 to 
improve two road sections. A major change in 
implementation arrangements was approved on 
8 February 2010, reducing the amount of loan to 
$26.8 million. The planned loan closing date was 
30 June 2012, and after one extension, it was 
finally closed on 19 May 2014. 
 
The PWD was the executing agency for the loan, 
the institutional reform of the PWD Roads 
Division, and road safety improvements under 
the TA.  
 
Assessment of Performance 
 
Relevance. The government prioritized increasing 
efficiency in sector agencies by using commercial 
principles, outsourcing to private sector entities, 
and improving regulation and enforcement 
activities to improve standards of performance 
and outcomes. ADB fully supported the 
government’s reform of the road sector through 
a combination of loans and TA. The TA supported 
the drafting of transport sector plans, 
strengthening of institutions, and assessing 
reforms.  
 
The design and monitoring framework contained 
only indicative physical targets based on cost 
estimates as the actual components were to be 
identified during implementation of the project. 
The supplementary loan identified performance 
targets but only for roads that were to be 
completed with the additional funding. While 
there were significant weaknesses in the results 
framework, the plan was relevant to the 
requirements of the road sector. Overall, the 
project is assessed relevant. 
 
Effectiveness. The outputs from the project 
exceeded the planned targets. Overall, 
125.45 km of road were upgraded (compared 
with 100.00 km at appraisal), and 120.00 km 

of roads were rehabilitated (compared with 
80.00 km at appraisal). The major upgrading of 
the Kings and Lodoni roads was significantly 
delayed, but the works were completed to 
a satisfactory quality. Specialized equipment 
was procured with some delay and was primarily 
used in the road rehabilitation, which was 
implemented successfully.  
 
A program of road safety works was completed 
in 2001–2004. This consisted of 37 village 
treatments, 30 route action plans, three accident 
blackspot locations, mass action plans for 
42 schools, and five pedestrian crossings and 
line markings. While it is not possible to correlate 
changes in the number of fatal road accidents 
with the investments in 1996 that were 
implemented under the project, the national 
downward trend in fatalities, which had started 
in the 1990s, continued over the 10-year period 
after 2004 (the last year of road safety investment 
under the project) with a reduction of about 20 
lives a year. While this achievement cannot be 
entirely attributed to the project, the national 
road safety program was effective and the only 
expenditures on road safety during the period 
were those implemented under the project.  
 
The transformation of the PWD Roads Division 
into a highway agency was implemented but 
significantly slower than originally envisaged. 
Instead of a one-time change to create a road 
authority, the government took an interim step 
by creating the Department of National Roads in 
2005, eventually creating the Fiji Roads Authority 
in 2012. The government recognized the long-
term benefits of an autonomous road authority 
with responsibility for delivering and maintaining 
road infrastructure. This was because the reform 
proposals were well prepared and were able to 
withstand political change and resistance. Other 
reforms included the establishment of the Land 
Transportation Authority, which was enacted in 
1999 and successfully created in 2000.  
 
The project followed environmental safeguard 
procedures. The sealing of gravel roads has 
reduced the impact of dust on communities 
living next to the roads. A specific safeguard 
mission was fielded during implementation 
and concluded that the project generally 
followed safeguard procedures and met the 
environmental and social covenants.  
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Overall, the project met its physical targets. In 
terms of road length, both the upgrading and 
rehabilitation components exceeded their 
original targets. The reforms were satisfactorily 
completed. The consulting services were 
satisfactorily implemented, although the road 
asset management models have not been used 
because of continued staff turnover. The project 
is assessed effective. 
 
Efficiency. The various institutions that have 
managed the road network since appraisal have 
not conducted regular traffic counts. Traffic 
counts were undertaken between 2000 and 2004 
and a special 1-week count was undertaken for 
the Kings and Lodoni roads in 2008 as part of the 
assessment for a supplementary loan. However, 
since then the road authority has not conducted 
regular traffic counts and, as a result, there is no 
information to indicate trends in traffic growth 
and use of project facilities. Given the lack of 
data, the project performance evaluation focused 
on reviewing the assessment undertaken for the 
project completion report (PCR).   

 
Analysis focused only on the Kings and Lodoni 
roads and used traffic data from 2008 as the 
basis for the analysis. The project performance 
evaluation supports the economic analysis of the 
PCR, which estimated that the economic internal 
rate of return for Kings road at 6.9%, and for 
Lodoni road, 0.6%. These low figures were 
primarily due to the lengthy implementation 
delays as project benefits commenced only after 
road upgrading had been completed. Overall, the 
project is considered less than efficient.  
 
Sustainability. The project had a major focus on 
institutional and policy reform. It was designed to 
enhance the sustainability of the sector by 
making road maintenance more efficient and 
effective. The Fiji Roads Authority was eventually 
created in 2012 and since then budget 
allocations have increased significantly and road 
conditions have improved. However, the 
maintenance backlog from the previous decade 
remains an issue, particularly the cost 
requirements for periodic maintenance.  
 
At appraisal, all road maintenance works were 
undertaken by the PWD. The institutional reforms 
changed the way maintenance is carried out. The  

country’s entire highway network is now 
maintained by four private contractors, ensuring 
timelier maintenance. The institutional changes 
have been accompanied by significant increases 
in budget allocations. Overall, the government 
has provided a substantial increase in resources 
for the road sector and this is reflected in a better 
road network.  

 
The roads upgraded and rehabilitated under the 
project are currently in a satisfactory condition, 
although several will require resealing soon. The 
evaluation mission visited five of the six road 
sections that were upgraded with ADB support, 
and although most sections were completed over 
a decade ago, the road conditions were 
satisfactory. Fiji Roads Authority has satisfactorily 
maintained the road pavements. 
 
During appraisal, the problem of overloading was 
highlighted. The road authority has recognized 
the adverse impact of overloading on its road 
pavements and, together with the Land 
Transportation Authority, road laws and 
regulations are now being enforced. This has 
reduced the incidence of overloading.  
 
Road safety was recognized as a major issue in 
the early 1990s when the number of road 
fatalities was extremely high. Remedial actions 
have successfully reduced the road crash toll, 
which reached its lowest level in 2013. Actions 
undertaken under the project helped support this 
downward trend over the 2001–2004 period. 
However, during the past 5 years till 2018, road 
accidents and the number of fatalities and 
injuries have started to increase again.  
 
The new institutional framework with an 
autonomous road authority will be able to focus 
on delivering better roads to support social  
and economic activities, with works being 
implemented by private contractors. The 
continuous improvement of the network will 
require adequate funding which will need to be 
allocated optimally to maximize the delivery of 
transport benefits to users. This will be best 
achieved through the use of road asset 
management tools, such as those developed 
under the project. The project is considered likely 
sustainable. 
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Other Assessments 
 
Development impacts. The major objectives of 
the project were to improve the efficiency of road 
services, increase the participation of the private 
sector in road construction and maintenance, 
and improve management of road sector services 
and financial resources. The driver of this change 
was the creation of an autonomous roads agency 
to carry out functions that were previously the 
responsibility of a traditional public works 
department. This reform will have a significant 
development impact on sector performance in 
future. The Public Works Department had not 
been effective in delivering road infrastructure, 
with all works being undertaken in-house, using 
the department’s own resources. Under the new 
arrangements, greater use is being made of the 
private sector with all engineering design, 
supervision, and civil works construction being 
undertaken through competitively tendered 
contracts. Maintenance contracts are currently 
conducted by works orders under a framework 
contract; these arrangements are still evolving as 
the Fiji Roads Authority seeks the best way of 
delivering maintenance effectively and at least 
cost. 
 
The Land Transport Act was enacted in 1999 and 
the newly created Land Transportation Authority 
began full operations in July 2000. It carries out 
its regulatory functions efficiently and effectively 
and works closely with Fiji Roads Authority on 
addressing road safety and overloading issues.  
 
A survey of beneficiaries in the hinterland of three 
roads upgraded under the project indicated some 
of the impacts of the investment to users. The 
survey covered 105 interviewees and indicated 
that travel times had been reduced by about 50% 
across a wide variety of trip purposes. Moreover, 
men and women had received equal travel time 
savings. Improved roads had also led to better 
transport services with more frequent public 
transport with reasonable fares. On the negative 
side, users expressed concern about road safety 
and suggested adopting a range of options to 
improve safety, including raising awareness, 
adding sidewalks and cross walks in villages, as 
 

 well as road lighting and speed reduction 
devices. The project performance evaluation 
report considered the project impacts 
satisfactory. 
 
ADB performance. ADB fully supported the 
government’s initiative to reform the transport 
sector, which was implemented, albeit more 
slowly than originally envisaged. This process was 
affected by political events and slower economic 
growth, which affected resource allocations. ADB 
fielded two missions a year to supervise 
implementation and the bulk of the components 
were completed in 2004. Additional financing 
was provided to cover the cost overrun that 
resulted from a failed contract coupled with 
steep increases in construction materials.   
 
ADB should, however, have placed greater 
emphasis on the implementation of project 
benefit monitoring, particularly during the 
transition from the PWD to the Fiji Roads 
Authority as many records were lost during the 
transition. The project established an elaborate 
benefit monitoring system but did not indicate 
clearly how it was to be implemented or funded. 
This is critical since many of the monitoring 
indicators required information that would not 
normally be collected by a road authority. 
Nevertheless, the performance of ADB is assessed 
satisfactory. 
 
Borrower and executing agency performance. 
The performance of the government and the 
executing agency is considered less than 
satisfactory. Although most physical and non-
physical outputs were delivered, the government 
did not prudently manage the largest contract, 
which was cancelled with only 35% of the works 
completed more than a year after the envisaged 
loan closing date. If the government had taken 
actions earlier, the delay and cost overruns could 
have been reduced. Overall, poor contractor 
performance added more than 6 years to the 
implementation period. 
 
In addition, the borrower did not maintain 
adequate records and accounts to enable the 
goods and services from the loan to be identified  
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in accordance with the loan agreement. While 
various measures were taken to meet the 
recommendations of a project-procurement-
related audit by ADB, complete information and 
records were not available to the PCR or to the 
independent evaluation mission. The situation 
was complicated by the two institutional 
changes. Nevertheless, the borrower is 
responsible for ensuring the integral use of the 
funds.  
 
Overall, the project is considered successful.  
 
Issues 
 
The road management tools developed under the 
project were not used. Fiji Road Authority has yet 
to fully implement a road asset management 
system. The project had a specific focus on 
managing road assets and it developed a number 
of tools, including a road asset management 
system, a routine road maintenance system, a 
bridge maintenance system, and a highway 
design and management tool (HDM-4). These 
tools are not being used and road asset 
management has relied on traditional visual 
observation, communication, and judgment. 
 
Road safety remains an issue, but the software 
procured under the project has not been used. 
While road safety programs have continued to 
receive support from the government, road safety 
remains an issue, and following a long period of 
decline in road accidents, they are now increasing 
again, although moderately. In the past, the road 
safety database used an accident recording 
database tool, but this is no longer in use. 
 
The amount of traffic is not monitored, and 
documents and data before the establishment of 
Fiji Roads Authority were not available. The road 
authority has not conducted regular traffic 
counts and, as a result, there is no information to 
indicate traffic trends. The high turnover of staff 
is likely to remain a long-term concern and this 
has affected record keeping and retention of 
institutional memory. 

Lesson 
 
Policy dialogue with the government is crucial 
for improving capacity in the areas of road  
asset management, road safety, and traffic 
monitoring. First, if the road asset management 
tools developed under the project were used as 
envisaged, this would improve the performance 
of the road sector in the long term. Second, it is 
essential that investment in road safety is based 
on knowledge of road safety conditions, which 
need to be measured so remedial actions can be 
proposed and assessed. Third, traffic data and 
data on the performance of road assets are critical 
for performance measurement, future planning of 
the network, as well as for road asset management. 
 
Recommendations 
 
ADB should follow up with the Fiji Roads Authority 
to ensure that the road asset management models 
developed under the project are mainstreamed in 
its operations. The roads authority needs to 
introduce and mainstream a road maintenance 
management system for road maintenance to 
improve. 

 
ADB should help the government reestablish a 
road accident database. Given the ease with 
which data can be analyzed using the Micro 
Accident Analysis Package, consideration should 
be given to reintroducing it to the road crash data 
management system. 
 
ADB should help the Fiji Roads Authority to 
reintroduce its traffic counting program and its 
monitoring and record keeping systems, and to 
reduce staff turnover. In addition, retaining 
experienced and skilled staff at Fiji Roads Authority 
will build institutional capacity for planning, 
project implementation, and asset management. 
 
 



 

 

CHAPTER 1 

Introduction 
 
 
 
 
1. The Asian Development Bank (ADB) provided a sector loan to support the development of the 
road sector in Fiji. The principal objectives of the loan were to: (i) improve the efficiency of road sector 
services, (ii) increase private sector participation in road construction and maintenance, and  
(iii) improve management of road assets and financial resources. These objectives were to be attained 
through four physical components: (i) an upgrade of about 100 kilometers (km) of gravel roads,  
(ii) rehabilitation and strengthening of about 80 km of existing sealed roads, (iii) implementation of 
selected civil works for road safety, and (iv) procurement of specialized road maintenance and laboratory 
equipment. These components were to be supported by consulting services for detailed engineering 
design and construction supervision, support for a project management unit, strengthening of technical 
services and training, and the provision of road asset management services. A program of policy dialogue 
focused on enhancing efficiency through institutional changes and regulatory reforms. 
 
2. To provide further capacity development support, an attached technical assistance (TA) project 
was provided. This had three components: (i) to support institutional reform at the Public Works 
Department (PWD), (ii) to establish the Land Transportation Authority, and (iii) to assist the development 
and implementation of a 5-year road safety action plan. 
 
A. Evaluation Purpose and Process 
 
3. This project performance evaluation report (PPER) was undertaken to assess the performance of 
the Third Road Upgrading (Sector) Project and to identify lessons and recommendations for future ADB 
operations in Fiji. The findings of the evaluation will provide an input into the overall evaluation of ADB 
transport sector operations that will be undertaken during 2019.  
 
4. The PPER followed the Independent Evaluation Department (IED) guidelines and assessed the 
project according to its relevance, effectiveness, efficiency, and sustainability.1  Non-core evaluation 
criteria included an assessment of the project’s development impacts, and the performance of ADB, the 
borrower, and the executing agency. The PPER assessment was based on: 
 

(i) a desk review of (a) ADB documents on the project, the sector, and the country;  
(b) government strategies, development policies, and official socioeconomic indicators 
at the time of project appraisal; and (c) related project documents from other 
development partners; 

(ii) discussions with ADB staff at ADB headquarters and the South Pacific Subregional Office; 
and 

(iii) an independent evaluation mission to Fiji that involved consultations with in-country 
stakeholders, including staff from the executing agency, implementing agencies, and 
project beneficiaries;2 together with visits to five of the six road sections that were 
improved by the project on the islands of Viti Levu and Vanua Levu.  

 
1 ADB. 2016. Guidelines for the Evaluation of Public Sector Operations. Manila. 
2 IED conducted an evaluation mission to Fiji on 3–12 October 2018 for the performance evaluation of the Third Road Upgrading 

(Sector) Project (Loans Nos. 1530 and 2514). The mission consisted of T. Yokota, Principal Evaluation Specialist and mission 
leader, C.M. Melhuish (international consultant), and M. Lumelume (local consultant). 
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5. The report was finalized by IED after considering the views of concerned ADB staff, the 
Government of Fiji, and an independent external peer reviewer.  

B. Expected Impact, Outcome, and Outputs 

6. ADB approved the Third Road Upgrading (Sector) Project on 26 August 1997 (Loan 1530).3 The 
cost of the project was estimated at $90.0 million. The ADB loan of $40.0 million was designed to cover 
about 44% of the total costs with the Government of Fiji agreeing to provide the remaining $50.0 million 
equivalent, 56% of the total cost, from its own resources. The planned physical completion date of the 
project was 31 December 2003 and the loan closing date was 30 June 2004. An advisory TA for Road 
Sector Reform and Safety Improvement for $1.4 million from the Japan Special Fund was approved at 
the same time.4 
 
7. A supplementary loan for $36.1 million was approved on 23 March 2009 to improve two road 
sections (Loan 2514).5 A change in implementation arrangements was approved on 8 February 2010, 
which reduced the amount of the loan to $26.8 million. The loan closing date was originally 30 June 
2012 and, after one extension, it was finally closed on 19 May 2014. 
 
8. The PWD was the executing agency for the loan, the institutional reform of the PWD’s Roads 
Division, and road safety improvement under the TA.  
 
9. Expected impact and outcomes. The project was expected to stimulate economic growth by 
improving the efficiency of the transport sector through a combination of better access to markets and 
social services; reductions in vehicle operating costs and travel time, reflected in lower medium to long-
term freight rates and passenger fares; reductions in fatalities, injuries, and damage as a result of a 
reduction in the number of road accidents; and more effective road maintenance (Appendix 1). The 
primary project outcomes as envisaged were better connectivity and accessibility on the main road 
network, greater economic efficiency as a result of lower vehicle and time costs, and environmental 
benefits for households and commercial establishments along the project roads as a result of a reduction 
in dust. Safer roads and road sector agencies that were able to manage road assets better and deliver 
road transport to users were also expected. 
 
10. The project was designed as a sector loan to support the government’s Third Road Upgrading 
Program, which was developed through ADB TA support.6The government’s program focused on a 
combination of institutional reform and road improvement. About 280 km of roads were to be upgraded 
over the 1998–2002 period. ADB was the biggest development partner to support the government 
program and aimed to cover about 75% of the program under the loan. 
 
11. Expected outputs. The physical outputs from the investment included an upgrade of 
approximately 100 km of gravel roads to sealed roads, rehabilitation of approximately 80 km of existing 
sealed roads, civil works for road safety, and specialized equipment for road maintenance. The non-
physical outputs included better road asset management capacity, improved capacity of PWD technical 
services in road and bridge design, quality assurance and contract administration, and support for project 
management. 
 

 
3  ADB. 1997. Report and Recommendation of the President: Proposed Loan and Technical Assistance Grant to Fiji for the Third 

Road Upgrading (Sector) Project. Manila. 
4   ADB. 1997. Technical Assistance to the Republic of Fiji for Road Sector Reform and Safety Improvement. Manila (TA 2850-FIJ, 

$1,400,000). 
5  ADB. 2009. Report and Recommendation of the President: Proposed Supplementary Loan to Fiji for the Third Road Upgrading 

(Sector) Project. Manila. 
6  ADB. 1992. Technical Assistance to the Fiji Islands for National Transport Sector Plan. Manila. (TA 1715-FIJ, $400,000). 
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12. Policy actions. The project was designed to support ADB’s ongoing policy dialogue with the 
government covering institutional reforms of the road sector, cost recovery, traffic regulation and safety, 
and transport sector planning. The loan agreement included three covenants related to these policy 
actions: 
 

(i) the government would submit a draft land transport act to Parliament by 31 December 
1997, which would provide for the establishment of a Land Transportation Authority; 

(ii) the government would approve by 31 December 1997, the reorganization of PWD’s 
Roads Division based on proposals prepared under the TA for Transport Sector 
Institutional Strengthening Project;7 and 

(iii) the government would rationalize road-user charges to improve the allocation of cost-
recovery responsibility by 30 June 1998. 

 
 
 
 
 
 
 

 
7  ADB. 1995. Technical Assistance to the Republic of Fiji Islands for the Transport Sector Institutional Strengthening. Manila 

(TA 2321-FIJ, for $600,000). 



 

 

CHAPTER 2 

Design and Implementation 
 
 
 
 
13. This chapter provides information on the project design, including its rationale, formulation, and 
resource assumptions. It also presents the project implementation arrangements. 
 
A. Rationale 

14. Fiji is the largest of the Pacific Island developing member countries. It consists of 330 islands 
with a land area of 18,272 square kilometers. Nearly all the population lives on the two largest islands, 
Viti Levu and Vanua Levu, which account for 87% of the land area. Road transport is the dominant mode 
of transport with approximately 90% of the road network located on these two islands. Although the 
extent of the network was considered adequate, poor road conditions constrained socioeconomic 
development and resulted in long travel times and damage to transported goods. The road designs were 
not considered adequate for the traffic volumes and axle loads of heavy trucks. The capacity of some 
national roads in urban areas adjacent to major traffic generators, such as ports and commercial centers, 
were inadequate. Road upgrading would address rising traffic levels and higher transport costs that were 
impeding economic growth. The selection of roads for the project was based on a combination of 
passenger traffic volumes, transport requirements for international and domestic trade, and demand 
from the tourism sector. 
 
15. The project was also intended to address a weak institutional structure that did not promote the 
efficient management of road infrastructure or significantly utilize the private contracting industry. The 
Roads Division in PWD had few incentives to improve its efficiency and the limited use of modern road 
asset management techniques resulted in inefficient use of the limited budget and financial resources. 
Poor road maintenance practices had been observed during two previous road upgrading projects and 
were raised in the following policy dialogue. The government agreed that reforms of road sector 
institutions were necessary since the suboptimal road and transport services were adversely impacting 
the economy. 
 
B. Time, Cost, Financing, and Implementation Arrangements 

16. The project was based on the results of several TA grants supporting plans for the development 
of the transport sector, including the development of the Third Five-Year Road Upgrading Project, and 
on policy dialogue with the government on priorities for road sector reform and capacity development.8 
The project continued the government’s road upgrading program, which began in the mid-1980s. The 
loan fact-finding mission was fielded in October 1996 and was followed by the appraisal mission in 
January 1997. During these missions, it was assumed the project would be cofinanced with ADB 
providing 24% of the project cost ($22 million), the World Bank 20% ($18 million), and the government 
56% ($50 million). However, to minimize transaction costs, the government subsequently decided that 
ADB should be the sole partner. A post-appraisal mission was fielded in June 1997 to discuss increasing 
the loan amount to $40 million. At this time, the government asked that the ADB loan cover only civil 
works and equipment; the government would cover all consulting services required for the project.  
 

 
8 ADB. 1994. Technical Assistance to Fiji for the Third Road Upgrading. Manila (TA 2251-FIJ, $600,000). 
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17. At project approval on 26 August 1997, the total project cost was $90 million, of which the ADB 
loan of $40 million from ordinary capital resources covered 44% of the cost, including civil works for 
road upgrading and rehabilitation, safety improvement civil works, and procurement of specialized 
maintenance and laboratory equipment. The government was to fund the remaining $50 million 
equivalent, including interest during construction. 
 
18. While most of the civil works were completed in a timely manner, one contract for the Kings and 
Lodoni road sections was stopped in July 2005 with only 35% of the works completed. The primary 
reasons for the poor performance of this contract were (i) wet weather conditions including flooding; 
(ii) insufficient contractor resources for work planning, site supervision and management, and shortages 
of skilled labor, plant, and equipment; and (iii) delays in relocating power poles and rights-of-way 
acquisition. The executing agency terminated the contract in March 2006 and prepared a revised 
procurement plan to complete the works. Steep increases in works components were attributed to 
steeply rising oil prices and domestic inflation; as a result, the base costs increased by almost eight times, 
from $8.6 million to $68.4 million, excluding additional consulting services.9 The cost overrun required 
additional funding and this was further complicated by the political situation caused by the 2006 coup 
which affected relations between the country and its partners. The disengagement of partners delayed 
external support and further aggravated economic conditions. Following approval of ADB’s 
reengagement strategy, supplementary financing from ADB was agreed to cover the additional costs and 
on 23 March 2009, ADB approved a supplementary loan of $36.1 million to cover cost overruns. Before 
this loan became effective, ADB declared misprocurement on two bids and the supplementary loan 
amount was revised downward to $26.8 million. Thus, the failure of the original contractor led to a 
substantial overall delay on the completion of the works for the Kings and Lodoni roads.  
 
C. Technical Assistance 

19. The loan included an attached TA project with the primary objective of supporting the 
government’s sector reform program. It had three components: (i) reorganizing the PWD, 
(ii) establishing the Land Transportation Authority, and (iii) building the capacity of stakeholders to 
implement the Second Fiji Road Safety Action Plan. The first two components were designed to 
commercialize road sector operations and improve the public administration of roads, while the third 
was designed to strengthen road safety and reduce crash risks. To support TA implementation, loan 
covenants were agreed on the establishment of the Land Transportation Authority and on the proposals 
under an earlier TA on reorganizing the PWD’s Road Division. 

D. Procurement, Construction, Consultants, and Scheduling 

20. At appraisal, the individual subprojects for road upgrading were to be implemented on the basis 
of international competitive bidding (ICB), national competitive bidding (NCB), or “force account.”10 Two 
ICB packages covered the Buca Bay road (awarded in June 1999) and the Kings and Lodoni roads (which 
were in a similar location and were therefore combined in one package, awarded in January 2001). One 
contract, for the Wailoaloa road, was awarded in October 2002 under NCB. The remaining roads covering 
the Taveuni Coast and Sawani were implemented through force account. 
 
21. The road rehabilitation packages were mostly implemented via force account (17 of 20 packages) 
with the remainder under NCB contracts. A wide variety of road safety improvements were implemented 
through annually funded programs over 2001–2004 period following the completion of the Fiji Road 
Safety Action Plan, all of which were implemented by force account. 

 
9 The original contract price was based on prevailing fuel and materials prices and labor rates in 2001. At the time of the 

reevaluation in 2008, costs were estimated to have increased by four times.  
10 “Force account” refers to government project-managed activities using hired equipment and labor and materials supplied by 

contractors.  
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22. The project procured a number of items for road maintenance, such as asphalt sprayers, asphalt 
concrete mixing plants, and bitumen distributors as well as technical and survey equipment. The 
procurement of equipment used ICB and NCB procurement methods as well as two small items that were 
directly purchased. 
 
23. Overall, procurement under the project was undertaken in a timely manner. However, the 
contract for the Kings and Lodoni roads was cancelled in March 2006 due to the failure of the contractor 
and a rebid was necessary to complete the works. These issues could have been avoided or minimized if 
the original detailed design had identified all the project implementation risks. The remaining works were 
repackaged in a revised procurement plan that split them into five packages to be implemented through 
ICB and one package by force account. Following rebidding, prices were substantially above original 
estimates. A supplementary loan for $36.1 million was approved in March 2009 to cover a portion of the 
additional costs. However, following an evaluation by the government, ADB declared misprocurement 
on two of the five packages. On one package, the government considered the second-lowest bid more 
attractive because currency movements after submission of bids reduced its price. On the second 
package, the government considered the bidder financially and technically capable of undertaking the 
works but it did not meet post-qualification thresholds. As a result, the government financed these two 
contracts from its own resources.  
 
24. As agreed at appraisal, consultants were hired for four components: (i) design and supervision 
of road upgrading, (ii) project management unit, (iii) asset management, and (iv) technical services. The 
government financed the cost of all consulting services. Although some delays in engagement were 
encountered, they did not significantly delay project implementation. The performance of the 
consultants was satisfactory. However, the extension of the project due to failure of the Kings and Lodoni 
road contractor led to a substantial extension of consulting services and increase in the number of person-
months. Overall, the cost increased by 61%, from $12.1 million to $20.8 million. 
 
25. At appraisal, the project was scheduled for completion at the end of 2003. While the bulk of the 
components were completed by end 2005, the delayed upgrading contract on the Kings and Lodoni 
roads extended project completion to end 2013. 

E. Safeguard Arrangements and Gender Action Plan 

26. The project was classified as environmental category B. It employed sound engineering practices 
and was considered to have no significant adverse effects. Road upgrading and rehabilitation had 
minimal impact as civil works were largely confined to existing roads and existing alignments. 
Environmental management plans were prepared before the construction phase and regular reviews 
indicated that the contractors generally adhered to them. With respect to the resettlement and 
indigenous peoples’ safeguards, the project classified both as category C. The assessment agrees with 
the project completion report (PCR) and with the report and recommendation of the President that the 
project had no significant adverse impacts on either resettlement or indigenous peoples. Implementation 
did not require resettlement and the local villages along the roads benefited from the improved access, 
reduction in dust and flying stones, and greater mobility as a result of more frequent transport services.  

F. Loan Covenants, Monitoring, and Reporting Arrangements 

27. Appendix 2 summarizes the status of compliance with the loan covenants. All loan covenants 
were complied with or partly complied with.11 Attaining compliance was often delayed. In the initial 

 
11  Six covenants were partly complied with: (i) In the carrying out of the Project, the Borrower shall cause competent and qualified 

consultants and contractors, acceptable to the Borrower and the Bank, to be employed to an extent and upon terms and 
conditions satisfactory to the Borrower and the Bank; (ii) The Borrower shall furnish, or cause to be furnished, to the Bank all 
such reports and information as the Bank shall reasonably request concerning (a) the Loan, and the expenditure of the proceeds 
and maintenance of the service thereof; (b) the goods and services financed out of the proceeds of the Loan; (c) the Project and 
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stages of the project, the primary delay was budget support to cover local cost components. The key 
impacts were personnel shortages in the supervision teams and project management unit as the 
government undertook to provide all costs for the required consulting services. Review missions 
frequently commented on the shortage of skilled staff in the executing agency, which impeded project 
implementation. The most important deficiency related to the adequacy of records and accounts for 
items funded from the project loan. These were reviewed by a separate ADB audit team which 
recommended a range of actions, including suspension of disbursement until a satisfactory audit of 
project accounts had been carried out and other adjustments had been made to strengthen the project 
management unit and governance processes. 
 
28. While measures were taken to address all the recommendations of the review missions and the 
audit mission and to improve supervision, the documents and records were incomplete. This remains the 
case and at the time of the independent evaluation mission, many records were not available to enable 
the evaluation team to determine whether the project’s objectives have been achieved. At appraisal, it 
was agreed that a monitoring system would be used to provide benchmark indicators, monitoring 
indicators, and post-completion evaluation but such a system is not in place. Only limited information 
was available to enable the team to evaluate project outputs and outcomes. 
 

 
each Subproject; (d) the administration, operations and financial condition of public works department (PWD); (e) financial and 
economic conditions in the territory of the Borrower and the international balance-of-payments position of the Borrower, and 
(f) any other matters relating to the purposes of the Loan; (iii) Promptly after physical completion of the Project but in any event 
not later than three (3) months thereafter or such later date as may be agreed for this purpose between the Borrower and the 
Bank, the Borrower shall prepare and furnish to the Bank a report in such form and in such detail as the Bank shall reasonably 
request on the execution and initial operation of the Project including its cost, the performance by the Borrower of its obligations 
under this LA and the accomplishment of the purposes of the Loan; (iv) The Borrower shall cause MPWIT and PWD to jointly 
undertake benefit monitoring and evaluation activities for the Project in accordance with a benefit monitoring and evaluation 
program to be agreed between PWD and the Bank; (v) The Borrower shall, by 30 June 1998, rationalize road user charges to 
improve allocation of cost recovery responsibility; and (vi) The Borrower shall provide adequate funding to meet annual 
maintenance requirements it the road sector based on the annual maintenance needs projected by the Borrowers Road 
Maintenance Management System. 



 

 

CHAPTER 3 

Performance Assessment 
 
 
 
 
29. The performance assessment follows ADB guidelines. These prescribe four core criteria:  
(i) relevance of the project to the government’s and ADB’s development strategies, and relevance of the 
design to achieve project objectives; (ii) effectiveness of project outputs and outcomes; (iii) efficiency of 
the project’s utilization of resources; and (iv) sustainability of the project outputs and outcomes. Non-
core assessments were undertaken on the project’s development impact and the performance of ADB 
and the borrower.  

A. Relevance 

30. At the time of project preparation, the primary emphasis of government’s policy was to enhance 
market competition and reduce the public sector’s involvement in those activities that could more 
efficiently be undertaken by the private sector. The government prioritized the need to increase efficiency 
in sector agencies by using commercial principles, outsourcing to private sector entities, operating public 
transport commercially, and improving regulation and enforcement activities with a view to obtaining 
better standards of performance and outcomes. 
 
31. Within the roads sector, the core government strategies were to: (i) continue funding for 
construction with greater emphasis on road maintenance, rehabilitation, and upgrading; (ii) expand the 
rural road network; (iii) promote road safety; and (iv) rationalize road transport administration. At the 
time, the focus was on improving cost recovery in the roads sector and providing adequate funding for 
road maintenance. The first ADB country assistance plan, covering 3 years, was discussed by the ADB 
Board of Directors in 1999 and was approved in 2000.12 The project was covered in the plan, which 
supported the government’s policy of implementing transport infrastructure improvements in the wider 
economic policy context of promoting private sector development, reducing regional inequalities, and 
improving the delivery of social services. The project was also in line with ADB’s Strategy for the Pacific,13 
which included improvement in infrastructure as a key factor with potential to contribute to economic 
growth. The supplementary loan was included in the country strategy and program update, 2006–2008.14 
 
32. The project was focused on supporting development of the road network and on transport sector 
reforms. Key reforms were designed to reduce public sector involvement in road construction and 
maintenance by reducing force account works and using private contractors. ADB fully supported the 
government’s reform of the transport sector through a combination of the loan program, which focused 
on infrastructure improvements, management, and operations, and use of loan covenants to support 
sector development through reorganization and legislative actions, as well as the attached TA. The TA 
was provided to support transport sector plans, strengthen institutional development, and assess 
required reforms. The project design demonstrated how ADB instruments can be combined to assist in 
the development of a sector. 

 
33.  The design and monitoring framework provided only indicative physical targets based on cost 
estimates as the actual components were to be identified during implementation of the sector project. 

 
12  ADB. 1999. Country Assistance Plan: Fiji, 2000–2002. Manila. 
13 ADB. 2004. Responding to the Priorities of the Poor: A Pacific Strategy for the Asian Development Bank 2005–2009. Manila. 
14  ADB. 2006. Country Strategy and Program Update: Fiji, 2006–2008. Manila. 
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For the road safety component, a cost allocation was provided to implement a range of safety-related 
civil works that would make up a 5-year road safety plan. The supplementary loan identified performance 
targets only for the Kings and Lodoni roads, which were to be completed with the additional funding. 
These targets included reduced travel times (with average speeds increasing from 30 km per hour to 
50 km per hour), reductions in vehicle operating costs attributable to reductions in road roughness (from 
10 millimeters per kilometer to 4 millimeters per kilometer), traffic growth (an average of 3.5% a year), 
and road safety improvements (fewer accidents). While there were weaknesses in the results framework, 
the overall plan was relevant to the requirements of the road sector and covered both physical 
improvements and important institutional reforms. The attached TA contained important components 
associated with the reform program and provided value addition. 
 
34. The project fully supported the government’s policy for the sector and was in line with ADB’s 
country strategy. It was well formulated and focused on the key needs of the sector, which required 
comprehensive reform so that better transport services could be delivered. Overall, the project is assessed 
relevant.  
 
B. Effectiveness 
 
35. The project’s physical outputs as planned were: (i) civil works for upgrading about 100 km of 
gravel roads to sealed roads, (ii) civil works for rehabilitating and strengthening about 80 km of existing 
sealed roads, (iii) civil works for road safety improvements, (iv) specialized road maintenance and 
laboratory equipment, and (v) consulting services to undertake detained engineering and construction 
supervision for road upgrading, support for the project management unit, strengthening PWD technical 
services, and support for asset management and engineering for road rehabilitation. 
 
36. The outputs from the project exceeded the planned amounts. Overall, 125.45 km of roads were 
upgraded and 120.00 km were rehabilitated.15 While there was a significant delay in the major upgrading 
works on the Kings and Lodoni roads, the works were completed to a satisfactory level of quality and 
this was evident to the mission even though many of the components had been completed over a decade 
previously. The specialized equipment was procured with some delay and was primarily used in the road 
rehabilitation program which was implemented successfully.  
 
37. A program of road safety works was completed over 2001–2004 period. However, there is no 
record available of the detailed works or locations and it is not possible to ascertain whether the 
investment in program components (37 village treatments, 30 route action plans, three accident 
blackspot locations, mass action plans for 42 schools and five pedestrian crossings, and line markings) 
resulted in effective outcomes. However, during field visits, the evaluation mission noted many road 
safety village treatments, pedestrian facilities, and road markings, which indicated the priority accorded 
to road safety. Project reports and discussions with Land Transportation Authority road safety officials 
who had a recollection of the program, suggest that the program activities had a positive result. While 
it is not possible to correlate changes in the number of fatal road accidents with the project’s investments, 
the national downward trend in fatalities, which had started in the 1990s, continued over the 10-year 
period after 2004 (the last year of road safety investment under the project) saving about 20 lives a year. 
While this achievement cannot all be attributed to the project, the national road safety program 
generated effective results and the project’s expenditures on road safety were the only ones  during the 
period. The project also reestablished the road safety framework and 5-year action plan. This has 
continued to provide the basis for a long-term road safety framework and planning.  
 

 
15 The evaluation mission was unable to separately identify the length of road rehabilitation as the official records of the individual 

road lengths and locations were not available following the change in the executing agency from PWD to Department of National 
Roads, and subsequently to the Fiji Roads Authority. In addition, given the long time interval between completion of 
rehabilitation works and the PPER, most of the roads had subsequently been subjected to a further overlay treatment. 
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38. Regarding non-physical investments, the consultancy services under the project helped the PWD 
improve the institutional capacity of project implementation and road asset management effectively 
during the course of the project. However, constant staff turnover meant that it is doubtful whether the 
intended institutional strengthening was sustained beyond the project. The primary component of the 
TA was the institutional reform that transformed the PWD into a highway agency. The envisaged 
reorganization of the Roads Division with ADB TA support was implemented but significantly more slowly 
than anticipated. Instead of a one-time change to create a road authority, the government took an 
interim step by creating the Department of National Roads in 2005, eventually creating the Fiji Roads 
Authority in 2012. Because the reform proposals were well prepared and able to withstand political 
change and resistance, the government continued to support them and to recognize the long-term 
benefits of an autonomous road authority with responsibility for delivering and maintaining road 
infrastructure. Other reforms included the establishment of the Land Transportation Authority, which 
was enacted in 1999 and successfully created in 2000. The Land Transportation Authority is the road 
sector regulator responsible for vehicle licensing and registration, vehicle inspection, public transport 
franchising, and road safety. The road safety program prepared a comprehensive 5-year action plan 
covering various aspects of road safety. Road safety continues to be a priority of the road sector and 
currently, Fiji is implementing a “Decade of Action Road Safety Plan 2010 to 2020” in support of the 
United Nations global road safety plan. Given the comprehensive and well-prepared policy reforms, 
linkage to loan covenants, and reasonably successful implementation despite political challenges and 
delay, the TA is considered effective. 
 
39. The PCR noted that the project followed environmental safeguard procedures. The sealing of 
gravel roads has significantly reduced the impact of dust on communities living next to the roads. A 
safeguard mission focusing on implementation of environmental management plans was fielded during 
implementation in November 2008 to review safeguard implementation under the  supplementary loan. 
It concluded that the project generally followed safeguard procedures and met the environmental and 
social covenants. However, skills in environmental management practices have been lost as a result of 
staff turnover and the impact of this could have been minimized by mainstreaming knowledge and 
experience in organizational procedures rather than by relying primarily on individuals. 
 
40. Overall, the project met its physical targets. In terms of road length, both the upgrading and 
rehabilitation components exceeded their original targets. With TA support, the reforms were 
satisfactorily completed. The consulting services were satisfactorily implemented, although the road asset 
management models have not been used because of the high staff turnover. The project is assessed 
effective. 

C. Efficiency 

41. The general efficiency of a project is measured by estimating its economic internal rate of return 
(EIRR). The project was a sector loan and the report and recommendation of the President contained a 
detailed framework describing the individual roads to be improved and rehabilitated under the project. 
For road improvements, it included standard economic analysis for a typical road investment comparing 
capital and maintenance costs against typical road user savings using vehicle operating costs and 
passenger time for traffic using the facility over 20 years. For rehabilitation, it required road segments to 
be identified under the road asset management component, appropriate engineering designs to be 
followed, and a minimum EIRR of 12%. The roads for improvement were approved in 1998 after they 
met the selection criteria. The roads for rehabilitation were approved in annual batches, beginning in July 
1999.    

 
42. The various institutions that have managed the road network since appraisal have not conducted 
regular traffic counts to support road management activities. Traffic counts were undertaken between 
2000 and 2004 and a special 1-week count for the Kings and Lodoni roads was undertaken in 2008 as 
part of the assessment to support a supplementary loan. However, since then, the road authority has not 
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carried out regular traffic counts and as a result, there is no information to indicate traffic trends. Traffic 
data for project roads for improvement and rehabilitation were part of the initial feasibility studies 
(footnote 6) in 1997. It does not appear that individual roads were subject to further feasibility 
assessment as part of the selection process, although a separate analysis was undertaken in 2008 as part 
of the preparations for the supplementary loan.16 As there has been no updated traffic information since 
the original feasibility studies in 1997 other than the traffic count of 2008, the PPER focused on reviewing 
the assessment that was undertaken for the PCR.   

 
43. The economic analysis undertaken by the PCR focused only on the Kings and Lodoni roads and 
used traffic data from 2008 and/or 2009 as the basis for the analysis. The cost and benefit assumptions 
mainly mirrored those used for the initial feasibility studies and the supplementary loan, but the analysis 
excluded the producer–surplus benefits from the agricultural sector as evidence showed that production 
in the hinterland of the project roads did not change markedly after the roads were improved. The 
supplementary loan treated the investment from the failed contractor (35% completion) as sunk cost and 
this had a marked impact on the EIRR. The PPER supports the economic analysis of the PCR, which 
concluded that the EIRR was 6.9% for the Kings road and for 0.6% for the Lodoni road. These low rates 
of return were primarily due to the lengthy implementation delays. 

 
44. While there is no traffic information to gauge the potential efficiency of the remaining improved 
and rehabilitated roads, it is likely that the road improvement component has low returns because of the 
relatively low traffic levels, except for the Wailoaloa road which is an urban road link within Nadi. The 
sealed roads, including those that were part of the rehabilitation component, are generally in good to 
fair condition and are likely to have met the 12% EIRR criteria estimated at the time of their inclusion in 
the project scope. The road safety component of the project was completed satisfactorily, although 
information is not available to determine its efficiency. The project is considered less than efficient. 

D. Sustainability 

45. The project had a major focus on institutional and policy reform. This was designed to enhance 
the sustainability of the sector by making road maintenance more efficient and effective. The Fiji Roads 
Authority was eventually created in 2012. The period prior to its formation was characterized by 
economic difficulty with few resources allocated for road sector operations, resulting in a maintenance 
backlog and a general deterioration in road conditions. Since 2012, budget allocations have increased 
significantly and road conditions have improved as a result. However, the maintenance backlog, 
particularly for periodic maintenance, remains.   
 
46. At appraisal, all road maintenance works were undertaken by the PWD using force account. The 
institutional reforms supported by the project have changed the way maintenance is carried out. The 
highway network of the entire country is now maintained by four private contractors, ensuring  timelier 
maintenance. The institutional changes have been accompanied by significant increases in budget 
allocations for the road sector. Since 2012, maintenance allocations have been increased by three times 
with even larger increases for capital works. Overall, the substantial increase in resources for the road 
sector has been reflected in a better road network. Nevertheless, the current road asset management 
system has room for improvement.17  

 

 
16 The evaluation mission was unable to locate feasibility documentation for subproject proposals described in Appendix 7 of the 

report and recommendation of the President. 
17 Discussions with road maintenance managers indicated that priorities for allocating resources are based on individual knowledge 

and experience rather than on a computer-based road asset management model. While this can be effective in the short term, 
it relies on staff being experienced and knowledgeable. As in the past, staff turnover remains high and the number of vacant 
technical positions is also high. Thus, experienced and knowledgeable staff may not always be available, and over time the 
number of staff with a long-term institutional memory of the network will also decline. 
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47. The roads that were upgraded and rehabilitated under the project are currently in a satisfactory 
condition although several will require resealing in the near future. The evaluation mission visited five of 
the six road sections that were upgraded through ADB support: Buca Bay Road, Kings Road, Lodoni Road, 
Sawani Road, and Wailoaloa Road. Although most of these sections had been completed over a decade 
ago, the road conditions were satisfactory and Fiji Roads Authority has maintained the roads very well. 
 
48. During appraisal, the problem of overloading was highlighted. The road authority has recognized 
the adverse impact of overloading on its road pavements and, together with the Land Transportation 
Authority, it is taking actions to enforce road laws and regulations. This has reduced the incidence of 
overloading.  
 
49. In the early 1990s, the number of road fatalities was extremely high. Remedial action has 
successfully reduced the road crash toll, which reached its lowest level in 2013. Actions under the project 
supported this downward trend over 2001–2004. However, over the past 5 years till 2018, the number 
of road accidents, fatalities, and injuries have increased again.  
 
50. The new institutional framework with an autonomous road authority will be able to focus on 
delivering better roads to support social and economic activities, with works being implemented by 
private contractors. The continuous improvement of the network will require adequate funding to be 
made available and to be allocated optimally to maximize the delivery of transport benefits to users. This 
is best achieved through the use of road asset management tools such as those developed under the 
project. The project is likely sustainable. 

 
 
 
 



 

 

CHAPTER 4 

Other Assessments 
 
 
 
 
51. This chapter assesses the non-core evaluation criteria: development impacts, the performance of 
ADB, and the performance of the borrower. As these are non-core criteria, they do not form a part of the 
overall assessment rating. 
 
A. Development Impacts 

52. The major objectives of the project were to (i) improve the efficiency of road sector services and 
increase participation of the private sector in road construction and maintenance, and (ii) improve 
management of road sector services and financial resources. The driver of change was to be the creation 
of an autonomous roads agency to carry out functions that were previously the responsibility of a 
traditional public works department. There is no doubt that the institutional changes that were 
implemented under the project will have a significant impact on sector performance and outcomes. The 
Public Works Department was not effective at delivering road infrastructure and all works were 
undertaken in-house using its own resources. Under the new arrangements, greater use is made of the 
private sector with all engineering design, supervision, and civil works construction being undertaken 
under competitively tendered contracts. This has been extended to maintenance contracts which are 
currently being conducted by works orders under a framework contract. The maintenance arrangements 
are still evolving as the Fiji Roads Authority seeks the best method for delivering maintenance effectively 
and at least cost. 
 
53. As part of the PPER, a simple beneficiary survey was conducted in November 2018. This used a 
structured questionnaire to evaluate whether project benefits had been sustained, improved, or 
decreased since completion of road upgrading. For the survey, 105 people were interviewed on site, of 
whom 60 were women and 45 were men. Interviewees reported that their travel time had been reduced 
by the road rehabilitation, with travel time to markets, health, education, and government administrative 
services approximately halved. Women and men reported roughly equal time-saving benefits as a result 
of the project (Table 1).  
 

Table 1: Time-Saving Benefits from Rural Road Rehabilitation  
(%) 

Destination 
Decrease in Travel Time 

Female Male Total 
Markets to sell products 46 49 47 
Shops to buy goods 44 47 46 
Health centers 47 47 47 
Primary school 44 56 48 
Secondary school 51 49 50 
Government administrative services 47 57 50 

 Source: Asian Development Bank (Independent Evaluation Department). 
 
54. Interviewees’ perceptions of the improvements to: (i) frequency of access, (ii) quality of transport 
services, (iii) economic and social activities, and (iii) revenue and expenditure, were recorded on an  
11-point scale ranging from –5.0 to +5. Table 2 shows that the interviewees’ satisfaction for all categories 
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was positive. The frequency of access is an indicator of direct impact, and had the highest score of the 
four categories, followed by the quality of transport services. In general, transport services for passengers 
and goods had improved, as had road maintenance. Many interviewees said that, in addition to public 
buses, other vehicles were now available, including community-owned 3-ton trucks, public licensed mini-
vans, twin-cabs, single cabs, and taxis. The remaining two categories, economic and social activities, and 
revenue and expenditure were indirect indicators of project benefits. The scores for these two categories 
were lower than for those reporting more direct impacts, possibly because more time is needed before 
people feel these indirect benefits. 
 

Table 2: Interviewees’ Perceptions of Rural Road Rehabilitation 

Questions 
Average Perception Scores 

Female Male Total 
1. Has your frequency of access to these facilities increased? 3.7 3.9 3.7 

a. Workplace 3.7 3.8 3.7 
b. Markets 3.8 3.9 3.8 
c. Health care facilities 3.7 3.9 3.8 
d. Educational institutions 3.7 3.9 3.7 
e. Warehouse 3.5 3.7 3.6 
f. Government administrative services 3.6 3.9 3.7 

2. Has the quality of transport services improved? 3.4 3.5 3.4 
a. Public transport – waiting time 3.4 3.4 3.4 
b. Public transport – travel time 3.5 3.7 3.5 
c. Public transport – fare 3.5 3.5 3.5 
d. Transport for goods – travel time 3.3 3.5 3.4 
e. Transport for goods – cost 3.1 3.5 3.3 
f. Safe travel options for women  3.7 3.6 3.6 
g. Road maintenance 3.1 3.4 3.2 

3. Have your economic and social activities improved? 3.2 3.6 3.4 
a. Employment opportunities 3.1 3.6 3.3 
b. Networks among entrepreneurs 3.3 3.8 3.4 
c. Production of agriculture and fishery goods 3.3 3.7 3.5 
d. Sales of agriculture and fishery goods 3.2 3.4 3.3 
e. Production of domestic cottage goods (e.g., weaving and bamboo) 3.1 3.5 3.2 
f. Sales of domestic cottage goods 3.2 4.3 3.7 
g. Access to social gatherings  3.3 3.6 3.4 
h. Provision of government services  3.1 3.3 3.2 

4. Have your revenue and expenditure increased? 2.5 2.4 2.4 
a. Household income 3.0 2.6 2.8 
b. Monthly consumption expenditure 2.1 2.1 2.1 

Source: Asian Development Bank (Independent Evaluation Department). 
 
55. Although more transport options were available, only about 20% of the interviewed 
beneficiaries could afford to purchase a vehicle, 14% of women and 28% of men (Table 3). The 
interviewees said their household incomes had increased with the project, but most could not yet afford 
to buy bicycles, motorbikes, or other vehicles. The share of male interviewees who could afford to 
purchase a vehicle was twice that of female interviewees, which was the main difference between the 
genders in the findings of the survey. Because of limited vehicle ownership, road users need to rely on 
transport services provided by others. Therefore, the accessibility, affordability, and safety of public 
transport or other informal transport services still need to be enhanced to support economic and social 
activities after the physical road improvement.   
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Table 3: Purchase of Transport Asset  
(%) 

 
Question 

 

Female Male Total 

Did you purchase a transport-related asset? 14 28 20 

Source: Asian Development Bank (Independent Evaluation Department). 
 
56. The major concerns related to road safety. Road improvements have increased vehicle speeds. 
Many interviewees mentioned the need to raise awareness of road rules and regulations and to include 
safety provisions when designing new road improvements such as road humps and awareness devices, 
which are usually placed at the entrance to, and throughout village locations. Construction of sidewalks 
is needed to separate pedestrians from vehicles and additional street lighting is needed to improve 
visibility at night.  
 
57. The Land Transport Act was enacted in 1999 and the Land Transportation Authority began full 
operations in July 2000. It took time for the new organizational arrangements to take effect but, despite 
initial difficulties, the new arrangements appeared to be working well by the time of the midterm review 
in July 2001. Subsequent reviews found staffing issues, with the position of chief operating officer being 
vacant for over 2 years between 2002 and 2004. Since then, the Land Transportation Authority has 
carried out its regulatory functions efficiently and effectively. Under the project, it implemented the road 
safety component under the TA and identified safety-related civil works that needed to be carried out by 
the road agency. It continues to work closely with Fiji Roads Authority to address road safety and 
overloading issues.  
 
58. A core sector issue concerns the lack of emphasis on road maintenance under the previous 
arrangements. The project stressed the need to establish an institutional framework that would enhance 
road maintenance practices, mainstream the use of private contractors, and optimize maintenance 
treatments and budgets. While many of the actions supported by the project have been implemented 
and are working well, the project’s impact would have been enhanced if the Fiji Roads Authority had 
used the road maintenance tools that were developed under the project. This would have improved the 
management of road assets and the identification of suitable maintenance treatments. It would have 
also meant that the effects of adopting different maintenance strategies and reductions in budget 
allocations could have been demonstrated to policy makers. In this respect, the evaluation notes that 
significant emphasis currently placed on routine maintenance such as pothole repairs and sealing of 
cracks, but that greater concentration on periodic maintenance requirements might be more cost-
effective as many sealed roads appear to be in need of overlay reseals. Timely reseals can reduce the 
future need for expensive reconstruction. The project introduced many positive changes but there 
remains room for further improvement.  
 
59. Investment in road upgrading and rehabilitation generally results in significant development 
impact in the wider economy as it usually leads to better road transport services that impact a wide range 
of economic and social activities. This was the case in this project.  

 
B. ADB Performance 

60. The performance of ADB was satisfactory. The underlying objective of the project was reform. 
Through policy dialogue, ADB consistently promoted institutional reform, although review missions, 
particularly since 2005, did not appear to place sufficient emphasis on the reform aspects of the project. 
ADB fully supported the government’s reform of the transport sector, which was designed to reduce 
public sector involvement in road construction and maintenance by reducing force account works and 
using private contractors. The envisaged reorganization of the PWD Roads Division was implemented, 
albeit more slowly than originally envisaged. The government created the Fiji Roads Authority in 2012. 
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The Land Transportation Authority was enacted in 1999 and the authority was successfully created in 
2000. The road safety program has prepared a comprehensive 5-year action plan. 
 
61. ADB should have placed greater emphasis on implementation of the project benefit monitoring 
component of the project, particularly during the transition from the PWD to Fiji Roads Authority. Many 
records were lost during this process. The project established an elaborate benefit monitoring system but 
did not indicate clearly how it was to be implemented or funded. This was critical since many of the 
monitoring indicators required information that is not normally collected by a road authority. With regard 
to the recording of the implementation components under force account works, the actual length of 
roads under the rehabilitation component should have been part of the project records. Because it was 
not, the PCR mission and the evaluation mission were unable to confirm which exact stretches of road 
had been rehabilitated under the project.  
 
C. Borrower and Executing Agency Performance 

62. The performance of the government and the executing agency was less than satisfactory. 
Although most physical and non-physical outputs were delivered, the government did not prudently 
manage the largest contract for the Kings and Lodoni roads upgrading. The contract was cancelled with 
only 35% of the works completed in July 2005, more than a year after the envisaged loan closing date. 
If the government had taken action earlier, the delay and cost overruns could have been reduced.  The 
remaining works were repackaged and split into five packages. Rebidding revealed that prices were 
substantially above those in the original estimates and ADB provided supplementary loan financing in 
2009 to cover these additional needs. Following the evaluation of bids by the government, ADB declared 
misprocurement on two of the five packages, and, the government financed these two contracts from 
its own resources. Overall, the poor contractor performance added more than 6 years to the 
implementation period. 
 
63. In addition, the borrower did not maintain records and accounts that would have enabled goods 
and services from the loan to be identified in accordance with the loan agreement. In this respect, the 
records relating to the rehabilitation component were incomplete. While various measures were taken to 
address the recommendations of a project procurement audit by ADB, complete information and records 
were not available to the PCR team or to the evaluation mission. The situation was complicated by the 
two-stage institutional changes: the original Roads Division of the PWD became the Department of 
National Roads in 2005, and eventually the Fiji Roads Authority in 2012. Despite these institutional 
changes, the borrower is responsible for ensuring the integral use of the funds. 
 
 
 

 
 



 

 

CHAPTER 5 

Overall Assessment, Issues, 
Lesson, and Recommendations 

 
 
 
 
64. This chapter summarizes the assessment, discusses the issues and lesson learned, and concludes 
with proposals for follow-up actions to improve road sector management.  
 
A. Overall Assessment 
 
65. The evaluation assessed the project relevant, effective, less than efficient, and likely to be 
sustainable. Overall, it concluded that the project was successful. The project components addressed 
major sector issues that were consistent with government strategies and in line with the thrust of ADB’s 
objectives as contained in its Pacific Strategy. The project was effective in that it met its physical targets, 
albeit with delays due to the poor performance of a contractor. The reform program was implemented 
more slowly than planned but the government retained its view that reform was required to enhance the 
performance of the road sector. The program was less than efficient due to the cost increase and lower 
than expected traffic growth. Despite a history of underfunded maintenance, since 2012, the government 
has substantially increased financial resources for road development and maintenance. The institutional 
changes made during the project period have created a more efficient and effective management 
framework that is potentially able to provide better value-for-money road infrastructure (Table 4). 
 

Table 4: Overall Program Rating  

Criterion Weight Rating Rating Value Weighted Rating 
Relevance  0.25 Relevant 2 0.50 
Effectiveness  0.25 Effective 2 0.50 
Efficiency  0.25 Less than efficient 1 0.25 
Sustainability  0.25 Likely sustainable 2 0.50 
 Total 1.00     1.75 

Note: Highly successful: ≥ 2.5; successful: < 2.5  and ≥1.75; less than successful: <1.75 and ≥0.75; unsuccessful: > 0.75. 
Sources: Asian Development Bank (Independent Evaluation Department); Asian Development Bank. 2015. Completion Report: Third 
Road Upgrading (Sector) Project in Fiji. Manila.  

B. Issues 

66. The road management tools developed under the project were not used. The Fiji Roads Authority 
has yet to fully implement a road asset management system based on actual road conditions. The project 
had a specific focus on managing road assets and it developed a road asset management system, 
including a routine road maintenance system, a bridge management system, and a highway development 
and management tool (HDM-4). These are not being used and road asset management has relied on 
traditional visual observation, communication, and judgment. While such practices can operate in the 
short term, the PPER considers that Fiji Roads Authority needs to prioritize the introduction of the road 
maintenance tools since these would make management of the road network much more systematic. 
The tools can identify the optimum use of resource allocations as well as demonstrate to policy makers 
the impact of insufficient road sector allocations. ADB staff said to the evaluation team that ADB should 
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consider supporting the government to improve the financing of road maintenance gradually to meet 
maintenance needs in the medium term.18 
 
67. Road safety remains an issue but the software procured under the project has not been used. 
Road safety has been a key feature of previous ADB support to the road sector. While road safety programs 
have continued to receive support from the government, there is evidence to suggest that these efforts need 
to be reenergized. 
  
68. Following a long period of decline in road accidents, they are now exhibiting a moderate upward 
trend. In the past, the road safety database used an accident recording database tool known as the Micro 
Accident Analysis Package, the software for which was procured under the project. 19 However, it appears 
from discussions that this is no longer in use. 
 
69. The amount of traffic was not monitored, and documents and data before the establishment of Fiji 
Roads Authority were not available. The roads authority has not conducted regular traffic counts and, as 
a result, there is no information to indicate traffic trends. The benefit monitoring and evaluation which 
was covered by one of loan covenants was not highlighted during project implementation. High turnover 
of staff is likely to remain a long-term concern and this has affected record keeping and retention of 
institutional memory. 

C. Lesson 

70. Policy dialogue with the government is crucial for improving capacity in the areas of road asset 
management, road safety, and traffic monitoring. 
 

(i) If the road asset management tools developed under the project were used as envisaged, 
this would improve the performance of the road sector in the long term.  

(ii) It is essential that investment in road safety is based on knowledge of road safety 
conditions, which need to be measured so remedial actions can be proposed and 
assessed. 

(iii) Traffic data and data on the performance of road assets is critical for performance 
measurement, future planning of the network, as well as for road asset management. 

D. Recommendations 

71. ADB should follow up with the Fiji Roads Authority to ensure that the road asset management 
models developed under the project are mainstreamed in its operations. The roads authority needs to 
introduce and mainstream a road maintenance management system for road maintenance to improve. 
 
72. ADB should help the government reestablish a road accident database. Given the ease with which 
data can be analyzed using the Micro Accident Analysis Package, consideration should be given to 
reintroducing it to the road crash data management system. 
 
73. ADB should help the Fiji Roads Authority to reintroduce its traffic counting program and its 
monitoring and record keeping systems, and to reduce staff turnover. In addition, retaining experienced and 
skilled staff at Fiji Roads Authority will build institutional capacity for planning, project implementation, and 
asset management. 

 
18  This would include applying innovative financing mechanisms such as results-based lending, supporting the establishment of a 

road fund, and supporting performance-based maintenance contracts. 
19 The database package was developed by the UK company TRL. 
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APPENDIX 1: DESIGN AND MONITORING FRAMEWORK 
 
 

Design Summary 
Performance 

Indicators/Targets Project Achievements Assessment 
Impact 
Economic growth 
through improved 
efficiency of transport 
sector  

Better access to markets 
and social services, 
improving socioeconomic 
welfare 

The independent evaluation mission 
held discussions with local residents 
living near three upgraded roads. 
These indicated that rural communities 
had received accessibility benefits as 
well as significant reductions in dust.  

Satisfactory. However, 
the benefit monitoring 
system developed by 
the project was not 
used to assess the 
impact of the 
investments. The 
beneficiary survey 
confirmed residents’ 
access and 
socioeconomic welfare 
had both improved. 

 Reduction of vehicle 
operating cost, travel time 
and freight rates, and 
passenger fares that carry 
opportunity value 
affecting economic 
development 

Discussions with local residents 
indicated local communities had made 
significant savings in travel time and 
their business opportunities had 
improved. Public transport services 
were more frequent.   

Satisfactory. The  
beneficiary survey 
confirmed the benefits 
of the project, and the 
evaluation mission 
confirmed that the 
road conditions were 
satisfactory. Vehicle 
operating costs has 
been reduced.   

 Road safety improvement 
and economic savings 
from avoided injury and 
damage 

National data indicate that road safety 
improved in the decade following 
project activities. However, the project 
did not develop specific data to enable 
the impact of project activities to be 
measured.  

Satisfactory. The 
number of traffic 
accidents had 
decreased, 
contributing to 
economic savings. 

 Improved effectiveness of 
road maintenance 

The project has introduced road 
maintenance framework contracts 
managed by private contractors. 

Satisfactory.  

Outcomes 
Improved economic 
returns to the road 
assets 
  

Upgrading of 
approximately 100 km 

125 km of roads were upgraded. Achieved. 

Rehabilitation of 
approximately 80 km of 
important roads 

120 km of roads were rehabilitated. Achieved. 

 Road safety improvement National data indicate that road safety 
improved in the decade following 
project activities. However, no data 
were available on the locations of road 
safety measures. 

Satisfactory. The 
number of traffic 
accidents had 
decreased. 

 Improved access to 
markets and social 
services and induced 
agricultural production 

Local residents said that access to 
markets had improved.   

Achieved. 
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Design Summary 
Performance 

Indicators/Targets Project Achievements Assessment 
Outputs 
Road Upgrading 
Road upgrading to 
sealed surface 
standard 
(approximately 
100 km) 

  
Road upgrading design 
and supervision contracts 
($5.7 million) and civil 
works ($63 million) 

 
The project upgraded 125 km of roads. 
The overall cost was almost 
$132 million. 

  
Achieved. 

Road Rehabilitation 
Road rehabilitation 
(approximately 80 
km) 

Road rehabilitation works 
($10 million) 

Total civil works cost for road 
rehabilitation was $17.41 million, but 
120 km were rehabilitated. 

Achieved.  

Road Safety 
Improvements 
Safety improvement 
civil works 

Preparation of designs 
and completion of works 
($3.5 million), including: 
(i) accident blackspot 
improvements, 
(ii) village treatments, 
(iii) traffic management 
schemes, and (iv) road 
marking and delineation 

The cost of road safety improvements 
was $3.61 million for (i) three accident 
blackspot improvements, (ii) 37 village 
treatments, (iii) two traffic 
management schemes, (iv) road line 
markings and reflective studs,  
(v) 42 school and 5 pedestrian 
crossings, and (vi) 30 route action 
plans as accident prevention measures. 

The exact locations of 
rehabilitated roads 
cannot be identified 
due to poor 
documentation. 

Procurement of 
Specialized 
Equipment 

Procurement of 
maintenance equipment 
($1.0 million) 

Maintenance equipment was procured 
a total cost of $1 million, for asphalt 
sprayers, asphalt concrete mixing 
plants, and bitumen distributors, 
among others. 

The equipment was 
used under the project 
as stated in back-to-
office reports, but 
subsequently sold 
during the reform 
process. 

Improved Asset 
Management 
Improved road asset 
management capacity 
in Public Works 
Department (PWD) 
optimizing road 
expenditure to 
minimize long-term 
transport costs 

Issue of contracts for 
specialist services  
($2.7 million) for: (i) road 
asset management 
procedures and system, 
(ii) highway engineering 
and/or transport 
economics,  
(iii) programming 
computer systems, and 
(iv) databases 

Specialist services for road asset 
management totaled $2.69 million. 

Achieved. Outputs 
were delivered.  

Improvement of PWD 
Technical Services 
Specialist services to 
strengthen delivery of 
PWD technical 
services 

Issue of contracts for 
specialist services  
($2.4 million) for: (i) road 
and bridge design for 
urban and interurban 
roadways, (ii) road 
materials engineering, 
(iii) quality assurance and 
quality control, and 
(iv) contract 
administration, and 
management and 
information systems. 

Technical services contracts amounted 
to $2.92 million for: (i) road and 
bridge design for urban and 
interurban roadways, (ii) road 
materials engineering, (iii) quality 
assurance and quality control, and  
(iv) contracts administration and 
management and information 
systems. 

Achieved. Outputs 
were delivered. 

IED = Independent Evaluation Department, km = kilometer, PWD = Public Works Department. 
Sources: Asian Development Bank (ADB). 2015.Completion Report: Third Road Upgrading (Sector) Project in Fiji. Manila; ADB 
(Independent Evaluation Department). 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Particular Covenants   
In the carrying out of the Project and operation of 
the Project facilities, the Borrower shall perform, or 
cause to be performed, all obligations set forth in 
Schedule 5 to this Loan Agreement and the 
Schedule to the Project Agreement. 

Article IV, Section 
4.01 (b) 

Complied with. 

The Borrower shall make available, promptly as 
needed, the funds, facilities, services, land and other 
resources which are required, in addition to the 
proceeds of the Loan, for the carrying out of the 
Project and for the operation and maintenance of 
the Project facilities. 

Article IV, Section 
4.02 

Complied with. 

In the carrying out of the Project, the Borrower 
shall cause competent and qualified consultants 
and contractors, acceptable to the Borrower and 
the Bank, to be employed to an extent and upon 
terms and conditions satisfactory to the Borrower 
and the Bank. 

Article IV, Section 
4.03 (a) 

Partly complied with. 
 
Poor performance resulted in the 
contract for the Kings and Lodoni 
Roads supervising contractor 
being terminated without prior 
Asian Development Bank (ADB) 
approval. It was 10 months before 
a replacement team was in place. 

The Borrower shall cause the Project to be carried 
out in accordance with plane, design standards, 
specifications, work schedules and construction 
methods acceptable to the Borrower and the Bank. 
The Borrower shall furnish, or cause to be 
furnished, to the Bank, promptly after their 
preparation, such plans, design standards, 
specifications and work schedules, and any 
material modifications subsequently made therein 
in such detail as the Bank shall reasonably request. 

Article IV, Section 
4.03 (b) 

Complied with. 

The Borrower shall ensure that the activities of its 
departments and agencies with respect to the 
carrying out of the Project and operation of the 
Project facilities are conducted and coordinated in 
accordance with sound administrative policies and 
procedures. 

Article IV, Section 
4.04 

Complied with. 

The Borrower shall make arrangements  
satisfactory to the Bank for insurance of the 
equipment and materials to be financed out of the 
proceeds of the Loan to such extent and against 
such risks and in such amounts as shall be 
consistent with sound practice. 

Article IV, Section 
4.05 (a) 

Complied with. 

Without limiting the generality of the foregoing the 
Borrower undertakes to insure or cause to be 
insured, the goods to be imported for the Project 
and to be financed out of the proceeds of the Loan 
against hazards incident to the acquisition, 
transportation and delivery thereof to the place of 
use or installation, and for such insurance any 
indemnity shall be payable in a currency freely 
usable to replace or repair such goods. 
 

Article IV, Section 
4.05 (b) 

Complied with. 
 
All goods were imported under 
cost, insurance, and freight terms 
(CIF). 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
 
The Borrower shall maintain, or cause to be 
maintained, records and accounts adequate to 
identify the goods and services financed out of the 
proceeds of the Loan to disclose the use thereof in 
the Project, to record the progress of the Project 
and of each Subproject (including the cost thereof) 
and to reflect, in accordance with consistently 
maintained sound accounting principles, the 
operations and financial condition of agencies of 
the Borrower responsible for the carrying out of 
the Project and operation of the Project facilities, 
or any part thereof. 

Article IV, Section 
4.06 (a) 

Complied with. 
 
During an ADB audit, it was 
revealed that the project 
management unit (PMU) did not 
keep all project-related documents 
in its office. Some documents 
were at the central offices, others 
with central supplies. For the force 
account procedures, it was not 
possible to follow all the steps in 
contract awards, payment, and 
certification. Subsequent reviews 
determined that the executing 
agency had satisfactorily 
addressed the shortcomings. 

The Borrower shall enable the Bank, upon the 
Bank's request, to discuss the Borrowers financial 
statements for the Project and its financial affairs 
related to the Project from time to time with the 
Borrowers auditors, and shall authorize and require 
any representative of such auditors to participate 
in any such discussions requested by the Bank 
provided that any such discussion shall be 
conducted only in the presence of an authorized 
officer of the Borrower unless the Borrower shall 
otherwise agree. 

Article IV, Section 
4.06 (c) 

Complied with. 

The Borrower shall furnish, or cause to be 
furnished, to the Bank all such reports and 
information as the Bank shall reasonably request 
concerning (i) the Loan, and the expenditure of the 
proceeds and maintenance of the service thereof; 
(ii) the goods and services financed out of the 
proceeds of the Loan; (iii) the Project and each 
Subproject; (iv) the administration, operations and 
financial condition of PWD; (v) financial and 
economic conditions in the territory of the 
Borrower and the international balance-of-
payments position of the Borrower, and (vi) any 
other matters relating to the purposes of the Loan. 

Article IV, Section 
4.07 (a) 

Partly complied with. 
 
The Borrower failed to produce 
documents relating to force 
account expenditures during an 
audit by the ADB Office of the 
Auditor General in June 2006. 
Subsequent review missions found 
that the PMU had satisfactorily 
addressed the issue. 

Without limiting the generality of the foregoing, the 
Borrower shall furnish, or cause to be furnished, to 
the Bank quarterly reports on the carrying out of 
the Project including the progress of each 
Subproject, and on the operation and 
management of the Project facilities. Such reports 
shall be submitted in such form and in such detail 
and within such a period as the Bank shall 
reasonably request and shall indicate, among other 
things, progress made and problems encountered 
during the quarter under review steps taken or 
proposed to be taken to remedy these problems, 
and proposed program of activities and expected 
progress during the following quarter.  
 

Article IV, Section 
4.07 (b) 

Complied with. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Promptly after physical completion of the Project 
but in any event not later than three (3) months 
thereafter or such later date as may be agreed for 
this purpose between the Borrower and the Bank, 
the Borrower shall prepare and furnish to the Bank 
a report in such form and in such detail as the Bank 
shall reasonably request on the execution and 
initial operation of the Project including its cost, 
the performance by the Borrower of its obligations 
under this LA and the accomplishment of the 
purposes of the Loan. 

Article IV, Section 
4.07 (c) 

Partly complied with. 
 
The executing agency’s project 
completion report was lacking 
important information. 

The Borrower shall enable the Bank's 
representatives to inspect the Project, the goods 
financed out of the proceeds of the Loan, and any 
relevant records and documents. 

Article IV, Section 
4.08 

Complied with. 

The Borrower shall ensure that the Project facilities 
are operated, maintained and repaired in 
accordance with sound administrative, financial, 
engineering, environmental, and road asset 
management and operational practices. 

Article IV, Section 
4.09 

Complied with. 

It is the mutual intention of the Borrower and the 
Bank that no other external debt owed a creditor 
other than the Bank shall have any priority over the 
Loan by way of a lien on the assets of the 
Borrower. To that end, the Borrower undertakes 
(i) that, except as the Bank may otherwise agree, if 
any lien shall be created on any assets of the 
Borrower as security for any external debt, such 
lien will ipso facto equally and ratably secure the 
payment of the principal of, and interest and other 
charges or the Loan; and (ii) that the Borrower, in 
creating or permitting the creation of any such lien 
will make express provision to that effect. 

Article IV, Section 
4.10 (a) 

Complied with. 

The provisions of paragraph (a) of this Section shall 
not apply to (i) any lien created on property, at the 
time of purchase thereof, solely as security for 
payment of the purchase price of such property; or 
(ii) any lien arising in the ordinary course of 
banking transactions and securing a debt maturing 
not more than one year after its date. 

Article IV, Section 
4.10 (b) 

Complied with. 

The term "assets of the Borrower" as used in 
paragraph (a) of this Section includes assets of any 
administrative subdivision or any agency of the 
Borrower and assets of any agency of any such 
administrative subdivision, including the Reserve 
Bank of Fiji and any other institutional performing 
the functions of a central bank for the Borrower. 

Article IV, Section 
4.10 (c) 

Complied with. 

Project Implementation Arrangements 
PWD shall be the Project Executing Agency for all 
components of the Project PWD's responsibilities 
shall include contract supervision and quality 
control for which it shall receive assistance from 
the consultants The Permanent Secretary of 
Ministry of Communications, Works and Energy 
(MCWE) shall be the individual with overall 
responsibility for implementation of the Project. 

Schedule 5, para. 1 Complied with. 
 
PWD became the Department of 
National Roads on 1 January 2005 
and remained the executing 
agency.  
 
MCWE was changed to Ministry of 
Works and Transport. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
PWD shall establish a Project Management Unit 
(PMU) promptly after the Effective Date. The PMU 
shall handle daily activities under PWD's Director of 
Roads and Airfields, including procurement, 
administration and monitoring, consultant services 
and works. 

Schedule 5, para. 2 Complied with. 
PMU fully staffed. 

The Borrower shall cause Ministry of Public Works, 
Infrastructure and. Transport (MPWIT) and PWD to 
jointly undertake benefit monitoring and evaluation 
(BME) activities for the Project in accordance with a 
BME program to be agreed between PWD and the 
Bank. 

Schedule 5, para. 3 Partly complied with. 
 
Only two BME reports on 
benchmark indicators for two 
roads were available. 

Selection of Subprojects 
Except as the Bank may otherwise agree, all 
applications in respect of the Subprojects shall be 
submitted to the Bank for approval not later than 
31 March 1999. 

Schedule 5, para. 4 Complied with. 
 
One subproject upgrading for 
the LCB contracts and force 
account works was approved after 
the deadline with ADB agreement. 

Except as the Bank may otherwise agree PWD shall 
select the Subprojects for inclusion in the Project in 
accordance with the following evaluation criteria: 

a. Road Upgrading Subprojects  
(i) The Subproject is included among the nineteen 
(19) roads identified under FRUP III, and feasibility 
studies confirm the need for, and economic 
viability of, the proposed investment;  
(ii) The economic internal rate of return (EIRR) for 
the Subproject is estimated at not less than 12 
percent;  
(iii) The Subproject will not have any significant 
adverse effect on the environment; and (iv) Issues 
relating to land acquisition, environment, 
resettlement and other social issues have been 
identified and appropriate action plans to address 
such issues, acceptable to the Bank, have been 
prepared. 

b. Road Rehabilitation Subprojects 
(i) The Subproject is included in the Borrower’s 
priority program of paved road rehabilitation to be 
identified by the consultants engaged under Part 
C.4 of the Project; 
(ii) The EIRR for the Subproject is estimated at not 
less than 12 percent; and 
(iii) The Subproject’s design is based on road specific 
surveys and an appropriate design method 
acceptable to the Bank. 

c. Road Safety Improvements Subprojects 
(i) The Subproject meets the priorities set out in the 
FRSAP; 
(ii) A satisfactory safety audit in respect of the 
Subproject has been conducted and the proposed 
work is the preferred option among other relevant 
alternatives; and 
(iii) A benchmark evaluation in respect of the 
Subproject is available as a basis for future 
monitoring of effectiveness. 

Schedule 5, para. 5 Complied with. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Environmental 
The Borrower shall ensure that the environmental 
impact of proposed Subprojects shall be examined 
using the detailed environmental checklist in the 
Bank's "Environmental Guidelines for Selected 
Infrastructure Projects (Highways and Roads)" and 
that an Initial Environmental Examination (IEE) and 
Environmental Impact Assessment (EIA) shall be 
carried out as required in accordance with the 
"Environmental Assessment Requirements and 
Environmental Review Procedures of the Asian 
Development Bank',' dated March 1993, as 
amended from time to time. Any such Subproject 
having significant adverse environmental impact 
shall be submitted to the Bank for review and 
approval prior to tendering. 

Schedule 5, para. 7 Complied with. 

Social 
If any Subproject involves the involuntary 
resettlement of displaced people the Borrower shall 
ensure that PWD complies fully with (i) the 
Borrowers existing policies and procedures for 
compulsory land acquisition as specified by statute 
and (ii) the Bank's resettlement policies. Where 
applicable, resettlement and compensation plans 
shall be prepared, including timebound action 
plans and budgets for land acquisition and copies 
thereof shall be provided to the Bank before 
commencement of the Subproject. 

Schedule 5, para. 8 Complied with. 

Other Matters 
The Borrower shall, by 31 December 1997, submit 
a draft Land Transport Act to Parliament which 
shall provide for the establishment of a Land 
Transport Authority 

Schedule 5, para 9 Complied with. 

The Borrower shall, by 31 December 1997, approve 
the reorganization of PWD's Roads Division based 
on the recommendations contained in the 
consultants' report resulting from the ADB-funded 
technical assistance project for Transport Sector 
Institutional Strengthening (TA No. 2321-FIJ). 

Schedule 5, para. 10 Complied with late. 
 
The Roads Section of PWD became 
the Department of National Roads 
on 1 January 2005, with the aim 
of establishing the Fiji Road 
Authority in 2006, in accordance 
with Cabinet Decisions on 12 
August and 18 November 2003. 
 
Fiji Roads Authority was created in 
2012 and commenced on 
1 January 2013. 

The Borrower shall, by 30 June 1998, rationalize 
road user charges to improve allocation of cost 
recovery responsibility. 
 
 
 

Schedule 5, para. 11 Partly complied with. 
 
Road user charges were 
introduced in January 2009. 
 
There is still no road fund. 

Without limiting the generality of Section 4.02 of 
this LA: The Borrower shall make adequate 
budgetary allocation for each related fiscal year to 
ensure timely and effective implementation of the 
Project. 

Schedule 5, para. 
12(a) 

Complied with. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
The Borrower shall provide adequate funding to 
meet annual maintenance requirements it the road 
sector based on the annual maintenance needs 
projected by the Borrowers Road Maintenance 
Management System. 

Schedule 5, para. 
12(b) 

Partly complied with. 
 
Gradual increase from F$14 million 
in 1996 to F$24 million in 2005. 
Needs an additional F$16 million 
to meet annual requirements. 

Without limiting the generality of Section 4.02 of 
this LA, the Borrower shall ensure that all land and 
rights-of-way required for the Project are acquired 
or otherwise made available on a timely basis. 

Schedule 5, para. 13 Complied with. 

Without limiting the generality of Section 4.07 of 
this  Loan Agreement, the Borrower shall provide 
the Bank with annual reports on road maintenance 
budgets activities and expenditures. The Borrower 
shall also advise the Bank on a regular basis of 
progress achieved in approving and implementing 
transport sector policy initiatives regulations, and 
reorganization plans for PWD. 

Schedule 5, para. 14 Complied with. 

Sources: Asian Development Bank. 2015. Completion Report: Third Road Upgrading (Sector) Project in Fiji. Manila; Asian 
Development Bank (Independent Evaluation Department). 
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