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I. PROJECT DESCRIPTION 
 
A. Rationale 
 
1. Tajikistan is a landlocked country that depended on road transport corridors for economic 
growth and regional connectivity. Three Central Asia Regional Economic Cooperation (CAREC) 
corridors and three Asian highway routes comprised the backbone of Tajikistan’s national road 
network. However, transport costs were high due to poor infrastructure condition and low network 
connectivity, coupled with geographic isolation and mountainous terrain that posed significant 
barriers to the country’s economic and social development.1 
 

 
1 ADB. 2013. Report and Recommendation of the President to the Board of Directors: Proposed Grant to the Republic 

of Tajikistan for the Central Asia Regional Economic Cooperation Corridors 3 and 5 Enhancement Project. Manila. 

https://www.adb.org/projects/documents/carec-corridors-3-and-5-enhancement-project-rrp
https://www.adb.org/projects/documents/carec-corridors-3-and-5-enhancement-project-rrp
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2. Although traffic on CAREC corridors 3 and 5 was not expected to grow substantially,  
it subsequently surged in volume and axle loading; thus, degrading the pavement condition faster 
than initially anticipated.2 Traffic capacity on CAREC corridors 3 and 5 was likely to be realized 
earlier than expected and therefore, connectivity and capacity of the subnetwork needed 
improvement. 

 
3. The overlapping portion of CAREC corridors 3 and 5—from the capital Dushanbe to the 
Karamyk border with the Kyrgyz Republic—was largely a two-lane highway of about  
340 kilometers (km). Around 160 km of the road passed along riverbanks and was difficult to 
widen because of mountainous topography surrounding the rivers. There was therefore an 
imminent need to enhance the Sayron–Karamyk section to extend road service life and improve 
road safety and maintenance for better serviceability. An improved highway network would enable 
Tajikistan to serve the intercountry transit traffic across Central Asia. 

 
B. Expected Impact, Outcome, and Outputs 
 
4. The project’s expected impact was enhanced regional economic cooperation and 
inclusive economic growth in Tajikistan. Its envisaged outcome was improved regional network 
(CAREC corridors 3 and 5 and the subnetwork) connectivity. The project’s expected outputs 
were (i) improved road conditions and enhanced road safety on CAREC corridors 3 and 5 (the 
88 km Sayron–Karamyk road section) and the subnetwork (the 87 km Vose–Khovaling road) 
totaling to 175 km; (ii) extended access to local communities through the improvement of rural 
feeder roads; and (iii) institutional strengthening of project management, contract supervision, 
and efficient road maintenance. 
 
C. Provision of Inputs 
 
5. The Asian Development Bank (ADB) approved the project in July 2013. The project 
became effective in January 2014, a month later than planned in the grant agreement.  
It was closed in October 2019, with one extension and a 2-year delay from the original schedule. 
The project completion was delayed because of (i) reconstruction and rehabilitation of a new 
Khovaling–Baljuvon–Kangurt road section; (ii) unforeseen conditions such as falling rocks, 
landslides, and flooding; and (iii) additional soil improvement works because of unexpected weak 
soil conditions.3 
 
6. The project was estimated to cost $89 million equivalent. The government was provided 
with a $70 million grant from ADB’s Special Funds resources to finance the project. The balance 
was to be financed by the government. At completion, the actual project cost was $86.55 million, 
including ADB’s share of $69.99 million and the government’s share of $16.55 million. During the 
implementation period, a savings of around $16.5 million was realized because of discounts and 
price adjustments in civil works, as well as favorable foreign exchange rates. This was used to 
finance the 43 km Khovaling–Baljuvon–Kangurt road at a cost of $16.5 million.4 

 
2 CAREC corridor 3 ran east–west from the border with Uzbekistan through Dushanbe to the border with the Kyrgyz 

Republic; CAREC corridor 5 overlapped with corridor 3 from the border with the Kyrgyz Republic up to Dushanbe. It 
also overlapped with corridor 6 from Dushanbe to the border with Afghanistan. 

3 ADB. 2021. Completion Report: Central Asia Regional Economic Cooperation Corridors 3 and 5 Enhancement 
Project in Tajikistan. Manila. 

4 ADB. 2017. Amendment to Grant Agreement for the Central Asia Regional Economic Cooperation Corridors 3 and 
5 Enhancement Project. Manila. The minor change in scope was approved by the sector director and country director 
through a 3 August 2017 memorandum, Grant 0356-TAJ: CAREC Corridors 3 and 5 Enhancement Project—Request 
for Minor Change in Project, Extension of Grant Closing Date, and Reallocation of Grant Proceeds. 

https://www.adb.org/projects/documents/taj-46543-002-pcr
https://www.adb.org/projects/documents/taj-46543-002-pcr
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7. At appraisal, consulting services for engineering, supervision, and project management 
were to comprise 473 person-months at a cost of $3.5 million. Consulting services for project 
auditing and gender activities was estimated at $0.2 million. The actual cost of consulting services 
was $5.19 million. The project completion report (PCR) did not provide a breakdown of the 
consulting services. 
 
8. The project was classified category B for both environment and involuntary resettlement. 
The project was not expected to pass through environmentally sensitive areas that could result in 
significant negative environmental impacts, although the project was to have some temporary and 
reversible environmental impacts during implementation. In the Vose–Khovaling section, impacts 
were expected to be minor, such as the impact on fences and wall structures. In the Sayron–
Karamyk road section, land acquisition was not expected. The project was classified category C 
for indigenous peoples. 

 
9. The project was categorized effective gender mainstreaming. A gender action plan 
comprising 11 activities and 12 targets was developed. These were grouped into the following 
categories: (i) installation and construction of road access and safety features and facilities and 
construction of rural access roads to improve safe mobility and travel, (ii) awareness raising 
activities on road safety and related social and health issues, (iii) capacity building activities in 
support of entrepreneurship development, and (iv) installation and maintenance of solar energy 
systems in the villages and public facilities and capacity development for maintenance. 
 
D. Implementation Arrangements 
 
10. The Ministry of Transport (MOT) was the executing agency. The project implementation 
unit (PIU), established under the ministry, was the implementing agency. It provided oversight 
and support to the project management and supervision consultants. Its staff had the necessary 
experience and skills because it had previously implemented six ADB-assisted road projects since 
1998. The PIU was assisted by the technical departments of MOT and the project management 
consultants during project implementation. An international firm was to be recruited to help the 
PIU supervise project implementation, provide hands-on training in project management and 
reporting, improve institutional capacity in road safety management, and promote community road 
safety awareness. The PCR provided few details on the scope and extent of involvement of the 
international consulting firm. 
 
11. Of the 27 grant covenants, 25 were complied with and 2 were partly complied with.  
The covenants that were partly complied with were related to funding for road maintenance 
increasing to TJS7,000 per km by 2017, and the allocation to women of 30% of jobs in road 
rehabilitation. 
 

II. EVALUATION OF PERFORMANCE AND RATINGS 
 
A. Relevance of Design and Formulation 
 
12. The PCR rated the project relevant at completion. The project was aligned with the 
government’s priority of improving the country’s regional and national transportation network 
under its strategy to improve living standards5 and the country’s development strategy for 2007–

 
5 Government of Tajikistan. 2013. Living Standards Improvement Strategy of Tajikistan for 2013–2015. Dushanbe. 
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2015.6 It was aligned with ADB’s Strategy 2020 by supporting its two core operational areas of 
infrastructure and regional cooperation and integration; 7  the Tajikistan Public Investment 
Program, 2010–2011; ADB’s country partnership strategy (CPS) for Tajikistan for 2010–2014 and 
2016–2020 and the interim CPS for 2015;8 the Tajikistan Transport Master Plan of 2011;9 and the 
CAREC Transport and Trade Facilitation Strategy 2020.10 
 
13. In this validation’s assessment, the project’s design was appropriate since it addressed 
the issues of high transport costs, road safety, and low network connectivity. It also addressed 
rural poverty concerns by extending access to local communities through improving rural roads 
and public facilities, providing solar power for villages with winter electricity shortage, and 
conducting associated training. The project was also aligned with the government’s and ADB’s 
programs, plans, and strategies. This validation assesses the project relevant. 
 
B. Effectiveness in Achieving Project Outcome and Outputs  
 
14. The PCR rated the project effective because it achieved its intended outcome of improving 
regional network connectivity. There were two outcome performance indicators in the design and 
monitoring framework (DMF). The  first  was  vehicle  crash  rate  maintained at no more than 
10.8 per 100 million vehicle-km traveled for the Vose–Khovaling road and 22.1 per 100 million 
vehicle-km traveled for the Sayron–Karamyk road. From the data provided by the Department of 
State Automobile Inspection, the crash rate on the Vose–Khovaling road was 4.1 per 100 million 
vehicle-km traveled in 2018 and 4.5 per 100 million vehicle-km traveled in 2017. The crash rate 
on the Sayron–Karamyk was 65.8 per 100 million vehicle-km traveled at project closing. The first  
outcome indicator was partly achieved. 
 
15. The second outcome performance indicator was for upgrading road usage to increase 
average daily vehicle-km to 196,582 by 2017 from 158,593 in 2012. Surveys conducted in 2019 
indicated that the annual average daily vehicle-km along the Vose–Khovaling road was 599,104, 
while annual average daily vehicle-km along the Sayron–Karamyk road was 8,322. The combined 
average daily vehicle-km along these two project roads was 607,426, compared to the DMF target 
of 196,582 vehicle-km. The second outcome indicator was therefore achieved. 

 
16. In terms of outputs, all targets were achieved. For the first output, about 87 km of the 
Vose–Khovaling road   was  rehabilitated  with  an  international  roughness  index of  less  than 
3 meters per km. Structural overlay and improvement of 89 km of the Sayron–Karamyk road was 
completed. However, the PCR did not indicate whether the international roughness index of less 
than 4 meters per km was achieved. All of the 43-km long Baljuvon–Kangurt road was 
reconstructed utilizing the savings from the two original road subcomponents. The project 
constructed 27,018 square meters of footpath; installed 488 road signs and 132 signs of 
settlements; and built 18 bus stops and 6,474 cubic meters of retaining wall along both the roads. 
Two roadside rest areas were constructed with sanitary facilities for women along the Vose– 
Khovaling road. 
 

 
6 Government of Tajikistan. 2007. National Development Strategy of the Republic of Tajikistan for the Period to 2007–

2015. Dushanbe. 
7 ADB. 2008. Strategy 2020: The Long-Term Strategic Framework of the Asian Development Bank, 2008–2020. 

Manila. 
8 ADB. 2010. Country Partnership Strategy: Tajikistan, 2010–2014. Manila; ADB. 2014. Interim Country Partnership 

Strategy: Tajikistan, 2015. Manila; ADB. 2016. Country Partnership Strategy: Tajikistan, 2016–2020. Manila. 
9 ADB. 2011. Developing Tajikistan’s Transport Sector—Transport Sector Master Plan. Manila. 
10 ADB. 2014. CAREC Transport and Trade Facilitation Strategy 2020. Manila. 

https://www.adb.org/documents/strategy-2020-working-asia-and-pacific-free-poverty
https://www.adb.org/documents/tajikistan-country-partnership-strategy-2010-2014
https://www.adb.org/documents/tajikistan-interim-country-partnership-strategy-2015
https://www.adb.org/documents/tajikistan-interim-country-partnership-strategy-2015
https://www.adb.org/documents/tajikistan-country-partnership-strategy-2016-2020
https://www.adb.org/sites/default/files/publication/28979/transport-taj.pdf
https://www.adb.org/documents/carec-transport-and-trade-facilitation-strategy-2020
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17. For the second output, a total of 33.5 km of rural access roads in the districts of Vose and 
Khovaling was improved. In two remote villages of Bugdoyak and Momoi where there was no grid 
power supply, solar energy installations were completed. A total of 58 solar home systems were 
installed against a target of 30, and 918 solar streetlights were installed against a target of 670. 
About 107 villagers (including 53 women) and 20 MOT staff were trained on maintenance of the 
solar energy installations. Two performance-based maintenance (PBM) contractors for two 
project roads, Vose–Khovaling and Sayron–Karamyk, were awarded contracts for routine 
maintenance, winter maintenance, and emergency management for 3 years each. 

 
18. For the third output, three road safety audits were completed for 2015, 2016, and 2018. 
Road safety awareness training was conducted for 716 persons (505 were women), including 
roadside school students. For communities along the Vose–Khovaling and Sayron–Karamyk 
roads, training was conducted before the end of 2017 and for the community of Kangurt–
Baljuvon–Khovaling in 2018–2019. A PIU was established, and it functioned effectively, with 
contracts awarded and payments and disbursements made on time in most cases. 
 
19. The project’s safeguard categories were appropriate. The PCR concluded that the project 
experienced only temporary and reversible environmental impacts during implementation. The 
main issues that arose during roads rehabilitation were dust and site restoration, which were 
corrected. The environmental safeguards corrective action plans were prepared and, in large part, 
successfully executed. Around 126 displaced people (24 in Vose and 102 in Khovaling) were 
identified and compensated, according to the land acquisition and resettlement policy. A 
grievance redress mechanism was established under the project and made known to the affected 
people and other stakeholders. No affected people were classified indigenous. 

 
20. The gender action plan comprised 23 targets, of which 20 were achieved and three were 
not achieved. The allocation of at least 30% of jobs to women was not achieved. Work at 
construction site was heavy, and there was a law that prohibited women from performing heavy 
physical work. Consequently, women constituted only 4%–5% of workers in construction and 
maintenance. Solar energy batteries were not installed in public facilities such as schools and 
health centers, because these facilities had electricity and there was no need for solar batteries. 
Fifty-three of 107 persons trained on maintenance of solar energy systems were women, 
compared to a target of 100. In the PCR’s view, the target of 100 women was not feasible. On the 
whole, project outcome and  output targets were largely achieved. This validation assesses the 
project effective. 
 
C. Efficiency of Resource Use  
 
21. The PCR rated the project efficient in achieving intended outcome and outputs.  
The economic internal rate of return (EIRR) of the project at completion was estimated at 37.8%, 
compared to 23.2% at appraisal. The later-added Khovaling–Baljuvon–Kangurt road 
subcomponent was included in the economic reevaluation. The recalculated EIRR of the Sayron–
Karamyk road of CAREC corridors 3 and 5 was 7.6%; thus, below the threshold of 12% and lower 
than the 28.9% EIRR at appraisal. The PCR identified the reasons for the lower EIRR as a decline 
in the traffic levels since 2014 because of diminishing cross-border trade between Tajikistan and 
the Kyrgyz Republic, and the Kyrgyz Republic not recognizing the Karamyk checkpoint as an 
international checkpoint. The PCR did not explain why the Karamyk checkpoint was not 
recognized as an international checkpoint or what, if any, were the alternate routes for trade 
between Tajikistan and the Kyrgyz Republic. The EIRR for the Vose–Khovaling road was 44.9%, 
higher than the 15.9% expected at appraisal. The high EIRR was explained by investment costs 
that were 18.5% lower than anticipated at appraisal; and the higher-than-expected growth in traffic 
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at project completion compared to that at appraisal. The EIRR for the Khovaling–Baljuvon–
Kangurt road component was 39.4%. 
 
22. In this validation’s assessment, the EIRRs may be overestimated. The PCR correctly 
classified forecasted traffic as existing (without-project) traffic and generated traffic. However, the 
EIRR calculation valued all traffic in terms of vehicle operating cost (VOC) savings, rather than 
VOC savings and consumers’ surplus associated with the generated traffic. Since unit economic 
benefit from generated traffic is likely lower than that from existing traffic, total economic benefits 
may therefore be overestimated. 

 
23. The PCR provided little evidence that the project resulted in road safety benefits, although 
road safety comprised a significant portion of total economic benefits. Moreover, the value of road 
safety benefits was based on a ratio of the total VOC savings. The origin of this ratio is unclear. 
In validation’s view, benefits from road safety should have been excluded if they cannot be 
justified with data. 

 
24. For the Sayron–Karamyk road subcomponent, the PCR did not distinguish between traffic 
that was internal to Tajikistan and transit traffic. There seemed to be a significant amount of traffic 
between Afghanistan, the Kyrgyz Republic, and Uzbekistan that transits through Tajikistan. 
Economic benefits (VOC savings and consumers’ surplus) of this traffic do not accrue to Tajikistan 
and, therefore, should not have been included in the EIRR calculation. Similarly, time savings 
associated with transit traffic should also not have been included in the EIRR calculation. If the 
government collects fees for transit traffic, these fees should be considered as economic benefits. 
However, the PCR did not indicate the collection of fees. 

 
25. The PCR stated that the volume of traffic growth for the Vose–Khovaling and Khovaling–
Baljuvon–Kangurt roads indicates that they will reach levels such that the roads could become 
congested before the end of their estimated life expectancy. The EIRR calculation should have 
incorporated this assumption into the base case of the EIRR calculation. 

 
26. Although the EIRR for the project may be overestimated, the net present value 
calculations in the PCR indicate that most of the net economic benefits arose from the Vose–
Khovaling road component where transit traffic was likely not an issue. Therefore, the EIRR at 
completion should be higher than the 12% threshold level. This validation assesses the project 
efficient. 
 
D. Preliminary Assessment of Sustainability 
 
27. The PCR rated the project most likely sustainable. The government demonstrated 
commitment to financial, social, and environmental sustainability of project benefits by increasing 
the annual budget allocation for road maintenance, instituting PBM contracting, and curbing 
vehicle overloading. The government took steps in the planning, funding, and implementing road 
maintenance through the development of a road asset management system and piloting 
outsourcing of operation and maintenance of some roads through toll collection and PBM 
contracts. These PBM contracts for routine and periodic maintenance of the Vose–Khovaling, 
Sayron–Karamik  and  Khovaling–Baljuvon–Kangurt   roads  were  under  implementation  for   
3.5 years until June 2021. The 3-year PBM contract for the newly rehabilitated and reconstructed 
Khovaling–Baljuvon–Kangurt road began in 2020. 
 
28. For the control of vehicle overloading or axle load, the MOT enforces weight and size limits 
on roads and highways in Tajikistan, with fines levied on violators at checkpoints and weighbridge 
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stations. Court cases that resulted in fines generate revenue for the MOT. The road safety risks 
and concerns such as vehicle and pedestrian casualties, animal losses, and damage to 
infrastructure, were mitigated by adopting improved technical designs and construction materials. 
 
29. One of the grant covenants required the government to increase road maintenance budget 
to TJS7,000 per km by fiscal year 2017. However, as of fiscal year 2020, road maintenance 
budget was still at TJS5,096 per km. Although the PCR reported the total allocation for road 
maintenance increased in 2014 and stayed roughly at the same level during 2015–2017, it was 
still inadequate considering the extended length of road and fast increasing traffic. The PCR 
further cited the MOT statistics showing road maintenance budget increase in average of 
TJS4,345 per km in 2014; TJS4,333 per km in 2015; TJS4,384 km in 2016; and TJS4,300 per km 
in 2017. The targeted allocation was not reached at project closing due to the regional economic 
crisis. Despite the shortfall, this validation notes that the MOT is continuing its effort to increase 
the maintenance budget for roads under its jurisdiction and establish the road maintenance fund 
by 2024, as confirmed in the Road Asset Management System Action Program approved by the 
government on 31 December 2020. Given that initiatives are in place to improve and secure 
adequate operation and maintenance funding, this validation assesses the project most likely 
sustainable. 
 

III. OTHER PERFORMANCE ASSESSMENTS 
 
A. Preliminary Assessment of Development Impact 
 
30. The PCR rated the project’s development impact satisfactory. The two impact targets in 
the DMF (cross-border cargo volume for Tajikistan–Kyrgyz Republic and Tajikistan–Afghanistan 
increasing to 1,300,000 tons and to 1,500,000 tons, respectively, by 2022) is not yet due. The 
PCR noted that data collected by the Customs Department showed no consistency. The cross-
border cargo volume drastically decreased in 2017 at the Tajikistan-Kyrgyz Republic border 
crossing, although there was an increase in trade turnover at the Kyrgyz Republic–Afghanistan 
border crossing. The PCR concluded that it is unlikely that the cargo volume target will be reached 
by 2022. 
 
31. The other impact target was a poverty headcount ratio in the Khatlon region declining to 
30% by 2022. This target is also not yet due, but the PCR estimated that headcount poverty for 
the Khatlon region was expected to decline to 30% by 2022. Improvement of the roads 
subnetwork within the province of Khatlon region facilitated accessibility and mobility for citizens, 
created jobs and robust economic activity, and resulted in poverty reduction. This was evident 
from changes in the volume of goods transported, passenger turnover, trade turnover, frequency 
of vehicular movement, and number of trips made by people, particularly women. 

 
32. The project employed local workers from the Khatlon region and Lakhsh, as well as 
workers from other areas of Tajikistan. Contractors paid female and male workers employed in 
similar positions equally. Social issues and hardships in local communities were reduced. This 
validation assesses the project’s development impact satisfactory. 
 
B. Performance of the Borrower and Executing Agency 
 
33. The PCR rated performance of the borrower and executing agency highly satisfactory. 
Government entities demonstrated a high level of ownership of the project and ensured that the 
PIU staff had the necessary experience and skills. Advance procurement activities were 
effectively used to expedite project implementation. Procurement of civil works contracts, 
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recruitment of consultants, and awarding of contracts were carried out within reasonable periods 
of time. All three financial management assessment action points under the project 
administration manual were successfully implemented by the government. The borrower 
involved beneficiaries and civil society representatives in all stages of project design and 
implementation to promote sustainability of the project. This validation assesses the 
performance of the borrower and executing agency highly satisfactory. 
 
C. Performance of the Asian Development Bank 
 
34. The PCR rated ADB’s performance satisfactory. ADB assisted MOT in all stages of the 
project cycle: preparation, appraisal, approval, implementation, completion, and evaluation.  
The project preparatory technical assistance helped the MOT to design and prepare the project. 
Advance procurement actions expedited project implementation. ADB initially administered the 
project from ADB headquarters and then delegated administration to the Tajikistan Resident 
Mission in Dushanbe, which helped project coordination and strengthened project monitoring 
and decision making. ADB provided guidance and support to the government, executing agency, 
and the PIU in reviewing bidding documents, evaluation reports, and safeguards documents; 
and expediting contract awards, consultant recruitment, and disbursements. 
 
35. Key environmental and social aspects and safeguard requirements were outlined in the 
report and recommendation of the President and a summary initial environmental examination 
was prepared. For resettlement, staff of ADB’s Tajikistan Resident Mission supported a team 
comprising interviewers and valuers to carry out socioeconomic survey and census of affected 
households for development of the initial 2013 resettlement plan. Monitoring and evaluation plans 
were generally comprehensive and well prepared. Loan missions included safeguards staff in the 
initial stages. The missions found few problems with the environmental and resettlement 
monitoring work, other than late submission of monitoring reports in some instances.  
The reporting on resettlement delivered basic information on resettlement entitlements.  
This validation assesses ADB’s performance satisfactory. 
 

IV. OVERALL ASSESSMENT, LESSONS, AND RECOMMENDATIONS 
 

A. Overall Assessment and Ratings 
 
36. The PCR rated the project successful. The project was relevant as its design was aligned 
with the government’s priority objectives and ADB’s CPS. It was effective since it achieved its 
intended outcome of improving regional network (CAREC corridors 3 and 5 and the subnetwork) 
connectivity. It was efficient in achieving its intended outcome and key outputs. It was most likely 
sustainable considering the institutional and financial arrangements in place for road construction 
and maintenance, traffic patterns on the project roads, road safety, and potential and 
environmental and social impacts. 
 
37. This validation assesses the project relevant, effective, efficient, and most likely 
sustainable. The project was relevant as it addressed the issues of high transport costs, road 
safety, and low network connectivity and was aligned with government and ADB programs, plans, 
and strategies. Project outcome and output targets were largely achieved. Although the EIRR for 
the project may be overestimated, the EIRR at completion should still be higher than the 12% 
threshold level. The validation assesses the project most likely sustainable. It recognizes that the 
government took steps to ensure social, environmental, and financial sustainability of project 
benefits by instituting a PBM contracting modality, curbing vehicle overloading, and increasing 



9 
 

the annual budget allocation for road maintenance. Overall, this validation assesses the project 
successful. 
 

Overall Ratings 

Validation Criteria PCR IED Review 
Reason for Disagreement  

and/or Comments 

Relevance Relevant Relevant  

Effectiveness  Effective Effective  

Efficiency  Efficient Efficient  

Sustainability Most likely 
sustainable 

Most likely 
sustainable 

 

Overall Assessment Successful Successful  

Preliminary assessment of 
impact 

Satisfactory Satisfactory  

Borrower and executing 
agency 

Highly satisfactory Highly satisfactory  

Performance of ADB Satisfactory Satisfactory  

Quality of PCR  Satisfactory Para. 43. 
ADB = Asian Development Bank, IED = Independent Evaluation Department, PCR = project completion report. 
Source: ADB (IED). 

 
B.       Lessons 

 
38. The PCR identified two lessons. The first lesson was to resolve issues that led to a decline 
in traffic on the Sayron–Karamyk road. The second lesson suggested that training of government 
staff and contractors is needed to implement PBM procedures to make this approach successful. 
 
39. This validation offers two other lessons. First, it is critical to obtain accurate information 
during the design and appraisal stage to help facilitate growth forecast on traffic volumes. Such 
information provides a solid groundwork for the assessment of a transport project’s economic 
viability and efficiency and help underpin its rationale, scope, and implementation timeframe. As 
such, greater consideration on the survey or collection of traffic data is crucial in enhancing the 
quality of project-level economic analysis. Second, efforts to collect employment indicators for 
women during the preparatory stage could help explore possibilities of expanding employment 
opportunities for women in a project area. These indicators allow better insights on how to 
enhance their participation in transport projects. Moreover, women’s involvement during 
consultations and dialogues, especially during appraisal stage, helps improve project design.   
 
C.       Recommendations for Follow-Up 
 
40. The PCR suggested two recommendations. First, evaluation of the pros and cons of PBM 
contracting should be undertaken after the end of the contracts. Second, the MOT should continue 
its effort to increase the maintenance budget for roads under its jurisdiction and establish a road 
maintenance fund by 2024. This validation also suggests that transit traffic on CAREC corridors 
3 and 5 should be tolled to help finance the operating and maintenance costs of these roads. 
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V. OTHER CONSIDERATIONS AND FOLLOW-UP 
 

A. Monitoring and Reporting 
 
41. At the start of the project, baseline data was collected, including a traffic survey and an 
origin-destination survey. Baseline data included, but was not limited to, average annual 
household income, occupational patterns, cropping culture, poverty levels, mobility (particularly 
of women), and use of public resources along the project roads in Baljuvon, Khovaling, Lakhsh, 
and Vose districts. However, the PCR did not indicate whether a project performance 
management system was established to track performance data. 
 
42. Reporting requirements were complied with. The MOT provided ADB with monthly 
progress reports, consolidated semiannual project progress reports and issues, regular 
safeguards monitoring reports, and other reports such as the project performance monitoring 
reports. The only exception were some delays to project financial statements, together with the 
associated auditors' reports. 
 
B. Comments on Project Completion Report Quality 

 
43. This validation assesses the PCR satisfactory. The PCR discussed the four core 
evaluation criteria succinctly and candidly. However, the identification, quantification, and 
valuation of economic benefits in the EIRR calculation had shortcomings, particularly those 
associated with generated and transit traffic. In this validation’s assessment, the EIRR may have 
been overestimated because generated traffic was not identified, quantified, and valued 
appropriately. The PCR should also have highlighted the need for a project performance 
management system to collect data for project evaluation. 
 
C. Data Sources for Validation 

 
44. Data sources included the report and recommendation of the President, PCR, and mission 
reports. 
 
D. Recommendation for Independent Evaluation Department Follow-Up 

 
45. None. 
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