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I  Basic data 
  

A  Report data 
 

Report 

date 

Date of report: 30.07.2015 

Date of mission  From: 11.04.2015 To: 22.04.2015 

 

B  Responsible Bank staff 
 

Positions At approval At completion 

Regional Director 
J.M. GHARBI 

Director ORCE 

Marlène KANGA  

Director, ORCE 

Country Manager N/A 
Michel-Cyr DJIENA-WEMBOU  

Resident Representative, TDFO 

Sector Director 
Gilbert MBESHERUBUSA  

Director, OINF 

Amadou OUMAROU  

Director, OITC 

Sector Manager 
Ali KIES  

Division Head, OINF.1 

Jean Kizito KABANGUKA  

Division Head, OITC.1 

Task Manager 
Jean Pierre M. KALALA  

Principal Socio-Economist, OINF.1 

Jean Paterne MEGNE EKOGA  

Senior Transport Economist, OITC.1/CDFO 

Alternate Task Manager N/A 
Samuel MBA 

Transport Engineer, OITC.1/CMFO 

PCR Team Leader 

 Jean Paterne MEGNE EKOGA  

Senior Transport Economist, OITC.1/CDFO 

 

PCR Team Members 

 Barnabé YOUGBARE  

 Infrastructure Specialist, OITC.1/BFFO  

Sidick MAOULOUD  

Financial Management Specialist, TDFO/ORPF.2   

Diguemba TILENGAR  

Procurement Officer, TDFO/ORPF.1 

Milamem LABA  

Disbursement Assistant, TDFO/FFCO.2 
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C  Project data 
 

Project name: Koumra-Sarh road asphalting project  

Project code: P-TD-DB0-008  Financing Instrument number(s): ADF Grant No. 2100155015518 

Project type: Investment Sector: Transport 

Country: Chad Environmental categorization (1-3): 1 

Processing milestones – Bank 

approved financing only (add/delete 

rows depending on the number of financing 

sources) 

Key Events (Bank approved financing 

only) 

Disbursement and closing dates (Bank 

approved financing only) 

Financing source/instrument 1: ADF 

Grant No. 2100155015518 

Financing source/instrument 1: ADF 

Grant No. 2100155015518 

Financing source/instrument 1: ADF 

Grant No. 2100155015518 

Date approved: 02.06.2009 Cancelled amounts: N/A Disbursement deadline: 31.12.2013 

Date signed: 20.07.2009 Supplementary financing: N/A Original closing date: 31.12.2013  

Date of entry into force: 20.07.2009 Restructuring (specify date & amount 

involved): N/A 

Revised disbursement deadline: 

31.10.2015 

Date of entry into force of first 

disbursement: 10.05.2010 

Extensions: 31.10.2015 Revised closing date: 31.10.2015 

Date of actual 1st disbursement: 

17.12.2010 

  

Financing source (UA) 
Disbursed amount 

(amount, UA): 

Percentage 

disbursed (%):  

Undisbursed 

amount (UA): 

Percentage 

undisbursed (%): 

* Financing source/instrument 1: ADF 

Grant No. 2100155015518 
28,831,035.76 91.21% 2,778,964.24 8.79% 

*EDF grant 2,373,767.16 121.11% N/A N/A 

*Government of Chad  

(National Counterpart) 
44,896,380.34 198.66% N/A N/A 

*TOTAL 76,101,183.26 135.48% 2,778,964.24 4.95% 

Financing source (UA) 
Committed amount 

(UA): 

Percentage 

committed (%): 

Uncommitted 

amount (UA): 

Percentage 

uncommitted (%): 

* Financing source/instrument 1: ADF 

Grant No. 2100155015518 
31,432,077.04 99.44% 177,922.96 0.56% 

*EDF grant 44,896,380.34 198.66% N/A N/A 

*Government of Chad  

(National Counterpart) 
2,373,767.16 121.11% N/A N/A 

*TOTAL 78,702,224.53 140.11% 177,922.96 0.32% 

Co-financiers and other external partners: European Development Fund (EDF) 

Executing and implementing agency (ies): Transport Projects Monitoring and Coordination Unit (CSCP) /Chad’s Ministry 

of Infrastructure, Transport and Civil Aviation (MITAC) 

 

*N.B: The amounts above are not final because there are still outstanding commitments and disbursements that will be made on 

the three financing sources before the final disbursement deadline. 
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D  Management review and comments 
 

Report reviewed by  Name Date 

reviewed 

Comments 

Country Manager Michel Cyr DJIENA-

WEMBOU 

  

Sector Division Head  Jean Kizito 

KABANGUKA 

  

Regional Director (as chair of Country Team)  Marlène KANGA   

Sector Director Amadou OUMAROU   

 

 II  Project performance assessment 
  

A  Relevance 
 

1. Relevance of project development objective 
 

Rating* Narrative assessment (max 250 words) 

4 The completion of the Koumra-Sarh road asphalting project is in line with the Bank's 2008-2012 medium-term strategy 

(MTS), the third of the 9 key commitments being "to give priority to infrastructure, governance, private sector 

development, higher education, technical education and vocational training."  

 

This project is also consistent with the Bank's intervention strategy in Chad, as set out in the 2005-2009 RBCSP.  

 

In addition, the project makes it possible to achieve one of the strategic thrusts of the Economic Community of Central 

African States’ (ECCAS) Central African Consensual Transport Master Plan (PDCT-AC), namely "to provide direct 

links between different capitals, with alternative routes and itineraries that constitute the mesh of the Consensus Road 

Network (CRR)." Thus, at the regional level, the Sarh-Koumra-Moundou road is a link connecting Brazzaville-Bangui-

Bédaoyo-Gore-Moundou-Ndjamena within the Community (Corridor No. 13 of the PDCT-AC), as it leads to Moundou 

from Bangui, by an alternative route that saves time substantially. It is therefore a highly integrative road that helps to  

improve trade conditions between Chad and neighbouring countries, and ultimately meet the need for regional integration. 

 

Lastly, this project is part of the 2008-2011 National Poverty Reduction Strategy (SNRP 2), as well as the 2006-2010 

National Transport Strategy (NTS), which highlight the need for efforts to develop the national road network. 

 

The purpose of this project is to help open up the country and reduce transport costs. The project’s sector objective is to 

help open up the country and reduce transport costs. Specifically, the project aims to improve transport supply chain 

effectiveness, as well as rural population accessibility and mobility in southern Chad (Mandoul and Moyen-Chari). From 

its formulation to its implementation, no change was made to the project in terms of objectives, components and expected 

results. 

 

The relevance of the project's development objective is deemed very satisfactory. 

* For all ratings in the PCR use the following scale: 4 (Highly satisfactory), 3 (Satisfactory), 2 (Unsatisfactory), 1 (Highly unsatisfactory) 

 

2. Relevance of project design 
 

Rating* Narrative assessment (max 250 words) 

4 The technical formulation of the project in 2009 was based  on  in-depth technical studies that were updated in 2008. In 

accordance with the technical report conclusions, the roadway structure adopted in the basic contract had a thickness of 

40 cm consisting of: (i) a foundation layer of 25 cm lateritic gravel; (ii) a litho-stabilized gravel base layer of 15 cm; and 

(iii) a wearing course of bilayer coating. Socio-economic infrastructure was also identified and integrated into the project. 

In order to ensure the project’s satisfactory implementation,  it was prepared and evaluated with the involvement of 

stakeholders, the Bank, the EDF, the Government and the local population of the projects area. Contributions by these 

key actors were collected during meetings held during the evaluation mission and taken into account in the project’s 

formulation. As a result, it is evident from the analysis of the project appraisal report and working sessions held during 

the preparation of this completion report with administrative authorities, MITAC technical structures and women's 
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groups, that the identification of components was done in consultation and in full agreement with the main interlocutors 

met.   

 

The assumptions made at project appraisal were generally respected and the risk factors identified were not applicable, 

which allowed for a proper implementation of the project. However, by a Government decision, the originally selected 

roadway structure was modified. Thus, the two-layer surfacing course was replaced by a layer of bituminous concrete of 

5 cm thick, which also led to the reinforcement of the base layer by raising its thickness to 20 cm. The solution thus 

retained and executed is technically better than the initial solution. The durability of the structure is thus enhanced.   

 

With regard to the modification of the Sarh urban area cross section, the Government, in the context of its urban policy, 

planned  to rehabilitate the roads of Sarh by asphalting them. The main road that crosses the city was built in 2x2 lanes 

with a central reservation, pavements made of interlocking paving stones, the planting of shrubs and public lighting. It 

turns out that the project road has an urban section of 3 km, starting from the bridge over the Boulogone in central town. 

The Government's desire has, therefore, been to capitalize on the current project phase by incorporating improvements 

planned in its long-term urban planning of the city. 

 

At project appraisal, the risks identified were: (i) disruption of activities by a temporary deterioration of the security 

situation; (ii) non-availability on time of co-financing resources from Chad for the project’s implementation; and (iii) 

non-execution of the infrastructure investment programme budget. 

 

It should be noted that the project has benefited from Advance Procurement Actions (APA) for works and services in 

order to save implementation time. This instrument effectively shortened the project execution timeframe, as the works 

contract was awarded before the approval of financing. 

 

During project implementation, the only difficulty witnessed was the advance payment of road works within the required 

timeframe, which was the only condition precedent to the first disbursement of ADF resources. But this was resolved and 

as soon as the advance was paid, the project was implemented  satisfactorily, without any delay in releasing the rest of 

the national counterpart funds. 

 

Finally, the good design and the proper project implementation  are reflected in the monitoring-evaluation report through 

the achievement of the main objectives as well as the satisfaction expressed by beneficiaries. 

 

The relevance of the project's initial design is deemed  very satisfactory. 

 

3. Lessons learned related to relevance 

B  Effectiveness 
 

1. Progress towards the project’s development objective (project purpose) 
 

Comments 

Provide a brief description of the Project (components) and the context in which it was designed and implemented. State the project 

development objective (usually the project purpose as set out in the RLF) and assess progress. Unanticipated outcomes should also be 

accounted for, as well as specific reference of gender equality in the project . Indicative max length: 400 words. 

The project goal is to help open up the country and reduce transport costs.  

 

Key issues (max 5 add rows as needed) Lessons learned Target audience 

1. How to ensure quality at project 

entry.  

1.1. Extensive technical studies need to be developed and taken 

into account in the works bidding documents.  

 

1.2. It is also important to ensure that the Government’s 

expectations are fully taken into account in the technical 

assumptions.  

 

1. Government and Bank 

2. How to ensure that the populations’ 

actual needs are indeed taken into 

account at project design 

2. It is necessary to involve the entire target population in 

identifying their difficulties and finding solutions to them. The 

participatory approach is therefore important at the design stage. 

 

2. Bank 
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The project’s sector objective is to help open up the country and reduce transport costs. Specifically, the project aims to enhance transport 

supply chain efficiency, and rural population accessibility and mobility in southern Chad (Mandoul and Moyen-Chari). To achieve these 

objectives, project activities were grouped into three components:  

 

A. Road works including the development and asphalting in bi-layer of 110 km of the road between Koumra and Sarh; 

mitigation measures for environmental and social impacts; and control and supervision of the works;  

 

B. Related works and specific actions for women;  

 

C. Project management. 

 

At closing, the project effectively achieved the following results: 

 

(i) Development and asphalting of 107 km in 2x1 lanes with asphalt concrete pavement, planting of 3,600 trees, and building of 

643,036 m² of embankment and 9 parking areas; 

 

(ii) Development and asphalting of 3 km of roads crossing the city of Sarh, with a cross-section consisting of 2x2 lanes, a central 

reservation and concrete pavements, and an asphalt concrete roadway; 

 

(iii) Construction of two reinforced concrete isostatic beam bridges on the Boulogone and Barh-Koh, with respective spans of 54 

metres (with three spans) and 72 metres (4 spans); 

 

(iv) Supply, installation and connection of 120 double street lamps equipped with solar panels; 

 

(v) Rehabilitation of 205 km of rural tracks to open up production and high population density areas; 

 

(vi) Supply of 210 cattle-drawn carts: 126 four-wheeled carts and 84 two-wheeled carts; 

 

(vii) Construction of 100 ml of fence in the Sarh kindergarten and 400 ml of fence at COFEMAK in Koumra, rehabilitation of Sarh's 

social centre; construction of 3 blocks of latrines at COFEMAK in Koumra; 

 

(viii) Development of 10 water boreholes with hand pumps in 10 project area villages;  

 

(ix) Construction of 2 schools (a 2-classroom school in Niellim village and a 3-classroom school with head-teacher’s office in Sarh) 

and rehabilitation of the Sarh kindergarten, equipping it with tables/benches. 

 

The development of the road and related infrastructure has contributed to the development of income generating activities for women in 

the PA and improved the rate of access to employment by gender. Moreover, the provision of carts to 30 women's associations has 

facilitated the collection of shea nuts and increased the frequency of flow to areas of consumption. It should be recalled, COFEMAK 

women used to travel more than 30 km a day with loads of 20 to 30 kg on their heads. With these carts, they have witnessed a lightening 

of their workload which  has facilitated the transportation of products and the promotion of economic empowerment. 

The development objectives are therefore considered very satisfactory. 

 
2. Outcome reporting 

 

Outcome 

indicators (as per 

RLF;  add more rows as 
needed) 

Baseline 

value 

(Year) 

(A) 

Most recent 

value 

(B)  

End target 

(C)  
(expected 

value at project 

completion) 

Progress 

towards 

target  
(% realized) 

(B-A )/(C-

A)] 

Narrative assessment   
(indicative max length:  50 words per outcome) 

Core Sector 

Indicator 
(Yes/No) 

Outcome 1: The 

Moundou - Sarh 

linear corridor in 

good condition 

increased from 190 

to 300 km (30%) in 

2013 

In 2009: 

190 km 

(30%) 

In 2015:  

300 km  

(100%) 

In 2013: 

300 km 

(100%) 

100% The line of the Moundou-Sarh section in 

good condition has actually increased 

from 190 to 300 km, an increase of 37%, 

with the asphalting of the 110 km 

Koumra-Sarh section. 

Yes 
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Outcome 2: 
Koumra-Sarh 

Travel time dropped 

from 3.5 hours to 

1.5 hours and 

waiting time at the 

rain  

gates from 6 hours 

to 0 hour from 2013 

In 2009: 

The travel 

time was 

3.5 hours 

and the 

waiting 

time at the 

rain gates 

is 6 hours 

In 2015: The 

travel  time 

was 1.42 h for 

light vehicles 

(LV) and 

2.22 h for 

heavy 

vehicles 

(HV), and the 

wait time at 

the rain gates 

was 0 h (the 

rain gates 

have been 

removed) 

In 2013: 

The travel 

time was 

1.42 h for 

LV and 2.22 

h for HV, 

and the wait 

time at the 

rain gates 

was 0 h (the 

rain gates 

have been 

removed) 

106% The outcomes noted exceed expectations.  Yes 

Outcome 3: 
Vehicle operating 

costs decreased by 

20% (a benefit of 

FCFA 9 million)  in 

2013 

In 2009: 

VOC (LV) 

= CFAF 

764 /km 

 

VOC (HV) 

= CFAF 

1,929 /km 

 

No VOC 

benefits  

In 2015: 

VOC (LV) = 

CFAF 291 

/km 

 

 

VOC (HV) = 

CFAF 924 

/km 

 

 

VOC benefits 

raised = 

CFAF 16 

billion  

 

In 2013: 

VOC (LV) 

= CFAF 291 

/km 

 

VOC (HV) 

= CFAF 924 

/km 

 

VOC 

benefits 

raised = 

CFAF 9 

billion 

285% VOCs for light vehicles (LV) decreased 

by 61.9%, while those for heavy vehicles 

(HV) decreased by 52.1%, amounting to 

an average drop of 57% for all types of 

vehicles.  

 

 

 

 

The VOC benefits increased very 

considerably, with overall benefits for a 

year of operations amounting to about 

CFAF 16 billion, against and expected 

CFAF 9 million. 

Yes 

Outcome 4: The 

rural access index in 

the PA increased 

from 0 to 20% in 

2013 

In 2009: 

0% 

In 2015: 

63.2% 

In 2013: 

20% 

301.50% The rural access index has improved with 

the rehabilitation of 205 km of rural roads 

used to open up areas with high 

agricultural yields or high population 

densities.   

Yes 

Outcome 5: The 

walking time spent 

by 

COFEMAK women 

for the collection of 

shea nut dropped 

from 60 h to 24 h 

per 

week from 2012. 

In 2009: 

60 h 

In 2015:  

24 h 

In 2012:  

24 h 

 

100% Travel time was reduced thanks to the use 

of the 210 cattle/donkey-drawn carts 

distributed to COFEMAK women's 

groups. Three other women's 

associations, including OGFDT, 

APROFICAM and ARCHE also 

benefited from cart support and testified 

to saving time. 

 

Yes 

Outcome 6: 
Agricultural 

produce price 

variation in the PA 

doubled from 30 to 

60% from 2013. 

In 2009: 

0% 

In 2015: 

164.9% 

In 2013: 

60% 

 

275%  This agricultural produce price variation 

concerns the two regions of Moyen Chari 

and Mandoul, which make up the project 

area. 

No 
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Outcome 7: More 

than UA 1.5 million 

generated in 

revenue 

amounting to about 

1,000 temporary  

jobs created in 2013  

In 2009: 0 In 2015: 

more than 

UA 3.4 

million 

(CFAF 2.6 

billion) 

distributed in 

salaries and 

262,972 

hours/day of 

completed 

work 

In 2013: 

more than 

UA 1.5 

million 

distributed 

in salaries  

227% The outcomes noted exceed expectations. 

On average, 336 to 648 people were 

employed by the contractor per month 

from 2010 to 2013, the period covered by 

the work. Of the 262,972 h/d counted, 

there is 5,219 h /days for women, or 2% 

of the total volume.  They were paid 

CFAF 8,682 per hour/day of work, which 

is 87% of the pay for men estimated at 

CFAF 9,959. 

Yes 

Outcome 8: At 

least 40% of the 

population 

sensitized in the 

PA changed their 

behaviour with 

regard to 

HIV/AIDS and road 

safety in 2013. 

In 2009: 

0% 

In 2015: 

112,662 

people were 

sensitized, 

that is, 45.2% 

of the 

population 

In 2013: 

100,000 

people were 

sensitized, 

that is, 40% 

of the 

population 

113% HIV/AIDS For a total of 180 

communication sessions planned, 499 

sessions were finally completed, 

representing a completion rate of 277%. 

The sessions covered 112,662 people on 

a forecast of 100,000 individuals, or 

113% of the expected results. 

 

Road safety: Reduction by 80% of the 

road sign vandalism rate, 20% of users 

wear safety belts. 

No 

Rating (see IPR 

methodology)* 
Narrative assessment 

4 All 8 outcome targets were achieved 100%, often even more. The overall outcome achievement rate can 

therefore be estimated at more than 100% overall. 

This outcome is considered very satisfactory. 

 
3. Output reporting 

 

Output indicators 
(as specified in the RLF; 
add more rows as 

needed) 

Most recent 

value  

(A) 

End target 

(B)  
(expected value at 

completion) 

Progress 

towards 

target  
(% 

realizedA/B) 

Narrative assessment   
(indicative max length:  50 words per output) 

Core Sector 

Indicator 
(Yes/No) 

Output 1: Linear of 

upgraded and paved 

roads incorporating 

environmental 

impact mitigation  

measures 

In 2015:  

110 km of 

roads, 

including 3 km 

of 2x2 crossing 

lane roads in 

Sarh 

In 2013:  

110 km 

102.7% 110 km of roads (including 3 km of 2x2 

crossing lane roads in Sarh) developed and 

covered in asphalt concrete in place of a 

bilayer coating; planting of 3,600 trees and 

643,036 m² (6.43 ha) of grass along the road 

to protect the slopes. The road was 

inaugurated and opened for use  on 

01.02.2013, and the final reception took 

place on 18.12.2014.  

Yes 

Output 2: Number 

of parking areas 

developed  

In 2015:  

9 parking areas 

In 2013: 

10 parking 

areas 

90% 10 parking areas were planned at appraisal, 

but during implementation  only 9 areas 

could reasonably be realized from a technical 

point of view. The difference stems from the 

fact that the areas should only be located in 

villages. It was therefore not possible to 

build more than 9. 

Yes 

Output 3: Number 

of people sensitized 

on  

In 2015:  

50,586 people 

In 2013:  

30,000 people 

168.6% A total of 50,586 people were covered by the 

HIV/STI/AIDS awareness campaign. 

No 
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HIV/AIDS, 

malaria, 

environmental  

protection and road 

safety 

Output 4: Number 

of hectares 

reforested 

In 2015: 

6.24 ha  

In 2011:  

0.8 ha 

780% Achievement of over 643,036 m² (6.43 ha) 

of grass embankment and 3.600 trees planted 

in the two regions of Mandoul and Moyen-

Chari. 

Yes 

Output 5: Control 

and monitoring 

reports 

From 2010 to 

2013: 1 

monthly 

progress report 

From 2010 to 

2013: 1 

monthly 

progress report 

100% Monthly inspection and monitoring reports 

were regularly submitted during  road works 

implementation period. It should be noted 

that 94 km of additional tracks are still being 

rehabilitated and control mission services are 

continuing during this 6-month period. 

Yes 

Output 6:  
Linear rural tracks 

rehabilitated  

In 2015:  

205 km  

In 2013:  

111 km  

184.7% The expected target was reached beyond the 

original forecast as 94 km of additional 

tracks were incorporated into the initial 

project to open up more villages and 

populations. The completion of these 94 km 

of rural roads is therefore an additional 

project output. 

Yes 

Output 7:  
Number of socio-

economic 

infrastructure 

rehabilitated  

In 2015:  

100 ml of 

fence made in 

the Sarh 

kindergarten; 

400 ml of 

fence made at 

COFEMAK in 

Koumra; 

Sarh's social 

centre 

rehabilitated; 

10 water 

boreholes with 

hand pumps 

constructed 

between 

Koumra and 

Sarh; 2 schools 

rehabilitated in 

two villages; 

equipment 

(tables and 

chairs) 

provided to 

Sarh 

Kindergarten; 

blocks of 3 

latrines built at 

COFEMAK  

In 2013:  

100 ml of 

kindergarten 

fence made in 

Sarh and 400 

ml of 

COFEMAK 

building fence 

made in 

Koumra 

More than 

100% 

The expected target has been achieved 

beyond initial expectations. Indeed, the 

drilling of water boreholes and the 

rehabilitation of two schools were not 

initially planned in the project, they were 

done by the contractor that won the works 

contract and handed over to the population. 

Moreover, equipment provided to the 

kindergarten was not included in the project 

outputs. It was also provided by the 

company. 

Yes 

Output 8: Number 

of intermediate 

means of transport 

(IMT) made 

available to 

women's groups 

In 2015:  

210 

cattle traction 

carts (126 

four-wheeled 

carts and 84 

In 2013:  

154 

cattle traction 

carts (70 four-

wheeled carts 

and 84 two-

wheeled carts) 

136.4% In response to a duly justified request by 

beneficiaries and the availability of financial 

resources, 56 additional carts were 

manufactured and distributed to women's 

groups. The total number of carts distributed 

therefore  stands at 210 units. The other 56 

carts are an additional project output. It 

No 
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two-wheeled 

carts) 

should be noted that in addition to 

COFEMAK, which was initially identified at 

project appraisal, three other women's 

associations also benefited from this support, 

namely: OGFDT, APROFICAM and 

ARCHE. 

Output 9: Number 

of women's groups 

equipped with 

IMT 

In 2015:  

33 groups 

In 2013:  

30 groups 

110% Apart from the 30 groups  under COFEMAK 

that were identified at appraisal, 3 other 

associations benefited from the provision of 

IMT. 

No 

Output 10: Linear 

reservations for the 

passage of optical 

fiber  

In 2015:  

0 km 

In 2013:  

80 km 

completed  

0% This activity was not carried out, so the 

expected target was not reached. The 

discrepancy is due to the fact that the 

Ministry in charge of new technologies 

indicated that an optical fibre installation 

project is being designed. As a result, it was 

no longer necessary to carry out  the planned 

development within this operation since the 

above-mentioned project would have to 

integrate all this infrastructure. The 

discrepancy is therefore exogenous to the 

project. 

Yes 

Output 11: 
Number of audit 

reports completed 

From 2010 to 

2015:  

3 audit reports 

submitted, out 

of the 6 reports 

finally 

expected 

From 2010 to 

2013:  

3 audit reports 

submitted 

100% Audit reports were regularly submitted for 

the 2010, 2011 and 2012 financial years, and 

approved by the Bank. The one for 2013 was 

to serve as a closing audit report. The 

objectives have been achieved. However, 

following the extension of the project 

implementation  period by two years, two 

additional audit reports are therefore 

expected for the 2014 and 2015 financial 

years. The 2013, 2014 and closing audit 

reports have not  yet been finalized.  

Yes 

Output 12: 
Baseline report 

In 2015:  

1 report 

In 2009:  

1 report 

100% The report on the baseline situation of the 

project’s socio-economic impact indicators 

was approved by the Bank on 20.04.2012. 

Yes 

Output 13: Project 

impact assessment 

report 

available 

In 2015:  

1 report 

In 2013:  

1 report 

100% The project’s socio-economic impact 

assessment report was approved by the Bank 

in December 2013 and published in August 

2014. 

Yes 

Output 14: 
Number of project 

activity reports 

produced 

From 2010 to 

2015:  

4 reports  

From 2010 to 

2013: 

 4 reports  

100% Only the final 2015 and closing report has 

not been prepared because it is not yet due. 

It should be noted that works monitoring and 

control, awareness (HIV/AIDS, road safety) 

and monitoring-evaluation reports have been 

transmitted. 

Yes 

Output 15: At least 

an average annual 

rate of 18%  

disbursement from 

2010 to 2013. 

From 2010 to 

2015: 

16.58% 

From 2010 to 

2013: 

18% 

92.13% The overall disbursement to date stands at 

UA 28,831,035.76, that is an average annual 

amount of UA 5,242,006.50, corresponding 

to an average annual rate of 16.58%. The 

expected output was not achieved due to the 

postponement of the project closing date, 

which increased the overall project 

implementation time. However, it should 

improve with the expected disbursements as 

part of the rehabilitation of additional rural 

roads being built. 

 

Yes 
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Output 16: 

Preparation of 

technical studies  

In 2015:  

1 feasibility 

study available 

including: 

(i) the 

assessment of 

existing 

structures; (ii) 

preliminary 

draft studies, 

including 

economic and 

environmental 

studies; (iii) 

final draft 

studies; and 

(iv) bidding 

documents. 

N/A N/A This output was not originally planned in the 

project. In view of the financial resources 

obtained at the end of the road works, it 

turned out to be  necessary to use them to 

carry out feasibility studies for widening the 

existing single-lane bridges on the 

Ndjamena-Sarh section to two lanes. With 

respect to traffic speeds, these single-lane 

bridges are an obstacle to traffic fluidity and 

user safety. Indeed, the narrow bridges 

prevent the possibility of vehicles bypassing 

each other and they are forced to wait for 

their turns in the event of congestion, which 

is often the case. The works concerned are: 

(i) Moulikou with a span of 52 m; (ii) Doba, 

with a span of 143 m; (iii) Manda with a span 

of 320 m; and (iv) Chagoua, with a span of 

230 m. The availability of feasibility studies 

should therefore enable the Government to 

seek financing for the realization of this 

works or, failing that, they will be financed 

on State funds.  

Yes 

Output 17: 

Development of 

sector studies 

In 2015:  

1 report on the 

transport sector 

public 

expenditure 

review 

N/A N/A This output was not originally planned in the 

project. In view of the financial resources 

available following the implementation of 

road works, carrying out this study was 

considered in order to obtain credible data on 

the real impact, both on the economy and on 

the improvement of the population’s living 

conditions, of investments made by the State 

in the transport infrastructure sector. This 

study makes it possible to analyze the 

adequacy between financial means invested, 

the infrastructural heritage obtained and real 

economic impacts. 

Yes 

Rating (see IPR 

methodology)* 
Narrative assessment  

4 

Of the 16 outputs expected in the RLF, 14 outputs were 100% achieved, 1 output at 92% and 1 output 

was not achieved for reasons not related to the project. The output realization rate is therefore estimated 

at 93.3% overall. On the other hand, two outputs which were not originally planned were achieved in full, 

which should offset the overall achievement rate. 

 

This outcome is considered very satisfactory. 

 

4. Development Objective (DO) rating 
 

DO rating (derived from 

updated IPR)* 
Narrative assessment (lindicative max length: 250 words) 

4 

In terms of outcomes, the comparison of baseline data with that obtained at project completion shows that 

the project’s implementation  has had a significant positive impact on  PA populations. This impact is 

evident both for typical transport project indicators (traffic level, time gain, rural access index, vehicle 

maintenance cost, etc.) and for socio-economic indicators, including the level of job creation, the level of 

income and expenditure per household, the price level of agricultural and basic necessities, the specific 

situation of COFEMAK women, behaviour change with regard to HIV/AIDS, environmental protection 

and road safety. It can thus be underscored that:  

 

(i) Trade through Cameroon increased from 56% in 2008 to 87% in 2014, an increase of 32% over 

the period; 
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(ii) The line of roads in good condition on the Moundou-Koumra-Sarh section increased from 190 

km in the baseline to 300 km in 2014, an increase of 37%; 

 

(iii) Rain gates no longer exist on the road section, hence zero waiting time; 

 

(iv) The proportion of inactive people in 2011 decreased by 25% in 2013;  

 

(v) Average tuber production per household increased from 400 kg in the baseline situation to almost 

800 kg at project completion;  

 

(vi) The variation in average cereal production per household is over 30%;  

 

(vii) COFEMAK women in Koumra realized revenue amounting to CFAF 879,500 in 2013 from the 

sale of water and shea-derived products;  

 

(viii) Traffic doubled from 340 vehicles per day, including 21% of heavy vehicles in the baseline 

situation, to 708 vehicles per day in April 2014, including 22% of heavy vehicles;  

(ix) Travel  time on the road section in April 2014 dropped from 2.5 hours in the baseline situation 

to 1.42 hours for LVs and 3.58 hours in the baseline situation to 2.22 hours for HVs, which 

amounts to a gain of 1.08 h for LVs (43.2% decrease) and 1.36 h for HVs (38% decrease);  

 

(x) Vehicle operating costs (VOC) decreased from CFAF 764/km to CFAF 291/km for light vehicles 

and from CFAF 1,929/km to CFAF 924/km for heavy vehicles, a decrease of 62% and 52% 

respectively. The corresponding total gains were estimated at CFAF 16 billion in April 2014; 

 

(xi) The rural access index for the PA stood at 63.2% in 2013, whereas it was 39.8% before the 

project was implemented; 

 

(xii) The number of staff mobilized by the company ranged from 336 to 648 employees per month 

from 2010 to 2012, depending on the volume and progress of works, with a peak staff recorded 

in April, May and June 2011; 

 

(xiii) Revenue distributed in salaries amounted to UA 3.4 million for all staff (managers + labourers) 

for the 262,972 hours/day of work performed, that is,  an average remuneration of one hour/day 

of work at CFAF 9,934. The 5,219 hours/day for women were remunerated at the rate of CFAF 

8,682 per hour/day of work, or 87% of that for men’s hour/day estimated at CFAF 9,959; 

 

(xiv) Impact assessment according to beneficiary perception made it possible to confirm the trends 

resulting from the data generated by the quantitative surveys. Indeed, the project beneficiaries 

and main actors identified 46 changes, including 6 negative ones, that occurred in their 

environment and that they attribute to the project’s realization. 

 

Progress made in achieving the project's development objectives is highly satisfactory following the 

combined output (4 points) and outcome (4 points) ratings. 

 
5. Beneficiaries (max add rows as needed) 

 

Actual (A) Planned (B) Progress towards target  
(% realizedA/B) 

% of women Category (eg. farmers, 

students) 

Influence area actors 

and beneficiaries 

Influence area 

actors and 

beneficiaries 

 

100% 51.1% Transporters, breeders, 

farmers and traders, 

women and students. 
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6. Gender equality 
 

Performance evaluation of the operation’s gender analysis (maximum indicative length: 250 words) 

As part of the project's socio-economic impact assessment, women are in the majority in the project area, accounting for  51.1% of 

the population. Their multiple roles within the family unit give them a central place in society and consequently in the development 

strategy implementation.  

 

Indeed, women are responsible for raising children, performing chores such as fetching water , looking for food for the family on a 

daily basis, etc. In this regard, this project aimed, among other things,  at supporting women in their efforts to fight poverty by 

empowering them economically and improving the living conditions of households. The project planned actions targeting dynamic 

women's associations and groups in Koumra, Sarh and villages bordering the main axis. 

 

Support provided to PA women through the project’s implementation  was concretized by: (i) the constructing  a 400-ml fence for the 

COFEMAK headquarters, two storage and sales facilities, latrines and the supply of solar panels for the operation of the COFEMAK 

water tower in Koumra; (ii)  drilling  water boreholes with hand pumps; and (iii) providing  intermediate means of transportation for 

about thirty women's groups (including 210 cattle-drawn carts). It should be noted that in addition to COFEMAK, three other 

associations also benefited from this support, including OGFDT, APROFICAM and ARCHE. 

 

With regard to the development of women's activities, the project’s implementation  provided women with opportunities to add  

income-generating activities to their traditional activities, (including the sale of drinking water and shea products) and subsequently 

to bear the school fees of their children.  

 

During the construction phase, female food vendors of the 33 localities crossed by the road made  substantial revenue from the sale of 

local food and drinks to construction workers. This income has been estimated at CFAF 18,000,000 per food vendor during the entire 

duration of the works (28 months).  

 

With regard to agricultural production, the increased volumes of tubers harvested (3,650 tons for all households in the PA) corresponds 

to an additional annual financial gain of CFAF 1,460,000,000, or about CFAF 160,000 per household per year (CFAF 13,300 per 

month), representing 39.1% of the average gross annual salary estimated at CFAF 370,000 (USD 740).  

 

As for the women employed by the company and the control mission, they received salaries and emoluments estimated at CFAF 

198,000,000 for the duration of the works. 

 

Lastly, works implemented and intended exclusively for women absorbed a budget of CFAF 400,000,000  (about UA 500,000), which 

accounts for 1.7% of ADF resources.  

 

In view of the above, the project’s gender impact is deemed  satisfactory. 

 
7. Unanticipated or additional outcomes (max add rows as needed) 

 

Full name Type (eg. gender, climate 

change, social, other) 
Positive or 

negative 

Impact on project 
(High, Medium, Low) 

1. Increased school attendance Education Positive Average 

2. Reduced burden of water chores  Social aspect Positive High 

3. Increased debauchery of young girls Social aspect Negative Average 

4. Considerable drop in insecurity linked to organized crime (highway 

bandits) 

Social aspect Positive High 

5. Road insecurity due to livestock occupation of the roadway Social aspect Negative High 

6. Better level of service and road sustainability following the 

replacement of the bi-layer coating with asphalt concrete 

Technical Positive High 
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8. Lessons learned related to effectiveness (add rows as needed) 
 

Key issues (max 5 add rows as needed) Lessons learned Target audience 

1. What steps should be taken to ensure that gender-

related objectives are actually achieved?  

1. It is necessary to involve the groups concerned in 

all phases of the operation: at project design to 

identify the population’s real needs and achieve 

better management and sustainability. 

 

1. Bank 

2. How can the achievement of  the project’s economic 

objectives be ensured? 

2. It is necessary to recruit a consultant for the 

monitoring and evaluation of project impacts. In this 

respect, it is necessary to systematize the three phases 

of the study related to it: establishment of the baseline 

situation of project impact indicators, quantitative 

evaluation and qualitative evaluation.  

 

2. Bank and 

Government 

 

C  Efficiency 
 

1. Timeliness 
 

Planned project duration – years (A) 
 (as per PAR) 

Actual implementation time – years 

(B) (from effectiveness for 1st disb.) 

Ratio of planned and actual 

implementation time (A/B) 

Rating* 

55 months 66 months 83.33% 3 

55 months 

The table below summarizes all data relating to the project’s completion timeline. 

 

Columns Initial deadline Actual deadline 

Project appraisal June 2009 02.06.2009 

Signature of financing agreement June 2009 20.07.2009 

Effective date of financing agreement June 2009 20.07.2009 

Compliance with conditions of first disbursement N/A 10.05.2010 

Project completion December 2013 31.10.2015 

Last disbursement December 2013 31.10.2015 

 

Based on the data in this table, the project was initially planned for a period of 55 months, from June 2009 to 31 December 2013. At 

implementation, the dates planned for financing appraisal, the signature and entry into force of the financing agreement were generally 

respected. On the contrary, project completion, originally planned for the end of December 2013, was delayed to 31 October 2015.   

 

However, it should be notedthat all the activities planned in the basic project were fully completed on time, that is,  by December 

2013: the road was completed within the 28-month contractual period and opened for use  in February 2012, the intermediary means 

of transport were distributed to the population concerned in 2013, etc. 

 

After awarding the contracts provided for in the Procurement Plan (PP), there was a balance of UA 4 million which had to be used 

rationally to prevent the country from losing 30% of the amount if the project ended on 31 December 2013. This approach is the result 

of lessons learned from the implementation  of the Multinational Transport and Transit Facilitation Project on the Douala-Bangui and 

Douala-Ndjamena Corridors, where a UA 2 million balance was cancelled at the end of the project for lack of use, whereas other 

activities could have been carried out.  

 

Following a Bank supervision mission, it was therefore decided to carry out some additional activities in order to consolidate project 

outputs and rationally use available resources. The additional actions selected concern: (i)  feasibility study for the widening to two 

lanes existing single-lane bridges over the Ndjamena-Sarh section; (ii)  review of transport sector public expenditure; and (iii)  

rehabilitation of 94 km of rural roads to open up high agricultural production areas. For the completion of these activities, the project 

closing date was therefore  extended to 31 October 2015, or an additional 22 months. As a result, the project implementation timeline 

slippage does not result from a delay in actual activity implementation,  but rather from a need to use financial resources rationally to 

optimize the project's impacts on the population’s living conditions and to feed the country's reserve of transport infrastructure projects.  

 

Compliance with the project implementation timelines is deemed  satisfactory. 
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2. Resource use efficiency 
 

Median % physical implementation 

of RLF outputs financed by all 

financiers  

(A)   
(see II.B.3) 

Commitment rate (%) (B)  
(See table 1.C – Total commitment rate of all 

financiers) 

Ratio of the median percentage 

physical implementation and 

commitment rate (A/B) 

Rating* 

93.3% 140.1% 66.6% 3 

Narrative assessment (indicative max length:  250 words) 

 

The project’s total cost at completion stood at CFAF 59,912,147,129, or UA 78,702,224.53 at the project appraisal rate (March 2009, 

UA 1 = CFAF 761,251An increase of 40.1% over the estimated project cost of UA 56,165,851. The comparative table below provides 

project costs at appraisal and completion. 

 

No

. 
Expenditure categories 

Forecast Costs Actual costs Variation  

(UA) 
% 

CFAF UA CFAF UA 

1 Property 92,400,000 121,379 169,092,000 222,123.85 100,744.70 183.00% 

2 Works 34,039,370,000 44,715,041 57,289,199,984 75,256,649.89 30,541,608.46 168.30% 

3 Services 1,621,950,000 2,130,638 2,453,855,145 3,223,450.80 1,092,813.20 151.29% 

4 
Miscellaneous and Non 

Allocated 
7,002,590,000 9,198,793 0 0.00 -9,198,792.51 0.00% 

  Total 42,756,310,000 56,165,851 59,912,147,129 78,702,224.53 22,536,373.85 140.12% 

 

The project cost differences are explained by taking into account additional costs of the modification of the roadway structure decided 

by the Government, the completion of work and additional services. As a reminder, the replacement of the two-layer surfacing course 

with 5 cm of bituminous concrete generated an additional cost of CFAF 11,055,332,234 or  30% of the total basic contract amount. 

Other works-related additional costs come from additional works carried out by the contractor: public lighting, double lanes to cross 

through Sarh, additional rural tracks, etc. Based on the final road works costs, the unit cost of paved road is CFAF 482,697,188/km, 

which is within the average cost generally observed in the country for similar works. 

 

With regard to the resources put in place to cover project expenses, the table below provides a summary and comparison of ex ante 

and ex post financing plans.   

 

N

o. 

Origin of 

resources 

Forecast Costs Actual costs Variation  

(UA) 
% 

CFAF UA % CFAF UA % 

1 ADF  24,063,144,110 31,610,000 56.3% 23,927,700,076 31,432,077.04 39.9% -177,922.96 99.4% 

2 EDF 1,492,051,960 1,960,000 3.5% 1,807,032,621 2,373,767.16 3.0% 413,767.16 121.1% 

3 STATE 17,204,272,600 22,600,000 40.2% 34,177,414,432 44,896,380.34 57.1% 22,296,380.34 198.7% 

  Total 42,759,468,670 56,170,000 100.0% 59,912,147,129 78,702,224.53 100.0% 22,532,224.53 140.1% 

 

On reading the information provided, the following observations emerge:  

 

(i) The project financing plan was modified, with a very important part borne by the national counterpart. Public resources, 

initially estimated at UA 22,600,000, finally amounted to UA 44,896,380.34, an increase of 98.7%. They originally accounted 

for 40.2% of the total project cost. At completion, the national counterpart  contributed 57.1% to finance the project. This 

increase results from the fact that all additional costs of the roadway structure modification have been fully borne by the 

Government; 

 

(ii) The share of financing provided by the EDF increased by 21.1% to UA 413,767.16. This was used to cover additional services 

of the road works control mission and of the consulting firm responsible for the control and supervision of related facilities; 

 

(iii) ADF resources did not change and commitments made amounted to UA 31,432,077.04, amounting to 99.4% of total resources 

contributed. This performance is therefore good as the project benefited greatly from a clear and regular improvement in the 

UA/CFAF exchange rate. Indeed, it was UA 1 = CFAF 761.251 at appraisal in March 2009, whereas it finally stood at UA 1 

= CFAF 841.04839 in April 2015, an overall change of 10.42 %. The exchange rate increased over the project implementation  

period by an average 1.51%, generating additional resources of UA 477,658.18 or CFAF 363,617,764. This amount accounts 

for 268.46% of non-consumed resources. In conclusion, at constant francs, the resources released by the ADF have been 

entirely consumed; 
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(iv) The Government regularly supplied the account receiving counterpart funds, which made project implementation  possible 

without arrears. This is another project achievement in that two of the three risks identified at appraisal were precisely the 

non-availability of co-financing resources in time and the non-execution of the infrastructure investment programme budget, 

in view of proper project implementation; and  

 

(v) With regard to disbursements, withdrawals on the ADF grant were spread over the 2010-2015 period. To date, total 

disbursements amount to UA 28,831,035.76, representing a disbursement rate of 91.21%. Taking into account the 

disbursements to be made for services still in progress, the total amount of disbursements expected from the ADF grant would 

amount to UA 31,432,077.04, corresponding to a 99.44% rate. 

 

Based on the above, the use of financial resources is deemed satisfactory. 
 

3. Cost benefit analysis 
 

Economic Rate of Return   

(at appraisal )  (A) 

Updated Economic Rate of Return   

(at completion )  (B) 

Ratio of updated rate of return at 

appraisal (B/A)   

Rating* 

ERR = 16,67%  

NPV = CFAF 37,130 million 

ERR = 31,39% 

NPV = CFAF 87,014 million 

188.3% 4 

 Narrative assessment (indicative max length: 250 words) 

 The ex-post economic performance analysis of investments made was carried out on the 110 km long Koumra-Sarh 

section, considered as a homogeneous section of single traffic. The economic analysis was carried out using the HDM-

4 model. A discount rate of 12% and a residual value equivalent to 25% of the cost of the works were used for the 

economic calculation.  

 

In the "no project" situation, the project road was reduced at several locations to the state of a path, with many sloughs, 

near-generalized corrugated iron and gullies on all slopes and ramps. Traffic along this route was therefore mainly 

limited to intermediate means of transport, a few trucks, especially motorcycles. Although the demand for 

transportation was very high in the area, vehicle traffic was erratic. Transportation costs were prohibitive and transport 

times were uncertain. 

 

In the "with project" situation, the development and paving of the Koumra-Sarh road resulted in an improvement in 

the overall level of road service and a reduction in transport costs. The road works and related developments were 

carried out over the 2010-2013 period, within a timeline of 28 months. The total cost of works implemented  amounted 

to CFAF 57,586,496,653, out of which CFAF 55,779,464,032 were for works and CFAF 1,807,032,621 for works 

control and supervision. The project road was commissioned in February 2013.  

 

The commissioning of road infrastructure has had a positive impact on motor vehicle traffic. In the baseline situation 

(March 2009), the Average Annual Daily Traffic (AADT) in both directions was 340 vehicles per day, 40% of which 

were heavy duty vehicles. In April 2014, traffic counts carried out by the Directorate General of Roads (DGR) resulted 

in a two-way AADT of 708 vehicles/day, including 154 heavy vehicles amounting to 21.7% of total traffic. Current 

traffic, which is more than double the "no-project" traffic, is therefore dominated by passenger cars (187 veh/d) and 

vans (312 veh/d), which confirms the transport demand observed at project appraisal.  

 

The economic benefits obtained by the community mainly concern: (i) endogenous benefits associated with reduced 

vehicle operating costs (VOC), road maintenance gains, gains related to reduced travel  time and residual value of road 

assets at the end of the project; and (ii) exogenous benefits related to agricultural surpluses realized by project area 

populations, an increase in marketed agricultural production of the PA and an increase in the market value of 

agricultural products. The table below gives a comparative summary of VOC in the situation before and after the 

project, as well as the hourly value of various vehicles.   

 

 Parameters 

Vehicle operating costs in 2014 without and with project in FCFA by Veh*km 

Car  Van Bus 
2 Axle 

Truck  

3 Axle 

Truck  
artic. truck Total Av Av LV Av HV 

VOC without 

project 
571 763 959 1,432 1,964 2,391 8,081 1,347 764 1,929 

VOC with project 268 295 310 877 924 972 3,646 608 291 924 

Hourly value 

(CFAF) 
453 704 1,408 1,006 372 332 4,275 712 855 570 
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The agricultural surplus taken into account concerns the increase in tuber volumes harvested (3,650 tons/year), 

corresponding to additional annual financial gains of CFAF 1,460,000,000 and a 10% increase in market value 

amounting to CFAF 27,500 per bag of tubers.  

 

The project’s economic performance analysis over the analysis period (2014-2033) leads to an Economic Rate of 

Return (ERR) of 31.39%, for a Net Present Value (NPV) of CFAF 87 billion. The economic analysis summary is given 

in the table below.  

 

Economic parameters analysed 
Provisional outcomes  

At appraisal 

Outcomes obtained  

At completion 

Economic Rate of Return (ERR) 16.67% 31.39% 

Net Present Value (NPV) in millions of CFAF 37,130.00 87,013.71 

Financial cost of the construction work (in millions of CFAF) 35,408.81 57,586.50 

Economic cost of the construction work (in millions of CFAF) 30,097.49 48,948.52 

Residual value of the investment after 20 years (in millions of CFAF) 10,534.12 12,237.13 

 

Based on the above, the cost-benefit analysis is deemed very satisfactory. 
 

4.  Implementation Progress (IP) 
 

IP Rating 

(derived from 

updated IPR) * 

Narrative comments (commenting specifically on those IP items that were rated Unsatisfactory or Highly 

Unsatisfactory, as per last IPR). (Indicative max length: 500 words) 

4 

The project benefited from Anticipated Procurement Actions (APA) and the road works contract was awarded 

before financing was approved by the ADF Board of Directors. However, this was ultimately not apparent for the 

start of works because payment of the initial advance by the Government before work started was delayed, whereas 

this condition was precedent to the first disbursement. 

 

The project was implemented  according to specifications and the work carried out is of very appreciable technical 

quality. The service providers (contractor and project manager) performed well and fully completed their contracts. 

The infrastructure was all received and is functional. The visual reconnaissance of the road has shown that the 

road’s apparent condition is very satisfactory and that drainage and sanitation works functioned well during the last 

rainy season. 

 

With regard to finance, ADF resources, co-financing and counterpart funds enabled the project to be entirely 

implemented , while making technical improvements that enhanced the final quality of the structures. The 

completion of project activities, initially planned over a 55-month period, were finally completed in 66 months, 

amounting to an additional 22 months. This deadline was required for the completion of technical studies for the 

two-lane widening of existing single-lane bridges on the Ndjamena-Sarh section. 

 

The project accounts were audited annually by external auditors in accordance with international auditing standards. 

These audit missions certified that financial statements for 2010, 2011 and 2012 are fair and regular and give a true 

and fair view of transactions carried out by the project. The reports were produced within the agreed deadlines, in 

accordance with the financing agreement provisions, and regularly submitted to the Bank, which approved them 

all. The 2013, 2014 and project closing audits, however, remain to be carried out, the reports of which shall be 

submitted for the Bank’s review. 

 

Project monitoring and evaluation was carried out with professionalism; they exhaustively and concisely highlight 

the project’s main outcomes. The collection of PA baseline situation data and the conduct of a quantitative and 

qualitative assessment provided numerical evidence that the project’s development objectives were largely 

achieved. 

 

Overall, the work performed is of very good quality and the project sub-components were substantially and 

satisfactorily implemented ; only the optical fiber reservations were not made.  
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5. Lessons learned related Efficiency 
 

Key issues (max 5 add rows as needed) Lessons learned Target audience 

1. How to ensure that allocated financial resources will 

be globally used? 

1. Plan for a mid-cycle review to appraise the list of 

goods and services. 

1. Bank 

2. How to ensure the completion of all activities and/or 

the main activities planned for the project in case of 

insufficient resources during implementation?  

2. Plan for mid-cycle review to appraise the financing 

plan  

2. Government and 

Bank 

3. How to ensure that the project will be implemented 

without difficulty with respect to the release of the 

national counterpart?  

3. The fact that the start-up advance was 100% paid 

for by the national counterpart made it possible that, 

once released, the work was carried out without 

delays arising from late payments by the 

Government. As such, the work was performed 

within the contractual period of 28 months. 

3. Bank 

 

D  Sustainability 
 

1. Financial sustainability 
 

Rating* Narrative assessment (indicative max length:  250 words) 

3 

From a technical point of view, the project’s viability is guaranteed by the relevance of implementation  studies carried 

out, the technical qualification of the company that implemented the works, the expertise of the consulting firm in charge 

of control and supervision of works, as well as the Bank’s permanent supervision of the project. Indeed, the road was 

dimensioned for a service life of 15 to 20 years, under heavy traffic amounting to 40% of the total traffic. Whereas, 

available data shows that heavy vehicle traffic accounts for 21% of total traffic. On the other hand, material used for the 

roadway layers was selected according to its geo-technical performance, which guarantees road durability, provided that 

annual routine maintenance is carried out within the required time. With regard to engineering works, they have been 

subjected to acceptance tests in accordance with technical requirements and benefit from a ten-year guarantee from the 

contractor. 

 

With regard to the operation of the road, it should be noted that a weighing/tolling station was installed on the Koumra-

Sarh road, with the aim on the one hand to identify possible cases of truck overloading in view of offloading them and 

protecting the road assets, and on the other hand to collect road-user fees from vehicles to finance the road maintenance 

budget. Available data shows that between 2012 and 2013, the Koumra toll gate revenue level increased by 2% and could 

grow more in line with traffic growth. 

 

Moreover, since this is a non-market basic infrastructure project, there will be no financial flow to make the exploitation 

of the structure profitable. The project’s financial viability can therefore be summed up only in the mechanisms put in 

place to ensure regular and periodic maintenance on the appropriate dates. 

 

In this respect, it should be noted that one of the financing conditions was that the Road Maintenance Fund (RMF) would 

earmark an annual budget of CFAF 8 billion for financing road maintenance. Over the project implementation period, 

resources collected by the RMF and those allocated to financing road maintenance are summarized in the table below: 

 

Columns 2010/2011 2011/2012 2012/2013 2013/2014 2014/2015 Average 

Total resource collected 14,397,598,554 10,453,360,000 17,776,000,000 21,652,774,000 20,741,000,000 17,004,146,511 

Resources allocated to road 

maintenance 
11,486,246,000 8,112,490,455 15,511,916,000 18,494,318,000 18,138,995,000 14,348,793,091 

% 79.8% 77.6% 87.3% 85.4% 87.5% 84.4% 

 

This data shows that resources allocated to road maintenance increased over the period, despite financial difficulties the 

country faced, due to  the international financial crisis linked to the price of a barrel of oil. Resources collected and 

allocated to road maintenance cover all the routine maintenance needs for the paved road network in the country. However, 

they represent only 60% of the needs for the entire road network (paved roads, urban roads, dirt roads, rural roads). Since 

the Koumra-Sarh road is a priority corridor in the country, financial resources will be available for its routine maintenance 

during its lifetime.  
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Lastly, the project's financial viability has not been compromised during implementation: the executing agency has an 

accounting and financial system that meets the Bank's requirements. In addition, the MITAC fully supported PMCU 

operations. 

 

As a result, financial viability is deemed satisfactory. 

 
2. Institutional sustainability and strengthening of capacities 

 

Rating* Narrative assessment (indicative max length, 250 words)  

3 

The Transport Projects Monitoring and Coordination Unit (PMCU) is the executing agency responsible for monitoring 

and coordinating all transport sector projects within MITAC. It was created in 1989. It has a staff composed largely of 

experts with private contracts.  

 

Technically, the Directorate General of Roads (DGR) is responsible for monitoring work and the maintenance of 

infrastructure. As part of this project, the South Zone Regional Directorate will coordinate all RMF-financed activities 

related to the maintenance of the road and its dependencies.  

 

The project did not foresee any specific training of managers and/or the provision of technical assistance to strengthen the 

DGR and PMCU technical and operational capacities. Although the executing agency failed to benefit from capacity 

building, this did not negatively impact proper project implementation. The good implementation  quality observed thus 

comes from the PMCU’s and DGR’s long experience in the conduct of operations of this scale. The quality of human 

resources in the PMCU and DGR, as well as their respective experiences, are key factors of the investment’s sustainability. 

 

Institutional sustainability and strengthening of capacities are satisfactory. 

 
3. Ownership  and sustainability of partnerships 

 

Rating* Narrative assessment (indicative max length:  250 words) 

3 

Project ownership by the beneficiaries was not identified as a risk at appraisal.  However, Chadian roads have for a very 

long time suffered from the deviant and unresponsive behaviour of residents (removal of road signs, spilling of household 

liquid waste on the roadway, obstruction of gutters, abusive occupation of the right-of-way causing safety problems for 

users, offloading of vehicles on the roadway, livestock transhumance by road, etc.). This lack of civic responsibility most 

often comes from the fact that residents feel that road development is free and the infrastructure does not belong to them 

(alienation). Ownership of a public asset such as infrastructure by local communities is built through a participatory 

process; this aspect was an integral part of the project during identification, preparation and appraisal missions carried out 

by the Bank and the Government of Chad. 

 

To counteract the lack of civic responsibility by certain populations, MITAC has begun to sensitize residents through 

awareness campaigns provided by a local NGO on road safety and the protection of road assets. The outcomes of these 

campaigns are satisfactory because, following the monitoring and evaluation surveys, an 80% reduction in the vandalism 

rate on traffic signs was observed and 20% of users now wear seatbelts. 

 

On the other hand, the Bank's participation in financing this section has helped to strengthen the participation of other 

development partners involved in the development of this corridor, including the Delegation of the European Union 

Commission, which through the EDF, financed  feasibility studies upstream and the control and supervision of road works 

downstream. The successful project execution subsequently enabled the Bank and European Union to finance the Sarh-

Kyabe-Singako road at the same time.  

 

As the project is conceived and implemented in an integrated national approach with ownership of related development 

by the authorities and local populations, the partnerships established are therefore sustainable. 

 

Ownership and sustainability of partnerships are therefore satisfactory. 
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4. Environmental and social sustainability 
 

Rating* Narrative assessment (indicative max length:  250 words) 

3 

With regard to the environment, the project is classified as category 1. In accordance with the Bank's environmental policy 

requirements and those of Chad.  

 

An Environmental and Social Impact Assessment (ESIA), an Environmental and Social Management Plan (ESMP) and a 

Resettlement Plan were prepared and approved prior to works implementation. These documents contain actions that have 

been carried  to mitigate or eliminate potentially negative outcomes identified. Monitoring the implementation  of adopted 

measures was carried out by the Control Mission, which had an Environmental Expert.  It worked jointly with Chad's 

Environment Division. Progress reports were regularly produced to ensure that planned actions were executed properly. 

 

Women, who make up about 52% of the population, are the most vulnerable to poverty, illiteracy and disease, including 

HIV/AIDS. To contribute to the improvement of living conditions, the provision of intermediate means of transport was 

planned for women's groups in Koumra and Sarh, the rehabilitation of COFEMAK buildings and the kindergarten in Sarh, 

the drilling of water boreholes, the rehabilitation of rural roads to open up areas of major production, as well as awareness 

campaigns targeting the local population. The execution of sensitization actions was outsourced to local NGOs and reports 

have been produced showing that the majority of people sensitized are women. 

 

Environmental and social sustainability is considered satisfactory. 

 
5. Lessons learned related to Sustainability 

 

Key issues (max 5 add rows as needed) Lessons learned Target audience 

1. How can the sustainability of socio-economic 

infrastructure be ensured? 

1. The maintenance of socio-economic infrastructure 

rehabilitated under the project should be based on 

ownership and the participation of beneficiary 

populations organized into committees.  

 

1. Government and 

Beneficiaries 

2. How can the sustainability of road infrastructure be 

ensured? 

2.1. There is a need for continuous monitoring of the 

operation-use-maintenance of the structures and 

regular feeding of the Road Maintenance Fund 

(RMF).  

 

2.2. The operation of infrastructure built will have to 

be accompanied by a regular control of the axle load 

of trucks, as recommended by Law No. 03/PR/2006 

of 11/01/2006 on the protection of national road 

assets. 

 

2. Government 

3. How can the sustainability of partnerships with other 

donors be ensured?  

3. It is essential to maintain ongoing discussions with 

other financial partners involved in the country's 

transport sector.  This will help to combine efforts 

and pool interventions.  

 

2. Government 
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 III  Performance of stakeholders 
  

A  Relevance 
 

1. Bank performance 
 

Rating* Narrative assessment by the Borrower on the Bank’s performance, as well as any other aspects of the project 

(both quantitative and qualitative). See guidance note on issues to cover. (Indicative max length: 250 words) 

4 

The Bank has provided substantial and sufficient financial resources for the project. It has accompanied the Government 

in preparing and implementing  the project. However, the Bank was criticized for the delay in issuing no-objection notices 

for various documents, including procurement documents. 

Comments to be inserted by the Bank on its own performance (both quantitative and qualitative). See guidance 

note on issues to cover. (Indicative max length: 250 words) 

The Bank participated in the project design, by building on its previous experiences in the country and sub-region. It 

ensured the participation of local authorities and beneficiaries in defining related developments. It approved the 

Government's request for exceptional use of APA. The evaluation mission supported the DGR in the preparation of project 

documents (general procurement notice, expressions of interest, tender documents, consultation files), which led to the 

contract award before the approval of financing by the Board of Directors.  

 

The Bank provided regular supervision during project execution. It carried out 9 missions (1 launch mission, 7 supervision 

missions and 1 completion mission), amounting to an average 1.3 missions per year. Through its relevant recommendations, 

it contributed to the choice of technical solutions that enhanced the project’s efficiency and sustainability.  

 

Given its experience in road project management, it was able to assess the appropriateness of various modifications made 

to the project scope by the client. It ensured that the project was subjected to a socio-economic impact assessment to better 

evaluate its outcomes on the local population’s living conditions. It honoured its commitments to the borrower, disbursing 

approved expenditure in a timely manner. It innovated by promoting the recruitment of INSEED to conduct surveys for 

assessing the project's socio-economic impacts. It encouraged the RMF budget increase to ensure project sustainability and 

the financing of national road network maintenance.  Lastly, it advised the Government to carry out technical studies to 

widen single-lane bridges and review transport sector public expenditure. 

 

According to PMCU and DGR officials, the recommendations and constructive advice made by Bank supervision missions 

helped to ensure  proper  project implementation.  

 

The Bank’s performance is considered very satisfactory. 

Key issues (related to Bank performance, max 5, add rows as needed) Lessons learned 

1. How can government officials be assisted in the preparation of 

project documents? 

1. Strengthen DGR and PMCU capacities in project management 

through a substantial training programme.  

 

2. How can project evaluation be ensured by beneficiaries? 2. Provide training to government officials (PMCU and DGR) on 

project monitoring and evaluation impact issues. 

 

3. How can the rational use of mobilized resources be ensured? 3. Support the Government in identifying activities with high 

socio-economic impact that can be financed with any additional 

resources. 
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2. Borrower performance 

 

Rating* Narrative assessment by the Bank on the borrower’s performance, as well as any other aspects of the project 

(both quantitative and qualitative).  See guidance note on issues to cover. (Indicative max length:  250 words) 

3 

The project executing agency, the PMCU, worked fairly well and was successful in executing the project. Project progress 

reports were produced regularly and submitted to the Bank. Relations between the different actors were well maintained 

and coordinated.  

 

The false note was the long delay observed in the works procurement process (from November 2007 to June 2009), but 

this slippage is not attributable to the project executing agency, since other Government services were largely involved in 

the process. 

 

With regard to the Administration, there was a significant delay in the payment of the start-up advance to the contractor. 

However, this did not significantly impact project outcomes. Most project activities were implemented within the required 

timeframe and financial commitments made by the Government were fully respected. 

Comments to be inserted by the Borrower on its own performance (both quantitative and qualitative). See 

guidance note on issues to cover. (Indicative max length: 250 words) 

At  project completion, the Government disbursed a total of CFAF 34,177,414,432, amounting to 199% of the initially 

planned budget of CFAF 17,193,074,072. This is, therefore, a considerable effort that the country made to respect its 

commitments to the Bank and EDF. It is also clear proof of the country's credibility with regard to its partners. These efforts 

contributed to strengthen cooperation between the Bank and the country, in the sense that the successful implementation 

of the Koumra-Sarh project has been a strong argument for the Kyabe-Singako project, which is currently under execution.   

 

By taking the decision to replace the surfacing layer with bituminous concrete, the Government prioritized quality road 

service, the safety of users and overall infrastructure sustainability. On the other hand, significant human and material 

resources were allocated to ensure road work coordination by different teams of the DGR, which made road construction 

possible in the required time.   

 

Lastly, recommendations by the Bank's various supervision missions were regularly implemented within a reasonable 

period of time. For the borrower, relations with the Bank were marked by courtesy and professionalism.  

 

The Borrower’s performance is deemed  satisfactory. 

Key issues (related to borrower performance, max 5, add rows as needed) Lessons learned 

1. How can slippages in modifications made during project 

execution be avoided?  

1. Ensure the development of specific terms of reference and the 

completion of technical studies and complete bidding documents.  

2. How can long delays observed in the signing of contracts be 

avoided? 

2. Appeal to the Administration to take steps to shorten the process 

of approving contracts with external financing. 

 
3. Performance of other stakeholders 
 

Rating* Narrative assessment on the performance of other stakeholders, including co-financiers, contractors and service 

providers. See guidance note on issues to cover. (Indicative max length: 250 words) 

4 

The project was co-financed by the European Union, through an EDF grant. The resources put in place were used to fully 

cover the control and supervision of road works and related facilities. Disbursements were made on time and throughout 

the works. Coordination meetings were organized between the Bank and the EDF during supervision missions. These 

meetings were an opportunity to take stock of the project’s implementation and the performance of various actors. The 

Bank was very satisfied with EDF cooperation on this project. 

 

The performance of the contractor, the works control and supervision mission, consultancies and NGOs, as well as the 

various suppliers was excellent. Related developments were identified, prepared and carried out with the participation of 

the Authorities and local population. Information sharing between stakeholders was satisfactory. Cooperation between the 

Bank and the Government was of good quality during project preparation and implementation. Road works, related 

facilities and consultancy services were fully implemented.  

 

The works were implemented and received on time, to the satisfaction of the Government and the Bank. Monthly and 

quarterly reports prepared by the supervision mission, in accordance with its terms of reference, were sent to the Bank on 

time.  
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The performance of other stakeholders is deemed  very satisfactory. 

Key issues (related to performance of 

other stakeholders, max 5, add rows as 
needed) 

Lessons learned (5 max) Public Target 

audience (for lessons 

learned) 

1. How can the PMCU better 

benefit from the project after the 

work? 

1. Use the Bank's studies, works, audits and supervision reports to 

improve the preparation and implementation  of future projects.  

1. Government 

 

 IV  Summary of key lessons learned and recommendations 
  

1. Key lessons learned 
 

Key issues (max 5 add rows as needed) Key lessons learned Target audience 

1. How can quality be ensured at project entry?  1.1. Extensive technical studies need to be developed 

and taken into account in the bidding documents.  

 

1.2. It is also important to ensure that the 

Government’s expectations are fully taken into 

account in the technical assumptions made.  

1. Government and 

Bank 

2. How can the population’s real needs be actually taken 

into account during project design? 

2. It is necessary to involve the target population in 

identifying their difficulties and finding solutions to 

them. The participatory approach is therefore 

important at design stage. 

 

2. Bank 

3. What steps should be taken to ensure that gender-

related objectives are actually achieved?  

3. It is necessary to involve the groups concerned in 

all phases of the operation: project planning to 

identify the populations’ real needs and at 

implementation  to achieve better management and 

sustainability. 

3. Bank 

4. How is it possible to ensure that the project’s economic 

objectives have been achieved? 

4. It is necessary to recruit a consultant for the 

monitoring and evaluation of project impacts. In this 

respect, it is necessary to systematize the three phases 

of the related study: establishment of the baseline 

situation of project impact indicators, and 

quantitative and qualitative evaluation.  

 

4. Bank and 

Government 

5. How can it be ensured  that financial resources 

allocated will be used globally? 

5. Plan for mid-cycle review to appraise the list of 

goods and services. 

 

5. Bank 

6. How to ensure the completion of all activities and/or 

the main activities planned for the project in case of 

insufficient resources during implementation?  

6. Plan for mid-cycle review to appraise the financing 

plan  

6. Government and 

Bank 

7. How to ensure that the project will be implemented 

without difficulty with respect to the release of the 

national counterpart  

7. The fact that the start-up advance was 100% paid 

for by the national counterpart made it possible that, 

once released, the works were  carried out without 

delays arising from late payments by the 

Government. As such, the works were performed 

within the contractual period of 28 months. 

7. Bank 

8. How can the sustainability of socio-economic 

infrastructure be ensured? 

8. The maintenance of socio-economic infrastructure 

rehabilitated under the project should be based on 

ownership and  participation of beneficiary 

populations organized into committees.  

 

8. Government and 

Beneficiaries 

9. How can the sustainability of road infrastructure be 

ensured? 

9.1. There is a need for continuous monitoring of the 

operation-use-maintenance of the structures and 

regular feeding of the Road Maintenance Fund 

(RMF).  

9. Government 
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9.2. The operation of infrastructure built will have to 

be accompanied by  regular control of the axle load 

of trucks, as recommended by Law No. 03/PR/2006 

of 11/01/2006 on the protection of national road 

assets. 

10. How can the sustainability of partnerships with other 

donors be ensured? 

10. It is essential to maintain ongoing discussions 

with other financial partners involved in the country's 

transport sector.  This will help to combine efforts 

and pool interventions.  

 

10. Government 

11. How can government officials be assisted in the 

preparation of project documents? 

11. Strengthen DGR and PMCU capacities in project 

management through a substantial training 

programme.  

 

11. Government 

12. How can project evaluation  be ensured by the 

beneficiaries? 

12. Provide training to government officials (PMCU 

and DGR) on project monitoring and evaluation 

impact issues. 

 

12. Government 

13. How can the rational use of mobilized resources be 

ensured? 

13. Support the Government in identifying activities 

with high socio-economic impact that can be 

financed with any additional resources. 

 

13. Government 

14. How can slippages in modifications made during 

project implementation  be avoided?  

14. Ensure the development of specific terms of 

reference and the completion of technical studies and 

complete bidding documents.  

14. Government 

15. How can the long delays observed in the signing of 

contracts be avoided? 

15. Appeal to the Administration to take steps to 

shorten the process of approving contracts with 

external financing. 

15. Government 

16. How can the PMCU better benefit from the project 

after the works? 

16. Use  Bank studies, works, audits and supervision 

reports to improve the preparation and 

implementation  of future projects.  

 

16. Government 

 
2. Key recommendations (with particular emphasis on ensuring sustainability of project benefits) 
 

Key issues (max 10 add rows as needed) Key recommendation Responsible Deadline 

1. How can project quality be ensured at entry? 1. During project preparation, ensure 

that comprehensive technical studies are 

developed to avoid significant resizing 

of the project during execution. The 

choice of technical solutions should 

result from relevant economic studies. 

Government and 

Bank 

Without 

delay 

2. How can road safety aspects be inserted during project 

design? 

2. Recruit an expert for safety 

engineering aspects during the technical 

design of infrastructure.  

Government and 

Bank 

Without 

delay 

3. How can the quality of road infrastructure delivered by 

the contractor be ensured? 

3. Undertake deflection and grounding 

measurements at the end of the work, as 

well as road traffic counts and axle load 

control. 

Government and 

Bank 

Without 

delay 

4. How can the quality of commissioned structures be 

ensured? 

4. Carry out load tests as part of the ten-

year contractual warranty. 

Government and 

Bank 

Without 

delay 

5. How can the sustainability of road infrastructure be 

ensured? 

5.1. Plan and execute a routine and 

periodic maintenance programme of the 

facility 

 

Government  Without 

delay 
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5.2. Carry out regular truck axle load 

checks as recommended by the 

regulations in force and apply sanctions 

provided in case of infringement. 

6. How can related infrastructure be maintained to ensure 

sustainability? 

6. Ensure the establishment of 

management committees for ownership 

of infrastructure maintenance by 

beneficiaries (local authorities and 

population) 

Government and 

Beneficiaries 

Without 

delay 

7. What measures should be taken  to better support 

government officials in the preparation of project 

documents? 

7. Strengthen the DGR's project 

management capacity through a 

substantial training programme 

Government and 

Bank 

Without 

delay 

8. How can it be ensured  that the RMF has sufficient 

resources for the maintenance of the national road 

network? 

8. Stimulate and support the search for 

new sources of financing available at 

national level 

Government and 

Bank 

Without 

delay 

9. How can the PMCU better benefit from the project 

after the works? 

9. Use reports of studies, works, audits 

and supervision to improve the 

preparation and execution of future 

projects.  

Government Without 

delay 

 

 V  Overall PCR rating 

 

Dimensions and criteria Rating* 

DIMENSION A: RELEVANCE 4.0 

Relevance of project development objective (II.A.1) 4 

Relevance of project design (II.A.2) 4 

DIMENSION B: EFFECTIVENESS 4 

Development Objective (DO) (II.B.4) 4 

DIMENSION C: EFFICIENCY 3.5 

Timeliness (II.C.1) 3 

Resource use efficiency (II.C.2) 3 

Cost-benefit analysis (II.C.3) 4 

Implementation Progress (IP) (II.C.4) 4 

DIMENSION D: SUSTAINABILITY 3 

Financial sustainability (II.D.1) 3 

Institutional sustainability and strengthening of capacities (II.D.2) 3 

Ownership  and sustainability of partnerships( II.D.3) 3 

Environmental and social sustainability( II.D.4) 3 

ARITHMETIC AVERAGE OF DIMENSIONS  3.6 

OVERALL PROJECT COMPLETION RATING 4.0 
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 VI  Acronyms and abbreviations 

 

Acronym (add rows as needed) Full name 

APA Anticipated Procurement Actions 

APD Final Design 

APS Preliminary Sketch 

AfDB African Development Bank 

ECCAS Economic Community of Central African States 

CEMAC Central African Economic and Monetary Union 

RLF Results-based logical framework 

COJO Bid Opening and Evaluation Commission 

COFEMAK Mandoul Women's Cooperative for the Promotion of Shea 

PMCU Project Monitoring and Coordination Unit 

DAO Bidding documents 

DGR Directorate General of Roads 

RIASP Regional Integration Assistance Strategy Paper  

CSP Country Strategy Paper 

DO Development Objective 

RBSP Results-based Strategy Paper  

IPR Implementation Progress and Results  

ESIA Environmental and Social Impact Assessment 

ADF African Development Fund 

CFAF Franc of the Communauté Financière d'Afrique 

EDF European Development Fund 

RMF Road Maintenance Fund 

ET/EC Excluding Taxes and Excluding Customs 

IDA International Development Association  

INSEED National Institute of Statistics, and Economic and Demographic Studies 

PI Performance Index 

km Kilometre 

m2 Cubic metre 

IMT Intermediate means of transport 

MITAC Ministry of Infrastructure, Transport and Civil Aviation  

MPECI Ministry of Planning, Economy and International Cooperation 

N/A Not applicable 

NEPAD New Partnership for Africa's Development 

OCMP Public Procurement Service  

EMSP Economic Management Support Project 

PARG Reform and Governance Support Programme  

ESMP Environmental and Social Management Plan 

SME Small and medium-sized enterprise 

NTP National Transport Programme 

PCR Project completion report 

PAR Project Assessment Report 

NTS National Transport Strategy 

NPRS National Poverty Reduction Strategy 

AADT Annual average daily traffic 

ERR Economic Rate of Return 
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UA Unit of Account 

EU European Union 

ANV Actual net value 

Veh/d Vehicles per day 

HIV/AIDS Human Immunodeficiency Virus/Acquired Immune Deficiency Syndrome 

PA Project area 

 

Required attachment: Updated Implementation Progress and Results Report (IPR)- date should be the same as the PCR mission. 
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Annex 1: Bank missions 

 

No. Type of mission Start date End date Task Manager Remark 

1 Launch 29/03/2010 03/04/2010 J.P.M. Kalala None 

2 Supervision 28/02/2011 12/03/2011 D. Etienne None 

3 Supervision 17/10/2011 24/10/2011 J.P. Megne Ekoga None 

4 Supervision 26/03/2012 01/04/2012 J.P. Megne Ekoga None 

5 Supervision 09/12/2012 16/12/2012 J.P. Megne Ekoga None 

6 Supervision 06/05/2013 12/05/2013 J.P. Megne Ekoga None 

7 Supervision 20/10/2013 03/11/2013 J.P. Megne Ekoga None 

8 Supervision 05/04/2014 09/04/2014 J.P. Megne Ekoga None 

9 Completion 11/04/2015 22/04/2015 J.P. Megne Ekoga None 
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Annex 2: Implementation Progress and Results (IPR) report 

 

 IMPLEMENTATION PROGRESS 

AND RESULTS (IPR) REPORT 

KOUMRA-SARH ROAD 

ASPHALTING PROJECT IN CHAD 

 

AFRICAN DEVELOPMENT BANK GROUP 

 

 

A  Summary of report and actions proposed 

  

Report data 

 

 Report 

type: 

Completion 

report 

Date of report: 30.07.2015 Date of mission  

Launch/Field Supervision Mission/MTR/Summary 

Review/Other (specify): Mission to prepare the 

project completion report 

From: 11.04.2015 To: 22.04.2015 

 Prepared 

by:  Jean 

Paterne 

MEGNE 

EKOGA,  

Task manager:  

Jean Paterne MEGNE EKOGA  

Senior Transport Economist  

OITC.1/CDFO 

Alternate task manager:  

Barnabé YOUGBARE 

Infrastructure Specialist 

OITC.1/BFFO 

Division Head:  

Jean Kizito 

KABANGUKA  Division 

Manager, OITC.1 

 

Project data 

 

Project code: P-TD-DB0-008  

Financing Instrument number(s):  

ADF Grant No. 2100155015518 

 

Project title: Koumra-Sarh Road Asphalting Project 

Country: Chad 

Sector: Transport 

Processing milestones – Bank 

approved financing only (add/delete 

rows depending on the number of 

financing sources) 

Key Events (Bank approved financing 

only) 

Disbursement and closing dates (Bank 

approved financing only) 

Financing source/ instrument1: ADF 

Grant No. 2100155015518 

Approval date: 02.06.2009 

Date signed:  20.07.2009 

Date of entry into force: 20.07.2009 

Date of entry into force of first 

disbursement: 10.05.2010 

Date of actual 1st disbursement:: 

17.12.2010 

 

Financing source/ instrument1: ADF 

Grant No. 2100155015518 

Cancelled amounts: N/A at this stage 

Supplementary financing: N/A 

Restructuring (specify date & amount 

involved): N/A 

Extensions (specify dates): 31.10.2015 

Financing source/ instrument1: ADF 

Grant No. 2100155015518 

Initial disbursement deadline: 30.12.2013 

Initial closing date: 30.12.2013 

Revised disbursement deadline (as 

necessary): 31.10.2015 

Revised closing date  (as necessary): 

31.10.2015 

Financing source(s)/instrument(s) 

(add/delete rows according to the 

number of funding sources): 

Currencies (UA) Local currency 

(UA) 

TOTAL (UA) 

Financing source/ instrument1: ADF 

Grant No. 2100155015518 
21,820,000 9,790,000 31,610,000 

Financing source/ instrument 2: EDF 

grant 
1,330,000 630,000 1,960,000 
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Financing source/ instrument 2: National 

Counterpart 
15,630,000 6,970,000 22,600,000 

TOTAL: 38,780,000 17,390,000 56,170,000 

Financing source(s)/instrument(s) 

(add/delete rows according to the 

number of funding sources): 

Disbursed till date 

(amount, UA): 

Disbursed till date 

(%): 

Undisbursed till 

date (amount, 

UA): 

Undisbursed till 

date (%): 

Financing source/ instrument1: ADF 

Grant No. 2100155015518 
28,831,035.76 91.21% 2,778,964.24 8.79% 

Financing source/ instrument 2: EDF 

grant 
2,373,767.16 121.11% N/A N/A 

Financing source/ instrument 3: National 

Counterpart 
44,896,380.34 198.66% N/A N/A 

TOTAL: 76,101,183.26 135.48% 2,778,964.24 4.95% 

Executing and implementing agency (ies): 

Transport Projects Monitoring and Coordination Unit (PMCU)/Chad’s Ministry of Infrastructure, Transport and Civil Aviation 

(MITAC) 

Co-financiers and other external partners:   

Government of Chad and European Development Fund (EDF) 

 

Performance progress 

 

Progress towards development objective  

Development 

Objective (DO) 

rating 

Performance rating  Summary of key conclusions 

Actual Previous Progress made in achieving the project's development objectives is 

highly satisfactory following the combined output ratings.  

 4 N/A 

Implementation Progress 

Implementation 

progress (IP) rating 

Performance rating Summary of key conclusions 

Actual Previous Overall, the work performed is of very good quality and the project 

sub-components were substantially and satisfactorily implemented; 

only the optical fiber reservations were not made. 

 
3.5 N/A 

Overall performance rating 

Overall project 

performance rating 

(PP, PPP or NPPP) 

Project status  Summary of key conclusions 

Actual Previous Project implementation  was normal. The project was implemented 

without major difficulties. NPPP N/A 

 

Issues, risks and measures submitted for Management Review 

 

Issues affecting project execution  
(Indicate the main obstacles to project implementation and measures brought to the attention of management). Complete actions may be removed from future IPRs). 

Major issues Corrective actions Responsible  Deadline Status 
(Completed, 

Underway, Not 

yet initiated) 

Some payments risk not being made before 

project closure. 

Transmit the contract signed 

between the Government and 

SOGEA-SATOM for the 

rehabilitation of supplementary 

rural roads to the Bank; 

PMCU/DGR Immediate Underway 
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Transmit to the Bank the 

contract signed between the 

Government and LOUIS 

BERGER consultancy for 

control of rehabilitation works 

on supplementary rural roads; 

 

Transmit to the Bank the 

contract signed between the 

Government and CGIC 

AFRIQUE INTERNATIONAL 

for the audit of project accounts 

for the 2013, 2014 and 2015 

fiscal years; 

 

Transmit to the Bank contracts 

signed between the Government 

and the two individual 

consultants in charge of the 

transport sector public 

expenditure review; 

 

Make arrangements to send to 

the Bank, by 31 October 2015, 

all requests for payment for the 

last services by various 

contractors: bridge widening 

study, rehabilitation of 

additional rural roads, 

supervision of rehabilitation 

work on rural roads, review of 

public expenditure, audit of 

project accounts. 

Major risks and mitigation measures 
(Indicate the main risks to project implementation and measures brought to the attention of management) 

 

Risks Mitigation measures applied or 

proposed 

Responsible  Deadline 

Some activities may not be completed by 

the end of the project, including the 

transport sector public expenditure review. 

Invite the Government to ask selected 

consultants to do their due diligence in 

submitting expected reports. 

OITC.1/TDFO Immediate 

  

Management Review and Comments 

 

Report reviewed by 
Name Date of review Comments 

Country Manager Michel Cyr DJIENA-WEMBOU   

Regional Director Marlène KANGA 

 
  

Sector Division 

Head 

Jean Kizito KABANGUKA    

Sector Director Amadou OUMAROU 
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B  Output and evaluation reporting 

  

Progress towards achievement of development objective (project goal) 

 

State the project development objective (usually the project purpose as set out in the RLF) and assess progress. 

The project goal is to help open up the country and reduce transport costs.  

 

The project’s sector objective is to help open up the country and reduce transport costs. Specifically, the project aims to enhance 

transport supply chain efficiency, and rural population accessibility and mobility in southern Chad (Mandoul and Moyen-Chari). To 

achieve these objectives, project activities were grouped into three components:  

 

D. Road works including the development and asphalting in bi-layer of 110 km of road between Koumra and Sarh; mitigation 

measures for environmental and social impacts; and control and supervision of the works;  

 

E. Related works and specific actions for women;  

 

F. Project management. 

 

At closing, the project effectively achieved the following results: 

 

(x) Development and asphalting of 107 km in 2x1 lanes with asphalt concrete pavement, planting of 3,600 trees, and building of 

643,036 m² of embankment and 9 parking areas; 

 

(xi) Development and asphalting of 3 km of roads crossing the city of Sarh, with a cross section consisting of 2x2 lanes, a central 

reservation and concrete pavements, and an asphalt concrete roadway; 

 

(xii) Construction of two reinforced concrete isostatic beam bridges on the Boulogone and Barh-Koh, with respective spans of 54 

metres (with three spans) and 72 meters (4 spans); 

 

(xiii) Supply, installation and connection of 120 double street lamps equipped with solar panels; 

 

(xiv) Rehabilitation of 205 km of rural tracks to open up production and high population density areas; 

 

(xv) Supply of 210 cattle-drawn carts: 126 four-wheeled carts and 84 two-wheeled carts; 

 

(xvi) Construction of 100 ml of fence in the Sarh kindergarten and 400 ml of fence at COFEMAK in Koumra, rehabilitation of 

Sarh's social centre; construction of 3 blocks of latrines at COFEMAK in Koumra; 

 

(xvii) Development of 10 water boreholes with hand pumps in 10 project area villages;  

 

(xviii) Construction of 2 schools (a 2-classroom school in Niellim village and a 3-classroom school with head-teacher’s office in 

Sarh) and rehabilitation of the Sarh kindergarten, equipping it with tables/benches. 

 

The development of the road and related infrastructure has contributed to the development of income-generating activities for women 

in the PA and improved the rate of access to employment by gender. Moreover, the provision of carts to 30 women's associations has 

facilitated the collection of shea nuts and increased the frequency of flow to areas of consumption. As a reminder, COFEMAK women 

used to travel more than 30 km a day with loads of 20 to 30 kg on their heads. With these carts, they have benefited from a lightening 

of the workload that has facilitated the transportation of products and the promotion of economic empowerment. 
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Outcome reporting 

 
 

Outcome 

indicators (as per 

RLF;  add more rows as 

needed) 

Baseline 

value 

(Year) 

(A) 

Most recent 

value 

(B)  

End target 

(C)  
(expected 

value at project 

completion) 

Progress 

towards 

target  
(% realized) 

(B-A )/(C-
A)] 

Narrative assessment   
(indicative max length:  50 words per outcome) 

Core Sector 

Indicator 
(Yes/No) 

Outcome 1: The 

Moundou - Sarh 

linear corridor in 

good condition 

increased from 190 

to 300 km (30%) in 

2013 

In 2009: 

190 km 

(30%) 

In 2015:  

300 km  

(100%) 

In 2013: 

300 km 

(100%) 

100% The line of the Moundou-Sarh section in 

good condition has actually increased 

from 190 to 300 km, an increase of 37%, 

with the asphalting of the 110 km 

Koumra-Sarh section. 

Yes 

Outcome 2: 
Koumra-Sarh 

Travel time dropped 

from 3.5 hours to 

1.5 hours and 

waiting time at the 

rain 

gates from 6 hours 

to 0 hour from 2013. 

In 2009: 

The 

journey 

time is 3.5 

hours and 

the waiting 

time at the 

rain gates 

is 6 hours 

In 2015: The 

journey time 

was 1.42 h 

for LV and 

2.22 h for 

HV, and the 

waiting time 

at the rain 

gates was 0 h 

(the rain 

gates have 

been 

removed) 

In 2013: 

The journey 

time was 

1.42 h for 

LV and 

2.22 h for 

HV, and the 

waiting 

time at the 

rain gates 

was 0 h (the 

rain gates 

have been 

removed) 

106% The outcomes observed exceed 

expectations.  

Yes 

Outcome 3: 
Vehicle operating 

costs decreased by 

20% (a benefit of 

CFAF 9 million)  in 

2013 

In 2009: 

VOC (LV) 

= 764 

CFAF/km 

 

VOC (HV) 

= CFAF 

1.929 /km 

 

No VOC 

benefits  

In 2015: 

VOC (LV) = 

291 

FCFA/km 

 

 

VOC (HV) = 

CFAF 924 

/km 

 

 

VOC benefits 

raised = 

CFAF 16 

billion  

 

In 2013: 

VOC (LV) 

= 291 

CFAF/km 

 

VOC (HV) 

= 924 

CFAF 

/km 

 

VOC 

benefits 

raised = 

CFAF 9 

million  

285% VOCs for light vehicles (LV) decreased 

by 61.9%, while those for heavy vehicles 

(HV) decreased by 52.1%, amounting to 

an average drop of 57% for all types of 

vehicles.  

 

 

 

 

The VOC benefits increased very 

considerably, with overall benefits for a 

year of operations amounting to about 

CFAF 16 billion, against and expected 

CFAF 9 million. 

Yes 

Outcome 4: The 

rural access index in 

the PA increased 

from 0 to 20% in 

2013 

In 2009: 

0% 

In 2015: 

63.2% 

In 2013: 

20% 

301.50% The rural access index has improved with 

the rehabilitation of 205 km of rural roads 

used to open up areas with high 

agricultural yields or high population 

densities.   

Yes 

Outcome 5: The 

walking time spent 

by 

COFEMAK women 

for the collection of 

shea nut dropped 

from 60 h to 24 h 

per 

In 2009: 

60 h 

In 2015:  

24 h 

In 2012:  

24 h 

 

100% Travel time was reduced thanks to the use 

of the 210 cattle/donkey-drawn carts 

distributed to COFEMAK women's 

groups. Three other women's 

associations including OGFDT, 

APROFICAM and ARCHE also 

benefited from cart support and testified 

to saving time. 

Yes 
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week from 2012  

Outcome 6: 
Agricultural 

produce price 

variation in the PA 

doubled from 30 to 

60% from 2013 

In 2009: 

0% 

In 2015: 

164.9% 

In 2013: 

60% 

 

275%  This agricultural produce price variation 

concerns the two regions of Moyen Chari 

and Mandoul, which make up the project 

area. 

No 

Outcome 7: More 

than UA 1.5 million 

generated in 

revenue 

amounting to about 

1,000 temporary  

jobs created in 2013 

In 2009: 0 In 2015: 

more than 

UA 3.4 

million 

(CFAF 2.6 

billion) 

distributed in 

salaries and 

262,972 

hours/day of 

completed 

work 

In 2013: 

more than 

UA 1.5 

million 

distributed 

in salaries  

227% The outcomes noted exceed expectations. 

On average, 336 to 648 people were 

employed by the contractor per month 

from 2010 to 2013, the period covered by 

the works. Of the 262,972 h/d counted, 

there are 5,219 h /days for women, or 2% 

of the total volume.  They were paid 

CFAF 8,682 per hour/day of work, which 

is 87% of men’s  pay estimated at CFAF 

9,959. 

Yes 

Outcome 8: At 

least 40% of the 

population 

sensitized in the 

PA changed their 

behaviour with 

regard to 

HIV/AIDS and road 

safety in 2013. 

In 2009: 

0% 

In 2015: 

112,662 

people were 

sensitized, 

that is, 45.2% 

of the 

population 

In 2013: 

100,000 

people were 

sensitized 

that is, 40% 

of the 

population 

113% HIV/AIDS: For a total of 180 

communication sessions planned, 499 

sessions were finally completed, 

representing a completion rate of 277%. 

The sessions covered 112,662 people on 

a forecast of 100,000 individuals, or 

113% of the expected results. 

 

Road safety: Reduction by 80% of the 

road sign vandalism rate, 20% of users 

wear safety belts. 

No 

Rating (see IPR 

methodology)* 
Narrative assessment 

Project outcome 

rating 

This report The previous 

report 

Rationale 

 (A score of 2 or 1, along with the proposed remedies, should be reviewed in the 

section on Issues, Risks and Measures for Management's Consideration) 

4 N/A 

Out of a total 8 target outcomes, all were 100% achieved, and 

often exceeded. The overall rate of outcome achievement can be 

estimated at more than 100% on the whole. This outcome is 

considered very satisfactory. 

 
Output reporting 

 
 

Output indicators 
(as specified in the RLF; 

add more rows as 

needed) 

Most recent 

value  

(A) 

End target 

(B)  
(expected value at 

completion) 

Progress 

towards 

target  
(% 

realizedA/B) 

Narrative assessment   
(indicative max length:  50 words per output) 

Core Sector 

Indicator 
(Yes/No) 

Output 1: Linear of 

upgraded and paved 

roads incorporating 

environmental 

impact mitigation  

In 2015:  

110 km of 

roads, 

including 3 km 

of 2x2 crossing 

In 2013:  

110 km 

102.7% 110 km of roads (including 3 km of 2x2 

crossing lane roads in Sarh) developed and 

covered in asphalt concrete in place of a 

bilayer coating; planting of 3,600 trees and 

643,036 m² (6.43 ha) of grass along the road 

Yes 
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Measures. lane roads in 

Sarh 

to protect the slopes. The road was 

inaugurated and put into operation on 

01.02.2013, and the final reception took 

place on 18.12.2014.  

Output 2: Number 

of parking areas 

developed 

In 2015:  

9 parking areas 

In 2013: 

10 parking 

areas 

90% 10 parking areas were planned at appraisal, 

but during implementation  only 9 areas 

could reasonably be realized from a technical 

point of view. The difference stems from the 

fact that the areas should only be located in 

villages. It was therefore not possible to 

build more than 9. 

Yes 

Output 3: Number 

of people sensitized 

on 

HIV/AIDS, 

malaria, 

environmental 

protection and road 

safety 

In 2015:  

50,586 people 

In 2013:  

30,000 people 

168.6% A total of 50,586 people were covered by the 

HIV/STI/AIDS awareness campaign. 

No 

Output 4: Number 

of hectares 

reforested 

In 2015: 

6.24 ha  

In 2011:  

0.8 ha 

780% Achievement of over 643,036 m² (6.43 ha) 

of grass embankment and 3,600 trees planted 

in the two regions of Mandoul and Moyen-

Chari. 

Yes 

Output 5: Control 

and monitoring 

reports 

From 2010 to 

2013: 1 

monthly 

progress report 

From 2010 to 

2013: 1 

monthly 

progress report 

100% Monthly inspection and monitoring reports 

were regularly submitted during the road 

works implementation  period. It should be 

noted that 94 km of additional tracks are still 

being rehabilitated and control mission 

services are continuing during this 6-month 

period. 

Yes 

Output 6:  
Linear rural tracks 

rehabilitated 

In 2015:  

205 km  

In 2013:  

111 km  

184.7% The expected target was reached beyond the 

original forecast as 94 km of additional 

tracks were incorporated into the initial 

project to open up more villages and 

populations. The completion of these 94 km 

of rural roads is therefore an additional 

project output. 

Yes 

Output 7:  
Number of socio-

economic 

infrastructure 

rehabilitated 

In 2015:  

100 ml of 

fence made in 

the Sarh 

kindergarten; 

400 ml of 

fence made at 

COFEMAK in 

Koumra; 

Sarh's social 

centre 

rehabilitated; 

10 water 

boreholes with 

hand pumps 

constructed 

between 

Koumra and 

Sarh; 2 schools 

rehabilitated in 

two villages; 

equipment 

In 2013:  

100 ml of 

kindergarten 

fence made in 

Sarh and 400 

ml of 

COFEMAK 

building fence 

made in 

Koumra 

More than 

100% 

The expected target has been achieved 

beyond initial expectations. Indeed, the 

drilling of water boreholes and the 

rehabilitation of two schools were not 

initially planned in the project, they were 

done by the contractor that won the works 

contract and handed over to the population. 

Moreover, equipment provided to the 

kindergarten was not included in the project 

outputs. It was also provided by the 

company. 

Yes 
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(tables and 

chairs) 

provided to 

Sarh 

Kindergarten; 

blocks of 3 

latrines built at 

COFEMAK  

Output 8: Number 

of intermediate 

means of transport 

(IMT) made 

available to 

women’s groups 

In 2015:  

210 

cattle traction 

carts (126 

four-wheeled 

carts and 84 

two-wheeled 

carts) 

In 2013:  

154 

cattle traction 

carts (70 four-

wheeled carts 

and 84 two-

wheeled carts) 

136.4% In response to a duly justified request by 

beneficiaries and the availability of financial 

resources, 56 additional carts were 

manufactured and distributed to women's 

groups. The total number of carts distributed 

therefore  stands at 210 units. The other 56 

carts are an additional project output. It 

should be noted that in addition to 

COFEMAK, which was initially identified at 

project appraisal, three other women's 

associations also benefited from this support, 

namely: OGFDT, APROFICAM and 

ARCHE. 

No 

Output 9: Number 

of women's groups 

equipped with 

IMT 

In 2015:  

33 groups 

In 2013:  

30 groups 

110% Apart from the 30 groups assembled under 

COFEMAK that were identified at appraisal, 

3 other associations benefited from the 

provision of IMT. 

No 

Output 10: Linear 

reservations for the 

passage of optical 

fiber  

In 2015:  

0 km 

In 2013:  

80 km 

completed  

0% This activity was not carried out, so the 

expected target was not reached. The 

discrepancy is due to the fact that the 

Ministry in charge of new technologies 

indicated that an optical fiber installation 

project is being designed. As a result, it was 

no longer necessary to execute the planned 

development within this operation since the 

above-mentioned project would have to 

integrate all this infrastructure. The 

discrepancy is therefore exogenous to the 

project. 

Yes 

Output 11: 
Number of audit 

reports completed 

From 2010 to 

2015:  

3 audit reports 

submitted, out 

of the 6 reports 

finally 

expected 

From 2010 to 

2013:  

3 audit reports 

submitted 

100% Audit reports were regularly submitted for 

the 2010, 2011 and 2012 financial years, and 

approved by the Bank. The one for 2013 was 

to serve as a closing audit report. The 

objectives have been achieved. However, 

following the extension of the project 

implementation  period by two years, two 

additional audit reports are therefore 

expected for the 2014 and 2015 financial 

years. The 2013, 2014 and closing audit 

reports are not yet finalized.  

 

Yes 

Output 12: 
Baseline report 

In 2015:  

1 report 

In 2009:  

1 report 

100% The report on the baseline situation of the 

project’s socio-economic impact indicators 

was approved by the Bank on 20.04.2012. 

Yes 

Output 13: Project 

impact assessment 

report 

available 

In 2015:  

1 report 

In 2013:  

1 report 

100% The project’s socio-economic impact 

assessment report was approved by the Bank 

in December 2013 and published in August 

2014. 

Yes 

Output 14: 
Number of project 

activity reports 

From 2010 to 

2015:  

4 reports  

From 2010 to 

2013: 

 4 reports  

100% Only the final 2015 and closing report has 

not been prepared because it is not yet due. 

Yes 



X 
 

outputs It should be noted that works monitoring and 

control, awareness (HIV/AIDS, road safety) 

and monitoring-evaluation reports have been 

transmitted. 

Output 15: At least 

an average annual 

rate of 18% 

disbursement from 

2010 to 2013. 

From 2010 to 

2015: 

16.58% 

From 2010 to 

2013: 

18% 

92.13% The overall disbursement to date stands at 

UA 28,831,035.76, that is an average annual 

amount of UA 5,242,006.50, corresponding 

to an average annual rate of 16.58%. The 

expected output was not achieved due to the 

postponement of the project closure date, 

which increased the overall project 

execution time. However, it should improve 

with the expected disbursements as part of 

the rehabilitation of additional rural roads 

being executed. 

Yes 

Output 16: 

Preparation of 

technical studies  

In 2015:  

1 feasibility 

study available 

including: 

(i) the 

assessment of 

existing 

structures; (ii) 

preliminary 

draft studies, 

including 

economic and 

environmental 

studies; (iii) 

final draft 

studies; and 

(iv) bidding 

documents. 

N/A N/A This output was not originally planned in the 

project. In view of the financial resources 

obtained at the end of the road works, it has 

proved necessary to use them to carry out 

feasibility studies for widening the existing 

single-lane bridges on the Ndjamena-Sarh 

section to two lanes. With respect to traffic 

speeds, these single-lane bridges are an 

obstacle to traffic fluidity and user safety. 

Indeed, the narrow bridges prevent the 

possibility of vehicles bypassing each other 

and they are forced to wait for their turns in 

the event of congestion, which is often the 

case. The works concerned are: (i) Moulikou 

with a span of 52 m; (ii) Doba, with a span 

of 143 m; (iii) Manda with a span of 320 m; 

and (iv) Chagoua, with a span of 230 m. The 

availability of feasibility studies should 

therefore enable the Government to seek 

financing for the realization of this work or, 

failing that, its realization on State funds.  

Yes 

Output 17: 

Development of 

sector studies 

In 2015:  

1 report on the 

transport sector 

public 

expenditure 

review 

N/A N/A This output was not originally planned in the 

project. In view of the financial resources 

available following the execution of road 

works, carrying out this study was 

considered in order to obtain credible data on 

the real impact, both on the economy and on 

the improvement of the population’s living 

conditions, of investments made by the State 

in the transport infrastructure sector. This 

study makes it possible to analyse the 

adequacy between financial means invested, 

the infrastructural heritage obtained and real 

economic impacts. 

Yes 
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Output rating 

Project output 

rating 

This report The previous 

report 

Rationale 

(A score of 2 or 1, along with the proposed remedies, should be reviewed in the 

section on Issues, Risks and Measures for Management's Consideration) 

4 N/A 

Of the 16 outputs expected in the RLF, 14 outputs were 100% 

achieved, 1 output at 92% and 1 output was not achieved for 

reasons not related to the project. The output realization rate is 

therefore estimated at 93.3% overall. On the other hand, two 

outputs not originally planned were achieved in full, which should 

offset the overall achievement rate. 

 

This outcome is considered very satisfactory. 

 

Development objective (DO) rating 

 

Development 

Objective rating 

This report The previous 

report 

Rationale 

(A score of 2 or 1, along with the proposed remedies, should be reviewed in the 

section on Issues, Risks and Measures for Management's Consideration) 

4 N/A 

In terms of outcomes, the comparison of baseline data with that 

obtained at project completion shows that the project’s 

implementation  has had a significant positive impact on the PA 

populations. This impact is evident both for typical transport 

project indicators (traffic level, time gain, rural access index, 

vehicle maintenance cost, etc.) and for socio-economic 

indicators, including the level of job creation, the level of 

income and expenditure per household, the price level of 

agricultural and basic necessities, the specific situation of 

COFEMAK women, behaviour change with regard to 

HIV/AIDS, environmental protection and road safety. 

 

Unanticipated or additional Outcomes or outputs (optional) 

 

Indicator (max add rows as needed) 

  

Baseline  

 

Final 

target 

Most recent value  

1. Development of feasibility studies for widening to two lanes the 

three existing single-lane bridges on the Ndjamena-Sarh section. 

1. No study available in 

2009. 

1. Study 

available in 

2015. 

1. Study in progress 

in April 2015. 

2. Preparation of the transport sector public expenditure review in 

Chad. 

2. No study available in 

2009. 

2. Study 

available in 

2015. 

2. Study in 

progress.  
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C  Project Implementation Progress and Assessment Report 

 

Compliance with clauses 

 

Criteria Number/percenta

ge conditions met  

Rating Assessment 

With explanation for (a) ratings of 2 or 1 and (b) ratings 

lower than in the previous report  
This 

report 

The 

previous 

report 

Compliance with project clauses 
(complete report on compliance 

with clauses to be communicated 

in Annex 2) 

4 out of 4, 

amounting to 

100% 

4 N/A 

All six conditions were fully met by the borrower. 

They are:  

 

The financing agreement which entered into 

force on 20.07.2009, upon signature. 

 

The condition precedent to the first disbursement 

was fulfilled on 10.05.2010, after transmission to 

the Bank of the works control and supervision 

contract. 

 

The start-up advance was paid to the contractor 

on 24.11.2010. 

 

The annual RMF budgets over the  2010-2015 

period ranged from CFAF 10,453,360,000 to 

CFAF 21,652,774,000, with an annual average of 
CFAF 17,004,146,511, which is higher than the 

required  CFAF 8000,000,000. 

Compliance with 

environmental and social 

safeguard clauses (complete report 

on compliance with safeguard provisions 

to be provided in Annex 3) 

100% 4 N/A 

The project has been classified in environmental 

category 1. An Environmental and Social Impact 

Assessment (ESIA) was carried out to identify 

the outcomes (positive and negative) and to 

determine mitigation measures needed to avoid 

any adverse effects on the environment. The 

works control mission and local NGOs provided 

environmental monitoring of the works in 

accordance with provisions of the ESMP. 

Compliance with audit related 

clauses 
50% 2 N/A 

Initially, four audits were planned (2010, 2011, 

2012 and 2013). Following the extension of the 

closing date, the 2014 and 2015 audits were 

added. The 2010, 2011 and 2012 audit reports 

were produced and approved by the Bank. The 

2013 and 2014/2015 ones remain.   
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Project systems and procedures 

 

Criteria Rating Assessment 

With explanation for (a) ratings of 2 or 1 and (b) ratings 

lower than in the previous report  

 

This report 
The previous 

report 

Procurement of goods and services 4 N/A 

The procurement process for key activities was 

completed on time. For example, the road works 

contract was awarded prior to the Bank’s approval 

of financing. All other procurements were made in 

accordance with the Procurement Plan. 

Financial management 
2 N/A 

Initially, four audits were planned (2010, 2011, 

2012 and 2013). Following the extension of the 

closing date, the 2014 and 2015 audits were 

added. The 2010, 2011 and 2012 audit reports 

were produced and approved by the Bank. The 

2013 and 2014/2015 ones remain.   

Monitoring and evaluation 
4 N/A 

The project impact assessment report was 

completed on time and forwarded to the Bank, 

which approved it. 

 
Project Implementation  and financing 

 

Criteria Total 

amount 

approved 

(a) 

Cumulativ

e  amount 

till date (b) 

Cumulated 

amount at 

beginning of 

year (c)  

Annual 

projection 

(cumulative 

discounted 

amount at end 

of year) 

(d) 

Progress 

towards 

realizatio

n of 

annual 

projection 

(% 

realized) 

(b-c) / (d-

c) 

Progress 

towards 

realizatio

n of total 

projection 

(% of 

realizatio

n) 

Rating 

This 

report 

The 

previou

s report 

Disbursements 
(Bank approved 

financing only) 
31,610,000.00 28,831,035.76 28,038,322.00 31,610,000.00 22.19% 91.21% 4 N/A 

Budgetary 

commitments 
(Bank approved 

financing only) 

31,610,000.00 31,432,077.04 29,135,906.36 31,432,077.04 100.00% 99.44% 4 N/A 

Disbursement 

of counterpart 

funds 

22,600,000.00 44,896,380.34 44,896,380.34 44,896,380.34 N/A 198.66% 4 N/A 

Disbursement 

of co-financing 

funds 

1,960,000.00 2,373,767.16 2,373,767.16 2,373,767.16 N/A 121.11% 4 N/A 
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Criteria Assessment 

With explanation for (a) ratings of 2 or 1 and (b) ratings lower than in the previous report 

Disbursements (Bank approved financing only) 

withdrawals on the ADF grant were spread over the 2010-2015 period. Total 

disbursements amount to UA 28,831,035.76 to date, representing a 

disbursement rate of 91.21%. Taking into account the disbursements to be made 

for services still in progress, the total amount of disbursements expected from 

the ADF grant would amount to UA 31,432,077.04, corresponding to a 99.44% 

rate. 

Budgetary commitments (Bank approved financing 

only) 

ADF resources did not change and commitments made amounted to UA 

31,432,077.04, amounting to 99.4% of total resources contributed. This 

performance is therefore good as the project benefited greatly from a clear and 

regular improvement in the UA/CFAF exchange rate. Indeed, it was UA 1 = 

CFAF 761.251 at appraisal in March 2009, whereas it finally stood at UA 1 = 

CFAF 841.04839 in April 2015, an overall change of 10.42 %. The exchange 

rate increased over the project execution period by an average 1.51%, 

generating additional resources of UA 477,658.18 or CFAF 363,617,764. This 

amount accounts for 268.46% of non-consumed resources. In conclusion, at 

constant francs, the resources released by the ADF were entirely consumed. 

 

Disbursement of counterpart funds 

The Government regularly supplied the account receiving counterpart funds, 

which made project execution possible without arrears. This is another project 

achievement in that two of the three risks identified at appraisal were precisely 

the non-availability of co-financing resources in time and the non-execution of 

the infrastructure investment programme budget, in view of proper project 

execution. 

 

Disbursement of co-financing funds 

The share of financing provided by the EDF increased by 21.1% to UA 

413,767.16. This was used to cover additional services of the road works 

control mission and of the consultancy responsible for the control and 

supervision of related facilities. 

 

 

Overall rating of implementation progress (IP) 

 

IP rating 

This report 
The previous 

report 

Rationale 

(A score of 2 or 1, along with the proposed remedies, should be reviewed in the section 

on Issues, Risks and Measures for Management's Consideration) 

3.5 N/A 

The performance rating is satisfactory. Resources put in place by the 

ADF were almost fully committed at the end of the project and 

disbursements were successful. The expected outcomes were achieved, 

as well as the target outputs. As a result, the project has achieved its 

development objectives in agreed forms and standards. 
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Lessons learned during Implementation 

 

1. How to ensure quality at project entry  1.1. Extensive technical studies need to be developed 

and taken into account in the works bidding 

documents.  

 

1.2. It is also important to ensure that the 

Government’s expectations are fully taken into 

account in the technical assumptions made.  

1. Government and 

Bank 

2. How to ensure that the populations’ actual needs are 

indeed taken into account at project design 

2. It is necessary to involve the entire target 

population in identifying their difficulties and finding 

solutions to them. The participatory approach is 

therefore important at design stage. 

 

2. Bank 

3. What steps should be taken to ensure that gender-

related objectives are actually achieved?  

3. It is necessary to involve the groups concerned in 

all phases of the operation: at project design to 

identify the population’s real needs and achieve 

better management and sustainability. 

3. Bank 

4. How can it be  ensured that the project’s economic 

objectives have been achieved? 

4. It is necessary to recruit a consultant for the 

monitoring and evaluation of project impacts. In this 

respect, it is necessary to systematize the three phases 

of the related study: establishment of the baseline 

situation of project impact indicators, and 

quantitative and qualitative evaluation.  

4. Bank and 

Government 

5. How to ensure that allocated financial resources will 

be globally used? 

5. Plan for a mid-cycle review to appraise the list of 

goods and services. 

 

5. Bank 

6. How to ensure the completion of all activities and/or 

the main activities planned for the project in case of 

insufficient resources during execution?  

6. Plan for mid-cycle review to appraise the financing 

plan  

6. Government and 

Bank 

7. How to ensure that the project will be executed without 

difficulty with respect to the release of the national 

counterpart?  

7. The fact that the start-up advance was 100% paid 

for by the national counterpart made it possible that, 

once released, the work was carried out without 

delays arising from late payments by the 

Government. As such, the work was performed 

within the contractual period of 28 months. 

7. Bank 

8. How can the sustainability of socio-economic 

infrastructure be ensured? 

8. The maintenance of socio-economic infrastructure 

rehabilitated under the project should be based on 

ownership and the participation of beneficiary 

populations organized into committees.  

 

8. Government and 

Beneficiaries 

9. How can the sustainability of road infrastructure be 

ensured? 

9.1. There is a need for continuous monitoring of the 

operation-use-maintenance of the structures and 

regular feeding of the Road Maintenance Fund 

(RMF).  

 

9.2. The operation of infrastructure built will have to 

be accompanied by a regular control of the axle load 

of trucks, as recommended by Law No. 03/PR/2006 

of 11/01/2006 on the protection of national road 

assets. 

 

9. Government 

10. How can the sustainability of partnerships with other 

donors be ensured? 

10. It is essential to maintain ongoing discussions 

with other financial partners involved in the country's 

transport sector.  This will help to combine efforts 

and pool interventions.  

 

10. Government 
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11. How can government officials be assisted in the 

preparation of project documents? 

11. Strengthen DGR and PMCU capacities in project 

management through a substantial training 

programme.  

 

11. Government 

12. How can project evaluation be ensured by 

beneficiaries? 

12. Provide training to government officials (PMCU 

and DGR) on project monitoring and evaluation 

impact issues. 

 

12. Government 

13. How can the rational use of mobilized resources be 

ensured? 

13. Support the Government in identifying activities 

with high socio-economic impact that can be 

financed with any additional resources. 

 

13. Government 

14. How can slippages in modifications made during 

project execution be avoided?  

14. Ensure the development of specific terms of 

reference and the completion of technical studies and 

complete bidding documents.  

14. Government 

15. How can long delays observed in the signing of 

contracts be avoided? 

15. Appeal to the Administration to take steps to 

shorten the process of approving contracts with 

external financing. 

15. Government 

16. How can the PMCU better benefit from the project 

after the work? 

16. Use the Bank's studies, works, audits and 

supervision reports to improve the preparation and 

execution of future projects.  

 

16. Government 
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Annex 3: Map of project area 

 

 

 
 




