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SECTOR ASSESSMENT: TRANSPORT  
 
 
1. The country assistance program evaluation (CAPE) for the People’s Republic of China (PRC) 
focuses on the 2006–2013 period; although it also refers to the PRC policy initiatives and Asian 
Development Bank (ADB) operations during 2014. The evaluation period spans the government’s 11th 
five-year plan (2006–2010) and the 12th five-year plan (2011–2015). During that period, the ADB has 
been holding regular policy dialogue with the government that resulted in the country strategy and 
program, 2004–2006, the country strategy and program update, 2007–2008, the two country 
partnership strategies (CPSs) for 2008–2010 and 2011–2015, and from 2011 rolling country operations 
business plans. The most recent CAPE was in 2007 covering the period from 1998 to 2005. In 2007 
ADB also carried out a sector assistance program evaluation (SAPE) for the transport sector in the PRC 
covering the period from 1997 to 2005. 
 
2. The SAPE, which evaluated only roads and railways, concluded that ADB’s support for these 
two subsectors had been successful, but also remarked that, with regard to roads and railways, the PRC 
had reached a level of completion and sophistication in terms of physical investment and sector 
administration and capacity that was well ahead of most other ADB developing member countries. This 
meant that ADB would need to make major adjustments if it was to remain relevant for the PRC as a 
development partner. ADB would have to identify those areas where it could provide more meaningful 
value addition, it would have to adjust the types of activities it supported and the way it provided that 
support, and it would have to ensure it had appropriate staff expertise.   

 
3. During the evaluation period, the PRC’s gross domestic product (GDP) continued to increase 
and it is now categorized as an upper middle-income country. However, it has the second largest 
number of poor people in the world after India, and poverty reduction remains a fundamental 
challenge. 
 

A. Sector Context  
 
4. The government recognizes that the provision of infrastructure is the engine of growth and it 
invested about 3.9% of its GDP during 1997–2011 in road and rail infrastructure.1 In response to the 
Asian financial crisis, in 1998 it increased its investment in highways by 70% to pump-prime its slowing 
economy.  
  
5. Between 2004 and 2012, the highway network has more than doubled in terms of kilometers 
(a 127% increase) and the expressway network, which includes the arterial National Trunk Highway 
System (NTHS) with seven east–west, nine north–south, and 18 transversal links, has almost tripled. In 
terms of passenger-kilometers, passenger traffic has grown at almost the same rate as the road 
network expansion (a 111% increase), while average travel distance per trip has reduced by 4%. With 
regard to freight, traffic tonnage increased by 156%, but in terms of ton-kilometers there was almost 
an eight-fold increase (659% increase), including a tripling of the average travel distance for freight and 
higher average loads. 
 
6. The respective figures for the railway subsector are modest: network expansion by 43%, 
including an express-railway network with four longitudinal and four transversal connections, and an 
increase of 69% in passenger volume, 72% for passenger-kilometer, and 1% for average travel distance 
per trip. For freight, the increase in tonnage was 57% and for traffic volume in terms of ton-kilometer it 
was 51%, resulting in a reduction in average travel distance of 3%. This is still a remarkable expansion 
as it was accompanied by double tracking and electrification. After the Wenzhou rail accident in July 

                                                           
1  McKinsey & Company. 2013. China’s next chapter. McKinsey Quarterly, No.3., New York. 
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2011, expansion slowed because of concerns over the safety and reliability of the system but it has 
been picking up in recent years with improvements in railway safety and investment in an ambitious 
high-speed rail network, partly on dedicated tracks. 

 
7. Navigable routes of inland waterways remained almost unchanged at 125,000 kilometer, albeit 
with a 35% increase in passengers and more than doubling of freight-tons (a 145% increase). 
Passenger-kilometer increased by only 17%, while freight-ton-kilometer doubled. Consequently, 
average travel distances declined by 14% for passengers and by 19% for freight.  

 
8. Because of the highway network expansion, 99.97% of all townships are now accessible 
through highways. The priority the government has attached to improving rural transportation means 
that the number of villages inaccessible by highway has reduced from roughly 213,000 in 1978 to 
about 3,000. 

 
9. The vehicle fleet has expanded equally dramatically. Passenger vehicles have increased seven-
fold during the evaluation period, which is equivalent to an average annual increase of 25%, while the 
number of private trucks has tripled. At the same time the annual vehicle performance in terms of 
passenger-km per vehicle has been reduced from 81,000 kilometer in 2004 to 24,100 kilometer in 
2013, which can mainly be explained by the larger number of short journeys in urban areas. 

 
10. The PRC has made remarkable progress in developing its transport infrastructure. Table 1 
compares its transport network with those of seven comparators. The PRC is now the world leader in 
terms of freight-ton-kilometer. If the trend during the evaluation period is sustained, the PRC will reach 
the vehicle density of the US in the next decade. 

 
Table 1: Selected International Transport Indicators, 2011 or Most Recent Available Data 

Item Unit PRC India Russia USA Brazil Germany Japan 
Rep. of 
Korea 

Roads          
Length  km 4,106,387 4,690,342 1,094,000 6,561,643 1,581,181 643,702 336,038 105,931 
Density  km/100 km2 43 143 6 67 19 180 90 106 
Freight  t-km million 5,137,474 1,106,500 247,936 1,929,201 NA 468,900 254,078 NA 
Passenger  p-km million 1,676,625 NA 138,588 6,798,346 NA 994,312 898,720 112,310 

Vehicle          
density          
Motor 
vehicles  

veh/1000 
persons 

69 NA NA 789 210 588 588 370 

Passenger 
vehicles  

veh/1000 
persons 

54 11 233 403 179 531 455 284 

 veh/km of road 23 5 38 37 25 75 222 174 
Rail          

Length  km 66,280a 64,460 84,249 228,218 29,817 33,509 20,140 3,650 
Freight  t-km million 2,562,635 625,723 2,222,388 2,524,585 267,100 105,894 20,255 9,996 
Passenger  p-km million 795,639 978,508 144,612 9,518 NA 80,210 244,591 21,603 
km = kilometer, NA = not applicable, p-km = passenger-kilometer, PRC = People's Republic of China, Rep = republic, t-km = ton-
kilometer, USA = United States of America, veh = vehicle. 
a This figure differs from the PRC Statistics in Appendix 2, as it may not account for double tracking. 
Source: World Bank. World DataBank http://databank.worldbank.org/data/home.aspx 
 

1. Five-Year Plans 
 

11. Growth up to the 11th five-year plan period (2006–2010) was "growth at all costs", but the 
11th plan noted that growth that relies mainly on export industry promotion based on cheap labor 
may lead to social instability. The shift to a more moderate and more equitable growth strategy was 
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not achieved during the 11th plan period.2 For the road and rail subsectors, the 11th plan gave high 
priority to improving transport capacity and efficiency and safety, promoting modern transport and 
information technologies, improving the regulatory framework for roads, encouraging joint and local 
railways, making railways commercially stronger, and initiating structural reforms. For both road and 
rail, investment and operational targets were set and they have been largely achieved. The rapid 
economic growth during the 11th plan period was, however, accompanied by such impacts as 
environmental degradation, high energy consumption and uncontrolled rural–urban migration, all of 
which were supposed to be reined in. 
 
12. During the 12th plan period (2011–2015), the focus toward "inclusive" growth increased, 
particularly after the Third Plenary Session of the 18th Central Committee of the Communist Party 
(Third Plenum) in November 2013. The major change to the past development direction was to reduce 
the annual GDP growth target to 7% to ameliorate social inequality and rebalance the economy by 
focusing on domestic consumption and urbanization. The key themes of the 12th plan that have an 
impact on the transport sector include: 

 
(i) environment protection and energy efficiency; 
(ii) increasing domestic consumption;  
(iii) an urbanization program wherein city-clusters are established;  
(iv) moving up the technological ladder; and  
(v) supporting indigenous innovations and moving away from "made in China" towards 

"create in China." 
 

13. For the transport sector, these moves translate into developing a comprehensive transportation 
system with supporting network links, introducing advanced technology and equipment, and putting 
in place safe and efficient green transportation services. Regarding the road network, the 12th plan 
envisages completion of the remaining sections of the NTHS and bottleneck road sections and the 
upgrading of national and provincial highways. Regarding rail, it is the formation of a rapid passenger 
transportation network through special passenger railway lines, the expansion of the high-speed 
railway network and regional trunk lines, the creation of a coal-transport passageway, and a general 
enhancement of heavy load transportation. Transportation systems for coal, iron ore, and containers 
are to improve through better logistics and intelligent transport. The reform agenda also includes the 
encouragement of joint-venture local railways and improving the competitiveness of railways through 
restructuring and reforms. 
 
14. To support the new urbanization city-cluster strategy, a multilayer intercity rapid network is to 
be developed. Priority is to be given to the densification of public transportation and building 
standards will be established for light track, metro and tramways. Alternatives to motor vehicle trips 
are to be advocated. Transport service levels are to be raised by enhancing links between railways, 
highways, seaports, airports, and city transport. The introduction of comprehensive traffic hubs is to be 
accelerated, and application of advanced equipment and technologies promoted. 
 
B. ADB Sector Strategy and Portfolio 
 

1. ADB Sector Strategy 
 

15. Between 2006 and 2010, ADB's basic strategy aimed at promoting pro-poor economic growth 
by enabling greater access of the poor to the benefits of economic prosperity and the opportunity to 
achieve it. Transport operations were focused on the country's lagging interior regions. For the PRC, 
that translated into infrastructure support for the central and western regions. 
 

                                                           
2  GDP growth was targeted at 7.8% per year during the 11th FYP period, but close to 10% was actually achieved. 
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16. ADB's operational strategy in the transport subsector moved away from pure expressway and 
highway projects to roads that connect major growth centers supported by a system of local roads. 
ADB’s strategy also included the development and improvement of urban transport, promotion of 
public transport and nonmotorized transport, as well as traffic safety, intermodal integration, energy 
efficiency, vehicle emission reduction, and regional cooperation.  

 
17. For the railways, ADB continued to support construction and rehabilitation of railroads that 
connect unserved, less developed and poor areas and that made the network for shorter routes denser. 
ADB mainly financed equipment to facilitate modernization and safety measures, energy conservation 
and environmental sustainability. Nonlending activities supported institutional strengthening and policy 
areas of private sector participation, public–private partnerships, and nongovernmental financing and 
commercialization. 

 
18.  In July 2010, ADB published a Sustainable Transport Initiative Operational Plan that was 
designed to align ADB’s transport sector strategy with ADB's overall Strategy 2020. It contained three 
strategic agendas to guide its work up to 2020—inclusive economic growth, environmentally 
sustainable growth, and regional integration.  

 
19. In particular, the operational plan was designed to tackle (i) urbanization and motorization,  
(ii) climate change and energy efficiencies, (iii) regional cooperation and integration, and (iv) road 
safety and emerging social issues. Within these new strategic directions, ADB was to focus on:  
 

(i) Urban transport by promoting (a) safe, secure, accessible, rapid, efficient, and user-
friendly public transport systems; (b) nonmotorized transport (NMT) infrastructure;  
(c) integrated urban transport and land use planning; (d) demand management; and 
(e) traffic engineering and management systems. 

(ii) Addressing climate change in transport by promoting: (a) a shift to railways, inland 
waterways, mass transit systems, and NMT; (b) strategic investments to shorten journey 
distances; (c) support for accessing global climate change funds, and  
(d) mainstreaming climate adaptation measures into transport operations. 

(iii) Cross-border transport and logistics by (a) simplifying and harmonizing national 
procedures and operations with international conventions and standards;  
(b) addressing bottlenecks in freight mobility and reducing the turnaround time of 
cargo vehicles; (c) streamlining transport connections at gateways, ports, and feeder 
connections; (d) creating dry port facilities and logistics centers; and (e) assisting in 
planning and investment programs to create a competitive regional road and railways 
network. 

(iv) Road safety and social sustainability by (a) applying engineering and behavioral 
approaches to safe design, construction, operation, and maintenance of roads;  
(b) introducing intelligent transport systems and developing road safety management 
capacity and road safety performance measurements; (c) improving rural bus services 
and NMT; (d) gender mainstreaming within transport; (e) designing pro-poor transport 
investments; and (f) improving social safeguards. 

 
20. The operational strategy provided important inputs for aligning ADB transport operations with 
Strategy 2020. It shifted ADB’s focus to supporting transport systems that are accessible, safe, 
affordable, and environment-friendly. 
 
21. Under the PRC CPS for 2011–2015, ADB continued to promote inclusive growth and 
environmental sustainability by helping to develop a more efficient, safe, green, and sustainable 
transport system by supporting (i) low-carbon transport modes and routes; (ii) public transport and 
NMT systems in urban areas; (iii) ordinary roads and road safety; (iv) integrated multimodal passenger 
and logistics policies, facilities, and systems; (v) travel demand management; (vi) energy-efficient 
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technologies, intelligent transport systems, emissions control and monitoring; and (vii) climate change 
mitigation and adaptation. ADB was to continue promoting synergies with subregional cooperation 
programs and integrating crosscutting initiatives, including knowledge solutions, and gender 
mainstreaming.   
 
22. Overall, ADB's strategy for transport was very much geared to supporting the objectives of the 
11th and 12th five-year plans, including road safety, climate change adaptation, and mitigation, and 
transport energy efficiency. The policy dialogue with the government during preparation of the CPS 
brought important new agendas to the forefront, which fed into the 12th five-year plan, as those 
topics for the first time were included as priority areas. For ADB, the issue of delivering value added and 
innovation became an increasing concern for project design.  

 
2. Portfolio 

 
23. Of the 89 loans to the PRC during 2006–2013 (the CAPE evaluation period), 27 were for the 
transport sector.3 The total amount lent was $5,130 million or about 30% of the total lending portfolio 
to the PRC. This comprised 13 loans for roads and 51% of the sector lending volume, nine loans and 
36% of the sector lending volume for railways, four loans and 10% of the sector lending volume for 
urban transport, and one loan and 3% of the sector lending volume for water transport. Lending for 
the urban transport sector only set in during the second part of the evaluation period, when the 12th 
plan gave more emphasis to urban development. For a list of projects approved during the evaluation 
period, see Table A1.1.  
 
24. ADB provided 51 technical assistance (TA) projects in the total amount of $25.79 million to the 
transport sector during the CAPE period. Of these, about 60% were for project preparation; the others 
being advisory TA (17%), capacity development TA (9%), and policy and advisory TA (15%). Roads were 
supported by 52% of the TA volume, of which almost 70% was used for project preparatory assistance. 
It is noteworthy that, the share of project preparatory TA in the PRC is substantially higher than the 
ADB-wide average of 32% for the same evaluation period.4 The distribution of TA during the evaluation 
period is shown in Table A1.2.  

 
25. During 2006–2009, the first half of the evaluation period, there were seven road projects, all in 
different provinces; four railway projects in several central provinces, that comprised one each of the 
four transversals (Taiyun–Zhongwei) and the four longitudinals (Chongquing–Lanzhou); one sector-
wide project for rail safety; and one railway project to substantially shorten the distance between 
Shanghai and Chengdu in the central province (Chongquing–Lichuan). In 2009, the end of the first part 
of the evaluation period, the first two urban transport projects were approved, including one processed 
by the Urban and Social Sectors Division (footnote 3).  

 
26. For 30 projects that had been approved before the start of the CAPE period, the project 
completion reports (PCRs) were prepared during the evaluation period. These projects were not 
included in this evaluation as they had been selected and designed under the previous five-year plans 
and ADB sector strategies, and were to an extent covered by the SAPE in 2007. Of these 30 projects, 21 
were rated successful in the respective PCRs and seven were rated highly successful. Project completion 
report validation reports (PVRs) were prepared for 16 of the 30 projects. Of the 16 PVRs, 13 confirmed 
the PCR ratings and in two cases the PVR downgraded the project from highly successful to successful. 
In one case, Hunan Roads Development II Project (L2089), the overall rating was downgraded from 
successful to less than successful, reflecting an economic internal rate of return (EIRR) value of 11.3%. 

                                                           
3  This includes Xinjiang Urban Transport and Environmental Improvement (L2526) which has been processed by the Urban and 

Social Sectors Division, although based on the project scope and title this project is clearly an urban transport project.  
4  IED. 2014. Corporate Evaluation Study: Role of Technical Assistance in ADB Operations. Manila: ADB. 
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This low EIRR value came from significantly lower traffic volume than projected at appraisal, and the 
PVR rated the resultant relevance and sustainability one notch lower than in the PCR. 
 

C. Evaluation of ADB Assistance 
 

1. Overview 
 

27. All sub-sectors are rated as successful and consequently the combined transport sector is also 
rated successful. The rating range lies between 2.00 for inland water-transport to 2.49 for railways 
(Table 2). Each project was individually rated. To obtain the subsector rating, the subsector projects 
results have been weighted by the project loan amount and the total loan volume for the subsector. 
The same approach has been followed to obtain the combined transport sector rating. 
 

Table 2: Transport Sector Rating 

 
Evaluation 
Criteria 

Subsector 

Transport Sector Road Railway Urban Waterway 
Program 
relevance 

2.35 Relevant 3.00 Highly 
relevant 

2.30 Relevant 3.00 Highly 
relevant 

2.60 Relevant 

Effectiveness 2.10 Effective 2.00 Effective 2.30 Effective 2.00 Effective 2.08 Effective 
Efficiency 2.17 Efficient 2.43 Efficient 2.38 Efficient 2.00 Efficient 2.29 Efficient 
Sustainability 2.08 Likely 2.00 Likely 2.60 Likely 1.00 Less likely 2.08 Likely 
Development 
impacts 

2.10 Satisfactory 2.00 Satisfactory 2.00 Satisfactory 2.00 Satisfactory 2.05 Satisfactory 

Total 2.37 Successful 
(S) 

2.49 Successful 
(S) 

2.46 Successful 
(S) 

2.00 Successful 
(S) 

2.34 Successful 
(S) 

Note: The ratings are from 0 to 3; the overall rating is highly successful if the sum of scores > = 2.5; successful if < 2.5 and > = 1.6; 
less than successful if < 1.6 and > = 0.8; and unsuccessful if <0.8. 
Source: Asian Development Bank Independent Evaluation Department. 

28. Of the 27 projects approved during the evaluation period, all but five have been included in the 
full sector rating. These five projects could not be assessed for all the rating categories as they were 
approved towards the end of the evaluation period and implementation has not yet reached a level 
where significant conclusions could be drawn, particularly in the areas of effectiveness, sustainability, 
and development impacts.     
 

2. Relevance 
 

29. ADB's sector program was relevant. All projects have been relevant to the government's 
strategies, ADB's sector strategy, and regional cooperation strategies valid at the time of project 
approval. CPSs have been closely aligned with the government`s policy and sector strategies as spelled 
out in the 11th and 12th plans. In the annual country programming process, the government provides 
ADB a shortlist of priority projects to be implemented by the local governments or central agencies (as 
in the railway subsector). The government has a vast pool of candidate projects, and in selecting 
projects for ADB support, the government takes full account of ADB strategies. In that sense, the 
government has played a supportive role in the relevance rating.  
 
30.  In the project selection process, the government clearly plays the lead role. ADB has made 
some progress in terms of becoming involved in the project selection process earlier in the project 
cycle. For instance, workshops were introduced in 2012 to discuss new projects in the pipeline for ADB 
loan support. As a result, it is increasingly likely that ADB is able to influence project design before the 
concerned agencies complete their feasibility studies.  
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31. The strategy during 2006–2010 in the road subsector was to move away from the hitherto 
standard expressway projects and to focus more on connecting major growth centers and to develop a 
system of local roads connecting lesser-developed areas with the NTHS. Table 3 shows that, in terms of 
kilometers, rural and local roads now account for 135% of trunk roads, although they account for less 
than 10% of the capital costs of road projects supported by ADB. 

 
Table 3: Investment in Trunk Roads and Local and Rural Roads, 2006–2014 

Loan 
No. Project 

Trunk 
Roads  
(km) 

Local and  Rural 
Roads Capital 

Cost of 
Trunk  
Roads 

 ($ million) 

Capital 
Cost  of 
Local and 
Rural 
Roads 
  
($ million) 

ADB  
Financing 
of Local 

and Rural 
Roads  

($ million) (km) 
Share 
(%) 

2247 Heilongjiang Road Network 
Development 

428 170 40 395.50 18.56 16.30 

2295 Southern Gansu Roads 
Development 

134 357 266 1,054.80 29.20 13.10 

2339 Eastern Sichuan Roads 
Development Project 

143 430 301 1,310.60 29.00 4.22 

2345 Western Guangxi Roads 
Development Project 

177 1,060 599 1,271.20 161.00 30.00 

2393 Xinjiang Regional Road 
Improvement Project (Korla-Kuqa) 

297 193 65 443.86 15.09 3.83 

2448 Central Yunnan Roads 
Development 

64 190 297 747.40 29.50 6.00 

2600 Anhui Integrated Transport Sector 
Improvement 

139 452 325 844.50 305.70 58.03 

2631 Second Heilongjiang Road Network 
Development 

206 144 70 528.02 78.91 24.37 

2709 Yunnan Integrated Road Network 
Development 

158 605 383 1,318.00 32.26 20.00 

3042 Inner Mongolia Road Development 132 292 221 260.83 82.25 43.10 
3074 Yunnan Sustainable Road 

Maintenance (Sector) 
890  0 189.10   

3112 Anhui Intermodal Sustainable 
Transport 

116  0 356.99   

  Total 2,884 3,893 135 8,721.00 781.47 218.95 
ADB = Asian Development Bank, km = kilometer, No. = number. 
Note: Trunk roads are Class I expressways and highways.  
Source: ADB database. 

 
32. The local and rural road components had further pro-poor investment add-ons such as bus 
stations in small towns and villages, improving rural road maintenance systems and road safety, control 
emissions, and strengthen rural transport services. Three of them were subregional priority roads.  
 
33. In the railway subsector, ADB's strategy was to move away from financing civil works 
construction toward supporting energy efficiency, system safety, modern state-of-the-art equipment, 
institutional reforms, and commercialization. ADB has focused more on system-wide interventions. 
Expansion of the railway network with ADB financing was to be in unserved and less developed areas 
with a view to shortening transport distances and conserving energy. All four railway projects and the 
five tranches of the multitranche financing facility (MFF) approved during the evaluation period 
adhered to these strategic objectives. About 96% of ADB's lending to the railway sector during the 
evaluation period was for equipment and only about 2% for civil works. 
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34. The first urban transport project in Xinjiang (footnote 3) related to new construction and 
upgrading of city roads in four cities to decongest traffic, construct bus stops, improve road safety, and 
provide environmental sanitation facilities and solid waste management equipment. The second, 
Lanzhou Sustainable Urban Transport (L2601) started a series of four urban transport projects, 
supporting bus rapid transit (BRT) and NMT, together with intelligent transport systems to improve 
road safety, vehicle emission control, and multimodal interchange facilities. 
 
35. In line with the strategy of greening the transport sector portfolio, ADB for the first time 
supported the inland waterway subsector with the Hunan Xiangjiang Inland Waterway Transport 
Project (L2962) which included a TA for Strategy for Restructuring Inland Waterway Transport and 
Multimodal Logistics in Chongqing (TA8476).5 The Anhui Intermodal Sustainable Transport Project 
(L3112), approved in 2014, also included an inland-water-transport and intermodal-port component. 

 
36. On an individual project basis, each project approved during the evaluation period is rated 
relevant or highly relevant and this is well documented in the respective reports and recommendations 
of the President (RRPs). However, the challenges in the PRC are much broader. The central government 
and ADB are endeavoring to be innovative and transformative in the design of projects. The CAPE team 
was informed by some transport sector executing and implementing agencies that seeking ADB loan 
support for projects can take up to 2 years to reach loan effectiveness, given the ADB processes of a 
project preparatory TA and internal approvals. When the project for which ADB support is sought is 
part of a local development plan and when project feasibility studies (and other project documents) 
have been prepared prior to ADB involvement, the executing and implementing agencies consider that 
the project is ready for implementation and do not view the delay favorably. However, there is a 
reasonable degree of doubt regarding project readiness given that: (i) although ADB normally allows 
for retroactive financing at approval, it is rarely used; and (ii) almost all transport project proposals 
required ADB support for strengthening safeguards documentation.  
 
37. The CAPE team was also told that in many cases the project preparatory TA process does not 
provide value addition and it was alleged that project preparation documents are sometimes simply 
translations of the original Chinese feasibility studies. However, there are cases where a substantial 
modification to project design or a concept through project preparation has called for the concerned 
agencies to seek fresh approvals—which has led them to withdraw the project for ADB financing.6 
There have also been cases where the provincial or local governments have welcomed innovative 
elements in project concept and design. In the Hubei Yichang Sustainable Urban Transport Project 
(L3014), for example, although the original scope of this project included only city road improvements, 
ADB convinced the municipality to modify the concept and project scope as the city layout had great 
potential for a high-quality BRT and NMT system. With the Yunnan Sustainable Road Maintenance 
Project (L3074), ADB persuaded the authorities to expand the scope to establish an improved road 
asset management system for the entire trunk network, including financing of annual priority 
maintenance investment programs. Further examples are provided in a supplementary appendix 
(Appendix 2). 

 
38. The project design for the Hunan Xiangjiang Inland Waterway Transport Project (L2962) has an 
innovative element as it introduces a green reward incentive scheme for vessel-related waste collection. 
The aim is to encourage vessel owners and crew to properly dispose of the waste related to inland 
waterway transport (such as kitchen waste, sanitary waste, grease, and oil residues). 

 
39. For these innovative transport initiatives to become transformative, they need to be replicated 
in the province or even nationwide. However, projects are spread over the central and western 

                                                           
5  L2962 also supported a run-of-the-river barrage, a green energy generation component. 
6  For example, the Fujian Road Network Rehabilitation and Green Transport Project was dropped from the pipeline after 2 years 

of intensive policy dialogue, even before the project preparatory TA was processed. 
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provinces, which does not give ADB much chance to revisit the same project agency and keep the 
policy dialogue going. 
 
40. During the evaluation period, ADB’s overall share of project capital cost of 14% (Table 4) has 
been low in comparison with those in other countries where ADB is active.7 On the one hand, this 
reflects the general strong economic and financial status of the PRC and proves the government’s 
strong commitment to these projects. On the other, it raises the question of the relevance of ADB's 
assistance. From the loan volume point of view, ADB's participation in the projects may not be highly 
relevant or provide ADB with significant leverage. 

 
Table 4: Project Financing Distribution 

Item 

Total  Project 
Cost  

($ million) 

ADB 
Financing  

($ 
million) 

Central Gov. 
Financing  
($ million) 

Provincial 
Gov. 

Financing  
($ million) 

Local Gov. 
Financing  
($ million) 

Domestic 
Bank 

Financing  
($ million) 

Commercial 
Sector 

Financing  
($ million) 

Rail 22,111.13 1,849.60 9,668.20 0 0 9,815.58 777.75a 
%  8% 44% 0% 0% 44% 4% 
Road 12,714.30 2,480.00 2,369.48 2,081.22 - 5,332.30 451.30b 
%  20% 19% 16% 0% 42% 4% 
Urban 1,966.39 650.00 126.46 0.00 505.01 684.92 0.00 
%  33% 6% 0% 26% 35% 0% 
Water 393.32 150.00 50.53 127.39 0.00 65.40 0.00 
%  38% 13% 32% 0% 17% 0% 
 Total 37,185.14 5,129.60 12,214.67 2,208.61 505.01 15,898.20 1,229.05 
 %  14% 33% 6% 1% 43% 3% 

ADB = Asian Development Bank, Gov = government.  
a China Railway Corporation. 
b Sichuan Provincial Expressway Co. 
Source: Asian Development Bank database. 
 
41. ADB's financial contributions remain relevant. Provinces and municipalities need to raise money 
from domestic banks. Their financial situation is still not healthy, and ADB loans fill an important 
financing gap.  
 
42. At the central level, the government agencies have repeatedly emphasized that they see the 
relevance of ADB's involvement in the PRC mainly and importantly as it exposes provincial agencies to 
international business practices when implementing projects. ADB involvement also means that ADB's 
guidance and the pursuance of safeguard requirements can be pursued even on those project sections 
where ADB is not contributing financially. The central government does not have the institutional 
capacity to monitor these aspects at the provincial level. For the central government, ADB is virtually an 
overall supervision consultant. Since this can, however, only be done for those projects ADB is involved 
in, shortcomings are likely to remain in the many other projects the PRC is implementing. In addition, 
since ADB's support is spread across the country, revisits that would deepen the institutional 
strengthening process are unlikely. ADB needs to consider its role in this regard and to expand and 
elevate its attempts to strengthen the PRC institutions.  
 
43. The Ministry of Transport considers ADB's nonlending activities to be relevant and has 
expressed full ownership of the TA program and the individual TA projects. The topics of the 25 policy, 
advisory and capacity development TA projects are relevant for the objectives of the government and 
ADB strategies as they cover improving operational efficiencies and introduction of competition 
particularly in the railway subsector; sustainability through technical and financing improvements in 
road maintenance, safety aspects, and the involvement of women from minority groups in road 

                                                           
7 For example, ADB loans to support Pakistan’s transport sector during 2002 to 2011 accounted for more than 70% of project 

costs. 
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maintenance; and looking into multimodal interfaces in rail, road and urban transport. However, ADB 
cannot systematically track the extent to which these outputs have led to the desired policy changes 
the government considers ADB’s findings and recommendations along with inputs from other agencies 
such as the World Bank and the PRC’s own think-tanks while formulating policy.  
 

3. Effectiveness  
  
44. ADB's transport program has been effective in delivering intended outputs and outcomes. In all 
cases of post-evaluated projects, the intended outputs were achieved. With regard to ongoing projects 
there is no indication at this stage that the intended scope will have to be reduced. There have been no 
cancellations of loan components of any substance or any significant re-allocation. The outputs and 
outcomes of the various interventions have contributed to the intended targets as indicated in the CPSs 
and the design and monitoring framework of individual projects, although many of the targets are at a 
macro level or are area-specific and cannot be verified without substantive research.  
 
45. In the road and railway subsectors, the program helped expand and upgrade national networks 
and links to the Greater Mekong Subregion and Central Asia Regional Economic Cooperation networks 
and to integrate remote areas, providing a base for the economic advancement and access to job 
opportunities and important social services. It contributed to improved road safety and traffic 
discipline. The program also helped to improve the road asset management systems under two projects 
(L2631 and L3074) and to strengthen freight services by introducing freight and logistic terminals. It 
made efforts to reform the bus licensing system and included bus service stations in remote areas in 
the project scope. Through the Railway Safety Enhancement Project (L2390) and the five tranches 
under the Railway Energy Efficiency and Safety Enhancement (MFF40) ADB helped to improve the 
emergency response systems in cases of accidents. Through procurement of administrative and training 
support for modern technologies and equipment, the program contributed to railway safety, energy 
efficiency, and greener transport.  
 
46. In the urban transport sector, the program helped to ease city traffic flow by constructing new 
intra-city connections, widening existing city roads by incorporating provisions for BRT and NMT and 
pedestrian facilities and lanes, providing urban transport hubs, and applying advanced information 
technology and intelligent traffic flow monitoring systems. These measures also resulted in reduced 
travel times and vehicle emissions and greater safety. Travelers were diverted to public transport. These 
outcomes are fully in line with the sector objectives of the government and ADB. 

 
47. During the CAPE period, ADB involved itself for the first time in the inland waterway transport 
subsector, which has vast potential for energy-efficient and environmentally friendlier transport, 
particularly for bulk commodities.  

 
48. The transport portfolio experienced start-up delays of 9 month on average (for the ongoing 
projects as of 31 December 2012), which is about 1 month longer than the country average. This did 
not materially impact on program effectiveness from ADB perspective.  

 
49. Regarding policy, advisory and capacity development TA projects for which TA completion 
reports (TCRs) have been prepared, the time elapsed between TA approval and the fielding of the 
consultants was reasonable, normally in the range of 3 to 7 months. There were three exceptions in the 
railway subsector. For the Railway Emergency Management Systems Study (TA 4955), it took 20 
months to field the consultant; for the Enhancing the Competitiveness and Efficiency of Railway 
Passenger Operations (TA 7147), it took 17 months; and for the Institutional and Capacity Development 
(TA 7403) it took 22 months. In all these cases there were problems in the recruitment process. 
Rebidding was required because of the quality of the original bidders. In the case of TA 7403, which 
was attached to tranche 1 of Railway Energy Efficiency and Safety Enhancement Program (MFF40), the 
RRP failed to provide terms of reference that had to be agreed upon with the PRC authorities after TA 
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approval. In most cases ADB has underestimated the time required by the consultant(s) to deliver the 
expected outputs (Appendix 1, Table A1.3). The actual implementation periods of the completed TA 
projects were generally expanded to ensure quality, allow for overseas training (TA 4964) and respond 
to problems with data collection (TA 7308). There were also delays with final billings. In the case of 
TA7174, the scope was completed on time, but the decision to prepare a knowledge publication to 
disseminate the findings caused a delay of more than 1 year.  
 
50. The TCR for TA 7174 mentioned "having a consulting team led by a Chinese firm provided ease 
of access to Chinese stakeholders and data." This argument should not be used as general advice, 
particularly for TA projects that are looking for good international practices, unless substantial 
assistance from international consultants is also being incorporated, as was done in the case of 
TA7174. 

 
51. The TCR ratings of the evaluated TA projects were successful for 11 projects (including the 
second phases of TA 7456 and TA 7673), highly successful for two, and unsuccessful for one. TA 7147 
was rated unsuccessful largely because of the poor performance of the consultants, although efforts 
were made to improve the outcome by replacing the consultant team. However, the new team 
performed equally poorly, so the TA had to be terminated. ADB was able to recover 76% of the TA cost. 
 
52. The strong effectiveness of the investment and TA programs benefited immensely from the full 
commitment of the central and provincial governments and executing agencies.  

 
53. The sector interventions have been effective at the project level. Whether or not the experience 
and lessons learned and the measures to strengthen institutions are disseminated and applied through 
replication by provincial or central government is difficult to establish without a formalized feedback 
reporting system by the respective governments.  

 
4. Efficiency 

 
54. ADB's transport program has been efficient. This assessment is based on the original economic 
rates of return (EIRRs) presented in the RRPs of all projects, and the recalculated EIRRs of the five 
projects for which a PCR had been prepared.  
 
55. All projects had an EIRR at appraisal higher than the cut-off rate of 12%, ranging from 13.2% 
for Inner Mongolia Road Development Project (L3042) to 57.2% for the Railway Safety Enhancement 
Project (L2390).  

 
56. Seven projects had an EIRR of more than 18% and have been rated in this evaluation highly 
efficient, including the five tranches of the Railway Energy Efficiency and Safety Enhancement 
Investment Program (L2605, L2724, L2765, L3082, and L3109). Most projects would be resilient against 
possible adverse developments such as cost increases or lower than expected benefits. This is indicated 
by the standard sensitivity calculations (cost increase of 10% and benefits reduction by 10%) and the 
high switch values8 where these were calculated.9 The combined EIRR of the MFF was 26.1%, with a 
switch value of 175.8% (Appendix 1, Table A1.4).  

 
57. In the EIRR calculations, standard benefits have been quantified in an appropriate manner, 
which in general for the road and urban transport projects were: (i) vehicle operating cost savings 
resulting from improved road conditions, shorter travel distances and diverted traffic;  

                                                           
8 The switching value is the percentage change in a variable required for the NPV at 12% to become zero, i.e., guaranteeing an 

EIRR of 12%. 
9  The requirement to provide sensitivity calculations (sensitivity indicators of switch values) has not been uniformly followed. 
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(ii) time savings for passengers and freight; (iii) fewer accidents; (iv) less congestion; (v) benefits from 
generated traffic; and (vi) benefits from reduced carbon dioxide emissions.  
 
58. In the railway subsector, the main benefits were: (i) general operating cost savings for freight 
and passengers caused by diversions from longer railway routes and reduced downtime10; (ii) time 
savings for freight and passengers; (iii) benefits from diverting from other modes; (iv) tourism benefits 
from the opening up of a remote area; (v) road accidents that have been avoided; (vi) pollution 
reduction benefits; and (vii) national production benefits from generated traffic.  

 
59. The Hunan Xiangjiang Inland Water Transport Project (L2962) was a project with transport, 
power generation and irrigation components. In addition to the usual transport benefits of regular, 
diverted and generated traffic, it created additional benefits from clean power generation (a reduction 
of greenhouse gases) and more reliable irrigation. 

 
60. The main reasons for lower than expected EIRRs in transport projects generally are: (i) delays in 
implementation resulting in a late start to the benefit flow; (ii) cost increases; (iii) lower than expected 
traffic volumes and increase of economic activities; and (iv) lower than expected vehicle operating cost 
savings 

 
61. In the cases of the five completed projects for which PCRs have been prepared (one railway and 
four road subsector projects), there were only minor delays in implementation, but they did not impact 
on project viability. There were, however, substantial cost increases, particularly in the Taiyuan-
Zhongwei Railway Project (L2274). There was a 44% cost overrun, resulting from higher construction 
costs, design changes, the inclusion of additional tunnels and bridges, and a 240% increase in land 
acquisition and resettlement cost that brought the overall cost overrun to 88%. Despite having had a 
project preparatory TA to review the original design, the costs estimates were too low even when they 
were simply compared with unit costs in other railway projects. The increase in resettlement costs 
related mainly to the cost for building concentrated resettlement sites that were not included in the 
resettlement plan budget. Although the PCR explained that these costs are normally paid for by local 
governments; in any case these are project cost that should have been included in the EIRR calculations, 
irrespective of who is paying for it. The number of affected people was lower than estimated at 
appraisal, as it was possible to avoid some relocation through the construction of additional bridges. 
 
62. Of the four completed road projects for which PCRs have been prepared, the Eastern Sichuan 
Roads Development Project (L2339) had a cost overrun of 21% and the Western Guangxi Roads 
Development Project (L2345) had an overrun of 28%. In both cases, the major reason was a substantial 
increase in land acquisition and resettlement costs, due to an increase in compensation rates, an 
increase in the numbers of buildings to be destroyed, and an appreciation of the yuan (10% in the case 
of L2339 and 20% in the case of L2345). In the case of L2345, there were also additional costs through 
road realignments for environmental reasons. Both cost increases were financed through increases in 
equity and with supplementary local loans. ADB adjusted its financing percentage downward to avoid 
supplementary financing. The other two completed projects, Heilongjiang Road Network Development 
(L2247) and Xinjiang Regional Road Improvement Project (L2393), largely remained within the budget.  

 
63. Despite the slight delays in implementation and the higher costs, the PCRs for the four 
completed road projects show that the projects remain economically viable. Because of higher than 
originally estimated traffic, L2247, L2339, and L2393 had EIRRs that are slightly higher than estimated 
at appraisal. Only L2345 suffered a significant EIRR reduction from 17.5% to 13.6%, because of a 
slower build-up of traffic in the initial years.  

 

                                                           
10 In particular, with the Railway Safety Enhancement Project (L2390) and the Railway Energy and Efficiency and Safety 

Enhancement Investment Program (MFF40). 
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64. For the ongoing projects, information on cost overruns at this stage of implementation is 
available only for the two new railway line constructions (L2481 and L2471) and one road project 
(L2448). The expected cost increases are in the range of 35%, 37%, and 40% respectively. In the two 
railway projects, the increases were caused by design variations due to difficult topography and 
increased costs for land acquisition and resettlement, and environmental protection measures (L2471) 
and increased length and heights of bridges (L2481). The major reasons for the cost increase in L2448 
were the stronger yuan and land acquisition and resettlement costs that were four times higher than 
expected, because of higher government scheduled compensation rates. Only L2471 has a switch value 
(23%) that is lower than the cost overrun (35%), which could reduce the EIRR from 17.1% to below 
12% if benefits remain unchanged.  
 
65. Changes in design do happen during implementation, e.g., when new information on soil 
conditions becomes available. However, as work under project preparatory TA projects builds on the 
studies already done by the PRC counterparts, such changes should not be frequent or substantial.  

 
5. Sustainability 

 
66. ADB's transport sector program is likely sustainable. This assessment is based on the general 
state of transport assets, the efforts to maintain progress that has been gained, and of the proven 
record of keen commitment by the central and local governments to improve shortcomings as they are 
identified. 
 
67. ADB's operational strategies in the various transport subsectors are in line with the 
government’s policies and strategies as expressed in the five-year plans and in transport plans and 
strategies. ADB’s focus on the lesser developed central and western provinces and the reaching out to 
the rural poor—by connecting them to the transport network and providing them better and 
affordable transport services—is consistent with PRC’s development priorities.  
 
68. There are no signs that the government plans to reduce its efforts or to change its sector 
policies significantly.  

 
69. Where governance and institutional capacities in project implementation and/or operation are 
still weak, ADB has incorporated capacity building and institutional strengthening components. Where 
policy options were not clear or lacked direction, ADB provided TA to advise the PRC authorities of the 
best practices for innovative solutions. All this is in support of sustaining the sector objectives.  

 
70. At the project level, aside from quality of construction, support and acceptance from the public 
and vulnerability to natural disasters and climate change, sustainability depends on the financial 
capability of the operating agencies to maintain newly built or improved facilities to sustain operations. 
Of the 27 projects approved during the evaluation period, 17 were revenue-earning or had revenue-
earning components. In all cases, the financial internal rate of return (FIRR) was higher than the 
weighted average cost of capital (WACC) with a FIRR/WACC ratio ranging from 1.05 to 2.78. Only in 
two cases was the FIRR/WACC ratio less than 1.2 (Table 5). In the case of Hunan Xiangjiang Inland 
Waterways Transport Project (L2962) a FIRR/WACC ratio of 1.18 is shown but that assumes revenue 
from the power generation component only, not from lock operations for inland water transport. In 
the case of the Hubei-Yichang Sustainable Urban Transport Project (L3014), the project will operate at a 
low FIRR/WACC ratio of 1.05, which has been justified for social considerations, i.e., the need to make 
fares on the project’s BRT system affordable. The BRT system will generate revenue by collecting bus 
fares from passengers. Initial fares matched existing low levels, which are designed to benefit the poor. 
The fare will be adjusted periodically to pay for the operating and maintenance cost, but at the same 
time be affordable to the poor and vulnerable groups. For the three railway construction projects, the 
financial performance of the specifically created joint-venture railway companies has been the basis for 
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the assessment. In these projects, the ratios were among the highest; however, the figures are based 
on the appraisal cost estimates and do not include the project cost overruns of 35% already incurred in 
the case of Lanzhou–Chongqing Railway Development (L2471) and 37% in the case of the Chongqing-
Lichuan Railway Development (L2481). The figures for the Taiyuan–Zhongwei Railway (L2274) are based 
on PCR data, but they are higher than at appraisal, as the revised traffic forecasts have been higher 
than originally expected. 
 

Table 5: Financial Performance of Projects with Revenue Earning Components 

Year 
Loan 
No. 

Admin. 
by Project Title 

Sub-
sector 

Evaluation 
Status 

FIRR 
After Tax 

(%) 
WACC 

(%) 
FIRR/ 

WACC 
2006 2274 PRCM Taiyuan–Zhongwei Railway Rail PCR 6.4 2.3 2.78 
2008 2471 PRCM Lanzhou–Chongqing 

Railway Development 
Rail Ongoing 7.0 2.7 2.55 

2008 2481 PRCM Chongqing–Lichuan 
Railway Development 

Rail Ongoing 5.5 2.8 1.96 

2006 2247 HQ Heilongjiang Road 
Network Development 

Road PCR 6.5 2.8 2.32 

2006 2295 HQ Southern Gansu Roads 
Development 

Road Ongoing 4.6 3.4 1.35 

2007 2339 PRCM Eastern Sichuan Roads 
Development Project 

Road PCR 4.0 2.6 1.54 

2007 2345 HQ Western Guangxi Roads 
Development Project 

Road PCR 3.6 2.4 1.50 

2007 2393 PRCM Xinjiang Regional Road 
Improvement Project 
(Korla–Kuqa) 

Road PCR 7.1 3.7 1.92 

2008 2448 PRCM Central Yunnan Roads 
Development 

Road Ongoing 4.3 3.5 1.23 

2009 2600 PRCM Anhui Integrated Transport 
Sector Improvement 

Road Ongoing 6.6 3.7 1.78 

2010 2631 PRCM Second Heilongjiang Road 
Network Development 

Road Ongoing 6.2 3.6 1.73 

2010 2709 HQ Yunnan Integrated Road 
Network Development 

Road Ongoing 4.7 3.0 1.57 

2014 3112 HQ Anhui Intermodal 
Sustainable Transport 

Road Too early 2.5 1.9 1.31 

2011 2802 PRCM Xi’an Urban Road Network 
Improvement 

Urban Ongoing 3.2 1.6 2.00 

2012 2915 HQ Jiangxi Fuzhou Urban 
Integrated Infrastructure 
Improvement 

Urban Ongoing 5.2 2.2 2.36 

2013 3014 HQ Hubei-Yichang Sustainable 
Urban Transport 

Urban Too early 2.7 2.6 1.05 

2012 2962 HQ Hunan Xiangjiang Inland 
Waterway Transport 

Water Ongoing 2.8 2.4 1.18 

ADB = Asian Development Bank, Admin. = administered, FIRR = financial internal rate of return, HQ = headquarters, No. = 
number, PCR = project completion report, PRCM = People's Republic of China Resident Mission, WACC = weighted average cost 
of capital. 
Source: Asian Development Bank database. 

 
71. For all completed projects, the PCRs state that the quality of the construction works was 
satisfactory. This cannot be confirmed for the ongoing projects, but available back-to-office reports do 
not indicate any quality problems with the construction work. Design and supervision consultants are 
being selected on a competitive bidding basis and where necessary because of project complexity, 
foreign consultants were added to the design and supervision teams and specific training components 
were included for improved maintenance.   
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72. Regarding maintenance of the non-revenue-earning projects or components, the available 
budgets are considered sufficient to meet the expected maintenance and operating costs. Efforts have 
been made to involve the private sector through performance-based maintenance contracts. In two or 
the three cases where this was intended in the project design, it did not materialize to the desired 
extent. In one project there was concern over the fate of the regular maintenance team of the 
provincial transport department and the fact that the pilot section was too short to generate interest 
from the private sector (L2247). Besides, tolls for class II roads were abolished during implementation 
and there was no revenue for the potential concessionaire to finance O&M. So ADB arranged for the 
project’s international and domestic consultants to review the existing road maintenance system to 
provide the provincial government’s transport department with (i) recommendations for introducing 
private sector participation for road O&M through a concession mechanism, and (ii) sample contract 
documents to be used in future projects. Another project where private sector involvement in O&M was 
sought (L2295), could not attract any bidders. Although the road sections tendered were longer than 
for L2247, the maintenance period offered was too short. For the Yunnan Integrated Road Network 
Development Project (L2709), ADB introduced competitive bidding for road maintenance and provided 
TA on Community-Based Road Maintenance System by Women Ethnic Minority Groups (TA 7673). This 
was an innovative and successful pilot to get village people involved in the maintenance of rural 
roads—in this case women of ethnic minorities. ADB also supported two further TA projects, Financing 
Road Construction and Maintenance after Fuel Tax Reform (TA 7456 approved in 2009 and TA 7694 
approved in 2010) to provide policy recommendations for secured maintenance financing, among 
other issues. However, there is no follow-up information on these projects.  
 
73. ADB has promoted the introduction of a computerized road asset management system (RAMS) 
to provide a systematic approach to road maintenance planning. Under the Second Heilongjiang Road 
Network Development (L2631) approved in 2010, a computerized RAMS was institutionalized. 
Following a TA project approved in 2011 to assist the provincial highway maintenance office in 
planning maintenance works, the Yunnan Sustainable Road Maintenance Project (L3074) approved in 
2013 included a RAMS for the entire main road network in the province.  

 
74. For the Inner Mongolia Road Development Project (L3042), approved in 2013, climate change 
adaptation was included in the project design, as global warming could affect the roadbeds on 
permafrost. As many of the road projects in the ADB portfolio are in mountainous areas, it is 
conceivable that greater rainfall on account of climate change could play a significant role in these 
projects too, but no discussion on this issue is evident in the project documentation for these projects. 
Climate change adaptation issues have been considered in the design of the Anhui Intermodal 
Sustainable Transport Project (L3112), approved in 2014.   

 
6. Development Impacts 

 
75. The development impacts of the transport sector program are satisfactory. This judgment 
relates to the key objectives spelled out in the successive ADB country strategies.  
 
76. The transport sector program was directed towards the central and western provinces, which 
are lagging behind the coastal provinces in economic and social development. Table 6 gives an 
overview of the provinces covered under the various transport modes. 
 

Table 6: Provinces Covered by Transport Projects during Evaluation Period 

Roads Railway Urban Water 
Heilongjiang (2), Gansu, Sichuan, 
Guanxi, Xinjiang, Yunnan (3), 
Anhui (2), Inner Mongolia 

Shanxi-Shaanxi-Gansu; 
Gansu-Sichuan; Yunnan, 
Guangxi, Sichuan; Guizhou 

Gansu, Jiangxi, 
Hubei, Shaanxi 

Hunan 

Source: Asian Development Bank database. 
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77. The ADB program is spread over several provinces. This raises the question of whether ADB is 
spreading itself too thinly to have a strong and sustainable impact, and for ADB to engage in a 
sustained policy dialogue at the provincial level. Topics such as improving road safety, energy efficiency 
through intelligent transport, logistics, sustainable maintenance financing, asset management, and 
institutional strengthening have been raised with the various local executing and implementing 
agencies that ADB has supported, but often on a one-off basis. Replication is not likely take place 
automatically without intensive follow-up.  
 
78. Inclusive growth. The high EIRRs of the projects indicate that all the projects have contributed 
to economic growth at national and provincial levels. Through a trickle-down effect, they also 
contributed to inclusive growth. The savings in transport costs, which are expected to reduce the cost 
of necessities of the poor, the focus on poorer inland provinces, the inclusion of pro-poor components 
of rural and local roads, public transport services such as BRT and improvements of rural bus services, 
and better transport networks all make the inclusive growth impact more pronounced. However, more 
could have possibly been done. Table 3 shows that in terms of kilometers, the rural road components in 
road projects during the evaluation period exceeded the expressway and highway components by 35%. 
However, in terms of total investment, the PRC rural roads received less than 10% of the expenditure 
on expressways and highways. Through social development and poverty analyses, which are a standard 
requirement under ADB projects and development action plans, the government is being sensitized to 
pay particular attention to the concerns of the poor and construction contracts require the contractor 
to employ local poor people. 
  
79. Environment. In all the projects, extensive efforts were made to avoid negative environmental 
impacts and to mitigate negative impacts during construction (dust, noise, soil erosion, pollution, 
protection of plants and trees) and operations. Road alignments and bridge and culvert designs were 
optimized so as to reduce environmental impacts, nature reserves were bypassed, and ADB helped to 
strengthen the relevant monitoring agencies. Where particular environment issues arose, special studies 
were undertaken to minimize detrimental impacts, e.g., Restoration of Wetlands in the Dalai Lake 
Nature Reserve of Inner Mongolia (TA 8476) and the study to optimize river crossings and floodplains, 
both in connection with the Inner Mongolia Road Development (L3042).  
 
80. Several projects were directly related to environmental sustainability through improving the 
energy efficiency of transport. The five tranches of the MFF for the Railway Energy Efficiency and Safety 
Enhancement Investment Program (MFF40) and Improving Energy Efficiency and Reducing Emissions 
through Intelligent Railway Station Buildings (TA 7916) are important cases in point. The support of 
BRT and NMT in several urban transport projects has been geared towards greener transport. However, 
few references were made in the project documents that would hint at a mainstreaming of climate 
change considerations during the evaluation period. 

 
81. Regional cooperation. There had been four regional cooperation projects (two in Yunnan and 
one each in Guangxi and Xinjiang) that have improved transport connectivity in the Greater Mekong 
Subregion and Central Asia Regional Economic Cooperation areas. These have included border road 
improvements and advisory assistance for livelihood opportunities in border areas.  

 
82. Private sector. ADB included private sector participation in the road sector in only three cases 
through performance-based maintenance contracts. Two of these three were not successful, and ADB 
failed to follow up forcefully to rectify the causes for the failure. Where ADB introduced RAMS, it is 
anticipated that this will lead to a more predictable pipeline of maintenance works, which will help 
attract private sector participation for maintenance contracts and concessions.  
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E. Other Evaluations 
 

1. Urban Multisector Projects 
 

83. ADB has been providing additional support to the urban transport sector during the evaluation 
period through 15 multisector projects, including one emergency assistance loan, Emergency 
Assistance for Wenchuan Earthquake Reconstruction (L2508), in the aftermath of the Great Sichuan 
Earthquake of May 2008. The total loan amount for this urban multisector portfolio was $2,130 
million, supporting an investment program of $4,123 million. These projects have been processed and 
are being administered by Urban and Social Sectors Division.  
 
84. The 15 urban multisector projects cover a variety of social and urban subsectors including  
(i) water supply; (ii) sanitation; (iii) waste management; (iv) energy efficiency and conservation through 
improving urban heating systems; (v) irrigation, drainage, flood protection; (vi) other municipal 
services; and (vii) urban transport (Appendix 1, Table A1.5).  
 
85. Not counting the emergency loan, eight of the 14 remaining projects have an urban road 
component of more than 70%, largely for new roads, rehabilitation of roads, and bridges. In most of 
these, the roads are stand-alone except for additional facilities, like culverts, piping for drainage, 
sewerage, and utility conduits, which are typical in urban road construction and not really integrated 
with the other components. Only in the Gansu Jiuquan Integrated Urban Environment Improvement 
Project (L3003) is it mentioned that the design of the road component takes into account such issues as 
the integration of the public transport system through a planned high-speed railway, but this is not 
further elaborated on in the RRP. None of the other projects that have a major road component took 
the opportunity to look into public transport facilities such as BRT or intermodal hubs. It appears that 
urban roads dealt with under multisector loans are handled differently from those under urban 
transport projects. Since the investment amounts are substantial, it appears that opportunities are 
being missed to further the urban transport policy agenda.  
 
86. A further difference is the ADB financing portion, which is 14% in the urban transport portfolio 
and 52% in multisector projects. Also, in the urban transport sector, the provinces, counties, or 
municipalities have to resort to domestic bank financing in order to provide 35% of total project cost 
(Table 4) which is much larger than under multisector loans (4%). The reason for this difference is not 
clear from project documents.  

 
87. All the road components have EIRRs between 14% and 29% except for the road component 
under the Chongqing Urban–Rural Infrastructure Development Demonstration II Project (L3022) where 
the EIRR is 12.3%, making the project vulnerable to cost increases or reduced benefits. Under Guanxi 
Baise Integrated Urban Environment Improvement (L3035) where no EIRRs were calculated for the 
various components, only an overall EIRR of 16.5% has been provided. 

 
 2.  Safeguard Issues  
 
88. This evaluation has not found any case where the safeguard classifications for the environment, 
involuntary resettlement, or indigenous peoples were inappropriate. In most cases, the classifications 
were the highest category (A), requiring all issues to be carefully analyzed and mitigation measures to 
be identified. Only the railway safety enhancement and energy efficiency projects were classified as 
category "C" for environment and involuntary resettlement. 
  



18 Linked Document 9c 
 

Table 7: Safeguards Classification of Projects 

Sub 
sector Rating 

Classification 

Sub 
sector Rating 

Classification 

Environmen
t 

Involuntary 
Resettleme

nt 
Indigenou
s Peoples 

Environmen
t 

Involuntary 
Resettleme

nt 

Indigeno
us 

Peoples 
Rail  5 5 5 Road  12 12 12 
 A 3 3 0  A 11 10 5 
 B 0 0 3  B 1 2 2 
 C 2 2 2  C 0 0 5 
Urban  5 5 5 Water  1 1 1 
 A 5 5 1  A 1 1 0 
 B 0 0 0  B 0 0 0 
 C 0 0 4  C 0 0 1 
Source: Asian Development Bank database. 

89. Land acquisition and resettlement. Regarding land acquisition, resettlement, and houses to be 
demolished, the 27 transport projects approved during the evaluation period required about 17,500 
hectares (ha) of permanent land to be acquired and about 2,600,000 square meters (m2) of houses to 
be demolished. About 170,000 people were to be relocated and about 570,000 affected through loss 
of land and relocation. Despite these large figures only minor problems were reported during 
implementation. This clearly indicates that the government is sincere in embracing ADB's safeguard 
agenda. It has increased the compensation payments for land acquisition substantially to better reflect 
the opportunity costs for the affected persons  
 
90. Gender. Wherever appropriate, projects were designed to include women in construction. 
Training was provided to make women aware of opportunities the transport projects provided. In 
connection with Yunnan Integrated Road Network Development (L2709), a grant was provided for 
piloting community-based rural road maintenance which targets poor women and ethnic minorities.   
 
 3. ADB Performance 
 
91. The performance of ADB is assessed satisfactory. ADB processed and administered an ambitious 
program in a challenging environment successfully. The PRC portfolio is among the best in the ADB. 
There have not been any major delays during implementation caused by ADB. Representatives of the 
Ministry of Transport and China Railways Corporation reiterated that ADB is an important partner in 
their development. They said they had received valuable advice during project processing and helped to 
expose provincial executing agencies to good international practices in project implementation and 
contracting. ADB has done this very cost-effectively; it spent only 0.6% of its loan funds for consulting 
services, including institutional support and training. Generally, there is one review mission per year 
(based on the review of available PCRs). The representatives considered the assistance they received 
from various review missions to be adequate because of the close cooperation they had with PRCM. 
  
92. The CAPE mission was able to visit only one project, Xinjiang Urban Transport Environment 
Improvement (L2526) in the field. However, it received anecdotal evidence that not all client entities 
were pleased about the benefits of going through a PPTA process that delays project completion.11  

 
93. The Ministry of Transport indicated that the recommendations of the various TA projects 
helped them to formulate their policies. Staff referred to TA Sustainable Rural Transport Services 
(TA4087) as having provided the groundwork for the approval of the respective policy by the State 
Council. They also valued TA projects related to green transport, safety, and energy efficiency as very 
                                                           
11 The executing and implementing client entities would like closer coordination with ADB headquarters with respect to the 

selection of consultants. They mentioned that the response time by the ADB to their queries had often been too long. It was 
also reported that the requirements of a project preparatory TA delayed project completion by up to 2 years, and they 
questioned the value added by the project preparatory TA.  
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important inputs to their policy-making development. They indicated, however, that the need to 
innovate would mean that the TA funds allocated to each topic might not be sufficient any more. They 
took the view that ADB TA budgets did not allow for sufficient much productive time from 
international consultant because of the onerous ADB internal reporting process. They expect more 
intensive dialogue on innovation and transformation.  

 
94. The previous CAPE mentioned the lack of sector expertise in ADB. This issue is perhaps even 
more critical now, as ADB moves toward supporting more innovation.  

 
 4.  Performance of the Borrower, Executing Agencies, and Implementing Agencies 
 
95. The performance of the borrowers is assessed satisfactory. Based on a review of the available 
PCRs and back-to-office reports, there were no unusually lengthy start-up delays. Loan covenants were 
complied with and counterpart funds were made available timely in most cases (the exception being 
L2600). All efforts were made to comply with the safeguard requirements and full ownership of the 
projects was taken. 
 

F. Conclusion 
 
96. The major finding of the sector assessment for transport is that during the CAPE period, the 
portfolio performed satisfactorily. The rating, however, has to be seen in the PRC context, where good 
performance is deemed as a given. Other findings include: 
 

(i) The government has taken full ownership of projects and the TA program and has 
contributed significantly to the positive outcome of the total program during the 
evaluation period.  

(ii) The PRC strategies are now more focused on inclusive growth, environmental 
sustainability, energy efficiency, safety, and safeguard issues. 

(iii) ADB's portfolio is diversifying into new transport subsectors, including urban transport 
and inland water transport, which is appropriate considering the new emphasis on 
urbanization by the government, the accompanying problems of agglomeration, and 
the potential for cleaner transport on inland waterways.  

(iv) The geographical distribution of ADB's transport portfolio across many provinces may 
be counterproductive to efforts to build institutions and to conduct policy dialogue 
with a view to pursuing innovation.  

(v) ADB's support for rural roads development is small, and accounts for less than 10% of 
capital costs of the road projects supported by ADB. 

(vi) Despite the fact that ADB's financing contribution to the transport sector is very small 
compared with the infrastructure needs of the country, the government appreciates the 
role of ADB's implementation and safeguard supervision on large projects, even when 
ADB’s financing is small (e.g., in some railway projects). ADB involvement is exposing 
inexperienced provincial governments and municipalities to international practices. This 
has reduced ADB's developmental role to a form of consultancy. 

(vii) Success in attracting the private sector to road maintenance work was mixed and ADB 
needs to assess the causes for these failures and address them.  

(viii) To remain relevant as a development partner for the PRC, ADB will need to strengthen 
its skills mix; innovative ideas can only be provided by staff with very high levels of 
sectoral expertise, who are conversant with state-of-the-art technologies and practices. 
If ADB is to operate at the frontiers of technological knowledge it needs to attract 
experts.  

(ix) ADB needs to establish criteria to enable it to determine which project division 
(transport or urban) is responsible for multisector loans with a large road component.
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APPENDIX 1: TRANSPORT PROJECTS APPROVED DURING THE COUNTRY ASSISTANCE PROGRAM 
EVALUATION PERIOD, 2006–2013a 

 
 

Table A1.1: List of Transport Projects Approved during Evaluation Period, 2006–2015 

Year 
Loan 
No. 

Admin. 
by Project Title 

Sub-
sector 

Project 
Total Cost 
($ million) 

Loan 
Amount 

($ million) 
Approval 

Date 
Expected 

Loan Closing 
Implementation 

Statusb 
Evaluation 

Status 
2006 2274 PRCM Taiyuan–Zhongwei Railway Rail 7,052.60 299.60 23 Nov 06 20 Dec 12 Closed PCR 
2007 2390 HQ Railway Safety Enhancement Project Rail 140.00 100.00 3 Dec 07 30 Jun 13 Closed Closed 
2008 2471 PRCM Lanzhou–Chongqing Railway 

Development 
Rail 8,608.93 300.00 18 Nov 08 30 Jun 16 80% Ongoing 

2008 2481 PRCM Chongqing–Lichuan Railway 
Development 

Rail 3,071.00 150.00 8 Dec 08 30 May 15 94% Ongoing 

2009 2605 PRCM Railway Energy Efficiency and 
Safety Enhancement Investment 
Program – Tranches 1–5 

T1 Rail 967.34 300.00 15 Dec 09 30 Jun 16 77% Ongoing 
2010 2724 PRCM T2 Rail 323.73 100.00 14 Dec 10 30 Jun 17 62% Ongoing 
2011 2765 PRCM T3 Rail 819.70 250.00 20 Jul 11 30 Jul 17 57% Ongoing 
2013 3082 PRCM T4 Rail 547.60 180.00 4 Dec 13 31 Dec 18 21% Too early 
2014 3109 PRCM T5 Rail 580.15 170.00 7 Feb14 30 Jun 19 17% Too early 
2006 2247 HQ Heilongjiang Road Network 

Development 
 Road 538.19 200.00 26 Jul 06 1 Mar 12 Closed PCR 

2006 2295 HQ Southern Gansu Roads 
Development 

 Road 1,660.00 300.00 18 Dec 06 30 Jun 16 84% Ongoing 

2007 2339 PRCM Eastern Sichuan Roads 
Development Project 

 Road 1,728.70 200.00 17 Jul 07 31 Dec 13 Closed PCR 

2007 2345 HQ Western Guangxi Roads 
Development Project 

 Road 1,998.20 300.00 14 Aug 07 31 Dec 13 Closed PCR 

2007 2393 PRCM Xinjiang Regional Road 
Improvement Project (Korla–Kuqa) 

 Road 569.45 150.00 12 Dec 07 31 Dec 13 Closed PCR 

2008 2448 PRCM Central Yunnan Roads Development  Road 745.00 200.00 25 Sep 08 30 Jun 13 Closed Closed 
2009 2600 PRCM Anhui Integrated Transport Sector 

Improvement 
 Road 1,355.00 200.00 10 Dec 09 31 Dec 15 83% Ongoing 

2010 2631 PRCM Second Heilongjiang Road Network 
Development 

 Road 998.17 200.00 20 Apr 10 30 Jun 15 90% Ongoing 

2010 2709 HQ Yunnan Integrated Road Network 
Development 

 Road 1,753.00 250.00 2 Dec 10 30 Jun 16 73% Ongoing 

2013 3042 PRCM Inner Mongolia Road Development  Road 502.11 200.00 8 Oct 13 30 Jun 16 45% Ongoing 
2013 3074 HQ Yunnan Sustainable Road 

Maintenance (Sector) 
 Road 232.40 80.00 2 Dec 13 31 Mar 19 20% Too early 

2014 3112 HQ Anhui Intermodal Sustainable 
Transport 

 Road 634.10 200.00 27 Feb 14 30 Apr 19 16% Too early 
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Year 
Loan 
No. 

Admin. 
by Project Title 

Sub-
sector 

Project 
Total Cost 
($ million) 

Loan 
Amount 

($ million) 
Approval 

Date 
Expected 

Loan Closing 
Implementation 

Statusb 
Evaluation 

Status 
2009 2526 PRCM Xinjiang Urban Transport and 

Environmental Improvement 
 Urban 186.50 98.00 10 Dec 09 31 Dec 15 83% Ongoing 

2009 2601 HQ Lanzhou Sustainable Urban 
Transport 

 Urban 480.27 150.00 11 Dec 09 30 Jun 15 91% Ongoing 

2011 2802 PRCM Xi’an Urban Road Network 
Improvement 

 Urban 558.06 150.00 8 Nov 11 30 Jun 17 56% Ongoing 

2012 2915 HQ Jiangxi Fuzhou Urban Integrated 
Infrastructure Improvement 

 Urban 226.46 100.00 12 Oct 12 31 Dec 17 42% Ongoing 

2013 3014 HQ Hubei–Yichang Sustainable Urban 
Transport 

 Urban 515.10 150.00 21 Aug 13 31 Dec 18 25% Too early 

2012 2962 HQ Hunan Xiangjiang Inland Waterway 
Transport Project 

 Water 393.32 150.00 7 Dec 12 31 Dec 17 41% Ongoing 

Admin. = administered, HQ = headquarters, No. = number, PCR = project completion report, PRCM = People's Republic of China Resident Mission, T = tranche.  
a  Includes data on some projects approved in 2014 
b  Indicates percentage time elapsed (as of 31 December 2014) for loans not closed; else indicates that the loan closed by or before 31 December 2014. 
Source: Asian Development Bank database. 

 
Table A1.2: Distribution of Approved Technical Assistance Projects by Type, 2006–2013a 

Subsector Road Rail Urban 
Type of TA PP AD CD PA Total PP AD CD PA Total PP AD CD PA Total 
No. of TA 16 4 3 5 28 6 4 3 1 14 4 0 1 1 6 
Amount  

($ million) 
9,020 1,400 750 2,175 13,345 3,020 2,400 1,450 400 7,270 3,200  225 450 3,875 

Share (%) 67.6 10.5 5.6 16.3 51.7 41.5 33.0 19.9 5.5 28.2 82.6 0.0 5.8 11.6 15.0 
 

Subsector Water Transport Management Total 
Type of TA PP AD CD PA Total PP AD CD PA Total PP AD CD PA Total 
No. of TA 0 0 0 1 1 0 1 0 1 2 26 9 7 9 51 
Amount  

($ million) 
   400 400  500  400 900 15,240 4,300 2,425 3,825 25,790 

Share (%) 0.0 0.0 0.0 100.0 1.6 0.0 55.6 0.0 44.4 3.5 59.1 16.7 9.4 14.8 100.0 
AD = advisory, CD = capacity development, PA = policy and advisory, PP = project preparation, TA = technical assistance. 
a  Includes data on some projects approved in 2014. 
Source: Asian Development Bank database. 
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Table A1.3: Implementation of Technical Assistance Projects with Completion Reports 

TA 
No. TA Name 

Sub-
sector 

TA 
Type 

Approval 
Date 

Approval 
to 

Signing 
(months) 

Fielding 
Consultants 

Delay 
(months) 

Approval 
to 

Fielding 
(months) 

Implementation Period 

TCR Date 
TCR 

Rating 
Planned 
(months) 

Actual 
(months) 

Delay 
(months) 

4806 Sustainable Rural 
Transport Services 

Road AD 28 Jun 06 1.4 5.4 5.1 10.3 13.4 3.1 31 Mar 08 S 

4864 Managing Railway 
Passenger 
Operations More 
Efficiently 

Rail AD 9 Nov 06 3.2 4.1 7.3 7.5 26.9 19.4 28 Dec 09 S 

4877 Resource 
Optimization in the 
Road Sector and 
Supplementary 

Road AD 29 Nov 06 1.8 1.0 6.5 17.5 28.5 11.0 29 Dec 09 S 

4955 Railway Emergency 
Management System 
Study 

Rail AD 30 Jul 07 1.2 16.3 19.8 6.5 14.3 7.7 18 Nov 10 S 

4991 Transport 
Information System 

Road AD 15 Nov 07 1.1 1.7 5.7 7.5 17.7 10.2 26 Feb 10 HS 

7147 Enhancing the 
Competitiveness and 
Efficiency of Railway 
Passenger 
Operations 

Rail AD 8 Oct 08 0.9 12.8 17.0 7.5 26.7 19.2 23 May 13 US 

7174 Transport Efficiency 
through Logistics 
Development Policy 
Study 

Transport 
Mgt 

AD 18 Nov 08 1.2 0.3 5.8 20.0 40.6 20.6 31 Jun 13 S 

7308 Improving Road 
Safety through the 
Application of 
Intelligent Transport 
Systems 

Road PA 11 Jun 09 2.4 4.7 6.8 32.5 33.2 0.7 23 May 13 S 

7330 ADB-PRC Platform 
for Knowledge 
Sharing and Pilot 
Workshop on 
Sustainable 
Urbanization 

Urban CD 13 Aug 09       6 Sep 11 S 

7403 Institutional and 
Capacity 
Development 

Rail CD 8 Dec 09 1.6 17.1 22.3 25.5 19.0 6.5 3 Jun 14 S 
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TA 
No. TA Name 

Sub-
sector 

TA 
Type 

Approval 
Date 

Approval 
to 

Signing 
(months) 

Fielding 
Consultants 

Delay 
(months) 

Approval 
to 

Fielding 
(months) 

Implementation Period 

TCR Date 
TCR 

Rating 
Planned 
(months) 

Actual 
(months) 

Delay 
(months) 

7456 Financing Road 
Construction and 
Maintenance after 
Fuel Tax Reform  
(1 & 2) 

Road PA 16 Dec 09  2.8 5.7 5.5 14.5 9.0 29 Jun 12 HS 

7373 Community-Based 
Rural Road 
Maintenance by 
Women Ethnic 
Minority Groups in 
Western Yunnan 

Road CD 2 Dec 10     22.0  2 May 13 S 

AD = advisory, CD = capacity development, HS = highly successful, Mgt. = management, No. = number, PA = policy and advisory, S = successful, TA = technical assistance,  
TCR = technical assistance completion report, US = unsuccessful. 
Source: Asian Development Bank database. 

 
Table A1.4: Economic Internal Rate of Return of Transport Projects, 2006–2013a 

Year 
Loan 
No. 

Admin. 
by Project Title 

Sub-
sector 

Evaluation 
Status 

EIRR (%) 
Base RRP/PCR Cost Benefits Switch 

Value Case 10% (10%) 
2006 2274 PRCM Taiyuan-Zhongwei Railway Rail PCR 18.2/16.4  15.0  
2007 2390 HQ Railway Safety Enhancement Project Rail Closed 57.2   1,154.0 
2008 2471 PRCM Lanzhou-Chongqing Railway Development Rail Ongoing 17.1 16.0 15.5 23.0 
2008 2481 PRCM Chongqing-Lichuan Railway Development Rail Ongoing 16.7 15.3  39.1 
2009 2605 PRCM Railway Energy efficiency and safety 

Enhancement Investment Program – Tranches 
1-5 

T1 Rail Ongoing 28.4   175.8 
2010 2724 PRCM T2 Rail Ongoing 
2011 2765 PRCM T3 Rail Ongoing 
2013 3082 PRCM T4 Rail Too early 
2014 3109 PRCM T5 Rail Too early 
2006 2247 HQ Heilongjiang Road Network Development  Road PCR 21.2/23.21  21.6  
2006 2295 HQ Southern Gansu Roads Development  Road Ongoing 17.5/23.0 16.9 16.8 78.1 
2007 2339 PRCM Eastern Sichuan Roads Development Project  Road PCR 14.1/14.5 13.9 14.1  
2007 2345 HQ Western Guangxi Roads Development Project  Road PCR 17.5/13.6  12.5  
2007 2393 PRCM Xinjiang Regional Road Improvement Project 

(Korla-Kuqa) 
 Road PCR 20.5/22.4  21.5  

2008 2448 PRCM Central Yunnan Roads Development  Road Ongoing 17.1 16.1 16.0 42.7 
2009 2600 PRCM Anhui Integrated Transport Sector Improvement  Road Ongoing 15.8 15.0 14.7 63.8 
2010 2631 PRCM Second Heilongjiang Road Network 

Development 
 Road Ongoing 17.8 17.0 16.8  
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Year 
Loan 
No. 

Admin. 
by Project Title 

Sub-
sector 

Evaluation 
Status 

EIRR (%) 
Base RRP/PCR Cost Benefits Switch 

Value Case 10% (10%) 
2010 2709 HQ Yunnan Integrated Road Network Development  Road Ongoing 15 & 52    
2013 3042 PRCM Inner Mongolia Road Development  Road Too early 13.2 12.4 12.3  
2013 3074 HQ Yunnan Sustainable Road Maintenance (Sector)  Road Too early 34.0   800.0 
2014 3112 HQ Anhui Intermodal Sustainable Transport  Road Too early 16.7 15.6 15.4  
2009 2526 PRCM Xinjiang Urban Transport and Environmental 

Improvement 
 Urban Ongoing 19.7 17.5 17.1  

2009 2601 HQ Lanzhou Sustainable Urban Transport  Urban Ongoing 17.0 15.2 15.5 45.5 
2011 2802 PRCM Xi’an Urban Road Network Improvement  Urban Ongoing 22.6    
2012 2915 HQ Jiangxi Fuzhou Urban Integrated Infrastructure 

Improvement 
 Urban Ongoing 14.0 13.5  39.9 

2013 3014 HQ Hubei–Yichang Sustainable Urban Transport  Urban Too early 17.8 16.7 17.6  
2012 2962 HQ Hunan Xiangjiang Inland Waterway Transport 

Project 
 Water Ongoing 14.0   21.8 

Admin. = administered, EIRR = economic internal rate of return, HQ = headquarters, no. = number, RRP = report and recommendation of the President, PCR = project 
completion report, PRCM = People's Republic of China Resident Mission, T = tranche.  
a  Includes data on some projects approved in 2014. 
Source: Asian Development Bank database. 
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Table A1.5: Urban Multisector Projects, 2006–2013 

Loan 
No. Project Name 

Approval 
Date 

Loan 
Closing 

Time 
Lapsed 
(as of  

31 Dec 
2014) 

Project Sector Cost Distribution ($ million) 

Transport 
Share (%) Transport 

Other Urban 
Subsectors 

Total 
Project 
Cost 

ADB 
Loan 

Amount Transport 

Other 
Urban 
Sub-

sectors 
L2508 Wenchuan 

Earthquake 
Reconstruction 

19 Feb 09 30 Jun 12 Closed Roads Education 441.60 400.00 418.61 22.99 95 

L2526 Xinjiang Urban 
Transport and 
Environmental 
Improvement 

10 Dec 09 31 Dec 15 83% Urban 
transport 

Waste 
management, 
environment 

186.50 100.00 177.91 8.59 95 

L2550/
G159 

Liaoning Small 
Cities and Towns 
Development 
Demonstration 
Sector 

18 Sep 09 31 Mar 15 96% Urban 
transport 

Water supply, 
water supply 
and 
sanitation 

236.50 100.00 87.26 149.24 37 

L2606/
G190 

Shanxi Small Cities 
and Towns 
Development Sector 

18 Dec 09 30 Jun 16 77% Urban 
transport 

Water and 
sanitation; 
waste 
management; 
energy 

224.70 100.00 10.84 213.86 5 

L2648 Chongqing Urban–
Rural Infrastructure 
Development 
Demonstration 

30 Jun 10 30 Jun 16 75% Urban 
transport 

Water supply 213.40 100.00 160.23 53.17 75 

L2657 Guangxi 
Southwestern Cities 
Development 

26 Jul 10 31 Dec 15 82% Urban 
transport 

Coastal 
protection 

299.03 150.00 255.47 43.56 85 

L2759 Xinjiang Altay 
Urban 
Infrastructure and 
Environment 
Improvement 

23 Jun 11 30 Jun 18 50% Urban 
transport 

Water 
management; 
water supply 
and 
sanitation; 
energy 
efficiency and 
conservation 

168.52 100.00 72.51 96.01 43 

L2760 Gansu Tianshui 
Urban 
Infrastructure 
Development 

29 Jun 11 31 Dec 16 64% Urban 
transport 

energy utility 
services, other 
municipal 
services 

229.60 100.00 172.89 56.71 75 
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Loan 
No. Project Name 

Approval 
Date 

Loan 
Closing 

Time 
Lapsed 
(as of  

31 Dec 
2014) 

Project Sector Cost Distribution ($ million) 

Transport 
Share (%) Transport 

Other Urban 
Subsectors 

Total 
Project 
Cost 

ADB 
Loan 

Amount Transport 

Other 
Urban 
Sub-

sectors 
L2821 Guangxi Beibu Gulf 

Cities Development 
2 Dec 11 30 Jun 17 55% Road and 

urban 
transport 

Water supply 
and 
sanitation 

406.80 200.00 350.91 55.89 86 

L2901 Integrated 
Development of Key 
Townships in 
Central 

25 Sep 12 30 Jun 18 39% Urban 
transport 

Energy utility 
services, other 
municipal 
services 

395.35 150.00 350.49 44.86 89 

L2903 Gansu Urban 
Infrastructure 
Development and 
Wetland Protection 

26 Sep 12 30 Oct 17 44% Urban 
transport 

Water supply, 
forestry 

255.34 100.00 211.83 43.51 83 

L3003 Gansu Jiuquan 
Integrated Urban 
Environment 

14 Jun 13 31 Dec 18 28% Urban 
transport 

Water supply, 
forestry 

216.43 100.00 151.81 64.62 70 

L3017 Xinjiang Integrated 
Urban Development 

28 Aug 13 30 Jun 19 23% Urban 
transport 

Water supply 
and 
sanitation 

372.70 200.00 122.54 250.16 33 

L3022 Chongqing Urban–
Rural Infrastructure 
Development 
Demonstration II 

20 Sep 13 31 Dec 18 24% Road 
transport 

Irrigation, 
drainage, 
flooding; 
water supply 
and 
sanitation 

307.43 150.00 104.61 202.82 34 

L3035 Guangxi Baise 
Integrated Urban 
Environment 
Improvement 

30 Sep 13 30 Jun 19 22% Urban 
transport 

Urban sector 
development, 
water supply 
and 
sanitation 

169.50 80.00 113.63 55.87 67 

  Total 4,123.40 2,130.00 2,761.54 1,361.86 67 
ADB = Asian Development Bank, G = grant, L =loan.  
Note: Transport shares are estimated based on information from report and recommendation of the Presidents and project administration memorandums. 
Source: Asian Development Bank database. 
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