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I  BASIC DATA 

 
  
 

A  Report data 
 
 
 

Report date 
Date of report: 31/10/2016 

Mission date (if field mission) 09/11/2015 To:  13/11/2015 

 

B  Responsible Bank staff 
 

Positions At approval At completion 

Regional Director (Acting) Frank Black Kennedy Mbekeani  

Country Manager Frank Kufwakwandi Andrew Mwaba   

Sector Director Gilbert Mbesherubusa Amadou Oumarou 

Sector Manager Justus Rwamabuga Abayomi Babalola 

Task Manager Lawrence Kiggudu Davies Makasa (Principal Transport Engineer) 

Alternate Task Manager  Jumbe Katala (Senior Transport Engineer) 

PCR Team Leader  Davies Makasa  (Principal Transport Engineer) 

PCR Team Members  Kelvin Banda (Senior Socio-Economist1);  
Emmanuel  Chisesa (Senior Procurement 
Specialist); Joseph Byamugisha (Senior 
Financial Management Specialist); Delight 
Ngwira (Disbursement Officer) 

 

 

 

                                                           
1 The following staff from the Malawi Roads Authority participated in the Appraisal: (i)  Mr. Steven Siwande, Transport Economist, 
and (ii)  Eng. Francis Dim, HDM-4 expert 
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C  Project data 
 

Project name: Multinational Nacala Road Corridor Development Project Phase 1   

Project code:      P-Z1-DB0-067 Instrument number(s):   ADF LOAN NO.  2100150020399  

Project type:      Public Sector Operation Sector:     Transport and ICT 

Country:              Malawi Environmental categorization (1-3):    2 

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  LOAN:  UAC 14,320,000.00 

Financing source/ Instrument 1 
N/A 

Financing source/ Instrument 1  
N/A  

Date approved:    24/06/2009  Cancelled amounts:   
UAC 5,394,341.67 

Original disbursement deadline: 
31/03/2014 

Date signed:         21/10/2009  Supplementary financing:  
N/A 

Original closing date: 
31/12/2013 

Date of entry into force:    21/10/2009 Restructuring (specify date & 
amount involved):  N/A 

Revised 1 (if applicable) 
disbursement deadline: 
31/02/2014 

Date effective for 1st disbursement:  
21-07-2010   

Extensions (specify dates): 
31/12/2013 - 31/10/2014 
31/12/2014  - 31/12/2015 

Revised 1 (if applicable) closing 
date:  31/15/2015 

Date of actual 1st disbursement:    
15-06-2011 

 Revised 2 (if applicable) 
disbursement deadline: 
03/10/2016 

  Revised 2 (if applicable) closing 
date:  31/15/2015 

Financing source/instrument 
(add/delete rows depending on the 
number of financing sources, UAC): 

Disbursed 
amount 
(amount, UA): 

Percentage 
disbursed (%):  

Undisbursed 
amount (UA): 

Percentage 
undisbursed 
(%):  

Financing source/ instrument1:  
ADF LOAN: UAC 14,320,000.00 

8,925,658.33 62.33% 5,394,341.67 37.67% 

TOTAL 8,925,658.33 62.33% 5,394,341.67 37.67% 

Financing source/instrument 
(add/delete rows depending on the 
number of financing sources): 

Committed 
amount (UA): 

Percentage 
committed (%):  

Uncommitted 
amount (UA): 

Percentage 
uncommitted 
(%):  

N/A     

Co-financiers and other external partners: N/A  

Executing and implementing agency (ies):  Roads Authority, Malawi  
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D  Management review and comments 
 
 

Report reviewed by Name Date reviewed Comments 

Country Manager Andrew Mwaba 06 January 2016  

Sector Manager Abayomi Babalola  09 January 2016  

Regional Director  
(as chair of Country Team) 

Kennedy Mbekeani 05 January 2016  

Sector Director Amadou Oumarou   

 
 

 II  Project performance assessment 

 
  

A  Relevance 
 
 

1. Relevance of project development objective 
 

Rating* Narrative assessment  

3.5 The project was part of Phase I multinational project to improve the road and trade facilitation 
infrastructure along the Nacala Road Corridor in Zambia, Malawi, and Mozambique. It involved the 
construction of a new 14 km bypass road on the western side of the city of Lilongwe and a bridge 
across the Lilongwe River on the same road.  
 
The project development objectives (PDOs) included the following (i) to contribute to the 
improvement of the Nacala Road Corridor to enable Zambia, Malawi and northern part of 
Mozambique access to the port of Nacala; (ii) to provide communities living along the road easy 
access to markets and other socio-economic centres in Lilongwe;  and (iii) to divert heavy goods 
vehicles (HGVs) moving to and from the south or north of the country from passing through the 
Lilongwe City Central Business District (CBD) in order to reduce traffic congestion and to improve 
road safety.   
 
The PDOs were well aligned to the Malawi Growth and Development Strategy (MGDS, 2006-2011), 
and the Bank’s Country Strategy Paper for Malawi (CSP, 2007-2010), all of which strategies 
emphasized the development of regional road networks to enhance regional integration and trade 
competitiveness.   
 
Realisation of the first PDO highlighted above will depend on the completion of other infrastructure 
projects which are currently underway along the Nacala Road Corridor including improvement of 
port handling facilities at Nacala Port; rehabilitation of the road from Nacala Port through Cuamba 
to Mandimba at the border with Malawi; rehabilitation of the road from Liwonde to Mangochi in 
Malawi; rehabilitation of the road from Luangwa Bridge in Zambia; and establishment of OSBP2 
between Malawi and Mozambique and between Malawi and Zambia. 
 

                                                           
2 OSBP – One Stop Border Post 
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2. Relevance of project design 

 

Rating* Narrative assessment  

4 The project design was based on a holistic mapping of stakeholders including government ministries 
(finance, transport, lands, environment, and local government); city authorities; utility firms (water, 
electricity, telecommunications); owners of the farmland through which the road was to be 
constructed and other settlers in the area. These actions helped reduce downstream issues that could 
have otherwise emerged and impacted negatively on the implementation of the project.  
 
In terms of implementation arrangements, procurement, and project management was conducted 
by the Roads Authority (RA), while the Roads Fund Administration coordinated financial management 
(RFA). This arrangement remained throughout the implementation of the project. The project 
benefited from the experience of both the RA and the RFA in managing project supported by the 
International Financial Institutions, including the African Development Bank. The technical design of 
the road (alignment, geometry, and structure) and other project components envisaged during 
appraisal did not change and remained relevant throughout the implementation of the project.  
 
Most of the project outcome indicators adopted during appraisal were outside the scope of what the 
project could reasonably achieve, for example, the outcome on “Percentage share of transport and 
transit costs in CIF prices of imports and FOB prices of exports for corridor countries”. Clearly, this 
outcome cannot be achieved by mere improvement of infrastructure without an adjustment in 
regional and international trade policies. Such an indicator(s) should have been revised during the 
mid-term review and replaced by other more smart outcomes and indicators.  However, 
notwithstanding the above, other indicators such “% increase participation in regional and 
international trade” remain relevant and can be achieved in the medium to long-term once all the 
other parallel projects along the Nacala Road Corridor in Zambia, Malawi and Mozambique are 
successfully implemented.  
  

 
 

3. Lessons learned related to relevance 
 

Key issues  
(max 5, add rows as 
needed) 

Lessons learned Target audience 

Outcome indicators 
should be within 
what the project can 
reasonably achieve.  
 
 
  

Impact and outcomes should be smart and within what the 
project can reasonably achieve. Selecting indicators which cannot 
be achieved is setting the project to failure right from the 
appraisal stage 

 
Bank/ GoM 
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B  Effectiveness 

 
 

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

Comments 

The project was designed as part of the Multinational Nacala Road Corridor Development Project which is being 
implemented in four phases as follows: (i) Phase I in Malawi and Mozambique, involving construction of a new 
14 km bypass road west of the city of Lilongwe and rehabilitation of 348 km of road from Nacala to Cuamba in 
Mozambique. (ii) Phase II in Zambia involving rehabilitation of 360 km of road from Luangwa Bridge to the border 
with Malawi; (iii) Phase III in Mozambique, involving rehabilitation of 175 km of road from Cuamba to Lichinga 
through Mandimba, at the border with Malawi. (iv) Phase IV in Malawi, involving rehabilitation of 75 km Liwonde-
Mangochi road, the establishment of 2 OSBP between Malawi and Mozambique and between Malawi and 
Zambia.  
 
The project components included: (i) works: construction of a new 14 km Lilongwe Western Bypass road and a 
bridge across the Lilongwe River along the same road; (ii) services: design review and pre-contract services, road 
safety audit, financial audit, and HIV sensitization to the communities affected by the road; and (iv) goods: 
compensation and resettlement of project affected persons.   
 
The overarching PDO of the Multinational Nacala Road Corridor Project is to improve the Nacala Road Corridor 
to enable Zambia, Malawi and the northern part of Mozambique access to the Nacala Port. All the planned 
activities planned under the project have been successfully completed, however, the outcomes of the project 
are expected to be achieved in the medium to long term once the parallel projects as highlighted above are 
successfully implemented.  
 
At local level within Lilongwe, the road has so far achieved the following outcomes: the road has brought about 
public transport to the once isolated community now living along the new road and now have easy access to 
markets and other socio-economic centres; is helping to divert HGVs from passing through the Lilongwe CBD and 
has therefore contributed to the reduction of traffic congestion and improvement of road safety as envisaged 
during appraisal. In addition to the above, the new bypass road has opened up the area on the western side of 
the Lilongwe city for residential and industrial development, which is another positive outcome which was not 
taken into account during project appraisal.  
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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:  
1.1 % increase 
participation in regional 
and international trade 
1.2 %share of transport 
and transit costs in CIF 
prices of imports and 
FOB prices of exports for 
corridor countries 
 
Sources: Regional 
Reports the SADC 
Secretariat and member 
countries 

1.1 0.9 million tons 
per year in 2009  
1.2 Global 
Competitiveness 
index 3.1 in 
2009 for  
Mozambique; 
1.2 baseline not 
indicated 

1.1 1.7 
million tons 
in 2015. 
 
1.2 LPI3 
reduced to 
2.8 in 2016 

1.1 Import/export cargo 
handled at Nacala port 
increased from 0.9 million 
tons per year in 2009 to 
1.6 million tons per year 
by 2015. 
1.2 Global 
competitiveness 
index improved from 3.1 
in 2009 to 4.1 in 2015 for 
Malawi. 
1.3 Percentage share of 
transport and transit cost 
in CIF and FOB prices of 
import and export 
reduced by 25% by 2015 

Information not 
collected. 
Achievement of 
this outcome is 
dependent on 
completion of 
other phases of 
the overall Nacala 
Road Corridor 
Development 
Project  in 
Malawi, 
Mozambique and 
Zambia 

Other projects still on-
going: Improvement of 
port facilities, the 
establishment of OSBP 
at Chiponde & Mchinji. 
This outcome will be 
achieved only after the 
projects mentioned 
earlier are completed. 
 

NO 

Outcome 2: 
2.1 Time and cost saving 
on import/export cargo 
transport; 
 
2.2 (i) Reduction in the 
delays at the border 
crossing (ii) good service 
levels of road over 
design life. 
 
2.3 Increase in women 
engaged in cross-border 
trading 
 
2.4 Reduced road fatality 
rates 
 
Sources: Regional 
Reports the SADC 
Secretariat and member 
countries 

2.1 Average travel 
time 9hrs in 
2008  in 
Mozambique and 5 
hrs in Malawi. 
 
2.2 Delays at the 
Mozambique/Mala
wi and 
Malawi/Zambia 
borders 36 hrs. 
 
2.3 Increase in 
women engaged in 
cross-border 
trading 
 
2.4 Composite 
vehicle operating 
costs per vehicle 
km US$0.958/km 
in 2008 in 
Mozambique) and 
US$0.584/km in 
2008 for Malawi 

2.1 Travel 
time 
between 
Lilongwe 
and Nacala 
Port is in 
excess of 
14 hours 
 
2.2 The 
delay at 
cross-
borders is 
still in the 
order of 36 
hours.  
 
2.3 No 
information 
 
2.4 2.4 0.69 
/ veh-km 
for Malawi 
in 2016 

2.1 Average travel time 
reduced by 60% in 2013  
 
2.2 Delays at the 
Mozambique/Malawi and 
Malawi/Zambia borders 
reduced by 36 hours to 6 
hours by 2015. 
 
2.3 Composite vehicle 
operating costs per 
vehicle km reduced by 
20% from US$0.584/km in 
2008 to US$0.470/km in 
2013 (Malawi) 
 
2.4 At least 40% women 
participation in cross-
border trade from 2015. 
 
2.5 Fatality rates reduced 
by 2 percentage per year 
from an average of 
22.5/10,000 in 2007 in 
Malawi 

Information not 
collected. 
Achievement of 
this outcome is 
dependent on 
completion of 
other phases of 
the overall Nacala 
Road Corridor 
Development 
Project  in 
Malawi, 
Mozambique and 
Zambia 

2.1 The 14 km bypass 
road in Lilongwe is 
insignificant to 
meaningfully 
contribute  to time and 
cost servings on 
imports and exports 
2.2  This outcome 
cannot be achieved 
under this project as 
the project did not 
have a component on 
OSBP between Malawi 
and Mozambique. 
2.3 This outcome will 
depend on completion 
of other Nacala road 
corridor projects in 
Malawi and 
Mozambique. 
2.4  Project cannot 
achieve this outcome.  
2.5 Project cannot 
achieve this outcome.  

NO 

Rating* (see IPR 
methodology) 

Narrative assessment  

2.5 Except for outcome 2.4, the rest of the outcomes are beyond what the 14 km road bypass can 
reasonably achieve.  The realization of the rest of the outcomes can only be achieved once the on-
going parallel projects outlined under Section (B) above are successfully completed.  Cross-border 
Small Scale and Medium Enterprise (SMEs) which will mainly involve women will be trained under 
the Nacala Road Development Project Phase IV which is currently underway. 

 

                                                           
3 LPI: Logistics Performance Index 
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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 project 
completion) 

Progress 
towards 
target  
(% realized) 
(A/B) 

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

Core 
Sector 
Indicator 
(Yes/No) 

Output 1:  
3.1 Length of road 
upgraded 
 

14 km 3.1 13 km of bypass of Lilongwe 
in Malawi. 

100% The road has been successfully 
completed and is open to 
traffic. 
 

 
YES 

Output 2:  
3.2  Sensitization 
campaigns of  affected 
communities in road 
safety  

200 3.2  100% campaigns 
To be carried out in affected  
settlements in project zone to  
Implemented by an NGO. 

 
100% 
 

The contractor MOTA Engil 
hired HIV / AIDS experts to 
sensitize the affected 
communities and construction 
workers.  

 
NO 

Output 3: 
 3.3 HIV/AIDS 
awareness campaigns 
Implemented in 
partnership with local 
CBOs and/ or NGOs. 
 

 
200 

3.3 100% of settlements in the 
project zone of influence received 
road safety and HIV/AIDS 
awareness particularly  (women 
and youth) 

100% The contractor conducted 
training sessions for 
construction workers and the 
surrounding communities 
(Chisapo settlement) in HIV/ 
AIDS prevention and 
management. He also carried 
free testing of HIV/ AIDs 
management  

NO 

Output 4:  
3.5  Number of local 
employees (gender, 
disaggregated) 

150 3.5  At least 25% of unskilled 
and 10% of skilled construction 
and related workers should be 
women.  

15 % of 
workers 
employed 
were women 
with one 
woman a 
grader 
operator. 

The contractor employed an 
average of 120 workers 
comprising skilled, semi-skilled 
and unskilled workers. The 
planned target was not 
reached, mainly because of the 
cultural factors were 
construction is seen as a man’s 
job.   

 
 

NO 

Output 5:  
3.6 Full 
resettlement/restorati
on and compensation 
by 2012 

20 3.6 100% of PAPs having been 
resettled and restored to 
livelihoods, and compensated 
fully. 

100% GoM resettled and 
compensated all project 
affected persons. 

NO 

Rating* (see IPR 
methodology) 

Narrative assessment  

3.5 All the outputs planned under the project were achieved within cost. However, the project 
was extended by 1 year due to delays in project effectiveness and meeting of conditions 
precedent to first disbursement.  
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4. Development Objective (DO) rating 

 

DO rating  
(derived from 
updated IPR)* 

Narrative assessment (indicative max length: 250 words 

3.5 The project development objective and outcomes relating to contribution to improvement 
of the overall Nacala Road Corridor from Lusaka in Zambia, through Malawi to the Port of 
Nacala, has not yet been achieved because this will depend on the successful completion of 
the parallel projects which are currently underway in Malawi, Mozambique, and Zambia. 
However on the national/ local level, the project has achieved the following outcomes: 
provided the once isolated communities easy access to markets and other socio-economic 
centres; is helping to divert HGVs from passing through the Lilongwe CBD and has 
contributed to the reduction of traffic congestion and potential accidents in the CBD. In 
addition to the above, the new bypass has road has opened up the area on the western side 
of the Lilongwe city for residential and industrial development. 
   

 
5. Beneficiaries (add rows as needed) 

 

Actual (A) Planned (B) Progress towards 
target  

(% realized) (A/B) 

% of women4 Category (e.g. farmers, students) 

Communities 
living in the road 
zone of influence 
now have easy 
access to socio-
economic centres  

0.3 million 100% 50% All categories (men, women, 
youth, students, workers, etc. 

All general road 
users (private cars, 
buses, HGVs) 
within Lilongwe 
city and those 
traveling from 
north to south of 
the country. 

1.0 million  100% 50% As above 

Lilongwe City 
Council (LCC) 

N/A  The area is in the 
process of being 
developed because of 
the new road.  

50%  The city authorities will benefit 
through increased collection of 
land rates as now the value of land 
has appreciated due to the 
construction of the new road.  
  

                                                           
4 Female population in Malawi is approximately 50.51% (http://www.indexmundi.com/malawi/demographics_profile.html) 
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6. Unanticipated or additional outcomes (add rows as needed) 
 

Description Type (e.g.,. 
gender, climate 
change, social, 
other) 

Positive 
or 

negative 

Impact on 
project (High, 
Medium, Low) 

The new bypass road has opened up the area on the western 
portion of the city which was predominantly farmland, 
however with the road in place, the area has now been 
demarcated for the development of residential estates, 
industrial, markets, health centres, and education centres to 
the benefit of the people in Lilongwe.  The road is facilitating 
the expansion of the city westwards. 
 

Social, health, 
gender 

Positive  High 

The new bypass road has attracted a sizable fleet of public 
transport to the area, and the once isolated communities 
have been effectively introduced into the mainstream 
economy of the city of Lilongwe. The people can now easily 
commute to markets, schools, and health centres. 
 

Social, gender, 
health 

Positive  High  

 
7. Lessons learned related to effectiveness (add rows as needed) 

 

Key issues  
(max 5, add rows as needed) 

Lessons learned Target audience 

Immediate project benefits 
to surrounding communities 
and project affected persons 
were not exhaustively 
appraised. 
 

Consultations with local communities are usually centred on 
compensation and resettlement of project affected persons. 
It is important that local communities are consulted on their 
opinion on how the project will benefit them. Their input can 
then be accommodated in the outcomes of the project.  This 
can help to put some realism in the project outcomes, in 
addition to broad sector desired outcomes. 

Bank/ GoM 
 

 

 

Project monitoring, data 
collection, and evaluation  

Project monitoring and evaluation, particularly collection of 
data on project indicators should be an on-going exercise. An 
M&E expert should be recruited for this purpose on all Bank 
projects in the same way that financial auditors and road 
safety auditors are recruited.  The M&E expert should be 
requested to be submitting quarterly reports and a project 
completion report. 

Bank/ GoM 
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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* 

4.5 years 5 years 0.90 2.5 

 

 The project completed beyond the planned completion period by 1 year. The main reasons for this were: 
delays by GoM in meeting the effectiveness and first disbursement conditions; delays during construction by 
the contractor because of late mobilization of construction plant. In future projects, these three elements 
should be given special attention to ensure that slippages are minimized.  
  

 
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* 

100% 100% 1 3 

Narrative assessment (indicative max length: 250 words) 

All the planned project activities were successfully completed within cost. However, they were a saving of 
about 37.67% of the total loan commitment which has since been cancelled by the Bank. This was because the 
price for the lowest bidder for works was much lower than the estimates by the design engineers. This being 
partly because Mota Engil the winning bidder already had his construction plant mobilized in Malawi. The 
GoM5 applied for use of the savings very late towards the end of the project to which the Bank objected and 
advised to close the Project, as the project was already over-aged. 

 
3. Cost benefit analysis 

Economic Rate of Return (at appraisal) Updated Economic Rate of Return  
(at completion) 

Rating* 

18.2 19.0% 4 

Narrative assessment  

Economic benefit analysis during appraisal was based on traffic projections yielded ERR was 18.2% and NPV 
was USD 16.6 Million over a road service life of 20 years. At completion, the analysis used the actual 
construction cost and traffic projections at the opening of the road in December 2015, an average of 900 veh 
per day. The revised ERR is19.0 % and NPV USD21 million over road services life of 20 years.  The upward 
increase in economic benefits accrues from a decrease in construction costs compared to appraisal cost 
estimates of UA13,038,000.00 compared to actual cost UA8,083,991.89. The economic benefits of the road 
are expected to be even higher than what has been evaluated. This is because the analysis only considered 
traffic projections and no extragenious benefits have been taken into account such as the general socio-
economic improvement of the local communities and the multiplicity in economic activities that the road will 
generate, including appreciation of the land and property developments along the new road.   

 

                                                           
5 GoM: Government of Malawi 
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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).  

2.5 The IP item was continuously graded unsatisfactory on most of the occasions during project 
implementation because of low disbursement rate. This was affected mainly by slow progress by 
GoM in meeting effectiveness and first disbursement conditions; Procurement processing by the 
RA; and slow progress of construction of works by the contractor. 
 
The GoM took more than 1.5 years to meet effectiveness and first disbursement conditions.  
Procurement documents took unnecessarily long to process by the RA. This was also 
compounded by slow responses by the Bank in responding to government requests for no 
objections because of the internal requirement for approvals at various levels. 
 
In relation to the slow progress on construction works, the contractor was overwhelmed with 
too many government projects including a rail construction project as he has rationalize 
personnel and equipment with the Bank supported and the other projects. In future projects, 
the Roads Authority and the Bank Task Team should take extra measures to ensure that a 
preferred contractor has adequate resources to meet his contractual obligations on all the 
project(s).     

 
 

5. Lessons learned related to efficiency 
 

Key issues (max 5, add 
rows as needed) 

Lessons learned Target audience 

Excessive savings on 
Bank supported 
projects  

A saving amounting to 37.67% of the loan amount was cancelled 
because government did not timely submit a request to the Bank 
to request for additional activities to utilize the savings in spite of 
several reminders by the Bank. This amounted to underutilization 
of the loan resources. In future both the Bank staff and government 
counterparts should timely lookout for savings and agree on how 
such savings could be utilized long before the project completion 
date, ideally during the mid-term review of the project. 
      

 
Bank/ GoM 

Contractors with 
multiple projects tend 
to be slow in 
implementing projects.  

Contractors with multiple projects should be carefully evaluated 
before awarding them contracts on Bank-supported projects, to 
ensure that they have adequate resources (financial, equipment 
and personnel) to undertake the works on all the projects they may 
be engaged in.  
 

 
Bank / GoM 
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D  Sustainability 
 

1. Financial sustainability 
 

Rating
* 

Narrative assessment (indicative max length: 250 words) 

3.5 The sources of financing to the road sector in Malawi comprise: (i) the Road Fund (30%), mainly used 
for routine maintenance of which the major source  is the fuel levy, motor vehicle road levies, and 
international transit fees on HGVs; (ii) GoM development budget (20%), used mainly for periodic 
maintenance and rehabilitation works; and  (iii) development aid from donors in form of loans and 
grants (40%), which is usually spent on  periodic maintenance and upgrades.  
 
The government in 2015, increased and revised fuel levy collections on pump prices upwards from 
4.3% to 8.3% for petrol and from 5.1% to 10.2% for diesel. To expand the base for the Road Fund, the 
government approved legislation in 2015 to introduce road tolls as well as to allow the Road Fund 
Administration to raise resources through Road Fund Bonds whenever feasible.   
 
The Bank is also in the process of procuring a consultant to conduct a study on how the GoM could 
further expand the resource base to meet the rehabilitation and maintenance demand in the road 
sector as well as how the resources could be optimized to ensure that, the core road network is kept 
in maintainable conditions. 
 
The GoM has shown a lot of commitment to ensure financial sustainability in the road sector. The 
major concern in the road sector is the huge debt to contractors which accumulated to US$43 million  
by the end of 2015. The government is working with the concerned contractors to put in place 
modalities to gradually reduce the debt, including through conversion of part of the debt into 
government bonds.  
 

 
2. Institutional sustainability and strengthening of capacities 

 

Rating
* 

Narrative assessment  (indicative max length: 250 words) 

3.5 The GoM has since 2005 been committed to reforming the road sector which has resulted in the 
formation of two institutions, the Roads Fund Administration (RFA), through the Roads Fund Act of 
2006 and the Roads Authority (RA) through the Public Roads Act of 2006.  The RFA is charged with the 
management of the Road Fund and mobilization of resources to the road sector. The RA is charged 
with planning and management of the road network. The RA and the RFA have adequate capacity in 
terms of skills. However, more is required to be done to improve computerized systems for planning 
budgeting, management, and monitoring.  
 
In addition to this, the GoM is in the process of devolving the rural and urban roads networks to the 
local authorities. The RA will only be managing the primary road network comprising trunk and main 
roads. Local authorities will manage district roads and urban roads. A capacity building plan is 
underway for Local Authorities to enable them to manage part of the road network in their 
jurisdictions. In the interim period, before capacity is built in Local Authorities, local consultants will 
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be hired to assist the Authorities in the planning, procurement, and management of the maintenance 
works.  
 

 
3. Ownership  and sustainability of partnerships 

 

Rating
* 

Narrative assessment (indicative max length: 250 words) 

3 The GoM has developed a sustainable working framework with the development partners (DPs). The 
government, through the Ministry of Transport and Public Works (MoTPW), coordinates regular 
meetings and workshops with the Private Sector and DPs through various working groups including 
the Sector Working Group (SWG), and the Joint Transport Review Committee (JTRC). Both of these two 
committees are chaired by the MoTPW. The SWG comprise the DPs, MoTPW and MoFEDP and meets 
quarterly to review the progress of activities planned in the sector, mainly institutional and regulatory 
reforms. The JTRC comprise, the MoT, DPs, the Private Sector, and all government transport agencies, 
including marine and water transport, civil aviation, roads and railways. The JTRC meets once a year 
to review all planned activities in the sector in a particular year as well as share and discuss 
experiences, challenges and opportunities in the sector. The DPs also meet quarterly to share notes 
on sector policy issues which form part of policy dialogue with the government. The interaction at both 
the JRTC and the SWG are informative and help to drive the sector in one direction with common goals 
and objectives. At the moment the AfDB is the lead donor in the sector.  

 
4. Environmental and social sustainability 

 

Rating
* 

Narrative assessment (indicative max length: 250 words) 

3 The Ministry of Environment and Climate Change provides overall policy ad strategic oversight in the 
country on all environmental matters, and enforces environmental statutory instruments to ensure 
sustainable use and protection of the environment and natural resources. The Ministry also supervises 
all activities that have an impact on the environment such as road construction, including auditing and 
issuance of permits for quarries, borrowing of materials, and water abstraction for construction 
purposes. At the agency level, the Roads Authority has an Environmental Unit, which ensures that road 
projects are in compliance with Malawi environmental and climate change laws. 
 
The Resettlement Action Plan (RAP) and Environmental Management Plan (EMP) were fully complied 
with and implemented. The contractor obtained all necessary permits, for quarries, borrow pits and 
water abstraction and after contraction reinstated all borrow pits in accordance with the EMP. The 
road itself was designed in such a way as to ensure minimum disturbance to the surrounding area. The 
drainage structures and side channels throughout the road length are well designed, grassed and 
blended with the surrounding land. The river channel was streamlined (trained) to ensure that the 
river does not undermine the abutments of the bridge. Regarding social sustainability, the road has 
wide shoulders for use by the pedestrians and cyclists with well-designed road signage. The road is 
clearly marked and road signs have been placed at all conflicting locations to direct traffic 
appropriately.  
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5. Lessons learned related to sustainability 
 

Key issues (max 5, add rows as 
needed) 

Lessons learned Target audience 

Financial sustainability is weak 
because demand for maintenance 
outweighs resources 

The Bank should encourage PPP in the transport sector 
to attract private finance to supplement ODA and 
government resources. In the road sector, for example, 
long-term maintenance contract such as OPRC6s, road 
tolling, and other such types of PPPs.    

Bank/ GoM 

Road planning management 
systems 

The RA does not have computerized asset management 
system to plan, budget, manage effectively, and 
monitor the road network. There is a need to build 
capacity in computerized management systems at RA to 
ensure effective planning and management of the road 
network. 

Bank/ GoM 

 
 

 III  Performance of stakeholders 
  

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) 

3.5 The RA received guidance from the Bank on procedures and rules at all stages of project 
implementation, which included, among others: environmental and social aspects of the project (EIA 
and EMP and RAP); procurement, disbursement and financial reporting; and contract administration. 
The Bank also reviewed design documents and reports from the consultants and provided useful 
guidance on the technical aspects of the project.  The Bank participated in all stakeholder consultations 
which was useful in galvanizing acceptance of the project by the wider road users, in particular, the 
local communities and local authority.   
 
The RA benefited from the Bank supervision missions, conducted twice per year and from continuous 
follow-ups and consultations on several implementation issues. This ensured smooth implementation 
of the project. The placing of the Bank Task Manager in the local Bank office helped in a lot of ways to 
improve communications between the RA and the Bank.  In general, the Bank provided good 
leadership during all stages of the project, starting from project identification, preparation, appraisal, 
and implementation, and based on the above, the Bank performance on the project can be fairly rated 
as satisfactory.   

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 conducted a total of 9 supervision missions in conjunction with the RA and government officials from 
the MoTPW and MoFEDP. During each supervision mission, the Bank and the executing agency and the 
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construction team worked together to resolve project implementation issues, ranging from procurement, 
disbursement, contract administration, and construction implementation program. In addition to the 
supervision missions, the Bank project Task Team was in constant communication with the RA and RFA and 
gave guidance on all matters arising from the project.  On average, the Bank responded to government 
requests promptly within the standard response time of 2 weeks, however, on several occasions, because of 
the requirement for approvals at various levels of authority within the Bank, there were some delays 
experienced up to 2 weeks beyond the standard response time of 2 weeks.  Overall the Bank performed 
satisfactorily regarding guiding the RA and RFA as elaborated above.  
 
In addition to the above, the Bank in conjunction with other development partners in the road sector (WB, EU 
and JICA) continually engaged government on the need to secure adequate and sustainable funding to the 
road sector to ensure that, the road asset being rehabilitated or constructed is not lost. To this effect, the GoM 
introduced legislation which changed a fixed fuel levy amount per litre of pump price going to the Road Fund 
to a percentage. This means that the fuel levy is now self-adjusting as the price of fuel moves up or down. 
Second, GoM introduced a new legislation which allows for road tolling. These initiatives will improve financing 
flow to the road sector, particularly for periodic and routine maintenance. The Bank is in the process of 
undertaking a study with GoM to explore ways to optimize the available resources to the road sector.   

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

Lessons learned 

The Bank approval process is lengthy and can take up 
to 4 weeks instead of the two weeks allowed in the 
Procurement Plans  

The DAM should be revised to reduce the processing 
time of procurement requests from the borrowers.  

 
2. Borrower performance 

 

Rating
* 

Narrative assessment on the Borrower performance to be inserted by the Bank (both quantitative 
and qualitative, depending on available information). See guidance note. (indicative max length: 
250 words) 

3 The GoM, through RA, played a critical role during project preparation and appraisal by providing all 
the required information which helped to assess the economic feasibility of the project. The Roads 
Authority, in particular, carried out implementation of the project in accordance with the Loan 
Agreement and Bank rules and procedures on procurement and disbursement of funds. The RA 
provided the required monthly and quarterly implementation reports as required. 
 
However, some area where the government faced challenges were: (i) meeting effectiveness 
conditions; (ii) meeting conditions precedent to first disbursement; and (iii) Processing of procurement 
documents. In some cases, it took more than 3 months to process one procurement document. These 
challenges translated to delays in the project start-up.  
 
Overall, in spite of the cited challenges, the Roads Authority adhered to the Bank rules and co-operated 
on all aspects of the project implementation without which the project could not have been completed 
successfully, and the performance can be rated as satisfactory. 
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Key issues (related to Borrower 
performance, max 5, add rows as needed) 

Lessons learned 

Executing Agency (RA) is weak in 
procurement and project management   

The RA is weak in procurement and project management which 
partly contributes to delays in processing documents. The Bank 
should be training RA staff in procurement, project and 
contracts management through the capacity building 
components of the projects. However, this does not seem to 
improve the situation. One of the ways to help RA is to hire 
retired Bank TMs perhaps as Technical Assistants to work with 
RA staff on Bank funded projects. 
 

Project coordinators are overly burdened 
with other tasks within the RA  
 
 
 
 

Project Coordinators (PC) appointed on Bank supported 
projects are usually tasked with other work within the RA and 
do not fully apply themselves to the demands of the Bank 
projects. In follow-up projects, The Loan Agreements should 
provide for a dedicated PC in addition to a TA. Ideally, a Bank 
retired Task Manager as suggested above.  
  

 
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) 

3 Other key stakeholders on the project were the consultant M/S JBG Gauff Ingenieurs of Germany and 
the contractor, M/S Mota Engil of Spain. The project partly experienced delays in the completion of 
works because the contractor took long to mobilize equipment. A site manager on the project was 
shuttling between projects. This contributed to 6 months delay in the completion of works, even 
though the contractor requested for extension of time to cover-up the delay, based according to him, 
on excessive rainy days compared to what was provided for in the contract. The implementation 
progress on the project was consistently rated unsatisfactory until 8 months before completion.  
 
The contractor, under the supervision of the supervision engineer carried implemented the EMP7 in 
accordance to the plan. He obtained all the permits for borrow pits, quarries, and water abstraction 
for construction. The traffic was well managed during contraction and there were serious incidences. 
He was instated all the borrow pits and quarry sites in accordance with the EMP. 
 
There were no major deviations from the original design of both the road and the bridge, and once the 
contractor had his equipment and experienced site manager on site, works proceeded smoothly up to 
completion.  
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Key issues (related 
to performance of 
other stakeholders, 
max 5, add rows as 
needed) 

Lessons learned (max 5) Target 
audience 
(for lessons 
learned) 

Contractors with 
multiple projects are  
usually slow in 
implementing 
projects  

Contractors with multiple projects should be carefully evaluated before 
awarding them contracts. They should demonstrate that they have 
adequate resources to simultaneously undertake multiple projects 
(financial, equipment and personnel). Resources should not be rationalized 
between projects.   
 

 
Bank / GoM 

Timely resolution of 
potential disputes 
on Bank supported 
projects 

Borrowers do not usually have the capacity to analyse technical issues 
relating to claims and other site contractual matters Borrowers can benefit 
from experienced members of the DRB regarding resolving issues relating 
to claims and other contractual issues.  The Bank usually do not pay for DB 
in the contracts because of the high fees to the DB members. To bring down 
the cost, the Bank can use the standard bank rates for consultants and pay 
through the works contract.  

 
Bank/ GoM 

 
 

 I  Summary of key lessons learned and recommendations 

 

1. Key lessons learned 
 

Project monitoring, data collection,  
evaluation, and Project Completion 
Report 

Project monitoring and evaluation, particularly 
collection of data on project indicators should 
be an on-going exercise. An M&E expert should 
be recruited for this purpose on all Bank projects 
in the same way that financial auditors and road 
safety auditors are recruited.  The M&E expert 
should be requested to be submitting quarterly 
reports and a project completion report. 

Bank/  GoM 

Immediate project benefits to 
surrounding communities and project 
affected persons were not exhaustively 
appraised 
 

Consultations with local communities is usually 
centred on compensation and resettlement of 
project affected persons. It is important that 
local communities are consulted on their 
opinion on how the project will benefit them. 
Their input can then be accommodated in the 
outcomes of the project.  This can help to put 
some realism in the project outcomes, in 
addition to broad sector desired outcomes. 
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Timely resolution of potential disputes on 
Bank-supported projects. 

Borrowers do not usually have the capacity to 
analyse technical issues relating to claims and 
other site contractual matters Borrowers can 
benefit from experienced members of the DRB8 
regarding resolving issues relating to claims and 
other contractual issues.  The Bank usually do 
not pay for DRB in the contracts because of the 
high fees to the DRB members. To bring down 
the cost, the Bank can use the standard bank 
rates for consultants and pay through the works 
contract.  
 

Bank/ GoM 

Project monitoring, data collection,  
evaluation, and Project Completion 
Report 

Project monitoring and evaluation, particularly 
collection of data on project indicators should 
be an on-going exercise. An M&E expert should 
be recruited for this purpose on all Bank projects 
in the same way that financial auditors and road 
safety auditors are recruited.  The M&E expert 
should be requested to be submitting quarterly 
reports and a project completion report. 

Bank/  GoM 

The Bank approval process is lengthy and 
can take up to 4 weeks instead of the 2 
weeks allowed in the Procurement Plans  

The DAM should be revised to empower the 
Task Manager and the Country Manager to 
make final decisions on the project 
implementation process. This will reduce the 
processing time of procurement requests from 
the borrowers. 

Bank/  GoM 

 

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

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

Financial sustainability. The current 
resources available to the road sector is 
still low. 

The Bank should encourage PPP in the 
transport sector to attract private 
finance to supplement government 
resources. In the road sector, for 
example, long-term maintenance 
contracts such as OPRC9s, road tolling, 
and other types of PPPs should be 
encouraged.    
 

Bank/ GoM To 
commence 
on new 
projects 
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Resources for road maintenance are 
not adequate.  Most roads in Malawi 
are sliding into poor conditions way 
below their service life on account of 
lack of maintenance. 
 

The Bank should conduct a study on 
how to diversify and optimize 
resources for routine and periodic 
maintenance in Malawi  

 
Bank/ GoM 

To 
commence 
on new 
Projects 

Procurement unit and project 
management systems should be 
strengthened at the Roads Authority 

Bank should be apportioning resources 
on all new road projects to build 
capacity in procurement and project 
management systems. 

Bank/ GoM To 
commence 
on new 
Projects 

 

 V  Overall PCR rating 
 

Dimensions and criteria Rating* 

DIMENSION A: RELEVANCE 3.25 

Relevance of project development objective (II.A.1) 3.5 

Relevance of project design  (II.A.2) 3 

DIMENSION B: EFFECTIVENESS 4 

Development Objective (DO) (II.B.4) 3 

DIMENSION C: EFFICIENCY 3.00 

Timeliness (II.C.1) 2.5 

Resources use efficiency (II.C.2) 3 

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

Implemetation progress (IP) (II.C.4) 2.5 

DIMENSION D: SUSTAINABILITY 3.375 

Financial sustainability (II.D.1) 3 

Institutional sustainability and strengthening of capacities (II.D.2) 3.5 

Ownership and sustainability of partnerships (II.D.3) 4 

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

AVERAGE OF THE DIMENSION RATINGS 3.20 

OVERALL PROJECT COMPLETION RATING S 
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 VI  Acronyms and abbreviations 
 

 

Acronym (add rows  as  needed) Fu ll name

ADF Afrcian Development Fund

AfDB African Development Bank

DB Dispute Resolution Board

DfID Department for International Development 

DP Development Partner 

ESIA Environment and Social Impact Assessment

ESMP Environmental and Social Management Plan

EU European Union 

GoM Government of Malawi

HDM Highway Development and Management 

JICA Japan International Corporation Agency

JTRC Joint Transport Sector Review Committee

MoFEPD Ministry Finance Economic Planing and Development   

MoTPW Ministry of Transport and Public Works

OSBP One Stop Border Post 

PC Project Coordinator 

PDO Project Development Objective

RA Roads Authority 

RFA Road Fund Administration  

RMC Regional Member Country

SWP Sector Working Group

WB World Bank


