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NOTES 

 
(i) The fiscal year (FY) of the Government of the People’s Republic of China ends 

on 31 December.  
(ii) In this report, “$” refers to United States dollars. 
(iii) 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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Borrower  People’s Republic of China 
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Key Project Data  
Per ADB Loan Documents 

($ million) 
Actual 

($ million) 
Total project cost 187.2 149.0 
ADB loan 100.0 97.8 
Borrower 87.2 51.2 
 Altay City Government 17.3 7.9 
 Changji City Government 25.7 20.9 
 Hami City Government 10.1 8.2 
 Kuytun City Government 15.3 4.5 
 Turpan City Government 18.8 9.7 
ADB loan amount cancelled  2.2 
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Loan effectiveness 24 November 2009 27 November 2009 
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Final disbursement  23 June 2015 
Project completion 31 December 2014 30 June 2014 
Loan closing 31 December 2014 26 June 2015 
Months (effectiveness to completion)  56 
   

Type of Mission No. of Missions No. of Person-Days 
Loan inception 2 14 
Loan review  3 86 
Midterm review 1 55 
Project completion review 1 13 
Independent evaluation 1 6 

ADB = Asian Development Bank.  
Source: Asian Development Bank. 
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Executive Summary  
 
 
 
 

 
Background 
 
In June 2009, the Asian Development Bank (ADB) 
approved a $100 million project loan to support 
the urban development of five fast-growing cities 
in Xinjiang Province. The province is located in the 
northwest of the People’s Republic of China (PRC) 
and covers one-sixth of the country’s total area. 
In 2013, the population of the province was 22.65 
million, comprising 40% Han Chinese and 60% 
other ethnic groups, the largest of which is the 
Uygur. Despite its abundant natural resources, 
Xinjiang was one of the country’s poorest 
provinces at the time of project preparation, 
lagging behind others in terms of economic 
growth and poverty reduction. The Government 
of the PRC emphasized promoting economic 
growth and raising living standards in the 
province through its National Strategy for 
Development of the Western Region, adopted in 
2000. As a result, the economic growth led to 
rapid urbanization of the province, including a 
rise in the urban population and industrialization, 
which increased demand for urban road networks 
and solid waste management systems. At the 
time of project appraisal, many of the province’s 
urban roads were unadopted gravel roads and 

tracks that did not support efficient transport 
movement. 
 
The loan resources were allocated to improve 
urban road infrastructure and environmental 
facilities in five cities: Altay, Changji, Hami, 
Kuytun, and Turpan. Loan resources were also 
provided to support institutional development 
and capacity building to ensure effective project 
implementation and longer-term operation and 
maintenance of project facilities. 
 
Evaluation Purpose and Process 
 
The Independent Evaluation Department (IED) 
undertook this project performance evaluation 
to assess the performance of the Xinjiang  
Urban Transport and Environmental Improvement 
Project and identify lessons and 
recommendations for future ADB operations in 
the PRC. IED fielded an independent evaluation 
mission in January 2019 and held discussions with 
representatives from (i) the Xinjiang project 
management office (PMO); the Xinjiang Finance 
Department, and the Xinjiang Development 
Reform Commission; (ii) the PMOs for the five 
cities where the project was implemented; 

The Xinjiang Urban Transport and Environmental Improvement Project was designed to support 
sustainable socioeconomic growth and improved living standards in five cities of Xinjiang Province 
in the People’s Republic of China. The primary outcome was improved urban road infrastructure, 
traffic management, and environmental sanitation in the cities of Altay, Changji, Hami, Kuytun, and 
Turpan. Overall, the evaluation rates the project successful. It is considered less than relevant, 
effective, efficient, and likely to be sustainable. The preliminary assessment of impact is satisfactory 
as is the performance of the Asian Development Bank (ADB) and that of the borrower and executing 
agency.  
 
The evaluation proposes three recommendations: (i) ADB should continue to place priority on 
addressing sustainability in project investments through support for complimentary activities 
associated with transport planning, traffic management, and maintenance activities to address the 
long-term transport and land use issues; (ii) ADB should ensure that training components are properly 
developed to deliver their intended outcomes; and (iii) ADB should consider including capacity-
enhancement components in project design that support traffic-counting program at the city level to 
better monitor and record how project facilities are being utilized. 
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(iii) the local government departments of the 
cities of Changji and Turpan; and (iv) the 
Hanmalikai National Embroidery Cooperative, 
Xiahuana Clothing Manufacturing Co. Ltd., and 
the Women’s Federation.   
 
Expected Impact, Outcomes, and 
Outputs 
 
The intended impact of the project was 
sustainable socioeconomic growth and improved 
living standards in five Xinjiang cities. The 
impact indicators according to the project 
design and monitoring framework (DMF) were: 
(i) increased disposable income of urban 
households and suburban farmers and herdsmen, 
and (ii) proportion of poor population reduced. 
 
Expected outcomes were identified separately for 
each city and broadly covered five areas: 
(i) improved performance of public transport; 
(ii) reduced traffic accidents; (iii) increased road 
densities; (iv) improved solid-waste management; 
and (v) reduced environmental-related diseases. 
Performance targets, indicators, and updated 
performance data for each city are included in the 
DMF. 
  
The DMF describes the project outputs in terms of 
length of project roads and bridges in each city 
and, for the environmental component, the 
number of public toilets, garbage cans, and 
garbage-collection points constructed, and the 
amount of equipment provided to support 
infrastructure operations. In broad terms, the 
project implemented the planned number of 
roads. Although in Turpan, a variation was 
approved that adjusted the targeted new roads 
investment to accommodate a revised city 
development plan that emphasized preserving 
the old town due to tourism purposes. Variations 
to output performance targets occurred for other 
cities but were minor in scope and did not require 
approval for a major change in scope. 
 
The project broadly met its physical targets. 
Implementation of the nonphysical components 
were completed less satisfactorily, as 
procurement of the project implementation 
consultant was delayed by 21 months because it 
took significant time to discuss and finalize the 
terms of reference. Given that advance action was 
requested and approved by ADB, the delay is 

considered unacceptable and the project 
implementation consultant was fielded only after 
41 of the 47 contracts had already been approved. 
Also, the capacity building component was not 
well defined and its effectiveness was difficult to 
measure. In addition, only a small portion of the 
training resources were used, suggesting that this 
component was largely ineffective. 
 
ADB approved the loan of $100.0 million on 
29 June 2009. It was designed to cover 53.4% of 
total project costs, with the remaining 
$87.2 million provided by the project cities in 
amounts proportional to their infrastructure costs. 
Physical completion of the project was expected 
to occur on 30 June 2014, and the projected loan 
closing date was 31 December 2014. The actual 
project completion date was 31 December 2014, 
6 months after the target, but no extension was 
required. At completion, the actual project cost 
was $149.0 million, with ADB financing 
$97.8 million and the project city governments 
funding $51.2 million. 
 
The Xinjiang Uygur Autonomous Region 
Government was the executing agency which 
established a project leading group to provide 
overall guidance and support for project 
implementation. The Xinjiang PMO, working 
under the project leading group, managed overall 
project implementation, with each city 
establishing its own project leading group and 
PMO to manage and administer the project at the 
city level. 
 
Assessment of Performance 
 
Relevance. The project was in line with the 
government’s and ADB’s strategy for Xinjiang 
Province. It was underpinned by the National 
Strategy for Development of the Western Region, 
together with the thrusts embodied in the 
eleventh and twelfth five-year plans. It was also 
aligned with ADB’s urban sector strategy (1999), 
which supported infrastructure development in 
towns and cities that were centers of economic 
growth and employment, innovation, commerce, 
and social services. The project was also 
compatible with ADB’s country partnership 
strategy, 2008–2010, which was designed to 
strengthen inclusive growth, improve the 
environment, catalyze investment, and improve 
governance. 
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Although the project was consistent with 
development needs for Xinjiang, it exhibited a 
number of deficiencies. The first concerns project 
design, which was limited to physical 
construction of roads without consideration of 
elements to support sustainable transport. The 
project should have incorporated more robust 
transport planning and traffic management 
measures, while more measures to mitigate 
adverse impacts from additional traffic, such as 
increased vehicular emissions, should have been 
undertaken. Second, the results framework 
focused on outcomes that lacked a clear causal 
relationship with the investment. Overall, the 
outcome monitoring indicators could have been 
better specified to more meaningfully capture the 
direct outcome of the project. Third, the project’s 
environmental component supported only minor 
subprojects, such as construction of public toilets 
and provision of garbage cans, that had limited 
transformative development impacts. Fourth, the 
capacity development component was ill-defined 
and likely provided limited training in the 
technical aspects of urban transport and 
environmental management.  
 
Although the project concept is fully consistent 
with country and ADB objectives, limitations 
related to its design adversely affected its overall 
relevance. Overall, this evaluation considers the 
project less than relevant.  
 
Effectiveness. The project’s physical outputs in 
each of the five cities largely met the DMF targets. 
For the road component, the project completed 
the construction or upgrading of 96.6 kilometers  
of urban roads—about 91% of the original target 
of 106.64 kilometers. The adjustments and 
changes to road lengths could not have been 
predicted during appraisal.  
 
The engineering design standards were 
appropriate, and the quality of works observed on 
field visits appeared satisfactory as the works 
were in good condition. The engineering designs 
have contributed to enhancing road safety for all 
road users. Changes in city master plans and 
difficulties encountered with resettlement in 
some locations necessitated several adjustments 
to the physical inputs. Adjustments in road 
alignments attributable to resettlement issues 
were also minor in scope and could not have been 
predicted during appraisal.  

In Changji and Turpan, the road components 
were dedicated mostly to new roads serving new 
town areas. These investments are thus serving 
future development needs as the new town areas 
are still in the process of development. In Altay, 
Hami, and Kuytun, the road investments primarily 
targeted upgrades of existing alignments, and 
thus were focused on accommodating existing as 
well as future traffic volume. Many of these 
investments had a considerable impact on 
modernizing the adjacent urban areas and 
providing better quality transport services. 
 
The environment component focused on the 
physical provision of public toilets, installation of 
garbage cans, construction of garbage-collection 
stations, and procurement of road-maintenance 
and garbage-collection vehicles. At appraisal, the 
targets were to construct 40 public toilets, install 
2,212 garbage cans, and install 253 refuse 
collection points. The targets for garbage cans 
and refuse collection points were largely met, 
with 2,058 garbage cans installed (93% of the 
target) and 237 refuse collection points installed 
(94% of the target). But only 29 public toilets 
were constructed (73% of the target). In addition, 
each city procured items of equipment to assist 
with road maintenance and garbage collection, 
which were broadly in line with initial targets. 
Although important, these have had little 
transformative impact.  
 
As noted earlier, the project’s five broad outcome 
indicators, although desirable, could not be 
directly tied to the investment. Rather, their 
attainment can be attributed to multiple factors 
related to the agglomeration benefits of urban 
development. Overall, 22 outcome indicators 
were specified, of which 18 were met by project 
completion. Despite the outcome indicators being 
poorly conceived, this evaluation determined that 
the expected outcomes have likely been achieved 
for the road component from a traffic perspective 
and that the project has made an effective 
contribution to mobility in each of the project 
cities.  
 
Although the institutional components were less 
effective because of a combination of the project 
implementation consultant being appointed late, 
a weakly defined training program, and an 
absence of assistance to support development of 
complementary transport planning and traffic 
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management, the physical targets of the project 
were largely met. The independent evaluation 
mission observed that city traffic was relatively 
well managed, and that project infrastructure was 
operating effectively. Despite the poorly defined 
project outcome indicators, which was one of the 
reason for the project’s relevance rating being 
downgraded, this evaluation assesses the 
investment in project road infrastructure effective 
considering that more than 90% of the defined 
outputs and outcomes were achieved.  
 
Efficiency. The loan funds were used relatively 
efficiently, with the project components 
implemented largely as appraised and completed 
within the designated 5-year period. Economic 
reevaluation of the efficiency of the overall project 
is not possible as the PMO was able to provide 
only partial information on the latest traffic 
volume of the project roads. In this respect, no 
updated traffic information was available for the 
project roads in Altay, Changji, and Hami; while 
for Kuytun, updated traffic information was 
available for 11 of the 12 roads improved under 
the project; and for Turpan, information was 
available for 4 roads.  
 
The reevaluation was therefore limited to roads 
for which updated traffic volume information was 
available. It used the same evaluation framework 
utilized at appraisal and for the project 
completion report (PCR), which compared the 
actual construction costs of individual roads with 
the operating benefits of the improvements. 
These benefits comprised road maintenance 
savings, savings in vehicle operating costs, and 
passenger time savings.  
 
Traffic growth patterns in Kuytun and Turpan 
have differed significantly since project 
completion in 2014. In Kuytun, growth has been 
less than 5% per year—and on several roads was 
less than 3%. This contrasts with Turpan, where 
growth has surpassed 20% per year. These traffic 
growth rates contrast with previous projections of 
about 15% per year used in the appraisal and PCR 
analysis.  
 
For the roads in Altay, Changji, and Hami, where 
no updated traffic information was available, the 
economic internal rates of return (EIRRs) are 
 

 expected to remain acceptable. Analysis 
undertaken by the PCR team using 2014 traffic 
data demonstrated high economic returns for all 
project roads in these cities. Since 2014, economic 
growth in each of the cities has continued with 
increase in disposable incomes in the five project 
cities. This is reflected in high traffic demand and 
likely acceptable EIRRs for all road investments. 
 
The results of the reevaluation suggest that the 
projects remain viable and that EIRRs are robust. 
The EIRR for the 11 Kuytun roads as a whole is 
18.1%, while EIRRs for the roads in Turpan 
generally exceed 25.0%. These results reflect the 
sensitivity results of the initial economic analysis, 
which indicated that even under severe adverse 
changes in cost and benefit parameters the 
project remained viable. Overall, the project is 
efficient.  
 
Projecting traffic volume in rapidly developing 
and changing urban areas is subject to significant 
risks. This is particularly true in cases when 
applying simplistic traffic forecasting may not be 
sufficient. The main risks are not associated with 
the economic results per se, but with road 
network capacity, traffic management, and traffic 
policies required to maintain traffic flow and 
avoid congestion in the short to medium term.  
 
Sustainability. It is noted that the delayed 
appointment of the project implementation 
consultant prevented an independent check 
of the engineering designs and the initial 
construction phases of the project roads. Field 
observations during the evaluation mission noted 
that infrastructure provided under the project 
was in good to fair condition 4 years after project 
completion. Traffic data, where available, 
indicated that road facilities were well used, and 
in several cases, traffic volumes significantly 
exceeded projections. Discussions with city 
authorities suggested that adequate resources for 
routine maintenance are available and will be 
increased in the future when more costly periodic 
maintenance is required. The evaluation mission 
also observed that environmental components 
were being properly used and were in good 
condition. Overall, the project facilities appear to 
be in good condition, and the project is likely 
sustainable.  
 



Executive Summary xiii 
 

xiii 
 

Other Assessments 
 
Development impact. The evaluation recognizes 
the positive impact of the investment on the 
development of each of the five cities and rates 
the project’s development impact satisfactory. 
The project was expected to contribute to 
economic growth and improved living standards, 
with per capita incomes in the target cities 
expected to rise by about 40% in 2017 from the 
baseline year of 2006. In practice, disposable 
incomes surpassed expectations and increased by 
about 2.5 times in both urban and rural areas of 
the target cities based on actual 2017 data 
provided by the PMO. 
 
The economic growth was also expected to 
reduce the proportion of poor population by 30%. 
Poverty statistics at the city level were not 
available, but the overall poverty rural headcount 
for Xinjiang province decreased from 4.69 million 
in 2010 to 1.13 million in 2017—a reduction of 
76%. Although these poverty statistics might not 
adequately reflect the situation in provincial cities, 
where poverty levels are less than in rural areas, 
they nevertheless indicate that the province has 
achieved a marked reduction in poverty over the 
period. Therefore, it is likely that the reduction in 
poverty has exceeded the target. 
 
Although economic progress in the five cities can 
be attributed to a range of factors and has been 
driven by investment in different areas, 
investment in the road network underpinned this 
progress, contributing to widespread quality-of-
life improvements for urban residents.  
 
ADB performance. The performance of ADB is 
rated satisfactory. ADB was responsive to the 
borrower’s requests, completed procurement 
review and processing diligently, and took actions 
to ensure the smooth implementation of the 
project. Although the project did not encounter 
significant implementation issues, ADB 
involvement was oriented to loan processing 
rather than technical aspects of the project. The 
significant delay in appointing the project 
implementation consultant could have been 
partially offset by involving a road engineer in 
initial missions and in reviews of the designs. The 
overall quality of the project at entry could have 
been further improved by incorporating a more 
 

substantive environmental component, including 
more comprehensive transport planning, 
management, and policy assistance, and by 
designing a better training program.  
 
Borrower and executing agency performance.  
The performance of the borrower and executing 
agency is rated satisfactory. Ownership and 
commitment to the project was strong, and 
management of the project was generally 
efficient. The exception was the delayed 
appointment of the project implementation 
consultant. In addition, reporting on safeguard 
issues did not meet the required frequency; this 
was largely attributable to data collection issues. 
Traffic volume also does not appear to have been 
systematically monitored and collected. 
 
Issues 
 
The project lacks support for complimentary 
activities to address long-term sustainability 
issues. The project supported investment in new 
and upgraded roads but did not provide robust 
support to address longer-term sustainability 
issues. Specifically, the project did not sufficiently 
emphasize complementary activities such as 
transport planning, traffic management, and 
applying sustainable transport measures. 
Investment in roads alone does not promote 
sustainable transport and is insufficient to 
address the more complex challenges facing 
urban areas, such as the need to integrate long-
term transport and land-use issues, and traffic 
congestion.  
 
Training components for building the capacity of 
institutions were not properly assessed in the 
DMF. Training is an important pillar for building 
institutional capacity, but training components 
were not properly conceived in the DMF and have 
largely failed to contribute significantly to 
the knowledge and capacity of the targeted 
institutions. There is little evidence that a training 
needs analysis was undertaken to identify priority 
needs, and there is no evidence to suggest that 
the training provided useful outcomes. Using 
lump-sum resources without a detailed outline of 
the skills to be developed and the outcomes to be 
achieved is unlikely to fulfill the capacity-building 
needs of institutions. 
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Traffic volume does not appear to have been 
systematically monitored and collected. The IED 
project performance evaluation team had 
difficulty obtaining the latest traffic-volume-
related data in some of the project cities. This 
substantiates that cities are not systematically 
collecting and monitoring data on traffic volumes. 
Monitoring traffic-volume and related road-use 
data is important to identifying and fixing 
transport issues.  
 
Lessons  
 
It is important for urban transport projects to 
factor in adequate measures to address 
sustainability issues which can positively affect 
the project outcomes on the ground in the long 
term. Attaining sustainability is important in 
rapidly growing urban areas where rising 
population levels, increased motorization and 
economic activity combine to produce conditions 
that can adversely impact sustainability and erode 
the benefits of urbanization and quality of life. 
 
Proper formulation of training components is 
necessary to effectively build the capacity of 
institutions and meet priority needs. Providing 
resources for a program that is not well developed 
usually results in poor use of resources as 
priorities for use of resources do not often match 
additional skill requirements. There is a need for 
more attention to the implementation of 
institutional components during project 
supervision as physical components are a natural 
priority of implementing agencies.  
 
Systematic monitoring and collection of the 
traffic volume data is critical input to support the 
needs for complementary transport planning, 
traffic management, and transport policy to 
promote long-term sustainable transport. Road 
investments alone cannot ensure that urban 
sustainability objectives are achieved. 
Complementary measures are needed to offset 
the adverse impacts of rapid motorization in 
addition to infrastructure provision for urban 
transport.  
 
Recommendations 
 
ADB should continue to place priority on 
addressing sustainability in project investments 
through support for complimentary activities 

associated with transport planning and traffic 
management. To address long-term transport 
and land-use issues, transport projects should 
support comprehensive transport planning, 
traffic management, and maintenance. 
Additional measures to support sustainable 
transport and manage rising traffic demand 
include support towards parking controls and 
policies, public transport, nonmotorized trips, 
integrated transportation and/or land-use 
planning to manage travel demand and mitigate 
the environmental impacts of motorization. Cities 
also need to consider measures to manage the 
long-term sustainability issues associated with 
rising demand for mobility as well as protect the 
quality of life and health of its citizens by 
addressing mobile (and stationary) sources of air 
pollution. Efforts to mitigate vehicle emissions are 
also important to enhancing sustainability.   
 
ADB should ensure that training components are 
properly developed to deliver their intended 
outcomes. This requires a comprehensive skill 
needs analysis and a training program that will 
result in tangible knowledge and capacity 
improvements. The program should include a 
feedback mechanism so that outcomes of the 
training can be assessed. In addition to training 
devoted to ADB procurement processes and 
safeguard policies, the program should provide 
training for city administrations in municipal 
management, transport planning, traffic 
management, and sanitation to support long-
term urban development.  
 
ADB should consider including capacity-
enhancement components in project design that 
support traffic-counting programs at the city level. 
Without continuous monitoring of traffic volumes 
along project roadways, it will be difficult to 
identify and mitigate problems associated with 
traffic growth, such as rising vehicular accidents 
and congestion-related pollution. Implementing 
traffic-counting programs at the city level will 
help better monitor and record how project 
facilities are being utilized.



 

 

CHAPTER 1 

Introduction 
 
 
 
A. Evaluation Purpose and Process 
 
1. This project performance evaluation report (PPER) assesses the performance of the Xinjiang 
Urban Transport and Environmental Improvement Project and identifies lessons for future projects.1 The 
project targeted improvement and expansion of urban transport and sanitation infrastructure and the 
environment in five fast-growing cities of Xinjiang Province in the People’s Republic of China (PRC). This 
evaluation is based on a review of Asian Development Bank (ADB) documents on the project, including 
the country strategy for the PRC;2 discussions with ADB staff at headquarters and at the PRC Resident 
Mission; and an evaluation mission carried out by the Independent Evaluation Department (IED) in 
January 2019.  
 
2. During its evaluation mission, IED held discussions with representatives from (i) the Xinjiang 
project management office (PMO), the Xinjiang Finance Department, and the Xinjiang Development 
Reform Commission; (ii) the PMOs of the five target cities (Altay, Changji, Hami, Kuytun, and Turpan); 
(iii) the local governmental departments of Changji and Turpan; and (iv) the Hanmalikai National 
Embroidery Cooperative, the Xiahuana Clothing Manufacturing Co., Ltd, and the Women’s Federation. 
However, there had been personnel changes at the government agencies since project inception so not 
all the representatives who were engaged in the discussion were involved from the inception of the 
project.  
 
3. The project was evaluated about 4 years after completion. This PPER follows IED guidelines and 
assesses the project according to its relevance, effectiveness, efficiency, and sustainability.3 Non-core 
evaluation criteria include the project’s development impact, performance of ADB, and performance of 
the borrower and executing agency. The findings and lessons identified will be useful to design similar 
projects in the PRC and other countries. IED finalized this report after considering the views of concerned 
ADB staff, the Xinjiang provincial government, the municipal governments of the five cities, and an 
independent external peer reviewer. 
 
4. The evaluation builds on the initial findings and recommendations of ADB’s self-assessment 
reflected in the project completion report (PCR), and on IED’s validation of the PCR.4 The PCR rated the 
project highly successful, based on its achieved outputs and outcomes. IED’s validation of the PCR rated 
the project successful in view of lower ratings for relevance and effectiveness. 

B. Expected Impact, Outcomes, and Outputs 

5. The expected project impact was sustainable socioeconomic growth and improved living 
standards in five Xinjiang cities. This impact was to be assessed by measuring the disposable incomes of 
households in urban and suburban areas of the five cities, and through statistics related to the proportion 

 
1 Asian Development Bank (ADB). 2009. Report and Recommendation of the President to the Board of Directors: Proposed Loan 

to the People’s Republic of China for the Xinjiang Urban Transport and Environmental Improvement Project. Manila. 
2  ADB. 2008. Country Partnership Strategy: People’s Republic of China, 2008–2010. Manila. 
3 ADB. 2016. Guidelines for the Evaluation of Public Sector Operations. Manila.  
4 ADB. 2016. Completion Report: Xinjiang Urban Transport and Environmental Improvement Project in the People’s Republic of 

China. Manila. 



2 PRC: Xinjiang Urban Transport and Environmental Improvement Project 
 

 

of poor population. The project outcomes were identified separately for each city and targeted 
improvements in urban road infrastructure, traffic management, and environmental sanitation, covering 
five broad areas: (i) improved performance of public transport, (ii) reduced traffic accidents, 
(iii) increased road densities, (iv) improved solid-waste management, and (v) reduced environmental-
related diseases. The design and monitoring framework (DMF) outlines full output indicators and 
updated performance data for each city (Appendix 1). 
 
6. The DMF also describes physical project outputs in terms of length of project roads and bridges 
in each city and, for the environmental component, the number of public toilets, garbage cans, garbage-
collection points, and equipment provided to support infrastructure operations.  
 
7. In addition, institutional management capacity improvements for the Xinjiang PMO and the five 
project city PMOs and implementing agencies were included as an output, with the following areas 
targeted: (i) project facilities management; (ii) traffic management; (iii) traffic planning; (iv) city planning; 
(v) financial management; (vi) landscaping management; and (vii) capacity of road maintenance.



 

 

CHAPTER 2 

Design and Implementation 
 
 
 
 
A. Rationale 

8. Xinjiang Province is located in the northwest of the PRC and covers one-sixth of the country’s 
total area. In 2013, the population was 22.65 million, comprising 40% Han Chinese and 60% other ethnic 
groups, the largest of which is the Uygur. The province has lagged behind others in terms of both 
economic growth and poverty reduction and, despite an abundance of natural resources, remained one 
of the country’s poorest provinces at the time of project preparation. The Government of the PRC 
emphasized developing the province through its National Strategy for Development of the Western 
Region, adopted in 2000 to promote economic growth and raise living standards. The strategy led to 
increased urbanization of the province, including a rapid increase in the urban population, rapid 
industrialization, and economic development, placing increased strain on urban road networks and solid 
waste management systems. At the time of project appraisal, many urban roads in the province were 
unadopted gravel roads and tracks that did not support efficient transport movement.  
 
9. The loan resources targeted improvements in urban road infrastructure and environmental 
facilities in the five target cities. Resources were also provided for institutional development and capacity 
building to support effective project implementation and longer-term operation and maintenance of 
project facilities.  
 
B. Time, Cost, Financing, and Implementation Arrangements 

10. ADB provided a loan of $100 million to improve urban road infrastructure, traffic management 
and safety, and environmental sanitation in the five target cities. The project was approved on  
29 June 2009, while the loan was approved on 26 August 2009 and became effective on  
27 November 2009. ADB closed the loan account on 26 June 2015, almost 6 months after the target 
closing date although there were no extensions. The loan account was kept open beyond the original 
loan closing date of 31 December 2014 to complete imprest account liquidation. 

 
11. The estimated project cost was $187.2 million, of which $100.0 million (53.4%) was proposed 
for ADB financing and $87.2 million (46.6%) was counterpart funding from the five cities. At project 
completion, the actual cost was $149.0 million. ADB financed $97.8 million, comprising 65.7% of the 
total project cost, and counterpart funding was $51.2 million from the five cities. The reduction in the 
project cost by $38.2 million was a result of savings from reduced cost ($8.8 million), unused 
contingencies ($21.7 million), and reduced financial charges during implementation ($7.7 million). 
 
12. The Xinjiang Uygur Autonomous Region Government was the executing agency for the project. 
A project leading group was established to provide overall guidance and support for the project and to 
liaise with ADB, the Ministry of Finance, and the National Development and Reform Commission. The 
Xinjiang regional PMO was established under the project leading group; it included officials from the 
Xinjiang Construction Bureau, Xinjiang Finance Bureau, and Xinjiang Development and Reform 
Commission. The regional PMO performed project-related tasks and was responsible for project 
coordination. In addition, the municipal governments of each project city established their own project 
leading groups and PMOs that were responsible for city-level project implementation, liaison, financing, 
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and overseeing the work of the implementing agencies. In each project city, the municipal construction 
bureau was the implementing agency responsible for project component construction and operation and 
maintenance of the project facilities. For the five city governments, the implementing agencies, 
specifically responsible were: (i) Altay City Government through its Construction Bureau for the Altay 
Subproject, (ii) Changji City Government through its Construction Bureau for the Changji Subproject, 
(iii) Hami City Government through its Construction Bureau for the Hami Subproject, (iv) Kuytun City 
Government through its Construction Bureau for the Kuytun Subproject, and (v) Turpan City Government 
through its Construction Bureau for the Turpan Subproject. 

C. Procurement, Construction, Consultants, and Scheduling 

13. The regional PMO coordinated the work of the local PMOs and implementing agencies and 
prepared reports for ADB. Design institutes carried out detailed engineering design, in line with the PRC 
urban road standards, for the implementing agencies. A procurement agent recruited using domestic 
funding undertook preparation of bid documents, tendering, and bid evaluation. Local contractors 
implemented civil works, supervised by staff from the design institutes. Consultants assisted 
implementing agencies with meeting project objectives by providing project management services and 
training on procurement, financial management, audits, contract management, traffic management, and 
social safeguards policy compliance.  
 
14. At appraisal, it was assessed that 374 person-days of international consulting services and 
770 person-days of national consulting services were needed to support the PMOs and implementing 
agencies in project management, implementation, and institutional capacity building. Three contracts 
were awarded for consulting and capacity development. However, the project implementation consultant 
contract was signed about 21 months late because it took significant time to discuss and finalize the 
final terms of reference. When signed, it comprised 198 person-days for an international consultant and 
1,122 person-days for national consultants. By the time it was signed, consultants were fielded after 
approval of 41 of the 47 civil works and goods contracts. The capacity building component was not well 
defined and its effectiveness difficult to measure. In addition, only a small portion of the training 
resources were used, suggesting that this component was largely ineffective. 

D. Safeguard Arrangements and Gender Action Plan 

15. The project was classified category A for environment, indigenous peoples, and land acquisition 
and resettlement. Environmental impact assessments, environmental monitoring plans, and required 
mitigation implementation measures were prepared. Four resettlement plans were prepared during 
project preparation and three updated plans during implementation. Land acquisition and resettlement 
was conducted in accordance with all applicable laws and regulations of the PRC and with ADB’s 
Involuntary Resettlement Policy. Xinjiang is predominantly an ethnic minority region, and Hohai 
University was engaged to prepare ethnic minority development plans and environmental monitoring 
and evaluation plans for each project city. The project provided ethnic minorities the opportunity to fully 
participate in all stages of the project cycle and mitigated adverse impacts on them.  

 
16. In 2012, ADB provided a grant of $150,000 from the Gender and Development Cooperation Fund 
to improve and strengthen women ethnic minority’s economic development under the Turpan Women’s 
Ethnic Minority Cultural Tourism Development subproject. The grant supported capacity building of 
ethnic minority women through skills development, assisted small enterprise development, and provided 
ethnic minority women with small business start-up grants for establishing handicraft shops, beauty 
salons, tailor shops, and homestay businesses. The grant enabled them to benefit from the project-related 
infrastructure improvements, which facilitated development of the city and attracted additional tourists 
and trade. 
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17. This project contributed to increasing employment opportunities for minority women, especially 
in Turpan, which has the highest percentage of ethnic minorities (78%) among the five target cities. 
Moreover, Turpan city officials have noted that this improvement is sustainable and will yield continuous 
benefits—as evidence, the handicraft group in Turpan, which was actually established post-project, 
exports some products to neighboring countries, contributing to higher incomes for locals. During the 
PPER mission’s visits to the Hanmalikai National Embroidery Cooperative, Xiahuana Clothing 
Manufacturing Co., Ltd, and the Women’s Federation, representatives indicated that the Xinjiang Urban 
Transport and Environmental Improvement Project contributed to increasing employment opportunities 
for minority women. The project helped improve accessibility and convenience for locals as well as 
tourists, and enabled locals to sell more products and earn more money. 

E. Design Changes 

18. In broad terms, the project implemented the planned number of roads, although in Turpan a 
variation was approved that adjusted the new roads investment to accommodate a revised city 
development plan that emphasized preserving the old town for tourism purposes. Variations to the 
output performance targets occurred for other cities but they were minor in scope and did not require 
approval for a major change in scope. Details of the actual outputs at project completion are summarized 
in the DMF (Appendix 1). 
 
19. The project broadly met its physical targets. However, the project experienced problems in 
meeting its nonphysical components because of the 21-month delay in procuring the project 
implementation consulting services. Given that advance action was requested and approved by ADB, the 
delay is considered unacceptable in that consultants were fielded after 41 of the 47 civil works and goods 
contracts had been approved (para. 14). 

F. Loan Covenants, Monitoring, and Reporting Arrangements 

20. The PCR reported that loan covenants were generally complied with. No conditions or covenants 
were modified, suspended, or waived. However, minor cases of noncompliance occurred, such as the 
semiannual external monitoring report on land acquisition and resettlement, as required under the loan 
agreement. A delay in submitting the monitoring and evaluation reports was noted during the project 
review mission in July 2013. The government’s PCR was also late. ADB provided training to the PMO, 
implementing agencies, and project management consultants to address noncompliance issues. The loan 
covenants compliance summary is in Appendix 2. 
 



 

 

CHAPTER 3 

Performance Assessment 
 
 
 
 
21. The evaluation criteria focused on the project’s performance and development results and not 
on the performance of the executing agency and ADB. IED’s guidelines identify four core criteria:  
(i) relevance of the project to the government and ADB development strategies and relevance of the 
design to achieve project objectives, (ii) effectiveness of project outputs and outcome, (iii) efficiency of 
the project’s utilization of resources, and (iv) sustainability of the project outputs and outcome 
(footnote 3). Non-core assessments were undertaken on the project’s development impact and the 
performance of ADB and the borrower.   

A. Relevance 

22. The project was in line with both the government’s and ADB’s strategies for Xinjiang Province. 
The government’s approach was underpinned by its National Strategy for Development of the Western 
Region, together with the development thrusts of the Eleventh Five-Year Plan, 2006–2010 and the 
subsequent Twelfth Five-Year Plan, 2011–2015. The project was also aligned with ADB’s urban sector 
strategy (1999), which supported infrastructure development in towns and cities that were centers of 
economic growth and employment, innovation, commerce, and social services. The project was also 
compatible with ADB’s country partnership strategy for the PRC, 2008–2010, which was designed to 
strengthen inclusive growth, improve the environment, catalyze investment, and improve governance 
(footnote 2).   
 
23. Although the project was consistent with planned development needs, its formulation exhibited 
several deficiencies. The first concerns project design, which was limited to physical construction of roads, 
with less emphasis on supporting elements to address sustainable transport issues. The project purported 
to improve urban road infrastructure, traffic management, and environmental sanitation; however, the 
bulk of investment supported road development—with traffic signal control systems and traffic and 
pedestrian being monitored in some locations. The project placed less emphasis on complementary 
activities such as transport planning and traffic management. Roads alone cannot address complex urban 
transport challenges. Capacity building needs to be a key component of comprehensive transport 
planning to properly link transport with land use over the long term. Traffic management support need 
to be designed to include components that will effectively manage the anticipated traffic patterns when 
roadways are operating at full capacity. A rapid rise in private vehicle ownership, coupled with rising 
urbanization and per capita incomes, will have a substantial impact on the demand for mobility in cities; 
this needs to be addressed if quality-of-life improvements are to be continued. Robust traffic monitoring 
and safety measures will be required to minimize the number of vehicular accidents as traffic volumes 
increase. Measures to minimize the impact of rising demand for mobility should include improved 
transport planning practices, traffic demand management and land use to reduce travel demand, 
improve public transport systems, and apply measures to mitigate adverse impacts such as increased 
vehicle emissions. 
 
24. A second deficiency of project formulation was that the results framework focused on outcomes 
which lacked a clear causal relationship with the investment. The outcome indicators—four or five for 
each city, covering five broad areas (para. 5)—could have been better articulated to capture direct project 
outcomes. Appendix 3 provides comments on the project’s selected outcome indicators. Reduced traffic 
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crashes per 10,000 vehicles per year was a specified indicator for each city, yet the project lacked a 
specific safety component to reduce road crashes, so any change in the ratio over time cannot be directly 
attributed to the project investment. This indicator is affected by the total number of vehicles and the 
continued sharp increase in vehicle ownership naturally reduces accident rates since the number of 
accidents will not likely increase proportionally with the increase in vehicle ownership. It would have been 
preferable to also measure the actual number of road crashes and the resulting number of fatalities, 
injuries, and damage-only incidents. Based on such statistics, the gross number of fatalities and fatality 
rate per vehicle kilometer traveled—which are better indicators of traffic safety conditions—could be 
inferred. Other transport-related indicators varied by city. Improvements in public transport were 
measured in terms of running time and delays. It would have been more relevant to measure these in 
terms of bus kilometer and passenger kilometer—whether these are increasing over time, and whether 
greater patronage levels are being achieved. The investments in roads under the project are likely to have 
increased private vehicular use rather than increasing the use of public transport. For road investments, 
the outcomes are directly related to reductions in vehicle operating costs and passenger time savings, 
together with savings in accidents and changes in environmental conditions such as vehicle-related air 
pollution. Such outcomes are directly related to the investment and are relatively straightforward to 
assess from application of a transport model. 
 
25. A third deficiency of project formulation was that the environmental component of the project 
supported only minor subprojects, such as construction of public toilets and provision of garbage cans, 
that had limited transformative development impacts. With respect to municipal waste, the relatively 
small investment in garbage cans, collection points, and garbage trucks contributed marginally to 
improved citywide collection targets. Assessment of the direct outcome of the environmental 
components could have also been improved by measuring patronage of public toilets as opposed to 
measuring the number of units constructed. Incidence of environmental related disease was another 
indicator applied to each of the five cities. Although such diseases have declined significantly since project 
appraisal, this likely has little to do with the small number of public toilets and garbage cans provided 
under the project. Rather, it likely has more to do with improved medical care, improved medical facilities, 
and improved water supply and sanitation systems in the five cities.  
 
26. The fourth deficiency of project formulation was that the capacity development component was 
ill-defined and likely provided limited training in the technical aspects of urban transport and 
environmental management. Training is an important pillar for building the capacity of institutions, but 
it was not properly assessed in the DMF. Resources were provided for training, but the overall program 
was poorly defined. As a result, project-supported training initiatives does not appear to have contributed 
significantly to building the knowledge and capacity of the targeted institutions with only a small 
proportion of the available resources being disbursed. Analysis of training activities indicates that a high 
proportion of the training was devoted to ADB procurement processes and safeguard policies rather than 
to technical aspects of municipal management, transport planning, traffic management, or sanitation 
practices—skills that are key to supporting the long-term development of city administrations. The 
delayed appointment of the project implementation consultant with responsibility for developing the 
training program was part of the reason why less emphasis was given to technical training. 

 
27. In conclusion, while the project aligned well with both government and ADB strategies, it had 
several design shortcomings that limited its relevance. The design was characterized by a lack of 
transformative or innovative outcome indicators, weak monitoring indicators, and an ill-defined training 
component. Consequently, this evaluation rates the project less than relevant, compared with the PCR 
rating of highly relevant.  
 
B. Effectiveness 
 
28. The project’s physical outputs in each of the five cities largely met the specified targets. For the 
road component, the project completed the construction or upgrading of 96.60 kilometers (km) of roads, 
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including installation of traffic control systems, traffic and pedestrian monitoring in some locations, 
pedestrian crossings, and bus stops. The roads included, in many locations, separate bicycle lanes and 
pedestrian footpaths segregated from the roadway. The design standards were appropriate, and the 
quality of works observed on field visits appeared satisfactory as the roads were in good condition. The 
96.60 km of roads completed was about 91% of the target of 106.64 km at appraisal. The reasons for 
the adjustments and changes to road lengths could not have been predicted during appraisal.  
 
29. There were a number of adjustments to physical inputs brought about by changes in city master 
plans and difficulties encountered with resettlement in some locations. The biggest change occurred in 
Turpan, where a new city development plan emphasized preservation of the old town for tourism 
purposes. This led the city to request a change in scope to use the loan resources to support a new 
development area focusing on clean energy while the investment had originally focused on the town 
center. ADB approved the change in scope as a minor change. The adjustments in road alignments 
attributable to resettlement issues were also minor in scope and could not have been predicted during 
appraisal. Another minor change was the cancellation of the North Bayi road and associated structures 
in Hami; this was also due to the city’s master plan being revised.  
 
30. In the expanding cities of Changji and Turpan, the road components were dedicated mostly to 
new roads serving new development zones. The investments were, thus, oriented toward meeting future 
development needs, as the zones are still in the process of development. In this sense, the project roads 
provided the backbone for ongoing urban development. In Altay, Hami, and Kuytun, road investments 
were primarily designed to upgrade existing alignments; thus, they focused on accommodating existing 
as well as future traffic volumes. The investments have transformed many gravel alignments into modern 
urban roads and had a considerable impact on modernizing the adjacent urban areas and providing 
better quality transport services. The addition of sidewalks, pedestrian crossings, and bicycle lanes have 
supported pedestrian and nonmotorized transport, while newly installed traffic signals and lighting 
improved safety for all road users. These improvements have also benefitted adjacent properties and land 
uses which generally improved the quality of life across the five targeted urban areas.  
 
31. The environment component of the project focused on the physical provision of public toilets, 
garbage cans, garbage-collection stations, as well as procurement of road-maintenance and garbage 
vehicles. At appraisal, it was envisaged that the project would provide 40 public toilets, install 
2,212 garbage cans, and construct 253 refuse collection points. The targets were largely met for garbage 
cans, with 2,058 installed (93% of the target), and for refuse collection points, with 237 constructed 
(94% of the target). However, only 29 public toilets were installed (73% of the target). In addition, each 
city procured items of equipment to assist with road maintenance and garbage collection. These were 
broadly in line with the appraisal targets. Although important, these have had little transformative 
impact.  
 
32. The project design articulated outcome indicators that did not have a direct connection with the 
investment. Rather, their attainment has more to do with multiple factors related to the benefits of urban 
development of which the project investment is just one factor. The outcome indicators covered five 
broad areas (para. 5), with four or five indicators specified for each city. Of the 22 total outcome 
indicators, 18 had been met by project completion. Four indicators were not met: in Altay and Changji, 
traffic accident rates increased rather than decreased, while in Changji and Kuytun, the public transport 
targets were not met because of route restructuring. Despite the poor quality of outcome indicators, this 
evaluation finds that the road components have likely achieved their expected outcomes from a traffic 
perspective and are contributing positively to improving mobility in all five cities.  
 
33. Although the physical targets of the project were largely met, the institutional components were 
less effective because of a combination of factors, including the delay in appointing the project 
implementation consultant, the weak defined training program, and an absence of assistance to support 
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transport planning and traffic management. Overall, the evaluation rates the project effective—a step 
down from the highly effective rating from the PCR.  

C. Efficiency 

34. The loan funds were used relatively efficiently, with the project components implemented largely 
as appraised over the envisaged 5-year period. Operation of several project components commenced 
ahead of the original time schedule. Overall, $2.20 million equivalent, or 2.2% of the loan amount, was 
cancelled. This was largely attributable to minor land acquisition and resettlement issues that could not 
be resolved before the loan closing date.  
 
35. Reevaluation of the efficiency of the overall project is not possible, as the PMO made only partial 
information on traffic volume of the project roadways available, largely because implementation teams 
were disbanded after project completion and city authorities do not collect traffic data on a regular basis. 
As a result, limited traffic data was available for the project roads in Altay, Changji, and Hami. For Kuytun, 
the PMO provided updated traffic information for 11 of the 12 roads improved under the project; while 
for Turpan, information was available for four project roads. For Kuytun and Turpan, the provided 2018 
annual average daily traffic figures did not have breakdown by vehicle type. The reevaluation therefore 
focused on the project roads with updated information which was constrained by the limited scope of 
the data sets. 
 
36. The economic analysis was based on the same framework that formed the basis of the project at 
appraisal, which was repeated using updated information for the PCR. The analysis compared the actual 
costs of construction for individual roads with the operating benefits generated from the improvements. 
The operating benefits consisted primarily of road maintenance cost savings, savings in vehicle operating 
costs, and passenger time savings. The original analysis also incorporated accident savings, but since 
these are difficult to quantify and amount to a small portion of overall benefits, they have not been 
included in the updated analysis. The economic benefit model used at each stage of the analysis was the 
same, and thus provides a consistent methodological approach between the evaluations.  
 
37. The traffic data provided by Kuytun and Turpan cities indicate significant differences in traffic 
growth patterns between the two locations. In 2014, at the time of the PCR, traffic counts were 
undertaken on all project roads. It was also the initial year of operation and thus provides a good base 
year for the evaluation. In Turpan, traffic grew at an average rate of 20% per year from 2014 to 2018; 
while in Kuytun, traffic grew at less than 5% per year, with some roads exhibiting growth of less than 
3% per year. At the time of appraisal and the PCR, traffic growth was anticipated to grow at a fast pace 
based on the high growth rates in local economies, high increases in per capita incomes, and 
motorization. Traffic growth was projected to grow at above 15% per year over the initial period to 2020, 
declining to about 5% over the following decade and zero growth beyond 2030. 
 
38. The reevaluation for Kuytun roads focused on reestimating the impact on the Kuytun package of 
11 roads as a whole. This largely involved basing traffic growth on those rates actually achieved over 
2014–2018 and downwardly adjusting traffic growth over the remainder of the evaluation period to 
reflect more moderate growth. In practice, this “more likely” scenario reduced traffic growth over  
2019–2030 to 5% per year with zero growth thereafter. The overall impact of this adjustment has reduced 
traffic benefits by more than 50% in Kuytun for most of the evaluation period. However, despite this 
significant adjustment, the economic internal rate of return (EIRR) for the Kuytun roads package remains 
robust at 18.1%. The updated economic analysis of Kuytun City roads is reflected in Appendix 4. 

 
39. In marked contrast to Kuytun, Turpan has witnessed robust traffic growth since project 
completion in 2014. Updated daily traffic volumes for four project roads in Turpan were provided to the 
PPER mission and are indicated in Table 1. 
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Table 1: Traffic Growth and Economic Internal Rate of Return on Turpan Roads 

Road 
2014 
AADT 

2018 
AADT 

Annual 
Growth (%) 

EIRR 
PCR PPER 

Donghuan 10,902 23,404 21.0 29.5 48.8 
Huoyuan Mountain  11,016 23,432 20.8 24.8 33.5 
New Guangming 4,499 9,373 20.1 17.0 16.8 
Silk 6,748 14,059 20.1 20.1 25.9 

AADT = average annual daily traffic, EIRR = economic internal rate of return, PCR = project completion report,  
PPER = project performance evaluation report.  
Source: Asian Development Bank (Independent Evaluation Department). 

 
40. The data indicates that over the 4-year period to 2018, annual average daily traffic on each of 
the roads increased by at least 20% annually, effectively doubling the traffic volumes over the period. 
The actual increase in traffic exceeded the growth predicted at both the time of project appraisal and the 
time of the PCR where the PCR estimated about 15% annual growth during the 4-year period. The higher 
than expected traffic growth during the initial years has increased the EIRR for the three roads where 
traffic volumes significantly exceeded projections. For the one road where the EIRR has remained stable 
(New Guangming), traffic grew at a rate similar to the original projection. 

 
41. Overall, the project is rated efficient. The original economic analysis indicated that the EIRRs were 
relatively robust in terms of adverse changes in costs and benefits. As demonstrated in the Kuytun roads 
component, a significant reduction of 50% in traffic growth does not result in unacceptable rates of 
return. For the roads in Altay, Changji, and Hami, where no updated traffic information was available, 
the EIRRs are expected to remain acceptable as described in the PCR. Analysis undertaken by the PCR 
using 2014 traffic data demonstrated high economic returns for all roads in these cities. Since 2014, 
economic growth in each of the cities has continued and this is reflected in high traffic demand and likely 
acceptable EIRRs for all road investments.  
 
42. Projecting traffic in rapidly developing and changing urban areas is subject to significant risks, 
particularly for cities that lack adequate traffic models and where linkages between land use and trip 
making by a population with rapidly growing per capita incomes is evident. More comprehensive traffic 
analysis will help ensure that traffic growth does not result in an unsustainable transport position in the 
short to medium term. 

D. Sustainability 

43. Project documentation indicates that project road infrastructure was designed and constructed 
using national standards for urban roads. A major gap in overall project oversight and in the monitoring 
framework was the delayed recruitment and mobilization of the project implementation consultant, 
whose role in part was to check road engineering designs. Mobilization of this consultant occurred only 
after 40% of the consultant’s originally planned contract period had elapsed and after 43% of the allotted 
project implementation time had elapsed. This was largely attributable to the executing agency taking 
time to discuss and finalize the terms of reference. This delay was unacceptable—especially given that 
the executing agency had earlier requested that ADB approve advanced action for recruitment of 
consultants. The fielding of the consultant occurred only after 41 of the 47 contracts had already been 
awarded. As a result, oversight during the initial stages of project implementation—normally the most 
critical period—was absent. Despite the absence of independent monitoring, the completed roads 
observed by the evaluation team appear to have been well constructed and were in good condition 4 
years after project completion.  

 
44. Construction of the environment components was relatively minor, comprising only public toilets 
and installation of garbage cans. The toilets and garbage cans observed by the PPER were small-scale but 
were clean, well-maintained, and in good working condition. Based on the site visits, it is concluded that 
the environmental structures provided under the project are in satisfactory order.  
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45. Field observations demonstrated that infrastructure provided under the project is well used and 
in good to fair condition. Traffic data and information provided by city authorities indicate that many of 
the roads are heavily utilized and have volumes that are significantly higher than appraisal estimates. 
Since these are urban roads that regulate and/or prohibit heavy trucks, the infrastructure is not subject 
to excessive loads. Discussions with city authorities suggest that they are making adequate resources 
available for routine maintenance, and that they are prepared to increase the level of resources available 
in the future for more costly periodic maintenance. Although it was not possible for the PPER team to 
assess the future financial situation in detail, the infrastructure provided through the project is in good 
condition and is considered to be likely sustainable in the future.  



 

 

CHAPTER 4 

Other Assessments 
 
 
 
 
A. Development Impacts 

46. The population of the five cities benefitting from the project is about 1.65 million, of which 
610,000 are ethnic minorities. Socioeconomic conditions in the five cities have changed markedly since 
the baseline year of 2006, as specified in the DMF. At appraisal, the overall impact of the project was 
expected to be considerable as measured by two parameters—namely, disposable income of residents in 
each of the five cities, and reduction of the poor population. Disposable incomes were projected to 
increase by 40%, while poverty was forecasted to decline by 30%. 
 
47. Table 2 indicates the changes in per capita disposable incomes between the baseline year of 2006 
and the most recent year measured, 2017. The figures show that disposable income increased by more 
than 2.5 times for both urban and rural residents in the five cities, although urban population incomes 
continue to roughly double the incomes of rural residents. 
 

Table 2: Change in Disposable Incomes in the Five Cities 

 
Urban Disposable Income  

(CNY per capita) 
Rural Disposable Income  

(CNY per capita) 
City 2006 2017 % Change 2006 2017 % Change 
Altay 11,480 28,244 146 3,837 12,985 238 
Changji 8,401 29,285 249 5,571 18,537 233 
Hami 10,000 32,902 229 3,800 15,387 229 
Kuytun 8,148 31,493 287 2,903 12,928 345 
Turpan 8,160 30,550 274 4,080 12,230 200 

Source: Xinjiang Uygur Autonomous Region Government statistics, 2018.  
 
48. The project was also expected to have a positive impact on poverty reduction in the cities. The 
related DMF indicator was the proportion of poor population reduced by 30% by 2017 compared with 
the 2006 baseline. Poverty statistics at the city level were not yet available at the time of the PPER 
preparation, but the overall poverty headcount for Xinjiang province showed a marked downward trend 
from 2010 to 2017.5 The overall rural poverty headcount in Xinjiang decreased from 4.69 million in 2010 
to 1.13 million in 2017—a reduction of 76%. Although these poverty statistics might not adequately 
reflect the situation in the cities, where poverty is less than in rural areas, it nonetheless indicates that 
the province has achieved a marked reduction in poverty over the period—a reduction that likely exceeds 
the original forecast. 
 
49. The project provided ethnic minorities, mainly Uygur, the opportunity to participate in the 
project. They were prioritized for employment and skills development training in construction and post-
project operations. Project records indicate that residents of the five cities filled 4,946 unskilled jobs 
during implementation; of those, 952 jobs went to ethnic minorities and 175 jobs were permanent 
positions.  

 
5 National Bureau of Statistics, Household Income and Expenditure Survey, 2018 
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50. This evaluation recognizes that the considerable socioeconomic changes that occurred in the five 
cities can be attributed to a range of factors and investments across different segments of the urban 
economies. The investment in the road network provided improved quality-of-life for urban residents. 
The upgrading of gravel roads to well-engineered bitumen roads with paths or lanes for pedestrians and 
nonmotorized vehicles has contributed positively to the improvement in the urban environment, 
especially in Altay, Hami, and Kuytun. In Turpan and Changji, the new roads form the backbone for 
ongoing implementation of new urban development zones. Although the environment component of 
the project was small, it supported towards improving trash disposal and sanitation requirements. 
Overall, the evaluation recognizes the positive impact of the investment on the development of each of 
the five cities and rates the project impact satisfactory.  

 
B. ADB Performance 

51. During project implementation, ADB fielded five loan review missions, approximately one review 
mission per year. Project records indicate that ADB staff were responsive to the borrower’s requests, 
completed procurement review and processing diligently, and took actions to ensure the smooth 
implementation of the project—including timely processing of scope changes during the final 
implementation stages to ensure effective use of the loan proceeds.  
 
52. Although the project did not encounter significant implementation issues, ADB involvement was 
oriented toward loan process rather than toward technical aspects of the project. ADB missions and 
support largely focused on procurement and safeguard issues and were not heavily involved with the 
technical aspects of the project. Although this was a relatively straightforward project in terms of 
technical detail, the involvement of a road engineer in the initial years of the project, before the delayed 
fielding of the project implementation consultant, would have provided assurance on the detailed 
engineering designs and construction quality. Notwithstanding the strong technical ability of local 
engineering institutes, the involvement of independent oversight would have reduced risks associated 
with design and construction quality.  
 
53. Overall, the PPER mission found that the quality of the project at entry could have been improved 
by incorporating a more substantial environmental component, more comprehensive traffic planning 
and traffic management assistance, a better-designed training program, and an assessment of 
equipment provided. These aspects would have contributed to an improved project design with greater 
downstream impact post project completion. The general performance of ADB is rated satisfactory, with 
the main shortcoming being a lack of oversight and supervision over project designs and construction.  
 
C. Borrower and Executing Agency Performance 

54. The borrower fulfilled its obligations under the loan agreement satisfactorily. Ownership and 
commitment to the project was strong and the executing agency, the Xinjiang Uygur Autonomous Region 
Government, coordinated and managed the project expeditiously through its PMO. The Xinjiang Finance 
Department managed the imprest account well and processed the loan withdrawals and reimbursement 
applications in a timely manner.  
 
55. The initial phase of the project was established as scheduled and the PMOs provided support in 
a timely manner. This facilitated early procurement actions that enabled the bidding, award, and 
construction phases of the project to be implemented ahead of schedule. 
 
56. However, the one area where the implementation schedule was not met and the PMO did not 
perform well concerned the recruitment of the project implementation consultants. The executing agency 
requested advance action for the recruitment of consultants, training, and procurement of goods and 
civil works; although ADB agreed to this, the fielding of the project implementation consultant was 
delayed by almost 2 years (paras. 14 and 43). This lengthy delay meant that the consultant was unable 
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to undertake the expected independent technical review of the road designs or engage in the critical 
start-up and early stages of construction. 

 
57. Also, the project loan disbursement in the fourth quarter of 2014 was $20.77 million, which was 
21% of the loan amount. Three contracts were signed in December 2014, while the loan closing date 
was 31 December 2014. The contracts involved supply of goods and installation of streetlights, cable, 
wires, power distribution facilities, and other items. Expediate schedule related to the installation of 
equipment within the month of December may have impacted the quality of the work. 
 
58. Reporting on safeguards covering environment, resettlement, and ethnic minorities did not occur 
with the required frequency which was attributed largely due to data collection issues. Traffic volume 
also does not appear to have been systematically monitored and collected. ADB provided training in 
Urumqi for the PMO, implementing agencies, and the consulting firm to strengthen their capacity to 
meet compliance criteria. 
 
59. The project was completed on time in December 2014 and the imprest account was closed in 
June 2015. The project met most of its intended outputs and outcomes and despite the problems 
associated with the project implementation consultants, the evaluation rates the borrower and executing 
agency’s performance satisfactory.  
 

 
 



 

 

CHAPTER 5 

Overall Assessment, Issues and 
Recommendations, and Lessons 

 
 
 
 
A. Overall Assessment 
 
60. Overall, the project is rated successful. The rating was recalibrated from that originally provided 
in the PCR because of various shortcomings in the project design. The evaluation is particularly concerned 
about the absence of focus on long-term sustainability—not from a road-maintenance perspective, but 
from a sustainable transport perspective. Investment in roads alone is not the preferred option for 
planning major road investments in rapidly growing urban areas, without considering: (i) the longer-
term transport planning and traffic management; and (ii) overall sustainability issues caused by excessive 
reliance on private transport. Considering these shortcomings, the evaluation rates the project less than 
relevant, effective, efficient, and likely to be sustainable. The PCR had rated the project highly relevant, 
highly effective, efficient, and highly likely to be sustainable. Table 3 summarizes the assessment of the 
project.  
 

Table 3: Overall Assessment of Project Performance 

Evaluation  
Criteria 

Project Completion 
Report Assessment 

Project Performance 
Evaluation Report 

Assessment 
Key Reasons for Disagreements  

and Comments 
Relevance Highly relevant Less than relevant Shortcomings in project design 

 
Effectiveness Highly effective Effective Ineffective training component and 

absence of traffic planning and 
traffic management support 

Efficiency Efficient Efficient Traffic growth has exceeded 
projections for new roadways and 
could lead to congestion in the 
future 

Sustainability  Highly likely to be 
sustainable 

Likely to be 
sustainable 

Limited capacity development in 
operation and maintenance; limited 
focus on long-term sustainability 
issues; limited support for 
expanding public transport use. 

Overall assessment Highly successful Successful The overall rating was recalibrated 

Preliminary assessment of 
impact 

Not assessed Satisfactory  

Performance of Asian 
Development Bank 

Not assessed Satisfactory  

Borrower and Executing 
Agency  

Not assessed Satisfactory  

Sources: Asian Development Bank (ADB). 2016. Completion Report: Xinjiang Urban Transport and Environmental Improvement 
Project. Manila; and ADB (Independent Evaluation Department).  



16 PRC: Xinjiang Urban Transport and Environmental Improvement Project 
 

 

    
 

 

B. Issues and Recommendations 

61. Issue 1: The project lacks support for complimentary activities to address long-term sustainability 
issues. The project supported investment in new and upgraded roads but did not provide robust support 
to address longer-term sustainability issues. Specifically, the project did not sufficiently emphasize 
complementary activities such as transport planning, traffic management, and applying sustainable 
transport measures. Investment in roads alone does not promote long-term sustainable transport and is 
insufficient to address the more complex challenges facing urban areas, and address long-term transport 
and land-use issues, as well as traffic congestion affecting each city. Although the road investment has 
had a transformative effect in each city by supporting rapid urbanization coupled with increases in per 
capita income, inevitably this will lead to increased traffic congestion requiring robust traffic 
management measures. The high rates of traffic growth since project appraisal in the project cities are 
evidence of this phenomenon. Although traffic volumes were still manageable at the time of this 
evaluation, continued rapid traffic growth over another decade or less will result in critical traffic 
problems and increased greenhouse gas emissions that will have negative impacts locally as well as 
globally in terms of climate change. 
 
62. Recommendation 1: ADB should continue to place priority on addressing sustainability in project 
investments through support for complimentary activities associated with transport planning and traffic 
management. To address long-term transport and land-use issues, future transport projects should 
support comprehensive transport planning, traffic management, maintenance, and other measures to 
support sustainable transport and manage rising traffic demand. Such measures include support for 
public transport, parking controls and policies, nonmotorized trips, integrated transportation, and/or 
land-use planning to manage travel demand and mitigate the environmental impacts of motorization. In 
addition, projects should focus not only on the local city situation but also on global concerns regarding 
climate change and greenhouse gas emissions attributable to urban transport. 
 
63. Cities should place greater priority on sustainability in their urban transport systems. This should 
begin with an overhaul of the transport planning process and the adoption of comprehensive transport 
planning techniques. In addition, projects that target transport infrastructure and services must consider 
the adjacent land use and focus on minimizing vehicle-kilometers by encouraging greater use of public 
transport, walking, and biking. Cities also need to protect the quality of life and health of their citizens 
by addressing mobile (and stationary) sources of air pollution. Specific measures that cities should 
consider including (i) integrating traffic management systems into roadway designs and incorporating 
intelligent transportation systems; (ii) monitoring real-time traffic flow; (iii) improving collection of traffic 
volume and crash data; (iii) adjusting and optimizing traffic signal phasing, including vehicular as well as 
pedestrian phasing; (iv) improving incident management; and (v) improving road safety auditing and 
traffic safety awareness and education. 
 
64. Issue 2: Training components for building the capacity of institutions were not properly assessed 
in the DMF. Training is an important pillar for building institutional capacity, but training components 
were not properly conceived in the DMF and have largely failed to contribute significantly to the 
knowledge and capacity of the targeted institutions. There is little evidence that a training needs analysis 
was undertaken to identify priority needs, and there is no evidence to suggest that the training provided 
useful outcomes. Using lump sum resources without a detailed outline of the skills to be developed and 
the outcomes to be achieved is unlikely to fulfill the capacity building needs of institutions. In addition, 
only a small proportion of the resources allocated for training were utilized.  
 
65. Recommendation 2: ADB should ensure that training components are properly developed to 
deliver their intended outcomes. This requires a comprehensive skill needs analysis and a training 
program that will result in tangible knowledge and capacity improvements. The program should also 
provide a feedback mechanism so that outcomes of the training can be assessed. In addition to training 
devoted to ADB procurement processes and safeguard policies, the program should provide training for 
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city administrations in municipal management, transport planning, traffic management, and sanitation 
to support long-term urban development. In addition, during the technical assistance stage, it would be 
beneficial to include additional technical assistance targeted at transport planning, transport modeling, 
parking management, and transit-oriented development.  
 
66. Issue 3: Traffic volume does not appear to have been systematically monitored and collected. The 
IED PPER team had difficulty obtaining the latest traffic-volume-related data in some of the project cities. 
This substantiates that cities are not systematically collecting and monitoring data on traffic volumes. 
Monitoring traffic-volume and related road-use data is important in identifying and fixing transport 
issues. Implementing traffic-counting programs at the city level will help better monitor and record how 
project facilities are being utilized. 
 
67. Recommendation 3: ADB should consider including capacity-enhancement components in 
project design that support traffic-counting programs at the city level to better monitor and record how 
project facilities are being utilized. Without continuous monitoring of traffic volumes along project 
roadways, it will be difficult to identify and mitigate problems associated with traffic growth, such as 
rising vehicular accidents and congestion-related pollution.  
 
C. Lessons 

68. First, it is important for urban transport projects to factor in adequate measures to address 
sustainability issues which can positively affect the project outcomes on the ground in the long term. 
Attaining sustainability is important in rapidly growing urban areas where rising population levels, 
increased motorization and economic activity combine to produce conditions that can adversely impact 
sustainability and erode the benefits of urbanization and quality of life. Measures such as promoting use 
of public transport, walking, and nonmotorized movements, and addressing deteriorating urban air 
quality in the project design can be considered.  
 
69. Second, proper formulation of training components is necessary to effectively build the capacity 
of institutions and meet priority needs. Providing resources for a program that is not well developed 
usually results in poor use of resources as priorities for use of resources do not often match additional 
skill requirements. An important lesson from the assessment is a need for more attention to the 
implementation of institutional components during project supervision as physical components are a 
natural priority of implementing agencies.  
 
70. Third, systematic monitoring and collection of the traffic volume data is critical input to support 
the needs for complementary transport planning, traffic management, and transport policy to promote 
long-term sustainable transport. Road investments alone cannot ensure that urban sustainability 
objectives are achieved. Complementary measures are needed to offset the adverse impacts of rapid 
motorization in addition to infrastructure provision for urban transport. Transport planning also needs 
to be linked to urban land use planning, urban development, and infrastructure planning. 
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APPENDIX 1: DESIGN AND MONITORING FRAMEWORK  
 
 

Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
Impact 
Sustainable 
socioeconomic 
growth and 
improved living 
standards in 
five Xinjiang 
cities 
 

By 2017 
(baseline year 
2006)  
Disposable 
income of 
urban 
households 
and suburban 
farmers and 
herdsmen 
increased by 
40% (sex 
disaggregated)  

By 2017 
(baseline year 
2006)  
Disposable 
income of 
urban 
households 
and suburban 
farmers and 
herdsmen 
increased by 
40% (sex 
disaggregated)  

Altay: 
The disposable 
income of Altay 
urban residents 
was CNY21,504/ 
year in 2014, an 
increase of 87% 
from CNY11,480/ 
year in 2006. 
 

Altay: 
The disposable 
income of Altay 
urban residents 
was CNY28,244/ 
year in 2017, an 
increase of 146% 
from CNY11,480/ 
year in 2006. 
 

The performance 
target has been 
exceeded in each 
of the five cities. 

 Proportion of 
poor 
population 
reduced by  
30% (sex 
disaggregated) 

Proportion of 
poor 
population 
reduced by  
30% (sex 
disaggregated) 

The disposable 
income of rural 
residents was 
CNY10,015/year in 
2014, an increase 
of 161% from 
CNY3,837/year in 
2006. 
 

The disposable 
income of rural 
residents was 
CNY12,985/year in 
2017, an increase 
of 238% from 
CNY3,837/year in 
2006. 
 

The DMF did not 
indicate 
proportion of poor 
population for 
rural residents in 
the baseline year, 
2006, and the 
PMO was unable 
to provide data or 
information on the 
proportion of poor 
population for 
rural residents for 
2014 or 2018. 
Instead, disposable 
income was 
used as the 
performance 
indicator. The PPER 
is therefore, 
unable to verify 
any change in this 
impact parameter. 

   Changji: 
The disposable 
income of Changji 
urban residents 
was CNY23,656/ 
year in 2014, an 
increase of 182% 
from CNY8,401/ 
year in 2006. 

Changji: 
The disposable 
income of Changji 
urban residents 
was CNY29,285/ 
year in 2017, an 
increase of 249% 
from CNY8,401/ 
year in 2006. 

 

   The disposable 
income of rural 
residents was 
CNY14,344/year in 
2014, an increase 
of 158% from 

The disposable 
income of rural 
residents was 
CNY18,537/year in 
2017, an increase 
of 233% from 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
CNY5,571/year in 
2006. 

CNY5,571/year in 
2006. 

   Hami: 
The disposable 
income of Hami 
urban residents 
was CNY25,409/ 
year in 2014, an 
increase of 154% 
from CNY10,000/ 
year in 2006. 

Hami: 
The disposable 
income of Hami 
urban residents 
was CNY32,902/ 
year in 2017, an 
increase of 229% 
from CNY10,000/ 
year in 2006. 

 

   The disposable 
income of rural 
residents was 
CNY12,380/year in 
2014, an increase 
of 226% from 
CNY3,800/year in 
2006. 

The disposable 
income of rural 
residents was 
CNY15,387/year in 
2017, an increase 
of 229% from 
CNY3,800/year in 
2006. 

 

   Kuytun: 
The disposable 
income of Kuytun 
urban residents 
was CNY23,796/ 
year in 2014, an 
increase of 194% 
from CNY8,148/ 
year in 2006. 

Kuytun: 
The disposable 
income of Kuytun 
urban residents 
was CNY31,493/ 
year in 2017, an 
increase of 287% 
from CNY8,148/ 
year in 2006. 

 

   The disposable 
income of rural 
residents was 
CNY12,230/year in 
2014, an increase 
of 321% from 
CNY2,903/year in 
2006. 

The disposable 
income of rural 
residents was 
CNY12,928/year in 
2017, an increase 
of 345% from 
CNY2,903/year in 
2006. 

 

   Turpan: 
The disposable 
income of Turpan 
urban residents 
was CNY21,800/ 
year in 2014, an 
increase of 167% 
from CNY8,160/ 
year in 2006. 

Turpan: 
The disposable 
income of Turpan 
urban residents 
was CNY30,550/ 
year in 2017, an 
increase of 274% 
from CNY8,160/ 
year in 2006. 

 

   The disposable 
income of rural 
residents was 
CNY9,998/year in 
2014, an increase 
of 145% from 
CNY4,080/year in 
2006. 

The disposable 
income of rural 
residents was 
CNY12,230/year in 
2017, an increase 
of 200% from 
CNY4,080/year in 
2006. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
Outcome 
Urban road 
infrastructure, 
traffic 
management, 
and 
environmental 
sanitation 
improved in the 
cities of Altay, 
Changji, Hami, 
Kuytun, and 
Turpan  

Altay 
By 2014 
(baseline year 
2006) 
Amount of 
collected and 
transported 
waste 
increased by 
10.0% 
 
Number of 
traffic 
accidents per 
10,000 
vehicles 
reduced by 
25% 
 
Running time 
of urban 
public 
transport and 
residents’ 
travel time 
shortened by 
62%–66% 
 
 
Incidence of 
environmental-
related 
diseases 
reduced by 
10.0% 

Altay 
By 2014 
(baseline year 
2006) 
Amount of 
collected and 
transported 
waste 
increased by 
10.0% 
 
Number of 
traffic 
accidents per 
10,000 vehicles 
reduced by 
25% 
 
 
Running time 
of urban public 
transport and 
residents’ travel 
time shortened 
by 62%–66% 
 
 
 
 
Incidence of 
environmental-
related 
diseases 
reduced by 
10.0% 

Altay: 
The amount of 
collected and 
transported waste 
was 45,000 t/year 
in 2014, an 
increase of 12.5% 
from 40,000 t/year 
in 2006. 
 
 
Number of traffic 
crashes was 8/year 
in 2014, a 
decrease of 73% 
from 30/year in 
2006. 
 
 
Running time of 
urban public 
transport and 
residents’ travel 
time was  
25 minutes in 
2014, a decrease 
of 55% from 55 
minutes in 2006. 
 
Incidence of 
environmental-
related diseases 
was 360/year in 
2014, a decrease 
of 12.6% from 
412/year in 2006. 

Altay: 
The amount of 
collected and 
transported waste 
was 46,000 t/year 
in 2017, an 
increase of 15% 
from 40,000 
t/year in 2006. 
 
 
Number of traffic 
crashes was 
11/year in 2017, a 
decrease of 63% 
from 30/year in 
2006. 
 
 
Running time of 
urban public 
transport and 
residents’ travel 
time was  
25 minutes in 
2017, a decrease 
of 55% from 55 
minutes in 2006. 
 
Incidence of 
environmental-
related diseases 
was 320/year in 
2017, a decrease 
of 22% from 
412/year in 2006. 

Achieved. 
 
 
 
 
 
 
 
 
 
 
Traffic accidents 
have increased 
since project 
completions. 
 
 
 
 
Achieved. 
 
 
 
 
 
 
 
 
 
Incidence of 
environmental-
related diseases 
continues to 
decrease. 
 
 

Changji 
 

Changji 
By 2014 
(baseline year 
2006) 
Urban road 
density 
increased by 
0.9% 
 
 
 
 
Public 
transport 
operation rate 
increased by 
0.6% 
 

Changji 
By 2014 
(baseline year 
2006) 
Urban road 
density 
increased by 
0.9% 
 
 
 
 
Public transport 
operation rate 
increased by 
0.6% 
 
 

Changji: 
 
 
 
Urban road density 
was 3.79 km/km2 
in 2014, an 
increase of 12.0% 
from  
3.37 km/km2 in 
2006. 
 
 
 
 
 
 
 

Changji: 
 
 
 
Urban road 
density was  
4.11 km/km2 in 
2017, an increase 
of 22% from  
3.37 km/km2 in 
2006. 
 
 
 
 
 
 
 

 
 
 
 
Urban road 
densities continue 
to increase since 
project 
completion. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
Treatment of 
municipal 
waste 
increased by 
10% 
 
 
 
 
Traffic 
accidents per 
10,000 
vehicles 
reduced by 3% 
 
 
Incidence of 
environmental
-related 
diseases 
reduced by 
10% 
 

Treatment of 
municipal 
waste 
increased by 
10% 
 
 
 
 
Traffic 
accidents per 
10,000 vehicles 
reduced by 3% 
 
 
 
Incidence of 
environmental-
related diseases 
reduced by 
10% 
 
 

Amount of 
municipal waste 
treated was 
17,200 t/month in 
2014, an increase 
of 15% from 
15,000 t/ month in 
2006. 
 
Number of traffic 
crashes was 
15/year in 2014, a 
decrease of 52% 
from 32/year in 
2006. 
 
Incidence of 
environmental-
related diseases 
was 322/year in 
2014, a decrease 
of 14% from 
375/year in 2006. 

Amount of 
municipal waste 
treated was 
248,200 t/year in 
2017, an increase 
of 38% from 
180,000 t/year in 
2006. 
 
Number of traffic 
crashes was 
38/year in 2017, 
an increase of 
19% from 32/year 
in 2006. 
 
Incidence of 
environmental-
related diseases 
was 161/year in 
2017, a decrease 
of 50% from 
375/year in 2006. 

The volume of 
municipal waste 
treatment has 
continued to 
increase since 
project 
completion. 
 
 
Traffic accidents 
have increased 
since project 
completion.  
 
 
 
Environmental-
related diseases 
have continued to 
decrease since 
project 
completion. 
 

Hami 
 

Hami 
By 2014 
(baseline year 
2006) 
Road network 
density 
increased by 
0.7% 
 
Volume of 
municipal 
waste 
recycling 
increased by 
6.1% 
 
 
Number of 
traffic 
accidents per 
10,000 
vehicles 
reduced by 
14.8% 
 
Incidence of 
environmental
-related 
diseases 
reduced by 
10% 

Hami 
By 2014 
(baseline year 
2006) 
Road network 
density 
increased by 
0.7% 
 
Volume of 
municipal 
waste recycling 
increased by 
6.1% 
 
 
 
Number of 
traffic 
accidents per 
10,000 vehicles 
reduced by 
14.8% 
 
 
Incidence of 
environmental-
related diseases 
reduced by 
10% 
 

Hami: 
 
Urban road density 
was 3.8 km/km2 in 
2014, an increase of 
10.0% from 3.4 
km/km2 in 2006.  
 
 
Municipal waste 
recycling treatment 
rate was 90% in 
2014, an increase of 
16.0 percentage 
points from 74% in 
2006. 
 
Number of traffic 
crashes was 15/year 
in 2014, a decrease 
of 68.0% from 
47/year in 2006. 
 
 
 
Incidence of 
environmental-
related diseases was 
427/year in 2014, a 
decrease of 13% 
from 493/year in 
2006. 

Hami: 
 
Urban road 
density was 5.43 
km/km2 in 2017, 
an increase of 60% 
from 3.4 km/km2 
in 2006. 
 
Municipal waste 
recycling 
treatment rate 
was 95% in 2017, 
an increase of 21 
percentage points 
from 74% in 2006. 
 
Number of traffic 
crashes was 
13/year in 2017, a 
decrease of 72% 
from 47/year in 
2006. 
 
 
Incidence of 
environmental-
related diseases 
was 398/year in 
2017, a decrease 
of 19% from 
493/year in 2006. 

 
 
Road densities 
have continued to 
increase since 
completion. 
 
 
 
Recycling of 
municipal waste 
has continued to 
increase since 
project 
completion. 
 
 
Traffic crashes 
have continued a 
downward trend. 
 
 
 
 
 
Environmental-
related diseases 
have continued a 
downward trend 
since project 
completion. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
Kuytun Kuytun 

By 2014 
(baseline year 
2006) 
Number of 
public 
transport 
routes 
increased by 
18.2% 
 
 
 
 
 
 
Amount of 
collected and 
transported 
wastes 
increased by 
103.8% 
 
 
 
Number of 
traffic 
accidents per 
10,000 
vehicles 
reduced by 
6.5% 
 
Delay of public 
transport 
reduced from 
5.0%–6.0% to 
1.0% 
 
Incidence of 
environmental
-related 
diseases 
reduced by 
10% 

Kuytun 
By 2014 
(baseline year 
2006) 
Number of 
public 
transport 
routes 
increased by 
18.2% 
 
 
 
 
 
 
Amount of 
collected and 
transported 
wastes 
increased by 
103.8% 
 
 
 
Number of 
traffic 
accidents per 
10,000 
vehicles 
reduced by 
6.5% 
 
Delay of public 
transport 
reduced from 
5.0%–6.0% to 
1.0% 
 
Incidence of 
environmental-
related diseases 
reduced by 
10% 
 

Kuytun: 
 
 
 
Number of public 
transport routes 
was 11 in 2014, an 
increase of 22.2% 
from 9 in 2006. 
 
 
 
 
 
 
 
Amount of 
collected and 
transported waste 
was 88,000 t/year in 
2014, an increase of 
47.0% from 60,000 
t/year in 2006. 
 
 
Number of traffic 
crashes was 16/year 
in 2014, a decrease 
of 57% from 
37/year in 2006. 
 
 
 
Delay rate of public 
transport was 
reduced from 6.0% 
in 2006 to 0.8% in 
2014. 
 
Incidence of 
environmental-
related diseases was 
398/year in 2014, a 
decrease of 14% 
from 462/year in 
2006. 

Kuytun: 
 
 
 
Number of public 
transport routes 
was 7 in 2017, a 
decrease of 22.2% 
from 9 in 2006.  
 
 
 
 
 
 
 
Amount of 
collected and 
transported waste 
was 88,000 t/year 
in 2017, an 
increase of 47.0% 
from 60,000 t/year 
in 2006. 
 
Number of traffic 
crashes was 
12/year in 2017, a 
decrease of 67% 
from 37/year in 
2006. 
 
 
Delay rate of 
public transport 
was reduced from 
6.0% in 2006 to 
0.7% in 2017. 
 
Incidence of 
environmental-
related diseases 
was 302/year in 
2017, a decrease 
of 35% from 
462/year in 2006. 

Although the 
number of bus 
routes has 
decreased, the 
area of coverage 
and trip 
frequencies have 
increased (from 
65% in 2006 to 
80% in 2017) in 
the urban area 
through 
optimization and 
upgrading of bus 
routes.  
 
The volume of 
collected waste 
exceeded the 
target. 
 
 
 
 
 
Target exceeded. 
Road accident 
rates have 
continued a 
downward trend 
since project 
completion. 
 
Target was 
achieved. 
 
 
 
 
Environmental-
related disease has 
continued to 
decline since 
project 
completion. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
Turpan 
 

Turpan 
By 2014 
(baseline year 
2006) 
Number of 
traffic 
accidents per 
10,000 vehicles 
reduced by 5% 
 
 
Amount of 
collected and 
transported 
waste 
increased by 
100% 
 
 
 
 
 
Public 
transport 
running time 
reduced by 
45% 
 
 
Incidence of 
environmental-
related 
diseases 
reduced by 
10% 
 

Turpan 
By 2014 
(baseline year 
2006) 
Number of 
traffic 
accidents per 
10,000 vehicles 
reduced by 5% 
 
 
Amount of 
collected and 
transported 
waste 
increased by 
100% 
 
 
 
 
 
Public 
transport 
running time 
reduced by 
45% 
 
 
Incidence of 
environmental-
related 
diseases 
reduced by 
10% 
 

Turpan: 
 
Number of traffic 
crashes was 
18/year in 2014, a 
decrease of 58% 
from 43/year in 
2006. 
 
 
 
Amount of 
collected and 
transported waste 
was 114,000 t/year 
in 2014 (100% 
collected), an 
increase of 56% 
from 73,000 t/year 
in 2006. 
 
 
Public transport 
running time was 
40 minutes in 
2014, a decrease of 
15% from 47 
minutes in 2006. 
 
Incidence of 
environmental-
related diseases 
was 410/year in 
2014, a decrease of 
13% from 473/year 
in 2006. 

Turpan: 
 
Number of traffic 
crashes was 
16/year in 2017, a 
decrease of 63% 
from 43/year in 
2006. 
 
 
 
Amount of 
collected and 
transported waste 
was 114,000 
t/year in 2017 
(100% collected), 
an increase of 56% 
from 73,000 t/year 
in 2006. 
 
 
Public transport 
running time was 
38 minutes in 
2017, a decrease 
of 24% from 47 
minutes in 2006. 
 
Incidence of 
environmental-
related diseases 
was 388/year in 
2017, a decrease 
of 22% from 
473/year in 2006. 

 
 
Reduction in traffic 
crashes has 
exceeded the 
target and has 
continued to 
decline since 
project 
completion. 
 
The volume of 
collected and 
transported waste 
is below the 
target. 
 
 
 
 
 
 
Public transport 
running time 
reduction is below 
its target. 
 
 
 
The reduction in 
environmental-
related diseases 
has exceeded the 
target and has 
continued a 
downward trend 
since project 
completion. 

Outputs 
 
Component 1: 
Altay Roads and 
Environmental 
Improvement 
1.1 Construct 2 
new roads, 
upgrade 16 
existing roads, 
and construct 6 
new bridges 

 
 
By 2014 
1.59 km of 
new roads, 
26.43 km of 
upgraded 
roads, and 281 
m of bridges 
opened to 
traffic 
 

 
 
By 2014 
0.41 km of 
new roads and 
24.13 km of 
upgraded 
roads opened 
to traffic 

 
 
The 18 constructed 
or upgraded roads 
were completed and 
opened to traffic. 
The length of the 
completed road is 
24.54 km. 
 

  
 
The length of 
roads constructed 
and rehabilitated 
met the revised 
requirement. 
 

1.2 Build and 
procure new 
environmental 
sanitation 

10 public 
toilets, 
20 garbage-
collection 
stations, 654 

6 public toilets, 
500 dustbins, 
and 102 refuse 
collection 
points installed; 

6 public toilets, 500 
dustbins, and 102 
refuse collection 
points were 

 The number of 
public toilets and 
dustbins installed 
were less than 
originally 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
facilities and 
equipment 

trash cans, and 
102 refuse 
collection 
points installed; 
1 garbage-
compaction 
truck, 1 rear 
loader garbage 
truck, 
1 street-
cleaning truck, 
2 snow-
removal trucks, 
1 grapple 
garbage truck, 
1 wheeled 
excavator, 1 
wheel loader, 
and 2 tip trucks 
purchased 

1 garbage 
compression 
truck, 
1 sweeper, 
1 snow vehicle, 
4 crane 
garbage trucks, 
2 excavators, 
4 wheel 
loaders, 
1 aerial 
vehicles, 
5 dumper 
trucks, 2 sets 
of rollers, 
1 sprinkler 
spraying car 
set, 3 motor 
graders, 4 road 
patrol cars, and 
1 asphalt mixer 
purchased 

installed; 1 garbage 
compression truck, 
1 sweeper, 
1 snow vehicle, 
4 crane garbage 
trucks, 
2 excavators, 
4 wheel loaders, 
1 aerial vehicles, 5 
dumper trucks, 2 
sets of rollers, 
1 sprinkler spraying 
car set, 3 motor 
graders, 
4 road patrol cars, 
and 
1 asphalt mixer 
were purchased. All 
environmental 
sanitation facilities 
and equipment 
were put to use. 

envisaged while 
refuse collection 
points met the 
target. Equipment 
remains in use. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Component 2: 
Changji Roads 
and 
Environmental 
Improvement 
2.1 Construct 8 
new roads, 
including 1 new 
bridge 

By 2014 
23.24 km of 
new roads and 
1 bridge 
opened to 
traffic 
 

By 2014 
22.11 km of 
new roads and 
1 bridge 
opened to 
traffic 
 

The 8 roads were 
completed and 
opened to traffic. 
The length of the 
completed road is 
22.11 km. 
 

 The roads are all 
operational and in 
good condition. 
 

2.2 Build and 
procure new 
environmental 
sanitation 
facilities and 
equipment 
 
 
 
 

8 public toilets, 
8 garbage-
collection 
stations, 394 
trash cans, and 
33 refuse 
collection 
points 
constructed; 
5 garbage-
compaction 
trucks, 
5 garbage-
collection 
vehicles, 
3 street-
cleaning trucks, 
2 snow-removal 
trucks, 
1 wheeled 
excavator,  
1 aerial work 
vehicle, 1 crane, 
1 tip truck,  

1 new public 
toilet, 394 
dustbins, and 
33 refuse 
collection 
points 
constructed;  
5 garbage-
compaction 
trucks,  
5 garbage-
collection 
vehicles,  
3 street-
cleaning trucks, 
2 snow-
removal trucks, 
1 wheeled 
excavator, 1 
aerial work 
vehicle, 1 10-
ton crane, 1 tip 
truck, 

1 new public toilet 
was constructed ; 
394 dustbins and 
33 refuse collection 
points were 
installed;  
5 garbage-
compaction trucks, 
5 garbage-
collection vehicles, 
3 street-cleaning 
trucks, 2 snow 
removing trucks, 
1 wheeled 
excavator,  
1 aerial work 
vehicle,  
1 10-ton crane, 
1 tip truck, 
2 sprinkling 
vehicles, and 
1 pesticide-
spraying vehicle 
were purchased. 

 Only 1 public toilet 
was constructed 
and is in good 
condition while 
the dustbins and 
equipment are in 
use. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
2 sprinkling 
vehicles, and 
1 pesticide-
spraying vehicle 
purchased 
 

2 sprinkling 
vehicles, and 
1 pesticide 
spraying vehicle 
purchased 

Because of the late 
signing of the 
contract for the  
1 new public toilet 
(after the project 
closing date), 
counterpart funds 
were used to 
construct that. All 
environmental 
sanitation facilities 
and equipment 
were put to use. 

Component 3: 
Hami Roads 
and 
Environmental 
Improvement 
3.1 Upgrade 2 
municipal roads 
 

By 2014 
9.02 km of 
upgraded 
roads opened 
to traffic 
 

By 2014 
5.42 km of 
upgraded 
roads opened 
to traffic 
 

 
2 roads with total 
length of 5.42 km 
were completed 
and opened to 
traffic. 

  
It was agreed to 
exclude one road 
from the project 
scope. 
 

3.2 Build and 
procure new 
environmental 
sanitation 
facilities and 
equipment 
 
 

182 trash cans 
installed; 
2 street-
cleaning trucks 
and 1 high-
pressure 
cleaning 
vehicle 
operational 
 
 

182 trash cans 
installed;  
2 street-
sweeper trucks,  
1 street-
cleaning truck, 
1 medium hook 
arm garbage 
truck, 1 large 
compressing 
garbage truck, 
and 1 
multifunctional 
snow plough 
purchased 

182 trash cans were 
installed; 2 street-
sweeper trucks,  
1 street-cleaning 
truck, 1 medium 
hook arm garbage 
truck, 1 large 
compressing 
garbage truck, and 
1 multifunctional 
snow plough were 
purchased. All 
environmental 
sanitation facilities 
and equipment 
were put to use. 

 The environmental 
components were 
achieved. 

Component 4: 
Kuytun Roads 
and 
Environmental 
Improvement 
4.1 Upgrade 13 
existing roads 
and construct 2 
new bridges 

By 2014 
23.6 km of 
upgraded  
roads and 2 
bridges 
opened to 
traffic 

By 2014 
23.6 km of 
upgraded 
roads and  
2 bridges 
opened to 
traffic  
 

13 roads with total 
length of 23.6 km 
were completed 
and opened to 
traffic. 

 Target for road 
upgrading was 
met. 
 

4.2 Build and 
procure new 
environmental 
sanitation 
facilities and 
equipment 
 

11 public toilets  
and 21 garbage-
collection 
stations 
constructed; 
480 trash cans, 
105 garbage 
containers, and 
3 rest stations 

11 public toilets 
and 5 garbage-
collection 
stations 
constructed; 
480 trash cans, 
105 garbage 
containers, and 
1 rest station 

11 public toilets 
and 5 garbage-
collection stations 
were constructed; 
480 trash cans, 105 
garbage containers, 
and 1 rest station 
for environmental 
sanitation workers 

 Environmental 
targets were 
largely met except 
fewer garbage-
collection stations 
were constructed 
than specified in 
the revised target.  
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
for 
environmental 
sanitation 
workers 
installed;  
4 garbage-
compaction 
trucks, 2 street-
cleaning trucks, 
2 snow-removal 
trucks, and 2 
sprinkling 
vehicles 
purchased 

for 
environmental 
sanitation 
workers 
installed;  
4 garbage-
compaction 
trucks, 2 street-
sweeper trucks, 
2 snow-removal 
trucks, and  
2 sprinkling 
vehicles 
purchased 

were installed;  
4 garbage-
compaction trucks, 
2 street-sweeper 
trucks, 2 snow-
removal trucks, and 
2 sprinkling vehicles 
were purchased. All 
environmental 
sanitation facilities 
and equipment 
were put to use. 

 

Component 5: 
Turpan Roads 
and 
Environmental 
Improvement 
5.1 Construct 
or upgrade 12 
municipal roads 
 

By 2014 
11.89 km of 
new roads and 
10.87 km of 
upgraded 
roads opened 
to traffic 
 

By 2014 
20.93 km of 
new roads 
opened to 
traffic 
 

 
11 roads with a 
total length of 
19.93 km (95% of 
20.93 km) were 
completed and 
opened to traffic by 
2014. Wenhua 
West Road was not 
completed by the 
loan closing 
because of the 
underground civil 
defense works on 
the site due to the 
urban planning 
revision in 2012. 
Wenhua West Road 
construction was 
completed using 
domestic 
counterpart funds, 
and was opened to 
traffic in 2015. 

  
The 11 new roads 
constructed are all 
operational. 
 

5.2 Build and 
procure new 
environmental 
sanitation 
facilities and 
equipment 

11 public 
toilets and 26 
garbage-
collection 
stations 
constructed; 
502 trash cans 
and 130 
garbage 
containers 
installed; 5 
garbage-
compaction 
trucks, 4 street-
cleaning trucks, 
and  

11 public toilets 
and 9 garbage-
collection 
stations 
constructed; 
502 trash cans 
and 130 
garbage 
containers 
installed; 5 
garbage-
compaction 
trucks, 4 street-
sweeper trucks, 
and 2 sprinkling 
vehicles 
purchased; 

11 public toilets 
and 9 garbage-
collection stations 
were constructed; 
502 trash cans and 
130 garbage 
containers were 
installed;  
5 garbage-
compaction trucks, 
4 street-sweeper 
trucks, and  
2 sprinkling vehicles 
were purchased; 
streetlights and 
cable, wire, and 
power distribution 

 The environmental 
component targets 
were achieved. 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
2 sprinkling 
vehicles 
purchased 

streetlights and 
cable, wire, and 
power 
distribution for 
rehabilitation of 
National Road 
No. 312 
installed 

for rehabilitation of 
National Road No. 
312 were installed. 
Because of the 
delayed signing of 
the 11 public toilets 
(after the project 
closing date), 
construction will 
use counterpart 
funds. All 
environmental 
sanitation facilities 
and equipment 
were put to use.  

For all five 
components: 
Improve 
institutional 
management 
capacity 

By 2014 
 
Xinjiang PMO 
and the five 
project city 
PMOs and 
implementing 
agencies: 
 
 
 
 
Project facilities 
management 
improved 
 
 
 
 
 
 
 
 
 
 
 
 
Traffic 
management 
improved  
 
Traffic planning 
improved 
 
City planning 
improved  
 
Financial 
management 
improved 

By 2014 
 
Xinjiang PMO 
and the five 
project city 
PMOs and 
implementing 
agencies: 
 
 
 
 
Project facilities 
management 
improved 
 
 
 
 
 
 
 
 
 
 
 
 
Traffic 
management 
improved  
 
Traffic planning 
improved 
 
City planning 
improved  
 
Financial 
management 
improved 

 
 
Several domestic 
and overseas 
training units from 
PMO and 
implementation 
agency staff were 
conducted. 
 
 
 
Project facilities 
management was 
improved. 
 
 
 
 
 
 
 
 
 
 
 
 
Traffic management 
was improved. 
 
 
Traffic planning 
was improved. 
 
City planning was 
improved. 
 
Financial 
management was 
improved. 

  
 
Evidence suggests 
that the provincial 
PMO and 
individual city 
implementing 
agencies were 
effective and 
managed the 
project well. 
 
Given staffing 
changes and 
rotations, it is 
difficult to 
ascertain how well 
project 
management 
facilities were 
improved. 
Observations 
suggest that the 
project 
infrastructure is 
well maintained. 
 
Not possible to 
assess how traffic 
management, 
traffic planning, 
city planning, 
financial 
management, 
landscaping 
management, and 
road-maintenance 
capacity were 
improved by the 
project. Although 
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Design 
Summary 

Performance Targets and Indicators 

Assessment 
 

At Appraisal 
 

Revised 

Actual 
(as of 31 

December 2014) 

PPER Update 
(as of 31 

December 2018) 
 
Landscaping 
management 
improved 
 
Capacity of 
road 
maintenance 
enhanced 

 
Landscaping 
management 
improved 
 
Capacity of 
road 
maintenance 
enhanced 

 
Landscaping 
management was 
improved. 
 
Capacity of road 
maintenance was 
enhanced. 
 

training programs 
were conducted, 
many staff appear 
to have been 
rotated since 
project 
completion. No 
training 
assessment was 
undertaken to 
assess possible 
capacity 
enhancement.  

DMF = design and monitoring framework, km = kilometer, km2 = square kilometer, m = meter, PMO = project management 
office, t = ton, Xinjiang = Xinjiang Uygur Autonomous Region. 
Source: Asian Development Bank. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Implementation Arrangement   
XUARG shall be the executing agency for the Project. 
The PLG, which has been established and led by a Vice 
Chair-person of XUARG, shall provide overall guidance 
and support to the preparation and implementation of 
the Project and to liaise with ADB. 

Loan Agreement, 
Schedule 5, para. 1 

Complied with. A PLG and 
XPMO have been established. 
The PLG provided overall 
guidance and support to the 
preparation and 
implementation of the Project 
and to liaise with ADB. 

The PMO, which has been established under the PLG, 
chaired by the director of the Xinjiang Construction 
Bureau and including as its members officials from the 
Xinjiang Construction Bureau, Xinjiang Finance Bureau, 
and Xinjiang Development and Reform Commission, 
shall undertake day-to-day activities, including 
interdepartmental coordination and liaison with the 
consulting team and ADB on matters relating to the 
preparation and implementation of the Project. 

Loan Agreement, 
Schedule 5, para. 2 

Complied with. The PMO has 
been established under the 
PLG, and undertook day-to-day 
activities, including 
interdepartmental coordination 
and liaison with the consulting 
team and ADB, on matters 
relating to the preparation and 
implementation of the Project. 

The five city governments listed below shall be 
the implementing agency, specifically responsible for 
implementation of the respective subprojects in their 
cities, including construction and O&M of the Project 
facilities:  
(i)  Altay City Government through its Construction 

Bureau for the Altay Subproject,  
(ii) Changji City Government through its Construction 

Bureau for the Changji Subproject,  
(iii) Hami City Government through its Construction 

Bureau for the Hami Subproject,  
(iv) Kuytun City Government through its Construction 

Bureau for the Kuytun Subproject, and  
(v) Turpan City Government through its Construction 

Bureau for the Turpan Subproject. 

Loan Agreement, 
Schedule 5, para. 3 

Complied with. Each of the five 
city governments established a 
PMO to implement their city’s 
respective subproject. 

Counterpart Financing 
XUARG shall cause each implementing agency to 
ensure that (a) all local and foreign currency 
counterpart financing necessary for the Project be 
provided in time as required to enable completion of 
Project activities;  (b) additional counterpart funding be 
provided for any shortfall of funds or cost overruns; 
and (c) in each fiscal year, adequate funds be allocated 
for O&M of Project facilities to ensure that such 
facilities be operated and maintained in good 
condition. 

Loan Agreement, 
Schedule 5, para. 4 

Complied with. Counterpart 
funding was provided in a 
timely manner in line with 
implementation progress. 

Construction Quality 
Each implementing agency shall ensure that all Project 
works are designed and constructed in accordance with 
national standards and specifications, and that the 
construction supervision, quality control, contract 
management, and completion inspection and 
acceptance follow applicable national laws and 
regulations. 

Project Agreement, 
Schedule, para. 4 

Complied with. Plans, design 
standards, specifications, work 
schedules, and construction 
methods were carried out with 
satisfactory results. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Capacity Building Activities 
XUARG shall cause the implementing agencies to, with 
the assistance of the loan implementation consultant, 
prepare and submit training plans to be implemented 
under the Project for ADB’s concurrence, and ensure 
that training institutes for such purpose be selected in 
accordance with procedures acceptable to ADB. 
Following each training event, the concerned 
implementing agency will submit a training completion 
report to the PMO for consolidation and transmission 
to ADB. 

Project Agreement, 
Schedule, para. 5 

Complied with. The overall 
training program was 
submitted to ADB. Four 
domestic training programs 
were organized in 2011 and 
2014, and three overseas 
trainings to Singapore were 
conducted in January 2013 and 
January 2014. 

Financial Management System 
Each implementing agency shall establish and maintain 
a sound financial management system in accordance 
with ADB’s Guidelines for Governance and Financial 
Management of an ADB Investment Project, including 
the establishment of separate bank accounts and the 
maintenance of minimum balances to ensure smooth 
cash flow and timely settlement of project construction 
liabilities and future debt servicing. The financial 
management system shall comprise (a) financial 
planning, budgeting, and budgetary control; 
(b) accounting consistent with applicable standards of 
the Borrower; (c) internal control; (d) data 
processing; and (e) financial reports. 

Project Agreement, 
Schedule, para. 7 

Complied with. Separate bank 
accounts were established and 
well maintained to ensure 
smooth cash flow and timely 
disbursement. The PMOs of five 
subprojects demonstrated 
appropriate financial 
management capacity. Annual 
audited project financial 
statements were submitted on 
time and were of satisfactory 
quality. Issues identified in 
annual audited project financial 
statements were rectified 
promptly. 

Social and Employment Standards 
Each implementing agency shall ensure that contractors 
engaged under the Project comply with all applicable 
labor laws of the Borrower. These requirements shall be 
tracked by the PPMS and external monitoring reports 
for RP and EMDP implementation. 

Project Agreement, 
Schedule, para. 8 

Complied with. The PPMS was 
established with the assistance 
of the loan consultants and 
was monitored and reported 
on in semiannual progress 
reports. 

Each implementing agency shall ensure that  
(a) contractors engaged under the Project not employ 
child labor; and  
(b) provisions be stipulated in all works contracts of the 
Project to require contractors to incorporate 
occupational safety norms, disseminate information 
and training on prevention of HIV/AIDS and sexually 
transmitted diseases; and  
(c) protocols are observed concerning acceptable 
behavior toward the local population. 

Project Agreement, 
Schedule, para. 9 

Complied with. Provisions were 
included in the bidding 
documents, and their contract 
implementation was monitored 
with the assistance of the loan 
consultants. 

The PIAs shall set employment targets for the poor and 
ethnic minorities who meet the job requirements for all 
construction and maintenance activities, and ensure 
that the contractors will provide the workers with 
adequate on-the-job training, use local unskilled labor 
and not differentiate wages based on gender, and 
monitor the project impact on poverty in accordance 
with guidelines set forth in the PPMS. 

Project Agreement, 
Schedule, para. 10 

Complied with. The PIAs set the 
targets with the assistance of 
the implementation 
consultants and hired an 
external monitoring agency to 
monitor the project impact on 
poverty in accordance with 
guidelines set forth in the 
PPMS. 

Gender Development 
The PIAs shall take all reasonable and necessary steps to 
encourage women living in the Project areas to 
participate in the design, planning and implementation, 

Project Agreement, 
Schedule, para. 11 

Complied with. EMDP reports 
confirmed compliance. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
and evaluation of the Project, including causing the 
contractors to maximize employment of women in 
connection with the Project, and shall monitor the 
Project's impacts on women during project 
implementation and report them in the PPMS. 
Each implementing agency shall ensure that staff and 
resources be made available for monitoring women's 
involvement in the Project planning, implementation, 
and evaluation; public awareness and education 
program; and health, safety, and labor issues. 

Project Agreement, 
Schedule, para. 12 

Complied with. Women's 
involvement in the Project 
planning, implementation, and 
evaluation; public awareness 
and education program; and 
health, safety, and labor issues 
were monitored and reflected 
in EMDP reports. 

Public Awareness Program 
Each implementing agency shall conduct public 
awareness and education programs pre-, during, and 
post-project implementation, targeting all stakeholders 
in the Project areas in the languages of the local ethnic 
minority groups, on health, hygiene, managing solid 
waste disposal and wastewater, environmental 
improvement, and the development objectives of the 
Project. 

Project Agreement, 
Schedule, para. 13 

Complied with. Public 
awareness and education 
programs were conducted in 
the languages of the local 
ethnic minority groups on 
health, hygiene, managing 
solid waste disposal and 
wastewater, environmental 
improvement, and the 
development objectives of the 
Project. 

Land Acquisition and Resettlement   
The PIAs shall ensure that: 
(a) prior to the commencement of construction works, 

all land and rights-of-way required by the Project 
will be made available in a timely manner in 
accordance with the Borrower's laws and 
regulations, including land use approvals and 
agreements with affected persons (APs); 

(b) the resettlement plans (RPs) will be implemented 
promptly and efficiently in accordance with their 
terms, and the provisions of the resettlement plan 
will be implemented in accordance with all 
applicable Borrower's laws and regulations, and 
with ADB's Involuntary Resettlement Policy (1995); 

(c) all affected persons will be given adequate 
opportunity to participate in resettlement planning 
and implementation, and they will be at least as 
well off as they would have been in the absence of 
the Project; 

(d) counterpart funds will be provided in time for land 
acquisition and resettlement activities; and 

(e) any amounts in excess of the resettlement plan 
budget estimates will be provided. 

Project Agreement, 
Schedule, para. 14 

Complied with. All land 
acquisition activities for Altay, 
Changji, Hami, and Turpan 
components were completed. 
Compensation for people 
affected by land acquisition has 
been provided in line with the 
updated PRC resettlement laws, 
regulations, and the original or 
updated RPs, which were 
approved by ADB. M&E reports 
indicated that the income of 
those affected is increasing, 
and that they are as well off as 
they were before project 
implementation. Counterpart 
funding was sufficient. 
Affected persons were 
compensated in a timely 
manner. 

The PIAs shall ensure that each resettlement plan will 
be updated according to the final design, including 
detailed measurement surveys, for the respective 
subcomponent of the Project, and updated RPs will be 
submitted to ADB for its concurrence prior to award of 
civil works contracts and disclosed to APs in accordance 
with ADB's applicable information disclosure 
requirements for resettlement. 

Project Agreement, 
Schedule, para. 15 

Complied with. The 
resettlement plans were 
updated and approved by ADB 
for the Altay and Turpan 
components in April 2013, and 
for the Hami component in 
October 2013. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
The PIAs shall ensure that:  
(a) adequate staff and resources will be committed to 

supervising and internally monitoring the 
implementation of each subcomponent 
resettlement plan and provide ADB with 
semiannual monitoring reports during resettlement 
implementation and a resettlement completion 
report for each subcomponent; 

(b) an independent agency acceptable to ADB will be 
contracted to carry out monitoring and evaluation, 
including data disaggregated by gender where 
applicable, and will forward reports to ADB 
semiannually; 

(c) ADB will be promptly advised of any substantial 
changes in the resettlement impacts and, if 
necessary, a revised resettlement plan will be 
submitted to ADB for its approval; 

(d) construction contract specifications will include 
requirements to comply with the resettlement plans 
and ensure prompt payment and delivery of 
entitlements to compensate affected persons for 
any permanent and temporary project impacts to 
affected persons; and 

(e) the construction and demolition contractors will be 
supervised to ensure compliance with requirements 
of the resettlement plans, applicable laws, and 
ADB’s Policy on Involuntary Resettlement. 

Project Agreement, 
Schedule, para. 16 

Partially complied with. A 
separate chapter regarding 
land acquisition and 
resettlement has been provided 
in the progress reports. The 
external monitoring agency, 
Hohai University, was engaged 
in July 2011. ADB received 
three M&E reports. 

Ethnic Minority Development 
The PIAs shall ensure that 
(a) the EMDP will be implemented in accordance with 

its terms and the outcomes made available for 
public comments; 

(b) benefits will target ethnic minorities in the Project 
areas in accordance with ADB's Policy on 
Indigenous Peoples (1998); 

(c) works contract specifications will include 
requirements to comply with EMDP and as a 
priority provide employment to ethnic minorities; 
and 

(d) adequate staff and resources will be committed to 
supervising and monitoring the implementation of 
EMDP and progress, if any, will be reported to ADB 
on a semiannual basis. 

Project Agreement, 
Schedule, para. 17 

Complied with. According to 
EMDP monitoring reports, local 
ethnic minorities were provided 
with skilled and non-skilled 
employment opportunities 
during the construction period. 
Hohai University was engaged 
as the EMDP monitoring 
agency, and three monitoring 
reports were submitted on an 
annual basis. The EMDP 
monitoring reports were 
uploaded to the ADB website 
for public disclosure. 

Environmental Covenants 
Each PIA shall construct, operate, maintain, and 
monitor the project facilities in strict conformity with  
(a) all applicable national and provincial environmental 

laws and regulations, ADB’s Environment Policy 
(2002), and other national, Xinjiang, and local laws 
and regulations and standards on environmental 
protection, health, labor, and occupational safety; 
and  

(b) all environmental mitigation and monitoring 
 measures detailed in the design and construction 

contracts, operational guidelines, and approved 
EIAs, SEIA, and EMP for the Project. 

Project Agreement, 
Schedule, para. 18 

Complied with. Environmental 
specification clauses were 
prepared in the civil works 
contracts. Guidelines were set 
on acquisition of temporary 
occupied land and 
transportation and storage of 
waste and dangerous 
materials. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Each PIA shall ensure that an adequate number of full-
time personnel and sufficient resources be provided to 
monitor the implementation of the EMP under 
guidance of the XUARG Environmental Protection 
Bureau; Altay, Changji, Hami, Kuytun, and Turpan 
Environmental Protection Bureaus; or other 
environmental monitoring centers. 

Project Agreement, 
Schedule, para. 19 

Complied with. City 
environmental monitoring 
centers were contracted by city 
PMOs for environment 
monitoring and EMR 
preparation. 

Each implementing agency shall ensure that XEPB and 
the PMO review any changes to the project design that 
may have a potential for causing negative 
environmental impacts, so that environmental 
monitoring and mitigation measures may be adjusted 
accordingly in consultation with ADB. 

Project Agreement, 
Schedule, para. 20 

Complied with. EMRs 
confirmed compliance. 

Each implementing agency shall build, where 
applicable, the associated solid waste, wastewater 
treatment, and underground facilities in parallel with 
the proposed road components; complete the 
connections; and maintain such facilities in good 
condition. 

Project Agreement, 
Schedule, para. 21 

Complied with. EMRs 
confirmed compliance. 

Each implementing agency shall take necessary actions 
to minimize the impact of water supply, wastewater 
collection, and other utility services during the 
construction of the roads and associated facilities 
constructed under the Project. 

Project Agreement, 
Schedule, para. 22  

Complied with. EMRs 
confirmed compliance. 

Each implementing agency shall submit regular 
monitoring reports to the PMO, who shall prepare and 
submit to ADB semiannual environmental reports in a 
format acceptable to ADB until loan closure. 

Project Agreement, 
Schedule, para. 23 

Complied with. Considering the 
long winter season in Xinjiang, 
PMOs requested, and ADB 
agreed, to submit annual EMRs 
during the construction and 
operational periods, though 
the covenants required 
semiannual reporting. Four 
annual EMRs for each 
component were submitted to 
ADB by the end of December 
2014. 

Corporate Governance and Anti-Corruption 
XUARG and each PIA shall undertake the following 
anticorruption actions:  
(i) involve the agencies responsible for oversight of 

each implementing agency in bidding and 
construction to enhance construction quality 
control and supervise effective work;  

(ii) introduce a dual-signing system in which the civil 
works contract winner also signs an anticorruption 
contract with the employer;  

(iii) periodically inspect the contractor’s activities 
related to fund withdrawals and settlements; and  

(iv) engage a project management consultant to 
support XUARG and the implementing agencies to 
ensure good governance, accountability, and 
transparency in project operations. 

Project Agreement, 
Schedule, para. 24 

Complied with. All provisions 
were adhered to. 

XUARG shall ensure that project audits be undertaken 
by external auditors acceptable to ADB, and prompt 
actions shall be taken to comply with any of the audit 
observations. 

Project Agreement, 
Schedule, para. 25 

Complied with. The audit 
reports for fiscal years 2011, 
2012, 2013, and 2014 were 
submitted in a timely manner 
with unqualified audit opinion. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
The XUARG PMO informed ADB 
of its actions taken to comply 
with audit observations. 

General 
The Borrower shall cause XUARG to carry out 
the Project with due diligence and efficiency and 
in conformity with sound administrative, 
financial, engineering, environmental, and urban 
transport practices. 

Loan Agreement, 
Article IV, Section 
4.01 

Complied with. The Project was 
carried out with due diligence 
and efficiency and in 
conformity with sound 
administrative, financial, 
engineering, environmental, 
and urban transport practices. 

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. 

Loan Agreement, 
Article IV, Section 
4.01 

Complied with. All obligations 
were performed. 

The Borrower shall cause XUARG to, promptly as 
needed, make available the funds, facilities, services, 
land, and other resources that are required, in addition 
to the proceeds of the loan, for the carrying out of the 
Project. 

Loan Agreement, 
Article IV, Section 
4.02 

Complied with. Counterpart 
funds, facilities, services, and 
land were provided in a timely 
manner. 

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. 

Loan Agreement, 
Article IV, Section 
4.03 

Complied with. Xinjiang PMO 
has demonstrated strong 
leadership in project 
implementation. 

The Borrower shall take all action which shall be 
necessary on its part to enable XUARG to perform its 
obligations under the Project Agreement. 

Loan Agreement, 
Article IV, Section 
4.04 

Complied with. XUARG has 
performed its obligations under 
the Project Agreement. 

XUARG shall cause the implementing agencies to 
perform the obligations and perform the undertakings 
as required in this Project Agreement. 

Project Agreement, 
Article II, Section 
2.01 

Complied with. The 
implementing agencies have 
performed their obligations 
under the Project Agreement. 

XUARG shall carry out the Project with due diligence 
and efficiency, and in conformity with sound 
administrative, financial, engineering, environmental, 
and urban transport practices. 

Project Agreement, 
Article II, Section 
2.01 

Complied with. The Project was 
carried out with due diligence 
and efficiency and in 
conformity with sound 
administrative, financial, 
engineering, environmental, 
and urban transport practices. 

In the carrying out of the Project and operation of the 
Project facilities, XUARG and each implementing agency 
shall perform all obligations set forth in the Loan 
Agreement to the extent that they are applicable to 
XUARG, the concerned implementing agency, and all 
obligations set forth in the Schedule to this Project 
Agreement. 

Project Agreement, 
Article II, Section 
2.01 

Complied with. 

XUARG and each implementing agency shall make 
available, promptly as needed, the funds, facilities, 
services, equipment, land, and other resources that are 
required, in addition to the proceeds of the Loan, for 
the carrying out of the Project. 

Project Agreement, 
Article II, Section 
2.02 

Complied with. Counterpart 
funds, facilities, services, and 
land were provided in a timely 
manner. 

In the carrying out of the Project, the implementing 
agencies shall employ competent and qualified 
consultants and contractors, acceptable to ADB, to an 
extent and upon terms and conditions acceptable to 
ADB. 

Project Agreement, 
Article II, Section 
2.03 

Complied with. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
Except as ADB may otherwise agree, all goods, works, 
and consulting services to be financed out of the 
proceeds of the Loan shall be procured in accordance 
with the provisions of Schedule 4 to the Loan 
Agreement. ADB may refuse to finance a contract 
where goods, works, or consulting services have not 
been procured under procedures substantially in 
accordance with those agreed between the Borrower 
and ADB, or where the terms and conditions of the 
contract are not acceptable to ADB.   

Project Agreement, 
Article II, Section 
2.03 

Complied with. The goods, 
works, and consulting services 
were procured in accordance 
with the provisions of 
Schedule 4 to the Loan 
Agreement. 

Each implementing agency shall carry out the Project in 
accordance with plans, design standards, specifications, 
work schedules, and construction methods as agreed 
between ADB and XUARG. Each implementing agency 
shall furnish, or cause to be furnished, to ADB, 
promptly after their preparation, such plans, design 
standards, specifications, and work schedules, and any 
material modifications subsequently made therein, in 
such detail as ADB shall reasonably request. 

Project Agreement, 
Article II, Section 
2.04 

Complied with. The Project was 
carried out in accordance with 
design standards, 
specifications, work schedules, 
and construction methods as 
agreed between ADB and 
XUARG. 

Each implementing agency shall make insurance 
arrangements in accordance with the relevant 
regulations of the Borrower and acceptable to ADB for 
insurance of the Project facility to such extent, against 
such risks, and in such amounts as shall be consistent 
with sound practice. 

Project Agreement, 
Article II, Section 
2.05 

Complied with. Insurance 
arrangements were 
incorporated in the contracts. 

Without limiting the generality of the foregoing, each 
implementing agency 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 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. 

Project Agreement, 
Article II, Section 
2.05 

Complied with. No goods 
under the Project were 
imported. 

Each implementing agency shall maintain, or cause to 
be maintained, records and accounts adequate to 
identify the goods, works, consulting services, and 
other items of expenditure financed out of the 
proceeds of the Loan, to disclose the use thereof in the 
Project, to record the progress of the Project (including 
the cost thereof), and to reflect, in accordance with 
consistently maintained sound accounting principles, its 
operations and financial condition. 

Project Agreement, 
Article II, Section 
2.06 

Complied with. 

ADB and XUARG shall cooperate fully to ensure that the 
purposes of the Loan be accomplished. 

Project Agreement, 
Article II, Section 
2.07 

Complied with. ADB and 
XUARG closely collaborated 
during project implementation. 

XUARG shall promptly inform ADB of any condition 
that interferes with, or threatens to interfere with, the 
progress of the Project, the performance of its 
obligations under this Project Agreement, or the 
accomplishment of the purposes of the Loan. 

Project Agreement, 
Article II, Section 
2.07 

Complied with. Conditions that 
interfered with the progress of 
the Project were promptly 
reported to ADB. 

ADB and XUARG shall from time to time, at the request 
of either party, exchange views through their 
representatives with regard to any matters relating to 
the Project and the Loan. 

Project Agreement, 
Article II, Section 
2.07 

Complied with. 
Communications on daily 
project management and 
implementation issues were 
conducted via email and 
telephone. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
XUARG shall furnish to ADB all such reports and 
information as ADB shall reasonably request concerning 
(i) the Loan and the expenditure of the proceeds 
thereof; (ii) the goods, works, consulting services, and 
other items of expenditure financed out of such 
proceeds; (iii) the Project; (iv) the administration, 
operations, and financial condition of the concerned 
implementing agency; and (v) any other matters 
relating to the purposes of the Loan. 

Project Agreement, 
Article II, Section 
2.08 

Complied with. All provisions 
were adhered to. 

Without limiting the generality of the foregoing, 
XUARG shall furnish to ADB semiannual reports on the 
execution of the Project and on the operation and 
management of the Project facilities. Such reports shall 
be submitted in such form, in such detail, and within 
such a period as ADB shall reasonably request, and shall 
indicate, among other things, progress made and 
problems encountered during the six (6) months under 
review, steps taken or proposed to be taken to remedy 
these problems, and proposed program of activities 
and expected progress during the following six (6) 
months. 

Project Agreement, 
Article II, Section 
2.08 

Complied with. Eight 
semiannual reports were 
prepared and submitted to 
ADB. 

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

Project Agreement, 
Article II, Section 
2.08 

Complied with. XUARG 
prepared a project completion 
report and submitted it to ADB 
6 months after physical 
completion of the project. 

XUARG shall, to the extent relevant to the Project, 
ensure that each implementing agency (i) maintains 
separate accounts for the Project; (ii) has such accounts 
and related financial statements (balance sheet, 
statement of income and expenses, and related 
statements) audited annually, in accordance with 
appropriate auditing standards consistently applied, by 
independent auditors whose qualifications, experience, 
and terms of reference are acceptable to ADB; and  
(iii) furnishes to ADB, promptly after their preparation 
but in any event not later than six (6) months after the 
close of the fiscal year to which they relate, certified 
copies of such audited accounts, financial statements, 
and the report of the auditors relating thereto 
(including the auditors' opinion on the use of the Loan 
proceeds and compliance with the covenants of the 
Loan Agreement, as well as on the use of the 
procedures for imprest account or statement of 
expenditures), all in the English language. XUARG shall 
furnish to ADB such further information concerning 
such accounts, financial statements, and the audit 
thereof as ADB shall from time to time reasonably 
request. 

Project Agreement, 
Article II, Section 
2.09 

Complied with. All provisions 
were adhered to. 

Each implementing agency shall enable ADB, upon 
ADB's request, to discuss financial statements of the 
Project and the related financial affairs from time to 
time with the auditors appointed by XUARG pursuant 
to Section 2.09(a) here above, and shall authorize and 

Project Agreement, 
Article II, Section 
2.09 

Complied with. 
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Covenant 
Reference in Loan 

Agreement Status of Compliance 
require any representative of such auditors to 
participate in any such discussions requested by ADB, 
provided that any such discussion shall be conducted 
only in the presence of an authorized officer of XUARG, 
unless XUARG shall otherwise agree. 
XUARG and each implementing agency shall enable 
ADB's representatives to inspect the Project; the goods 
and works financed out of the proceeds of the Loan; all 
other plants, sites, properties, and equipment of the 
implementing agency; and any relevant records and 
documents. 

Project Agreement, 
Article II, Section 
2.10 

Complied with. ADB conducted 
four review missions. 

Each implementing agency shall at all times conduct its 
business in accordance with sound administrative, 
financial, environmental, urban transport, and 
environmental improvement practices, and under the 
supervision of competent and experienced 
management and personnel. 

Project Agreement, 
Article II, Section 
2.11 

Complied with. Xinjiang PMO 
demonstrated strong 
leadership in the 
implementation of the project. 

Each implementing agency shall at all times operate 
and maintain its plants, equipment, and other property, 
and from time to time, promptly as needed, make all 
necessary repairs and renewals thereof, in accordance 
with sound administrative, financial, engineering, 
environmental, maintenance and operational, and 
urban transport practices. 

Project Agreement, 
Article II, Section 
2.11 

Complied with. The 
implementing agencies’ 
equipment and property were 
well maintained. 

Except as ADB may otherwise agree, no implementing 
agency shall sell, lease, or otherwise dispose of any of 
their assets that shall be required for the efficient 
carrying on of its operations or the disposal of which 
may prejudice its ability to perform satisfactorily any of 
its obligations under this Project Agreement during 
Project implementation. 

Project Agreement, 
Article II, Section 
2.12 

Complied with. No assets were 
sold, leased, or disposed. 

Except as ADB may otherwise agree, each 
implementing agency shall apply the proceeds of the 
Loan to the financing of expenditures on the Project in 
accordance with the provisions of the Loan Agreement 
and this Project Agreement, and shall ensure that all 
goods, works, and consulting services financed out of 
such proceeds are used exclusively in the carrying out 
of the Project. 

Project Agreement, 
Article II, Section 
2.12 

Complied with. The 
implementing agencies applied 
the proceeds of the loan to 
financing project expenditures 
in accordance with the 
provisions of the loan 
agreement and the project 
agreement. 

Each implementing agency shall ensure that  
(a) all local and foreign currency counterpart financing 
necessary for the Project be provided in time, as 
required to enable completion of Project activities, and 
prompt debt repayment after Project completion;  
(b) additional counterpart funding be provided for any 
shortfall of funds or cost overruns; and  
(c) in each fiscal year, adequate funds be allocated for 
O&M of the Project facilities to ensure that such 
facilities be operated and maintained in good 
condition. 

Project Agreement, 
Schedule, para. 6 

Complied with. All provisions 
were adhered to. 

ADB = Asian Development Bank, EIA = environmental impact assessment, EMDP = ethnic minority development plan, EMP = 
environmental management plan, EMR = environmental monitoring report, M&E = monitoring and evaluation, O&M = operation 
and maintenance, PLG = project leading group, PMO = project management office, PPMS = project performance management 
system, PRC = People’s Republic of China, XPMO = Xinjiang project management office, XUARG = Xinjiang Uygur Autonomous 
Region government. 
Sources: Asian Development Bank and Xinjiang project management office. 



 

 

APPENDIX 3: COMMENTS ON THE PROJECT OUTCOME INDICATORS 
 
 

DMF = design and monitoring framework. 
Source: Asian Development Bank (Independent Evaluation Department). 

Outcome Indicator 
 in DMF 

Project City 
 

Comments 

Altay Changji Hami Kuytun Turpan  

Amount of collected and 
transported waste increased 

 
 

 
 

 
 

 
 

 
 

Project facilities and equipment contributed to 
attaining the targets in Altay, Kuytun, and Turpan. 

Treatment of municipal 
waste increased 

 
 

 
 

 
 

 
 

 Project did not provide waste-treatment facilities 
except in Changji. 

Volume of waste recycling      Project did not have a waste recycling component 
except in Hami. 

Traffic accidents per 10,000 
vehicles reduced 

 
 

 
 

 
 

 
 

 
 

The project had no specific focus on road safety. 
Changes in this indicator were largely attributable 
to steep increases in vehicle ownership. 

Running time of public 
transport and residents’ 
travel time shortened 

 
 

    
 

In Turpan road investment was entirely in the new 
town area and thus did not impact travel times of 
public transport in the old town. 

Public transport operation 
rate increased 

 
 

 
 

   With all investment in the new town area, impacts 
on existing roads were not attributable to the 
project. 

Number of public transport 
routes increased 

    
 

 The number of routes in Kuytun were reduced 
from 11 to 7 because of route restructuring. 
Although the number of routes decreased rather 
than increased, a more relevant indicator is 
whether the number of passengers and passenger 
kilometer increased. 

Public transport delays 
reduced 

    
 

  

Incidence of environmental-
related diseases reduced 

 
 

 
 

 
 

 
 

 
 

The small investments in public toilets, trash cans, 
and garbage-collection centers are unlikely to have 
had a significant impact on citywide 
environmental-related diseases. 

Urban road density increased   
 

 
 

  In Hami, the project rehabilitated existing roads 
only, thus, had no impact on urban road density. 



 

 

APPENDIX 4: ECONOMIC ANALYSIS OF KUYTUN CITY ROADS 
 
 

Year 
Economic 

Cost 
Annual 

Maintenance 
Total 
Cost 

Maintenance 
Savings 

Time 
Savings 

VOC 
Savings 

Generated 
Traffic 

Total 
Benefits 

Net 
Benefits 

2009 0 
  

0 0 0 0 0 0 
2010 77,249 

 
77,249 0 0 0 0 0 (77,249) 

2011 6,437 
 

6,437 0 0 0 0 0 (6,437) 
2012 25,750 

 
25,750 0 0 0 0 0 (25,750) 

2013 12,875 
 

12,875 0 0 0 0 0 (12,875) 
2014 6,437 253 6,690 136 3,179 18,011 5,325 26,653 19,963 
2015 

 
260 260 140 3,651 20,697 6,121 27,985 27,725 

2016 
 

268 268 144 4,256 24,143 7,143 29,385 29,117 
2017 

 
276 276 149 4,964 28,277 8,372 30,854 30,578 

2018 
 

284 284 153 5,859 33,251 9,850 32,397 32,113 
2019 

 
293 293 158 6,916 39,251 11,635 34,017 33,724 

2020 
 

302 302 163 8,194 46,506 13,795 35,718 35,416 
2021 

 
311 311 167 9,089 51,606 15,305 37,503 37,192 

2022 
 

320 320 172 9,812 55,726 16,519 39,379 39,059 
2023 

 
330 330 178 10,470 59,496 17,624 41,348 41,018 

2024 
 

340 340 183 10,874 61,828 18,322 43,415 43,075 
2025 

 
350 350 188 11,323 64,426 19,100 45,586 45,236 

2026 
 

360 360 194 11,766 66,974 19,863 47,865 47,505 
2027 

 
371 371 200 12,261 69,819 20,715 50,258 49,887 

2028 
 

382 382 206 12,569 71,580 21,242 52,771 52,389 
2029 

 
394 394 212 12,814 73,004 21,668 55,410 55,016 

2030 
 

406 406 218 13,089 74,600 22,146 58,180 57,774 
2031 

 
418 418 225 13,089 74,600 22,146 58,180 57,762 

2032 
 

430 430 232 13,089 74,600 22,146 58,180 57,750 
2033 (77,249) 443 (76,806) 239 13,089 74,600 22,146 58,180 134,986 
   EIRR 

        
18.07%           

 NPV 12% 
       

65,631 
( ) = negative, EIRR = economic internal rate of return, NPV = net present value, VOC = vehicle operating cost. 
Source: Asian Development Bank (Independent Evaluation Department). 
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