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Executive Summary 

Background 

Having its origins in the 19th century, with studies by the French Jules Dupuit from the Ecole 

nationale des ponts et chaussées (National school of bridges and roads), project appraisal of 

transport projects has the longest academic and practical tradition of public investment appraisal. 

Standard assessment frameworks are now routinely applied worldwide by national and 

international funding agencies to select and prioritise transport projects.  

Despite the systematic appraisal exercise and substantial convergence on methodologies and 

indicators to be used, literature shows that the actual performance of transport infrastructures 

frequently differs from what forecasted ex-ante (Flyvbjerg, 2007). Different explanations have 

been suggested to explain this divergence. A poor quality of the ex-ante assessment can be 

identified as the possible root of the discrepancy. Forecasting errors or misled conclusions can 

be caused by issues in the collection of relevant information; lacking data; failure to ex-ante 

identify effects that end up being generated by the project; technical impossibility to include 

certain effects in the analysis.  

The literature however recognises other causes for the deviation between ex-ante appraisal and 

actual project performance. Part of the problem derives from strategic misrepresentations by 

project promoters and absence of incentives for both private and public sector to avoid optimism 

bias and reveal true information about the project characteristics (Mackie, 1993; Flyvbjerg et al., 

2003; Florio and Sartori, 2010). In practice, project appraisal poorly performed, affected by 

optimism bias or deliberately manipulated lead to high level of misinformation about costs and 

benefits of project at the planning stage. This, in turn, affects the ranking of projects and lead to 

inefficiency, because in terms of standard CBA decision makers are likely to implement inferior 

projects (Flyvbjerg, 2007). In the same vein, ‘lock-in’ has been suggested as an additional 

explanation, i.e. the adoption of suboptimal policies as a consequence of path dependency, 

despite the availability of a better alternative (Cantarelli et al., 2010).  

Funding decisions on public capital investments and project appraisal to inform the decision-

making process can be seen as a game with different players holding a variety of objectives, 

priorities, capacities and interests. The disruptive interplay of self-interest maximising actors 

may be mitigated or exacerbated by specific features of the institutional setting or the funding 

mechanisms. When relevant actors do not have the right incentives to perform project appraisal 

according to quality standards and to actually use its results in the decision-making process, the 

results may be biased investment decisions. It is widely recognised therefore that some 

conditions related to the institutional framework and the strategic approach to the use of project 

appraisal can undermine the credibility of the appraisal itself. 

The main objective of this study is to establish a conceptual foundation on the appraisal of 

transport infrastructure projects in the Organisation of Islamic Cooperation (OIC) Member 

States. The study is also expected to draw attention to the transport project appraisal practices 
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in the OIC Member Countries, as well as to trigger a serious debate around the issues identified 

and how better to address them. 

Based on the above-mentioned main objective the following specific objectives are defined:  

1. To identify the basic concepts and steps of the preparation, evaluation, and approval of 

transport project appraisals and factors affecting their success.  

2. To investigate the major and successful transport appraisal practices (outside the OIC 

geography).  

3. To describe the general situation related to the preparation, evaluation, and approval of 

transport project appraisals in the OIC Member Countries and to analyse overall transport 

appraisal experiences of selected six OIC Member Countries as case studies in detail.  

4. To propose recommendations for enhancing better transport project appraisal practices 

among OIC Member States.  

 

For this study, a total of six case studies have been selected and three country visits have been 

carried out. The case study countries are presented in Table ES.0.1. 

Table ES.0.1: Selected case studies and country visits 

Selection Africa region Arab region Asia region 

Case study and country visit Nigeria Jordan Iran 

Case study Mozambique Saudi Arabia Afghanistan 

 

Next to these case studies, a survey has been carried out focused on project appraisal in OIC 

member countries and international practices on transport project appraisals have been 

assessed. 

A conceptual framework 

In order to enhance a systematic approach, a conceptual framework for project appraisal in the 

transport sector has been developed, based on the World Bank (WB) framework for assessing 

Public Investment Management (Rajaram et al., 2010) further tailored for the purpose of this 

project. The framework is based on a number of institutional and technical aspects, influencing 

project appraisal practices in the transport sector. Figure ES.00.1 presents the conceptual 

framework, including its seven aspects, of which five aspects are related to the institutional 

dimension and two to the technical dimension. This conceptual framework has been used 

throughout this project, as a structured means to collect information per country and case study, 

as well as in the survey.  
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Figure ES.00.1: Conceptual framework with seven project appraisal aspects 

 
Source: CSIL 

 

A coherent set of project appraisal aspects 

The seven project appraisal aspects, consisting of institutional and technical aspects, together 

form a coherent set of interlinked aspects. The seven aspects are summarised in Table ES.0.2. 

Table ES.0.2: Description of the seven project appraisal aspects 

Appraisal 

aspect 

Description 

Legal basis  Legal requirement: which type of requirement is in place, if any? Is there 

a legal requirement to carry out transport project appraisal or it is it simply 

a recommended practice? Does the obligation define appraisal objectives, 

features and methodology to be used?  

 Scope of application: is the requirement for project appraisals common 

to all public investments (above a specific cost threshold) or is it specific 

for the transport sector? Is the project appraisal system diversified 

depending on the scale and typology of the project? is the appraisal 

performed on individual projects or on strategies?  

 Timing: during the project preparation phase when is project appraisal 

usually prepared? is the project appraisal development performed ‘early’ 

enough in the process when project alternatives are still to be selected? 

Governance  Roles: who is responsible for transport capital expenditure decisions? Is 

there a coordinating entity at central level or are project appraisal 

practices largely delegated to sectoral/local procurement agencies? Which 

activities are delegated at sectoral/local level? Who performs transport 

project appraisals? is project appraisal performed by a technical unit 

7.  Follow up and 
learning

• Requirement

• Scope 

• Timing

• Roles

• Quality review

• Publicity

• Capacity

• Standards

• Tools

• Role in decision-making

• Selection criteria

• Methodology

• Items

• Risk assessment

• Forecasting techniques

• Monitoring

• Ex-post evaluation

6. Results of 
project appraisal

1. Legal basis

2. Governance

3. Capacity and 
tools 

4. Content

5. Demand 
analysis
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Appraisal 

aspect 

Description 

within the administration or by private consultants? How are 

responsibilities and functions of procurement agencies, project promoter 

and project appraisers specified?  

 Quality review: How are quality standards for project appraisal defined? 

Is there a system of independent quality review of project appraisal? 

 Publicity: are project appraisal reports publicly available? how are the 

stakeholders included into the appraisal process? Are project appraisal 

results systematically used to inform public consultations and debate? 

Capacity and 

tools 

 Capacity: Is technical capacity constantly monitored and ensured? Is there 

a systematic training and dissemination programme to improve internal 

capacity (with periodic monitoring of the alignment to state-of -the-art 

methodologies)? Is training in project evaluation provided? If yes, by 

whom? 

 Tools: Are there standard tools such as models or templates that shall be 

followed for analysis and reporting? Are general and specific guidelines 

developed? 

 Standards and guidelines: Are there specific legal requirements on the 

content of the appraisal report or is there no clear standard required? Are 

there references parameters (e.g. time horizon, discount rates) and unit 

values provided in a prescriptive way or does the project analyst enjoy 

flexibility in performing the analysis? 

Content  Methodology: What types of analysis (CBA, CEA, MCA, qualitative analysis, 

macroeconomic modelling etc.) are required/recommended as part of the 

project appraisal development? Is there one specific suggested 

methodology for project appraisal? Is it complemented by other 

methodologies? 

 Items: What is the standard content of a project appraisal? Which are the 

typical items included in an appraisal report? Which benefits/impacts are 

considered? How are they calculated? 

 Risk assessment: How is the risk assessment incorporated in into the 

project appraisal? Are forecasts expressed by a baseline figure or are 

confidence intervals also provided? Is a quantitative and/or qualitative 

risk analyses carried out? 

Demand 

analysis 

 Forecasting techniques: What kind of forecasting models 

(deterministic/stochastic, static/dynamic, analytical/simulation) and 

techniques are used? 

Result of 

project 

appraisal 

 Use of results: How are the results of the project appraisals used? Is 

project appraisal used to provide a justification for individual project 

selection/decision in the feasibility phase or does it enable a prioritisation 

of projects?  
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Appraisal 

aspect 

Description 

 Selection criteria: Is it possible to select project with a negative economic 

result? How is alignment with strategies ensured? How are qualitative and 

quantitative evidence combined in the final assessment? 

Follow-up 

and learning 

 Monitoring: Is basic completion review performed? Do rules exist 

regarding obligations and requirements of completion reviews to identify 

forecasting errors or managerial problems? Is project appraisal constantly 

updated as monitoring and management tool to improve project 

resilience? 

 Ex-post evaluation: Is ex-post evaluation of project carried out? If yes, 

when it is usually carried out? Do rules exist on how many years after the 

project completion the ex-post evaluation should be carried out or is this 

left to occasional initiatives? Is ex-post evaluation carried out periodically 

on a sample of investments or rather on a selective basis? If ex-post project 

appraisal is performed, how are they used as a learning mechanism?  
Source: CSIL 

 

Transport project appraisal in OIC countries 

Legal basis 

In most OIC member countries, no legislation is in place that stipulates transport project 

appraisal to be carried out. A notable exception is Iran, where a legal requirement to carry out 

project appraisal stems from the rules set by the Plan and Budget Organisation (PBO) and is 

applied to all public investments, not only in the transport sector. The need to carry out project 

appraisal is also prescribed in Jordan, by the Ministry of Planning and International 

Cooperation2. 

Although in many cases there may not be a specific law, which requires project appraisal to be 

carried out, often some kind of legislation is in place that (indirectly) calls for project appraisal 

to be implemented as a pre-condition for funding. This can be in the form of a procurement law, 

which stipulates a number of steps to be carried out before a project can be tendered, including 

feasibility studies as one of the mandatory steps, as seen in Nigeria. Furthermore, a PPP law may 

be in place, requiring, feasibility study and CBA to be carried out, as a mandatory step before a 

project can be considered for PPP, as in the case of Jordan and Iran3. It should be noted that the 

scope of PPP related appraisal often focuses on bankability and financial evaluation of projects 

and places less emphasis on socio-economic evaluation. This is also the case of all projects that 

funded with the support of development partners or IFIs, as this is firmly embedded in procedures 

of these organisation and as such a pre-condition for providing funding. 

 

                                                                 
2  Which is considering a Public Investment Management unit to further support this process.  
3  Although in Iran CBA is not specifically required.  
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Despite the lack of a specific legal provision, project appraisal is often mainstreamed in the 

procedures for development of new transport projects in OIC member countries. Apart from the 

legal requirement, project appraisal is often a standard step in the development of new 

transport projects. Project appraisal will in almost all cases also be carried out for major 

transport projects. For smaller-sized transport projects, appraisal may not be carried out. In 

most cases, no clear thresholds are provided for which projects appraisal is needed.  

Whereas the need to carry out project appraisal is often in place, as illustrated above, a 

description of how to carry out project implementation is mostly lacking. Legislation, such as 

procurement or PPP law does not provide detailed information on how appraisal should be 

carried out, when and with which role it is to play in the decision-making process. Consequently, 

projects are being appraised in different ways, with potential high variability among different 

public agencies and bodies in charge of planning project and funding. 

 

Governance 

In transport project appraisal in OIC member countries, a combination of public and private 

sector representatives are involved. In all cases reviewed, the public sector managed the 

appraisal process and, in most cases, contracted private consultants for providing supporting 

inputs, such as demand studies and feasibility studies. 

In the appraisal process, the public sector, depending on the government structure of a country, 

is mostly represented by a number of stakeholders, including the Ministry of Transport, the 

Ministry of Works (often responsible for roads), the Ministry of Finance and often the Ministry 

of Planning. For the larger projects, these entities may be represented in a dedicated Steering 

Committee, with decision-making authority, often supported by a Technical Committee, advising 

the Steering Committee (see for example the Jordan case). For smaller projects, a more ad-hoc 

structure may be followed. In most of the cases, horizontal or sub-sectoral (for different modes) 

expertise is mobilised by many different public agencies, in some cases with a relatively high 

degree of independence, in planning, funding and implementing specific types of projects. For 

example, in KSA the Public Transport Authority regulates the public transportation system 

including developing standards and guidelines, but it has no responsibility in implementation. 

At the same time, the General Administration for Traffic, under the Ministry of Interior, is 

responsible for the operation and control of traffic in Saudi cities. The same applies to Iran, 

where a number of organisations affiliated to the Ministry of Road and Urban Development, each 

having an internal planning department, are in charge of transport project appraisal.  

Appraisal reports are never made available to the general public, but only shared with a number 

of stakeholders in the framework of consultation processes.  

In some OIC member countries, such as Jordan and Nigeria, a broad range of stakeholders is 

involved, often mobilised early in the process to identify project needs. This includes private 

sector representatives, often in the form of associations or representative organisations, civil 

society organisations and NGOs. In Iran, the stakeholders consultation is rather limited, for 

example in the case of Ports and Maritime Organisation the consultation takes place during the 
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appraisal process only when there is a direct relationship of the project with either another 

infrastructure or an economic activity. The same applies to KSA where, despite consultation is 

addressed both in the Vision 2030 and in other legislative initiatives as an important step in 

project planning and implementation, consultation practices are still to be fully development 

and institutionalised.  

The development partners and IFIs form an important part of the institutional landscape. Besides 

bringing in the requirement in to do a proper appraisal, these organisations obviously represent 

funding opportunities, as well as a wealth of knowledge and experience. In some instances, 

capacity building elements can be packaged with the funding made available for transport 

projects, including for appraisal of projects, such as in the case of support to the Road Sector 

Development Team in Nigeria.  

 

Capacity and tools 

All countries have organised themselves to manage the project appraisal process, often relying 

on relevant lead institutions, such as Ministry of Transport or Ministry of Works, or mode-

oriented agencies or authorities, which are part of these ministries, for example road authorities. 

For the purpose of managing the larger transport projects, often dedicated Steering and 

Technical Committees are established, including most relevant public stakeholders, for example 

in Jordan. In many cases, in dealing with more standardised projects, the responsibility for 

project appraisal is placed with a planning department of a ministry, such as in the Nigerian case. 

In Nigeria, a Road Sector Development Team has been established, funded by a variety of 

development partners, to support the project appraisal process. This team is well equipped to 

apply HDM-4 as a road planning tool, and as s such acting as a knowledge centre, providing strong 

support to the sector. The capacity to carry out project appraisal of the local private sector 

consultants differs per country, and often consortia are formed, including international 

consultants. Iran has a system for public certification of competences released by the Plan and 

Budget Organisation and a requirement to rely on certified consultants to carry out project 

appraisals. This is certainly a good practice in respect of ensuring that the appropriate capacities 

are mobilised for project appraisal.  

Training on project appraisal does not take place at a large scale. This finding is supported by a 

result from the survey, where 67% of the respondents pointed out that training programmes to 

build capacity in the country are not available. Sometimes training is provided as part of a 

technical assistance project, such as in the Jordan transport strategy development project. In 

other cases, e.g. in Iran, training programmes exist, however, do not directly concern the 

performance of project appraisal, but rather project preparation more in general, which in turn 

positively influences the quality of the appraised projects. 

Tools to support project appraisal are sometimes used, for example HDM-4, as mentioned above. 

There is a need to be able to deal with appraisal tools that can deal with low volume roads.  

 



 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

8 
 

Guidelines, if any, mostly focus on rather general process steps to apply in project appraisal. 

Specific guidelines or manuals on how to carry out project appraisal is mostly lacking. This is 

confirmed by results from the survey, where 14% said that there are no guidelines and another 

43% did not know whether any exist. Standards, for example on input parameters, such as 

discount rate or value of time, are not systematically applied.   

Content 

Cost-benefit analysis (CBA) is mentioned in most of the cases as the reference methodology for 

project appraisal, although other types of analyses, such as multi-criteria analysis (MCA) and 

cost effectiveness analysis (CEA) are also applied. In KSA the traditional methodological 

reference is rather MCA while CBA is gaining momentum only in more recent times.  

In general, a clear methodological framework, describing for which projects what analysis is to 

be applied; and when and how it is to be used, is often not present. Therefore, variation is shown 

on the methodology and approach per project, agencies and types of procedures.  

The costs and benefits included in project appraisal are mostly clearly structured. For a road 

project, this would include investment costs, including aspects such as resettlement, and 

maintenance costs, while a range of benefits are included, such as time savings, vehicle operating 

costs, reduction of externalities (safety, environment, congestion), increased reliability and 

(regional) development opportunities. Variations have been noticed in how benefits are 

monetised, for example in applying value of time or value of statistical life.  

Environmental Impact Assessment is also rather common as a complement to socio-economic 

assessment. In KSA, it constitutes the most developed item in transport appraisals. In Iran, 

regulations on environmental impact assessments (EIAs) are set by the Environmental 

Protection Organisation, which additionally reviews the submitted reports. In both countries, 

rules and guidelines to appraise environmental impacts of projects are quite well developed and 

codified but not necessarily always implemented in a consistent and accurate way.  

Risk assessment is in some countries, such as Nigeria, included in project appraisal. In such cases, 

the critical elements of the project are identified and sometimes mitigating measures are 

included. Sensitivity analysis on the critical parameters is not carried out on a structural basis.  

Demand analysis 

The assessment of (future) traffic flows is part of the project appraisals reviewed. This 

assessment is in many cases outsourced to a private sector consultant, often as part of a broader 

support package, including the feasibility study.  

Transport models are sometimes applied to support demand analysis, for example in Jordan, Iran 

and KSA. Transport models are more often run in the frame of masterplan or strategy 

development to select among different options rather than for individual projects. Their validity 

and usefulness is often hampered by the lack of accurate statistics to populate the model, as it is 

explicitly recognised for example for KSA. Dynamic models making use of econometric 
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simulations are the exception, demand forecasts is sometimes the result of extrapolation from 

past trends.  

Result of project appraisal 

Project appraisal is in the vast majority of cases used for justification of a transport infrastructure 

project. Results are expressed in Net Present Value (NPV) or Internal Rate of Return (IRR), when 

a CBA is the methodology such as for example in Iran. In other cases, for example in KSA, MCA is 

used to prioritise projects and to develop an action plan. In this case, the results are expressed 

in terms of scores over a number of different criteria.  

Follow-up and learning 

Monitoring of project implementation is taking place in most cases. However, ex-post evaluation 

is often not carried out. Half of the respondents to the survey indicated that ex-post evaluation 

of projects is not carried out. In most cases, there is no clear project cycle approach, which links 

subsequent steps (identification, selection, appraisal, design, tendering and contracting, 

implementation, monitoring and evaluation).   

 

Policy recommendations related to transport project appraisals 

General recommendations 

While alternative solutions and approaches do exist to address each of the aspects identified in 

the conceptual framework, the international practice suggests that a consistent framework for 

identifying, coordinating, evaluating and implementing public investments project should include 

at least the following items: 

 A legal requirement to evaluate all investment initiatives: the decision to perform project 

appraisal should not be left to own initiatives of project promoters or funding agencies but 

should be promoted and enforced, possibly by law. Such requirements can be general for all 

public investments or specific depending on sectors or types of projects. It is important, 

however, that it defines, with a certain degree of detail, the objective of the appraisal, the 

appropriate scope and timing, the methodology to be used and its specifications.  

 The legal requirement may remain unapplied if it is not translated into a system of norms, 

procedures and methodological support, including the centralized definition of accounting 

prices. The promotion of capacity development and the certification of competences can 

strengthen the adherence to certain quality standards. 

 A governance system defining clear and separate roles for, on one side, the institution that 

reviews and approves the appraisal of projects, and on the other side the institutions 

promoting projects. In fact, an appropriate “checks and balances” system can ensure that 

appropriate incentives are in place to systematically require that good quality analysis are 

carried out and used to inform the decision-making process.  

 Multistage evaluations with various filters and supervisory and quality control mechanisms 

should follow the, sometimes long and complex, process of project idea generation, design 

and specification.  

 Finally, a system of monitoring, periodic follow up and updates, as well as ex-post evaluation 

can help to identify forecasting errors or managerial problems and taking appropriate and 

timely measures to reduce risks. 
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Table ES.0.3 presents general recommendations for all seven aspects of the conceptual 

framework, based on the analysis carried out in this study.  

 
Table ES.0.3: General recommendations per aspect of the conceptual framework 

Appraisal 

aspect 

General recommendations 

Legal basis  For those countries not having it already, develop a clear legal framework for 

project appraisal, indicating for what type of projects appraisal is needed and 

when appraisal is needed. The best option would be to have it in place for all 

public investments irrespective of the sector defining the general principles, 

the procedures and the roles for the project appraisal in relation to the strategy 

and programme development. Line ministries and affiliated agencies and 

bodies could then develop own guidance, rules and procedures reflecting the 

specificities of their sector/sub-sectors and types of projects.  

 The legal framework should refer also to general guidance on how project 

appraisal is to be carried out, the main principles and methodological 

references. Ideally, such general guidance shall provide indications on the 

most important parameters and unit values to perform project appraisal. This 

guidance may then include a roadmap, establishing for what type of projects 

appraisal is to be carried out; what type of assessment is needed; and what 

level of detail. Reference can then be made to more detailed operational 

guidance documents or manuals on how to carry out project appraisal for 

specific types of projects or contexts (see below on content). 

Governance  The governance structure should be established, with clear roles and 

responsibilities for all stakeholders involved and for all the programme and 

project phases, from planning to implementation and monitoring, including 

follow-up and ex-post. The establishment of a coordinating unit at sector level 

should be considered. 

 In case of outsourcing of project appraisal to the private sector, sufficient 

capacity should be with the public sector authorities to manage the process 

and check the quality of the work of the consultant (see below on capacity).  

 A system of quality review should always be in place, also for project appraisal 

reports developed internally by public agencies and bodies.  

 The relation with private investors and international funding agencies should 

be embedded in the overall national project appraisal system. The system can 

however allow for specific rules and appraisal methods aimed at ensuring that 

the aspect of the national stakes in terms of socio-economic impact are always 

taken into consideration in the decision making process also when 

private/foreign investments are involved.   

 Appropriate measures for stakeholders consultation and involvement should 

be put in place. Project appraisal results can be used to inform the public 

debate and consultation (see below).  



 
 

Improving Transport Project Appraisals  
In the Islamic Countries 

 

 11 
 

 

Appraisal 

aspect 

General recommendations 

Capacity 

and tools 

 Capacity building activities should be developed on a structural basis to 

capacitate the public and private sector in carrying out project appraisal. This 

system can be based on a mix of training, regular updates and skills 

development programmes, internal seminar and exchange of good practices 

also within different agencies. A system of official certification of competences, 

as the one developed by Iran, shall be developed both for external consultants 

and public officers. As mentioned above, the public sector needs to have the 

capacity to review the quality of the work provided by the consultant.  

 The development of operational manuals are recommended to guide the 

project appraisal process. While reflecting the general principles and 

methodological guidance, they can allow for adjustments and fine-tuning to 

cope with the specificities of types of projects, contexts and procedures. Such 

a manual should contain: (i) a description of the appraisal process with clearly 

defined steps; (ii) methodological standards, including typical costs and 

benefits to be considered and the way they shall be quantified and/or 

monetised; and (iii) standard input parameters (discount rate, values of time, 

etc.).  

Content  The items to be included in the appraisal must be specified in order to leave 

poor rooms of manoeuvre to project analyst to deviate from the standard. 

 The methodological basis should be firmly established and specified for each 

of the content items and where possible laid in manuals, as described above 

(capacity and tools).  

 Risk assessment should be integrated in the project appraisal process, 

including identification of main risks; description of preventive and mitigating 

measures; and sensitivity analysis on the key parameters of the project 

appraisal (for example investment costs, delay in construction; change in 

traffic flows).  

Demand 

analysis 

 Traffic projections, as key barriers of the project’s benefits, should be well 

developed.  

 The use of transport models should be encouraged, contributing to the 

quality of the traffic projections.  

Result of 

project 

appraisal 

 The use of project results should be clearly established and results of the 

appraisal should be shared with the stakeholders involved. 

 As far as possible project appraisal reports must be made available to the 

general public as accountability measure. Derogation can be defined for 

politically or economically/financially sensitive data or information.   

Follow-up 

and 

learning 

 Project appraisal should be seen from a project cycle perspective (and not in 

isolation). Implementation should be monitored and evaluated. Lessons 

learned from this should be incorporated in next project appraisals.  
Source: Consortium 
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Specific recommendations 

In addition to the above-mentioned general recommendations, this section presents specific 

recommendations.  

Develop a systematic framework to transport project appraisal 

 Project appraisal should not be regarded as a pre-condition from an external party, such as a 

development partner, but instead be embedded into a wider framework for decision-making, 

with full political support.  

 The recommended transport project appraisal framework must indicate: 

- For what types of project appraisal is carried out and when; 

- Which is the objective of the appraisal and how the appraisal is expected to inform the 

decision-making process, for example which is the relation among the different types of 

analyses required; 

- What type of analysis is applied (CBA, MCA, CEA) and which are the specific references for 

them; 

- What detail level is used. One can for example distinguish between a simple analysis, 

based on benchmark figures, or an extensive, tailor-made analysis. Different 

methodologies or different depth can be accepted depending on the type of projects 

 One of the main aims of project appraisal should be to demonstrate the social desirability of 

the project, i.e. does the project provide maximum benefit to society?. This should be 

regarded against viable alternatives. CBA (economic evaluation) is the best available tool for 

this purpose and is considered the preferred methodology, especially for large projects.  

 The economic evaluation is particularly useful in case of PPP funding, where it can 

complement the more common financial and bankability evaluation in order to clearly spell 

out and make explicit the benefits for the private investors and those for the local population. 

Create capacity in transport appraisal  

 Capacity in project appraisal needs to be further strengthened in order to contribute to the 

above-mentioned objective and the framework for decision-making.  

 It is recommended to build capacity in transport project appraisal by: 

- Develop and implement training programmes, seminars, conferences and workshops for 

public officials. In case of financial constraints, funded through development partners can 

be considered. 

- Consolidate project appraisal knowledge and experience in expertise centres. Bundling 

knowledge and expertise will enhance the ability to mainstream project appraisal in the 

investment decision-making process.  

- Encouraging the exchange of good practices among the agencies and bodies involved in 

transport project appraisal.  

- A system of official certification of competences, both for public officials and external 

experts, is a good practice to be encouraged.  

 Specific attention must be paid to develop capacity for demand analysis.  

- Standards and procedures on how to carry out demand analysis must be promoted.  
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- The adoption of transport modelling for demand analysis must be streamlined. This is to 

include obtaining input data (number of vehicles, their characteristics, destination 

choices, trip frequency, driving behaviour, emissions, noise, route choice) for CBA and 

other analyses. Transport models need to be set up, run and periodically updated, 

reflecting the best international standards and practices. Ideally, the models would be 

owned by the responsible public authorities and agencies and systematically used to plan, 

design and monitor transport projects rather than developed ad hoc and on the spot by 

external consultants in the ex-ante phase. 

- Appropriate data collection and official statistics must be available to populate and 

calibrate the models or simply to develop demand analysis based on past observations.  

Creating project appraisal manuals, resulting in standards and a harmonised approach 

 Clear guidelines should be provided on how to carry out project appraisal, linked to the 

above-mentioned transport project appraisal framework. It is recommended to develop 

mode-specific appraisal manuals. International guidelines and manual can be taken into 

consideration for the general principles and rationale while country-specific parameters and 

procedures can be developed to better reflect the national context.  

 The manuals should provide clear guidance on how project appraisal is to be carried out, 

including: 

- A description of the appraisal process with clearly defined steps, including project 

identification, demand analysis, options analysis, financial sustainability, return on the 

project and on private capital, economic analysis, sensitivity and risk analysis. It is 

recommended to design the process in accordance with international best practices, as 

for example prepared by the World Bank or other IFIs. 

- Methodological standards, such as typical costs and benefits to be included, techniques to 

deal with monetisation of benefits, etc. 

- Standard input parameters, such as project duration, discount rate, values of time, value 

of statistical life, etc. These parameters should be stablished in close collaboration with 

relevant stakeholders and in collaboration with official statistics and data providers (for 

example the central bank or Ministry of Finance for the financial discount rate). The input 

parameters should be periodically reviewed.  

 The standardisation and harmonisation contributes to the credibility of the appraisal results. 

Furthermore, it contributes to the ability to compare appraisal results, which may be 

beneficial for prioritisation of projects.  

 The systematic use of standard tools and parameters shall be promoted and endorsed, 

including the use of dedicated software to facilitate the standardisation and comparison of 

project data.  
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Establish a clear appraisal approach facilitating the development of PPP projects 

 PPP projects will require a sound financial analysis, including a financial feasibility study and 

CBA. Whereas the scope of the financial analysis (maximum benefit to investor) and the 

economic analysis (maximum benefit to society) may differ, both analyses need to be well-

established to serve public and private sector decision-making.  

 As such, creating capacity in project appraisal and a sound PPP framework (legal, 

institutional) are important pre-conditions to attract private funding to the transport sector.  

Use of appraisal and applying project appraisal as part of a full project cycle 

 The appraisal process is now mostly used as an ex-ante evaluation of a project, mostly for 

justifying an investment decision. It could be considered to broaden the use of the appraisal 

process, not only for justifying an investment decision, but also to prioritise those projects 

that yield best results, as mentioned above.  

 Appraisals need good data. In order to improve the quality of the appraisals, project data 

should be collected (with a life-cycle approach) and made available for monitoring purposes 

and next project generation (benchmark studies). 

 Furthermore, it is recommended to monitor the implementation and operation of a project, 

as well as carry out systematic in itinere and ex-post evaluation of a project in order to 

compare planning and implementation. This in order to allow for benchmarking and 

establish lessons learned for next project appraisals. 
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SECTION 1: FRAMEWORK FOR APPRAISAL OF TRANSPORT PROJECTS 

1 Appraisal of transport projects: concepts and framework 

This chapter presents the conceptual framework that has been developed for the purpose of this 

project, establishing the basis for the data collection process and formulation of conclusions and 

recommendations.  

 

1.1 Introduction 

Having its origins in the 19th century, with studies by the French Jules Dupuit from the Ecole 

nationale des ponts et chaussées (National school of bridges and roads), project appraisal of 

transport projects has the longest academic and practical tradition of public investment appraisal. 

Standard assessment frameworks are now routinely applied worldwide by national and 

international funding agencies to select and prioritise transport projects.  

Despite the systematic appraisal exercise and substantial convergence on methodologies and 

indicators to be used, literature shows that the actual performance of transport infrastructures 

frequently differs from what forecasted ex-ante (Flyvbjerg, 2007). Different explanations have 

been suggested to explain this divergence. A poor quality of the ex-ante assessment can be 

identified as the possible root of the discrepancy. Forecasting errors or misled conclusions can 

be caused by issues in the collection of relevant information; lacking data; failure to ex-ante 

identify effects that end up being generated by the project; technical impossibility to include 

certain effects in the analysis.  

The literature however recognises other causes for the deviation between ex-ante appraisal and 

actual project performance. Part of the problem derives from strategic misrepresentations by 

project promoters and absence of incentives for both private and public sector to avoid optimism 

bias and reveal true information about the project characteristics (Mackie, 1993; Flyvbjerg et al., 

2003; Florio and Sartori, 2010). In practice, project appraisal poorly performed, affected by 

optimism bias or deliberately manipulated lead to high level of misinformation about costs and 

benefits of project at the planning stage. This, in turn, affects the ranking of projects and lead to 

inefficiency, because in terms of standard CBA decision makers are likely to implement inferior 

projects (Flyvbjerg, 2007). In the same vein, ‘lock-in’ has been suggested as an additional 

explanation, i.e. the adoption of suboptimal policies as a consequence of path dependency, 

despite the availability of a better alternative (Cantarelli et al., 2010).  

Funding decisions on public capital investments and project appraisal to inform the decision-

making process can be seen as a game with different players holding a variety of objectives, 

priorities, capacities and interests. The disruptive interplay of self-interest maximising actors 

may be mitigated or exacerbated by specific features of the institutional setting or the funding 

mechanisms. When relevant actors do not have the right incentives to perform project appraisal 

according to quality standards and to actually use its results in the decision-making process, the 

results may be biased investment decisions. It is widely recognised therefore that some 
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conditions related to the institutional framework and the strategic approach to the use of project 

appraisal can undermine the credibility of the appraisal itself. 

 

1.2 Conceptual framework of appraisal of transport projects 

Against this background, a review of current practices of transport project appraisal can be 

carried out at two different levels of analysis: a first dimension is related to technical issues 

(methodologies used, approaches to identify and measure impacts, outcome indicators, etc.), 

while a second one points to the institutional setting (legal basis of project appraisal, role in 

decision-making process, distinction of roles, transparency, etc.).  

Aiming at an in-depth scrutiny of project appraisal systems, a detailed conceptual framework is 

essential to guide the analysis. In order to allow for a consideration of both the technical and the 

institutional dimension, the World Bank (WB) framework for assessing Public Investment 

Management (Rajaram et al., 2010) has been chosen as the main theoretical reference to develop 

an ad-hoc conceptual framework. Mostly based on experiences drawn from developing 

countries across the world, this framework is conceived as a tool to identify weaknesses in 

public investment management systems that lead to unsatisfying outcomes. In addition, it 

suggests specific institutional and technical remedies, outlining "must-have" features of well-

functioning systems. As such, the model proves an excellent guide that can be applied across 

sectors and expenditure programmes. 

In order to enhance the specific analysis on the transport sector, adaptations to such models 

were made. Elaborating on the original WB framework, a number of institutional and technical 

aspects influencing project appraisal practices in the transport sector have been thus identified, 

structured and detailed, based on insights from sector-specific literature (Bristow and 

Nellthorp, 2000; Mackie and Nellthorp, 2003; Mackie at al. 2005; Litman, 2006, Haezendonck, 

2007; DfT, 2014; Nicolaisen and Driscoll, 2016) and drawing from international good practices. 

The conceptual framework thus represents the analytical lenses through which to observe and 

describe project appraisal in different contexts, while providing at the same time a detailed 

checklist to assess current practices. It will serve as a guide to carry out a survey and case studies 

in OIC member states, as well as subsequent analysis and formulation of conclusions and 

recommendations.  

Figure 1.1. synthetically presents the conceptual framework developed ad-hoc for the purposes 

of this study. It consists of seven aspects that can be investigated on a case-by-case basis. There 

are seven aspects, five related to the institutional dimension and two for the technical one, all of 

them further structured into main elements.  
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Figure 1.1: Conceptual framework with seven project appraisal aspects 

 
Source: CSIL 

 

In what follows, every aspect of the framework will be further examined. For each of the seven 

composing elements, relevant principles to apply in project appraisal systems will be identified, 

and the explanation will be complemented by a presentation of different possible options that 

can be found in practice, with underlying trade-offs and implications. Selected international best 

practices will serve as illustrations of specific items of project appraisal. It should be noted that 

the conceptual framework has been applied to two international cases, i.e. the Netherlands and 

the United Kingdom. Results are presented in Chapter 3, together with relevant findings from 

International Financing Institutions (IFIs).  

The main assumption here is that there is not a unique, ideal-type system. On the contrary, 

alternative solutions and approaches do exist, provided that a list of ‘must-have’ ingredients is 

included in the system. Gómez-Lobo (2012), illustrating the Chile’s National Public Investment 

System (SNI), indicates that a consistent framework for identifying, coordinating, evaluating and 

implementing public investments project, should include at least the following items: 

 a legal requirement to evaluate all investment initiatives;  

 a system of “checks and balances” defining clear and separate roles for, on one side, the 

institution that reviews and approves the appraisal of projects, and on the other side the 

institutions promoting projects; 

 multistage evaluations with various filters and supervisory and quality control mechanisms; 

 a system of norms, procedures and methodological support including the centralized 

definition of accounting prices,  

 ex-post evaluation to identify forecasting errors or managerial problems. 

7.  Follow up and 
learning

• Requirement

• Scope 

• Timing

• Roles

• Quality review

• Publicity

• Capacity

• Standards

• Tools

• Role in decision-making

• Selection criteria

• Methodology

• Items

• Risk assessment

• Forecasting techniques

• Monitoring

• Ex-post evaluation

6. Results of 
project appraisal

1. Legal basis

2. Governance

3. Capacity and 
tools 

4. Content

5. Demand 
analysis
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1.2.1 Legal basis of project appraisal 

Project appraisal effectiveness in improving resource allocation is linked to the enforcement and 

promotion of its proper and timely use. The degree and level of prescription that rule the 

assessment of transport project appraisal practices is the first element to be examined within a 

public investment management system. This aspect includes three elements: a) the existence 

and specification of legal requirements; b) the precise definition of its scope of application; c) 

the definition of its timing. 

Table 1.1: Elements of the legal basis aspect 

Aspect Elements included 

Legal basis of 

project 

appraisal 

1. Legal requirement: which type of requirement is in place, if any? Is there 

a legal requirement to carry out transport project appraisal or it is it simply a 

recommended practice? Does the obligation define appraisal objectives, 

features and methodology to be used?  

2. Scope of application: is the requirement for project appraisals common to 

all public investments (above a specific cost threshold) or is it specific for the 

transport sector? Is the project appraisal system diversified depending on the 

scale and typology of the project? is the appraisal performed on individual 

projects or on strategies?  

3. Timing: during the project preparation phase when is project appraisal 

usually prepared? is the project appraisal development performed ‘early’ 

enough in the process when project alternatives are still to be selected? 

 

Ad 1) Requirement 

The first point concerns which type of requirement to carry out transport project appraisal is in 

place, if any. Project appraisal can be carried out because of a precise legal obligation to do so, or 

simply because it is a recommended exercise. In any case, the decision to perform project 

appraisal should not be left to the initiative of project promoters or funding agency, it should be 

promoted and enforced, possibly by law.  

Different practices are in place in the Organization for Economic Co-operation and Development 

(OECD) countries related to legal requirement to perform Cost-Benefit Analysis (CBA), from 

nationally mandatory requirements to sector/institution specific practices, as presented in 

Figure 1.2. For instance, in Chile, there is a legal requirement for all public sector investment 

projects and programmes to be evaluated including (as of early 2010) infrastructure 

concessions funded by the private sector. Instead, in both the United Kingdom and the 

Netherlands there is no legal requirement, but CBA is recommended by government and used 

anyway (see 3.1.1 and 3.2.1). 
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Figure 1.2: Legal requirement to perform CBA for feasibility studies4 

 
Source: CSIL processing OECD survey data5 

 

The mere existence of a formal general requirement is not enough to ensure discipline in the 

way the requirement of performing a project appraisal is applied in practice and the level of 

enforcement. In other terms, the legal obligations or recommendations can address and specify to 

a different extent the appraisal objectives, its features and the methodology to be used. In other 

cases, the legal basis only recommends to carry out a project appraisal but it does not precisely 

define the way this appraisal should be made. The degree of specification within the legal basis 

critically influences the way the appraisal is carried out.  

The objective of the appraisal is another important element of the overall system and it is linked 

to the actual use of its results (discussed in section on results of project appraisal). While in the 

majority of cases project appraisal is used to justify the financing decision, other relevant 

objectives are accountability and strategic planning. Figure 1.3 presents an overview of 

objectives related to CBA in place in the OECD countries. 

 

                                                                 
4  Number of responses presented on the Y-axis. This also applies to the following tables, presenting results from the OECD 

benchmark study. 
5  Data are drawn from a survey carried out in 2014 by the OECD on 20 countries. The use of Cost-Benefit Analysis for 

appraising public capital investment was the focus of the survey but results are relevant for project appraisal more in 

general. A structured questionnaire for data collection was prepared and sent to country representatives of ministries of 
finance or equivalent departments with central budgetary and/or public investment roles (liaising with line departments 
and other key governmental stakeholders when relevant). Policy documents, guidelines, and regulatory reference 

documents complemented the information base and were analysed when available. Additional information and raw data 
are available here: https://qdd.oecd.org/subject.aspx?Subject=17375f7e-fc6c-4a5f-81bf-5b7e6a1da53c  
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Figure 1.3: The general objective of CBA6 

 
Source: CSIL processing OECD survey data 

 

Depending on the objective of the appraisal, the specific scope and timing can vary.  

 

Ad 2) Scope of application 

Provided that there is some requirement to carry out a systematic project appraisal, the issue 

becomes the scope of application of such requirement. While a good practice would suggest 

having some sort of scrutiny for all expenditure decisions, given that any appraisal is expensive 

in terms of both time and resources there is clearly a trade-off between the benefit of the 

appraisal and its cost.  

Different practices are in use. For instance, in Malta CBA is mandatory for all projects exceeding 

5 million Euro, in Lithuania a CBA is applied for all projects above 300,000 Euro while in Chile 

there is a legal requirement for all public sector investment projects and programs to be 

evaluated including infrastructure concessions funded by the private sector. 

A general proportionality principle7 applies in this case, with some modularity in the 

requirements for different types of projects (for example according to financial scale, nature, 

degree of risks). A rule of thumb is for example to calibrate the depth and effort of the study 

according to the phase and cost of the investment (see Table 1.2).  

 

                                                                 
6  Number or responses, more than one answer was possible. 
7  The concept of proportionality is usually applied to law and justice as a method assisting in discerning the correct balance 

between the restriction imposed by a corrective measure and the severity of the nature of the prohibited act. The same 

applies to legislative measures for which the expected benefits deriving from their enforcement should be proportionate 
to the costs required to fulfilling them.  
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Table 1.2: Depth and cost of project appraisal  

Phase or project cycle Type of appraisal Cost (% on total investment 

costs)  

Identification phase  Opportunity study 0.2-1.0 
Formulation  Pre-feasibility study 0.25-1.5 

Appraisal and selection Feasibility study 0.2-1.0 
Source: Own processing of UNIDO, 1991 

 

A transport project appraisal can for instance be mandatory for all financially significant public 

investments (with a precise definition of the financial threshold), or requiring different depth or 

type of analysis depending on the financial scale, scope or sector (e.g. for rail, road, urban 

transport). The proportionality principle is also implicitly recognised by the Chilean national 

system which promotes a multi-stage evaluation. A large investment project such as a bridge or 

a highway is evaluated at several stages of the project cycle. Instead, smaller, non-complex 

investments do not have to undergo all stages of the project cycle (Gómez-Lobo, 2012).  

The definition of scope in transport project appraisal is further complicated by the network 

character of this sector. Typically, a transport project has complementary infrastructures linking 

it to the rest of the network. Moreover, changes in traffic flows for one transport mode generate 

effects across other different modes. This poses a significant challenge to the analyst and 

requires to embed individual projects into comprehensive plans and strategies.  

Hence, a problem arises as to perform the appraisal on individual projects or at the strategic level 

(or a combination). While individual project appraisal is a common practice, usually by means 

of a CBA (see below on methodology), ranking projects in the same sector or subsector to build 

a strategic project pipeline is less common.  

Ad 3) Timing 

The purpose and scope of project appraisal in the decision-making process has an implication 

on its timing. In the same way, the phase of the project cycle at which the project appraisal is 

conducted has a significant impact on its role in the public investment management system. If the 

appraisal is used mainly in the preliminary phase by government to include or discard projects 

from a list and eventually to prioritise them according to budget, the appraisal should be done 

at a very early stage where different strategic solutions are still open to solve a given problem 

(this can be referred to “strategic appraisal” or “opportunity studies”). If project appraisal is 

required to assess an individual project and to eventually support its design, then the appraisal 

should be “thorough appraisal” accompanying the decision-making of possible real alternatives 

(Beria et al, 2012). On overview of when CBA is performed in the OECD countries is presented 

in Figure 1.4. 
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Figure 1.4: Timing when is CBA is prepared 

Source: CSIL processing OECD survey data 

 

As a good practice the appraisal shall be conducted at a sufficiently early phase of the project 

preparation, when project alternatives are still to be selected and the option analysis can thus be 

performed to identify alternatives which are not only technically, but also strategically different 

from each other. When carried out at later stages, the appraisal faces the trade-off of either being 

purely compliance-driven (if according obligations exist) becoming a justification for choices 

which have already been taken rather than instrumental for policy learning and future planning. 

A best practice is however to have project appraisal going along the entire project design and 

preparation cycle it can better inform and assist the entire decision-making process. This is 

explicitly recognised by the UK Green Book 2003 which states: “Appraisals are often iterated a 

number of times before their proposals are implemented in full. (…) In particular, as options are 

developed, it will usually be important to review more than once the impact of risks, 

uncertainties and inherent biases. This helps to avoid spurious accuracy, and to provide a 

reasonable understanding of whether, in the light of changing circumstances, the proposal is 

likely to remain good value for money. As the stages of an assessment progress, data must be 

refined to become more specific and accurate.” 

1.2.2 Governance of project appraisal 

Institutional arrangements for the coordination and management of project appraisal is a crucial 

variable in the identification of systems. While the administrative structure and tradition of a 

country or international organisation depend on a multitude of historic factors, three elements 

come to the forefront for the purposes of the present study and can be singled out to structure 

the analysis: a) Distinction of roles; b) Quality review; and c) Publicity. 
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Table 1.3: Elements of the governance and capacity aspect 

Aspect Elements included 

Governance of 

project 

appraisal 

1. Roles: who is responsible for transport capital expenditure decisions? Is 

there a coordinating entity at central level or are project appraisal practices 

largely delegated to sectoral/local procurement agencies? Which activities 

are delegated at sectoral/local level? Who performs transport project 

appraisals? is project appraisal performed by a technical unit within the 

administration or by private consultants? How are responsibilities and 

functions of procurement agencies, project promoter and project appraisers 

specified?  

2. Quality review: How are quality standards for project appraisal defined? Is 

there a system of independent quality review of project appraisal? 

3. Publicity: are project appraisal reports publicly available? how are the 

stakeholders included into the appraisal process? Are project appraisal 

results systematically used to inform public consultations and debate? 

 

Ad 1) Roles 

The institutional system influences the way in which roles and responsibilities are allocated 

across sectors and departments. In particular, it is important to recognise that there are three 

crucial roles: the analyst (who performs the appraisal), the evaluator (who checks its 

consistency and quality) and the decision-maker (who takes a decision based on the appraisal 

results). The role of project promoter, as sometimes distinct from the analyst, can also be 

identified. A balance of roles, in terms of distinction and coordination, shall be ensured.  

If planning and implementing agencies are manifold, a matter of coordination and consistency 

is at stake. Project appraisal tradition of the last century was embedded in a more centralistic view 

of government and consequently of investment planning and decision. The experience of the 

overarching coordinating role of the Treasury in the UK, just to mention an example, where 

echoed in the seminal Little and Mirrlees (1974) contribution, originally sponsored by the OECD. 

In the Little and Mirrlees view, a Central Office of Project Evaluation was responsible for both 

the computation of parameters and reference values and the allocation of capital expenditures. 

A recent and interesting example of overarching coordination body comes from Lithuania. Here, 

a centralised system for management of investments exists. The Central Project Management 

Agency (CPMA) plays the role of competence centre and ensures the implementation of 

investments and consistent and systematised management of project preparation, selection, 

appraisal, procurement, contracting and control as well as in full accordance with European 

Union (EU) legislation and national Lithuanian law. It coordinates and rules capital investment 

planning and implementation of all Line Ministries.  

Over the years, government has often evolved in a more decentralized institutional setting, with 

public investment decisions delegated to sub-national level, or to sector departments and 

agencies. An important dimension is the sharing of responsibilities between central and 
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decentralised procurement agencies. According to OECD (2017), about 40% of public 

investment is carried out by sub-national governments, albeit with some variability across 

countries (federal countries reach 63% of total public investments). A reflection in academic 

literature of this evolution is the Drèze and Stern (1987, 1990) framework (see also Florio, 2007, 

2014) where CBA is no longer necessarily the prerequisite of an all-powerful central planning 

body, but is described as a consistent set of rules to be applied by each level of government, each 

enjoying some scope for policy choice. The existence of a consistent set of rules is thus a 

mechanism to counteract the risk of fragmentation that can derive from a decentralisation of the 

investment appraisal and decision. In particular, it is observed that, without the definition of a 

precise set of rules specifying when, by whom and how to perform project appraisal, different 

sectoral (and sub-sectoral) or local practices can be developed to respond to the specificities of 

own investment decisions. This can result in plethora of practices and uses that do not allow for 

comparability and consistency in the approach. 

In most of the countries, this progressive shift of emphasis from the centre to line ministries, 

agencies and sub national government in the ownership of capital expenditure has not been 

matched by appropriate tax reforms. In this perspective, there still is a rationale for having a 

central scrutiny of project evaluation at central level, even if project decisions are taken at sub-

national level, or by sector departments and agencies. As a matter of fact, project appraisal 

systems can be steered by a coordinating entity at central level, but appraisal practices can be 

largely delegated to sectoral or local procurement agencies as well.  

Coordination and clear rules, balancing the different roles are necessary to reduce or mitigate 

opportunistic or myopic behaviours. In particular, a clear division of responsibilities and tasks 

among promoter, funding agency and reviewer should be distinct in order to reduce conflicts of 

interest and avoid potential bias due to manipulation or optimism. For example, if central 

funding agencies follow an expenditure-driven approach (they have a generic budgetary 

allocation for investment), their priorities can conflict with those of line departments or local 

administrators which have different constituencies and compete among them for scarce funds; 

private contractors implementing capital investments are often inclined to optimism bias when 

estimating their capacity to manage the project with the set timing and; project analysts may 

receive their remit not appropriately specified in terms of quality standards and requirements. 

Looking at whom is performing the appraisal, there is a wide variety of practice in use, ranging 

from dedicated units within the organisation or private consultants employed by line ministries, 

as presented in Figure 1.5 which shows who performs CBA in the OECD countries. The potential 

trade-off here is between the ownership of the appraisal (in terms for example of key assumptions 

and overall concept idea), which as far as possible shall be internal to the implementing agency, 

and technical expertise (see also section below), which may not be necessarily granted with 

internal resources, especially for very complex projects. In fact, within the complex chain of 

responsibility in project planning, funding and implementation, different actors hold different 

incentives which sometimes may clash. For example, the project sponsor (i.e. the agency 

providing the funds) can have an interest in ensuring the project sustainability and value for 

money while the procuring agency (i.e. the one in charge of selecting and managing the 
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contractual relationship with the contractor) can have an incentive in quick funds absorption 

and implementation.  

Figure 1.5: Parties that carry out CBA 

 
Source: CSIL processing OECD survey data 

 

Chile’s National Public Investment System (SNI) is one of the most consistent frameworks for 

public investment management, frequently singled out by relevant literature as a best practice. 

Key to the project appraisal procedure in Chile is the institutional distinction between project 

promoter and the Planning Ministry (Mideplan), which is the institution with the actual 

ownership of the reviewing role. Although the independence of the reviewing institution is not 

absolute, this institutional separation at least reduces the political and hierarchal pressures that 

could otherwise affect the quality of evaluations (Gómez-Lobo, 2012) when a unique institution 

in charge of promoting a project, assessing its appraisal and taking the funding decision.  

Ad 2) Quality review 

Regardless who promotes projects, carries out the appraisals and takes the decisions, an 

independent quality review of project appraisals represents a powerful insurance mechanism. The 

quality review can be performed by a department internal, but functionally independent, of the 

administration in charge of project appraisal and selection, or by an external authoritative body 

before the appraisal results are used for decision-making. In both cases, competence and 

independence shall be guaranteed for a proper system of checks and balance. Figure 1.6 

provides an overview of institutions involved in quality assessment of CBA in the OCED 

countries. 

The appraisal review is a check along a set of criteria which form the basis for project selection. 

Such criteria may refer to the degree of a) completeness of the dossier, i.e. the amount and level 

of details of the information is sufficient to enable an informed decision, b) its technical quality, 
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i.e. the analysis is carried out correctly, according to the state-of-art and the assumptions and 

results are credible. A system of quality check can ensure that only good results enter into the 

decision-making process, avoiding unrealistic or weak evidence being used for project selection. 

It is important however that the review goes beyond a formalistic compliance check and extends 

to an assessment of the rationale and substance of the assumptions and results underpinned by 

the analysis. A system which systematically rewards good analysis and rejects or asks for revisions 

of poor ones, is a system enforcing a culture of evidence-based policy. 

 

Figure 1.6: Parties involve in the quality of the CBA 

 
Source: CSIL processing OECD survey data 

 

An interesting example is the Chilean system which includes both supervisory and quality 

control mechanisms, with clear separation between the project analyst and the official 

responsible for determining the project’s rate. In the specific case of complex investment that 

may be particularly difficult to evaluate from a methodological point of view, the central 

administration establishes a review committee. Moreover, two or three times a year, the 

coordination unit undertakes a review process of a random sample of recommended investment 

initiatives. Another example of a formal review process is provided by the European Commission 

(EC), as embodied in the EU cohesion policy legislation for 2014-2020. See further on this in 

section 3.3.2. 

Usually, the way in which the quality control system is designed reflects the institutional 

safeguards implemented to improve the effectiveness of the project evaluation. Among the 

features of an effective quality control system there are: the separation between the institution 

that reviews and approves the appraisal of projects from the bodies promoting projects; a strong 

normative foundation that includes the development of methodological guidelines and 
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procedures; a clear set of criteria against which the appraisals are assessed; an independent 

review and supervision mechanism. 

 

Ad 3) Publicity 

Stakeholders involvement is part of the governance system and reflects the extent to which 

project appraisal and selection includes the view and voices of stakeholders external to the 

public administration, including the wider public. The element of publicity can be broken down 

into two distinct sub-elements: first, the use of project appraisal reports during the decisional 

phase in order to inform stakeholders; second, the report publication after the decision has been 

taken, for transparency purposes. 

On both aspects, different practices are in use. A tension exists between transparency and 

stakeholder involvement on one side, and confidentiality and political sensitivity on the other 

side. How the trade-off is solved on a case-to-case basis may depend also on the local 

administrative traditions. In some countries, reports are made publicly available and serve as a 

contribution to public debate on the realisation of major infrastructures or to research in the 

field of public investment. In other cases, information included in them is seen as sensitive, and 

therefore remains undisclosed to the public. For example, no requirement for public information 

on the CBA of major projects under the EU Cohesion policy exists, while the WB regularly 

publishes its Project Appraisal Documents, provided that sensitive issues (e.g. revenue flows of 

private service operators) are not disclosed8. Figure 1.7 presents an overview of the countries 

involved in the OECD benchmark on publication of CBA results.  

Figure 1.7: Public availability of CBA of major capital investment9 

 
Source: CSIL processing OECD survey data 

                                                                 
8  They are available at the following link: http://www-

wds.worldbank.org/external/default/main?pagePK=64187835&piPK=64620093&theSitePK=523679&menuPK=6418

7283&siteName=WDS&docTY=540656&pageSize=20  
9  Number of respondents are presented on the vertical axis. 

0

1

2

3

4

5

6

7

8

Yes, they are uploaded on
the web and openly

accessible by the wider
public

No, they are confidential Yes, they can be available
upon request

Other

http://wds.worldbank.org/external/default/main?pagePK=64187835&piPK=64620093&theSitePK=523679&menuPK=6418


 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

28 
 

The publicity element, in any case, points to two other broader issues. First, the quality incentive 

of evaluators. Project evaluators that know that their work is not going to be publicly available 

may have less incentive to spend effort on their tasks, as they may think that after all their 

mistakes will not be exposed to much publicity. Second, the stakeholder involvement into the 

appraisal process. Which stakeholder are involved, how their selection takes place, at which 

phase of the project preparation, and what role their contribution plays in the decision-making 

process are related questions to address. When reports are publicly available, appraisal reports 

can be used for public debate and official hearings, thus shifting the political debate on more 

evidence-based arguments. Public acceptability is an important determinant of the project 

success especially when a project brings about transport pricing changes. In such cases, is 

fundamental to consider the perceptions and attitudes of the general public and stakeholders 

(see chapter 12 in Mackie and Nellthorp Eds, 2003). 

1.2.3 Capacity and tools for project appraisal 

At the boundary between the institutional dimension and the technical one, this aspect includes 

a) capacity; b) the development of tools and c) standards to guide the project appraisal activity. 

Elements include the following: a) guidelines; b) standards and guidelines. 

 Table 1.4: Elements of the capacity and tools aspect 

Aspect Elements included 

Capacity and 

tools  

1. Capacity: Is technical capacity constantly monitored and ensured? Is there 

a systematic training and dissemination programme to improve internal 

capacity (with periodic monitoring of the alignment to state-of -the-art 

methodologies)? Is training in project evaluation provided? If yes, by whom? 

2. Tools: Are there standard tools such as models or templates that shall be 

followed for analysis and reporting? Are general and specific guidelines 

developed? 

3. Standards and guidelines: Are there specific legal requirements on the 

content of the appraisal report or is there no clear standard required? Are 

there references parameters (e.g. time horizon, discount rates) and unit 

values provided in a prescriptive way or does the project analyst enjoy 

flexibility in performing the analysis?  

 

Ad 1) Capacity  

Capacity of the public sector branches in charge of performing and reviewing project appraisal 

lies at the core of public investment management. Depending on the role of the administration, 

especially whether it reviews appraisal contracted externally or it actually performs the 

appraisal internally, technical and strategic capacity can be of different nature. Even when 

technical reports are contracted to external consultants, the capacity to manage and review the 

work of such experts is crucial in order to have high quality project appraisal reports. Clearly, when 

project appraisal is delegated to private consultants hired on the market, internal capacity 

relates to the need to review and react to the results provide by external professionals. In such 
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cases the push to improve internal capacity is often weak leading to no systematic training and 

dissemination activities.  

A good practice is the establishment, at central or sectoral level, knowledge centres with state-of 

art expertise which are constantly monitored and updated. Such units can be internal to the 

procurement administration or external in a form or public agency or publicly funded body. Such 

entities can provide support and technical assistance to design, contract, perform or review 

project appraisal reports. Chilean experience represents a significant example in this respect. 

Actually, one of the main activities of the national coordinating body in the context of the 

National Investment System has been the training of public officials in the preparation and 

appraisal of projects at all levels of government. As reported by Gómez-Lobo (2012) this effort 

was aided through partnerships with academic institutions and after more than 30 years of 

training efforts, it can be said that nowadays there is an “appraisal culture” within the Chilean 

public sector.  

Another option is the establishment of a dedicated programme. An example is the Joint Assistance 

to Support Projects in European Regions (JASPERS) initiative, as illustrated further in section 

3.3.3. 

Regardless the level and nature of the required expertise, a systematic monitoring needs to be 

in place to ensure high-level capacity, keeping under close scrutiny the needs in terms of both 

staff and skills. A cyclical gap-analysis is to be complemented by a tailored training and 

dissemination programme, aiming to align internal capacity to state-of-the-art methodologies. 

Beyond a mere enquiry on the delivery of training, however, the analysis will also focus on its 

quality standards and how these are set. 

Ad 2) Standards  

The definition of standards and common reference in project appraisal responds to the need to 

ensure consistency and reduce discretionality in the way the appraisal is performed. It can also 

make the life of project analysts easier by providing off-the-shelf methods and tools since there 

is generally large rooms of manoeuvre to interpret and put general methodological 

requirements into practice. It can also imply to perform ad-hoc data collection and processing 

to estimate parameters and unit values which need specific expertise.  

There is of course a trade-off between the level of prescription and the flexibility that needs to 

be ensured to reflect the specificities of individual projects. The definition of counterfactual 

scenario or the assumptions underpinning demand projections are for example just two 

dimensions that do not lend themselves particularly well to standardisation.  

An important aspect of standardisation is the definition of common values and parameters to be 

used in the analysis. Values such as discount rates or shadow prices may reflect policy 

considerations and preferences. They also may require specific technical expertise and data to 

be estimated, so that it is not efficient or advisable to have ad-hoc estimations made on purpose 

and project-by-project.  
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Lithuania has recently put in place a strongly centrally coordinated system which defines, for a 

list of 14 sectors, including transport, unit values for 89 economic benefits and externalities, as 

well as a number of conversion factors for the most typical input (such as for example utilities, 

land, equipment, labour) which are updated on an annual basis in line with official statistics. The 

same is done by Chile where the central planning agency annually determines the shadow prices 

of labour (skilled, semi-skilled and unskilled), discount rate and other shadow prices commonly 

used project appraisal. In the case of transport this includes for example shadow prices of fuels, 

lubricants, tires, new vehicles, maintenance and the social value of travel time.  

Being the sector with the longest tradition of project appraisal, transport can enjoy a number of 

programmes, initiatives and academic review that, building on meta-evaluations or on primary 

data collection and processing, provide standard values that, even if not binding by law, are 

widely accepted as official international reference. A number of them are provided at the EU 

level, such as the Harmonised European Approaches for Transport Costing (HEATCO)10 for unit 

values of transport benefits or the ExternE11 for external environmental costs or the meta-

analysis presented in Wardman et al (2016).  

Ad 3) Tools and guidelines 

The existence of a general guidance document developed at central or local level to assist the 

appraisal performer with formal indications (and reference values, in case) is an important 

element of the system which not only can facilitate the work of the analyst, but also serve the 

goal of increase comparability by standardizing the analysis. This based on standards, as 

described above. 

A sector-specific toolbox may exist as well, either in addition or as an alternative to more general 

guidelines. Examples of general guidelines applied to all sectors are the UK Green Book or the 

EC Guide for CBA (more on this can be found in Chapter 3). Also, international organisations 

such as the Asian Development Bank (ADB) have adopted own guidelines for project appraisal. 

In the EU context, national authorities were encouraged to develop own guidelines and reference 

value. As a reflection of this recommendation, many EU Member States, especially those with a 

more recent tradition of project appraisal such as Malta, Lithuania, Poland, Hungary and 

Romania, have developed national guidelines that are now applied also to projects funded by 

national budget. Some of them are at the sector level (the Polish so-called ‘Blue Book’ is the most 

notable example). Sectoral guidelines are quite common in the transport sector as compared to 

other sectors.  

Guidance documents sometimes only establish common principles for project assessment. In this 

case, the appraisal performer enjoys a lot of flexibility in conducting the analysis. Alternatively, 

more elaborated and practical guidelines may be more prescriptive and detailed, also providing 

unit values (e.g. the value of time) and other parameters such as discount rates or shadow prices.  

                                                                 
10  See for example HEATCO, (2006). Developing Harmonised European Approaches for Transport Costing and Project 

Assessment, Deliverable 5, Proposal for Harmonised Guidelines, IER, Germany. 
11  http://www.externe.info/externe_d7/ 

http://www.externe.info/externe_d7/
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Developing software or IT tools, such as templates and spreadsheets to support routine calculation 

is another way to enhance standardisation. Lithuania for example has developed a standardised 

spreadsheet as computational tool provided by the central planning agency to all line ministries 

and procurement agencies developing capital investment projects. The spreadsheet enables the 

automatic calculation of key indicators and other aspects (e.g. the treatment of VAT). Observed 

benefits of this system are a reduction in mistakes and inaccuracies as well as easier and shorted 

evaluation processes. An additional reported benefit is also that less specific knowledge is 

needed, however this risks also to be a weakness of the system if it ends in a too mechanical 

exercise without thorough technical 12ownership of the key assumptions and features of the 

project appraisal.  

In example of a transport-specific comprehensive set of tools and guidelines is WebTAG (Web-

based Transport Analysis Guidance) developed by the UK government (see further in section 

3.1.4). Instead, the Highway Development and Management (HDM-4) model is an example of a 

commercial software package, which serves as a tool for the analysis, planning, management 

and appraisal of road maintenance, improvements and investment decisions. HDM-4 is regularly 

used as the WB’s model for appraising road investment proposals in developing countries. 

Finally, standardizing project presentation formats can be a powerful means to communicate 

appraisal assumptions and results, thereby aiding the comparison of different projects 

appraisal. The fact that assumptions are clearly identifiable allowing for replicability of the 

analysis is a key feature of an appraisal report which requires to be carefully assessed as a part 

of the content requirements. This is the system adopted by INEA an EU executive agency in 

charge of implementing the Connecting Europe Facility13. The agency requires applicants in calls 

for proposals to adhere to the EC CBA Guide, but leaves flexibility in the way the CBA are 

performed. Nonetheless, regardless the specific model adopted, it requires to present the CBA 

results according to a defined Cash Flow Template, organised in such a way as to make easier 

the access and understanding of data and results by the appraisers14.  

1.2.4 Content  

As regards the technical dimension, the analysis focuses on how transport project appraisal is 

carried out. In particular, three main elements are to be firstly examined when assessing project 

appraisal practices: a) Methodology; b) Items; c) Risk assessment.  

                                                                 
12  https://www.piarc.org/en/knowledge-base/road-assets-management/HDM-4-Software/ 
13  https://ec.europa.eu/inea/en/welcome-to-innovation-networks-executive-agency 
14  https://ec.europa.eu/inea/en/connecting-europe-facility/cef-transport/apply-funding/2018-cef-transport-call-

proposals 

https://www.piarc.org/en/knowledge-base/road-assets-management/HDM-4-Software/
https://ec.europa.eu/inea/en/welcome-to-innovation-networks-executive-agency
https://ec.europa.eu/inea/en/connecting-europe-facility/cef-transport/apply-funding/2018-cef-transport-call-
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Table 1.5: Elements of the governance and management aspect 

Aspect Elements included 

Content 1. Methodology: What types of analysis (CBA, CEA, MCA, qualitative analysis, 

macroeconomic modelling etc.) are required/recommended as part of the 

project appraisal development? Is there one specific suggested 

methodology for project appraisal? Is it complemented by other 

methodologies? 

2. Items: What is the standard content of a project appraisal? Which are the 

typical items included in an appraisal report? Which benefits/impacts are 

considered? How are they calculated? 

3. Risk assessment: How is the risk assessment incorporated in into the 

project appraisal? Are forecasts expressed by a baseline figure or are 

confidence intervals also provided? Is a quantitative and/or qualitative risk 

analyses carried out? 

 

Ad 1) Methodological approach  

The choice of a methodology implies that different aspects are considered and different techniques 

and tools are used for their assessment. One of the features of transport decisions is that they 

typically impact on many parties such as transport operators, transport users, local residents 

and businesses, taxpayers, land and property owners. Each of them would like to assess and 

maximise the effects of a project from the perspective of his/her own interest. Therefore, the 

perspective of transport appraisal needs to be the society as a whole (The World Bank, 2005). 

This approach implies to take into account both positive and negative effects brought about by 

the project whoever is affected. Different methodologies applied for transport project appraisals 

are presented in Table 1.6. 



 
 

Improving Transport Project Appraisals  
In the Islamic Countries 

 

 33 
 

 

Table 1.6: Methodologies in use for transport project appraisal  

Methodology Output  

Macroeconomic 

simulation models 

 

 Variation of gross domestic product (GDP) growth and other 

macroeconomic variables (inflation rate, employment rate, 

wages, etc.) and productive factors 

 Variation of Human Development Index or other indicators 

 Variation of Environmental Performance Index or other 

environmental indicators. 

Input/Output models 

 

 Variation of GDP growth and other macroeconomic variables 

(inflation rate, employment rate, wages, etc.) and productive 

factors. They are not suitable for capturing the technological 

change 

Cost Benefit Analysis 

 

 Indicators at micro level, with a relation to economic the 

dimensions: net present value (NPV), internal rate of return (IRR) 

 Willingness to pay for increased aesthetic value, hedonic price for 

urban regeneration, social value of improved safety, etc.  

 Monetary value of environmental externalities using revealed or 

stated preferences  

Cost-Effectiveness 

Analysis 

 

 Quantitative indicators on travel time savings  

 Quantitative indicators on safety: n. of avoided deaths and injured, 

Quality Adjusted Life Year (QALY) 

Information Elicitation 

Techniques 

 Qualitative information on the project’s economic contribution 

 Quality of Life Index and other qualitative information on the 

project’s environmental contribution 

 Environmental Impact Assessment (EIA) and other qualitative 

information on the project’s environmental contribution. 

Multi-Criteria Analysis  Qualitative impact score 

 

Focus on CBA 

Suggested methodologies can vary depending on the scale and typology of projects. Usually, for 

major transport infrastructures, CBA is the most common recommended methodology, although 

the way it is implemented can vary from one context to the other. Methodological guidelines 

specific for transport are developed in many countries, for example in the UK, Spain, France, 

Poland, the Netherlands, Denmark, Chile) and routinely updated15.  

CBA is considered the most suitable technique for evaluating infrastructure investment because of 

its long-term, holistic, micro-economic and welfare-based nature. In CBA one tries to express all 

socio-economic advantages or disadvantages of an investment decision in a long-term 

perspective by systematically comparing its costs and benefits (including the externalities) in 

order to estimate the net welfare change attributable to it. The basic idea of CBA is that the socio-

                                                                 
15  See also Section2.2.3 on standards and guidelines. 
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economic impact of an investment project is given by the difference over time of the benefits 

accruing to different agents thanks to the project and the costs of producing such benefits, all 

valued at their opportunity cost. The key strength of this approach is that it produces information 

in a quantitative form about the project’s net contribution to society, summarized into simple 

numerical indicators, such as the NPV of a project. The fact that CBA leads to a single outcome in 

money units is a great advantage; this does not only make it possible to rank projects, but also 

to reach conclusions about the social desirability of the project by itself. 

CBA has a long and respected intellectual and practical history, especially in the transport sector. 

As a matter of fact, the CBA theory was developed initially for transport infrastructures and then 

extended to other fields. Governments and international institutions all around the world recur 

to CBA in the process of transport infrastructure planning and appraisal in a variety of ways (see 

e.g. Beria et al, 2012). The strong tradition of CBA in the transport sector of the OECD countries 

is also reflected in Figure 1.8. 

Figure 1.8: CBA performed in various sectors 

 
Source: CSIL processing OECD survey data 

 

However, since different CBA traditions developed over time and context, it is not trivial to specify 

the way in which the CBA has to be performed. For instance, a key methodological distinction is 
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and literature in common and attempts to bridge the two practices have been done, each school 

still has its own additional literature and practitioners16.  

Still, other relevant methodologies exist. The strengths and weaknesses of different evaluation 

methods are discussed in what follows. While these methods show greater disadvantages if 

compared to CBA in the context of project evaluation, they are not mutually exclusive, as can be 

best observed in the case of CBA frequently incorporating features of qualitative analysis or 

complemented by Multi-Criteria Analysis (MCA). A project appraisal system can thus foresee the 

use of different analyses according to specific purposes, which need to be explored. Nevertheless, 

it must be recognised that without an intellectual honesty granted by a unitary perspective, the 

decision process may be tended to pick up the approach more favourable to one project rather 

than another.  

If compared to other quantitative methods, for example general equilibrium and input-output 

models, the CBA shows more advantages to investigate the details required to isolate the impact 

of an individual project. CBA theoretical foundations lie in microeconomics, and the data used 

are at project level, while macro-economic modelling needs aggregate values such as aggregate 

expenditure on infrastructures, GDP growth, GDP elasticity to infrastructure expenditures for a 

given territorial unit (e.g. region, country, EU).  

General equilibrium and input-output models are typically used to assess the impacts of 

investment programmes, normally modelled as an exogenous shock to the economy which 

generates direct, indirect and induced (“wider”) impacts on aggregate indicators, such as GDP. 

These indicators can offer decision-makers a more convincing narrative while promoting 

policies pursuing economic objectives in terms of regional development and growth. However, 

they may be a distorted measure of social welfare, for example they do not reflect externalities 

and all opportunity costs (see UK Department of Transport, 2016 for a comprehensive 

discussion about the differences between welfare and GDP measures).  

Like CBA, Cost-Effectiveness Analysis (CEA) is a method used for the evaluation of a project’s 

effects at the micro level. CEA differs from CBA not only in that it does not measure benefits in 

monetary terms (the non-monetary valuation of benefits in CEA is based on the strong 

assumption that all options considered deliver the same benefits), but also that the goal is more 

policy-specific. CEA is in fact usually aimed at identifying the possible alternatives for achieving a 

goal, the related costs and at choosing the most effective option. As such, CEA can take two 

forms: 

 Cost minimisation: an analysis of which alternative can be implemented at the lowest costs; 

monetising of non-monetary effects is not needed here. This method is only suitable for 

comparing alternatives which have more or less the same effects other than costs, which is 

not the case in this ex post evaluation. 

                                                                 
16  Among divergences between PE and GE there is the fact that the PE approach precludes consideration of ‘indirect or 

multiplier’ effects. In contrast, the GE framing involves a high level of aggregation and models direct and (to some extent) 

indirect effects transmitted through a chosen number of input and output markets along with the intervention 
expenditures. 
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 Effect maximisation: an analysis of which alternative yields the highest level of desired 

effects on society; these effects need to be made comparable by monetisation or doing a 

partial MCA. This method is only appropriate for alternatives with more or less the same cost, 

which does not apply to our list of ten transport projects. 

In MCA one does not try to express all effects in one dimension (money), which is a strong 

limitation in comparison to CBA, but several dimensions are used at the same time. Criteria can 

be measured in money units, minutes, grams, decibels or even be qualitative (e.g. ranking of 

projects on a criterion). The overall assessment of a project or the ranking of different projects, 

using all the criteria, takes place by using criterion weights, which form an expression of political 

priorities. MCA also scores high on providing transparency. It requires less work to prepare the 

effects sheet than in CBA for the costs and benefits, and can take into account effects that are not 

in money or not even quantified. Two important disadvantages are that several MCA methods 

are quite elaborated in their processing of the effects sheet and that they require importance 

weights for the criteria. These are often hard to come by/agree on.  

Ad 2) Items of a project appraisal  

The standard content of project appraisal (as laid out in guidance documents, if present) can be 

assessed by identifying which items are required or recommended. A typical appraisal report 

includes the following items:  

 Description of the context,  

 Project identification and objectives,  

 Demand analysis,  

 Technical design of the project,  

 Management and time plan,  

 Financial analysis,  

 Economic analysis,  

 Risk assessment.  

Clearly, the content reflects the purpose of the appraisal and the methodological approach 

followed. For example, while the EC requires to perform a financial analysis, which is used to 

assess the financing gap and therefore the calculation of the EU grant, in the UK only an economic 

analysis is asked for. Regardless methodological specificities, a trade-off exists between setting 

mandatory requirements (including standard template) and establishing a minimum set of 

contents. The EU cohesion policy legislation for 2014-2020 (article 101 of Regulation (EU) No 

1303/2013) provides an example of mandatory content for major project appraisals (see 

further in section 3.3.4) 

The extent to which elements are mandatory in CBA for different OECD countries is presented 

in Figure 1.9.  
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Figure 1.9: Specific requirements in terms of content of the CBA 

 
Source: CSIL processing OECD survey data 

 

An overview of typical items included in a CBA is presented in Figure 1.10. 

Figure 1.10: Typical items included in a CBA 

 
Source: CSIL processing OECD survey data 
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Another topic is the list of effects that can reasonably be included in the assessment, as well as the 

method for their assessment. Guidance documents may as well provide suggestions on the most 

suitable methods to calculate the effects generated by the transport project. Ideally, the 

appraisal should include all impacts of the investment. However, setting such a broad scope for 

an appraisal will result in extensive and expensive data collection and analysis (The World Bank, 

2005). Given that the purposes of the appraisal are mainly to assess if a project is economically 

beneficial and to aid the choice between alternatives, the scope of the appraisal is in practice 

often narrowed by including a number of core effects.  

A good practice is to define a shortlist of typical benefits that one may expect to have for 

homogeneous groups of projects. At a minimum, for transport projects these should include 

journey times, vehicle operating costs, safety, environmental effects, user charges and operator 

revenues. In practice, a transport project must generally be justified by its direct benefits (Beria et 

al, 2012). This conservativeness principle, which is shared by a number of guidance documents 

(e.g. the World Bank, the UK, the EU), prevents overly optimistic outcomes on borderline issues. 

However, this approach does not mean that second order effects (such as agglomeration 

economies, distributive effects, wider economic impacts) are neglected. Second order effects can 

clearly make a project preferable over another, but they cannot make feasible an otherwise 

unfeasible investment. An overview of typical items included in an economic analysis of the 

OECD countries is presented in Figure 1.11. 

Figure 1.11: Typical items that are included in the economic analysis 

 
Source: CSIL processing OECD survey data 
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For the consideration of environmental effects in particular, the use of EIAs for transport 

projects has evolved during the last decades into an established practice in many parts of the 

world. A comparative study (Al-Azri et al., 2014) on EIA systems in the Gulf Cooperation Council 

States17, for instance, shows that several countries have achieved considerable progress in 

developing legal and administrative frameworks for EIA systems. 

Ad 3) Risk assessment 

Project appraisal typically concludes with a risk assessment, aiming at including uncertainty on 

future events into the analysis, thus increasing its accuracy and credibility. This can however be 

done following different approaches (e.g. quantitatively and/or qualitatively). A qualitative risk 

assessment is a discussion of the main source of risks, the identification of appropriate 

mitigation measures and, in the best case, a risk management plan assigning responsibilities to 

take action if some of the identified risks occur. A quantitative risk assessment usually requires 

to identify the probability distribution of each variable included in the appraisal model (e.g. 

value of time, level of demand, share of modal shift, etc.) and to run a Montecarlo simulation18 

to obtain a probability distribution of the performance indicators (IRR and NPV): In this way 

there is a quantitative assessment of the degree of risks which can then be addressed by an 

appropriate risk management plan.  

Examining risk assessment characteristics shall be part of an evaluation of transport project 

appraisal practices, observing which risks are considered, how they are calculated or weighted, 

and how mitigation measures are developed. The way forecasts are expressed (e.g. with a 

baseline figure or with confidence intervals) can be revealing as well, and should be subject of 

scrutiny. This analysis, if appropriately made, can be extremely informative and useful to 

anticipate the possible source of risk as well as to frame, even with contractual obligations, the 

respective duties and responsibilities of all the actors involved in the project implementation 

and operation. It is a useful tool in the case of PPP schemes.  

1.2.5 Demand analysis 

For its relevance in project appraisal (transport sector being no exception), demand analysis has 

been singled out as a separate aspect within the technical dimension of the assessment.  

Table 1.7: Elements of the demand analysis aspect 

 

Transport project appraisal involves traffic forecasting. Transport models, which are systematic 

representations of the traffic demand, its drivers and effect, are generally used for traffic 

                                                                 
17  Oman, UAE, Qatar, Saudi Arabia, Bahrain, Kuwait. 
18  Computational algorithms relying on repeated random sampling to obtain numerical results.  

Aspect Elements included 

Demand 

analysis 

1. Forecasting techniques: What kind of forecasting models 

(deterministic/stochastic, static/dynamic, analytical/simulation) and 

techniques are used? 

https://en.wikipedia.org/wiki/Computation
https://en.wikipedia.org/wiki/Algorithm
https://en.wikipedia.org/wiki/Random_sampling
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forecasting. Usually they build on data on past and current traffic to study how they are linked 

to other variables of the context and actors’ preferences and behaviours and combine them to 

other data on population, employment, travel costs and travel times, etc. Once the model is in 

place, if populated with projected data on population, employment, and other variables it results 

in estimates of future demand. Different models and techniques may indeed be suggested or 

required, for example deterministic/stochastic, static/dynamic, analytical/simulation 

approaches. Building a model requires trading-off time and resource (especially budget and 

capacity) constraints. Models that forecast the traffic demand include travel costs, travel time 

and an alternative specific constant. The specification of the model is the way each variable is 

linked to the other and, in particular, what depends on what and how. Depending on the level of 

specification they can provide different degree of details on the demand. They have to be 

adapted to freight and passengers traffic and should take into consideration network and multi-

modal effects on traffic and, where relevant, corridor level interactions among projects and 

modes. For example, network effects require that models include: a sufficiently wide 

geographical areas, various multimodal responses, (both in terms of competition and 

complementarity), interaction in responses between passengers and freights, consider 

congestion effects and changes in departure times.  

The traffic demand forecasts form a key input to the project appraisal. In particular, in addition 

to determine the infrastructure capacity and other more technical specifications, it affects the 

calculation of socio-economic and environmental effects (which, in some cases, can be included 

as direct output of the model itself). As such, any errors present within the demand forecasts 

will undermine the reliability of the appraisal19. The accuracy of demand forecasting is therefore 

important in the delivery of the appraisal. In turns, the quality of the forecast depends on the 

quality of the underlying models. The standard transport model structure adopted in the UK is 

presented in the following figure in a flow chart format.  

 

                                                                 
19  https://openknowledge.worldbank.org/bitstream/handle/10986/11797/339330rev.pdf?sequence=1&isAllowed=y 

https://openknowledge.worldbank.org/bitstream/handle/10986/11797/339330rev.pdf?sequence=1&isAllowed=y
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Figure 1.12: Standard transport model structure adopted in the UK 

 
Source: UK Department for Transport20 

 

National and regional traffic models are usually prepared by central or regional public authority 

in charge of transport planning and implementation. They are developed either by internal 

specialised units or by external consultancy or, more often, academics. They require highly-

specialised expertise both for its design and running. A full ownership of the traffic model is 

necessary in order to allow its update and adjustment over time. Ad-hoc prepared traffic models 

are less effective and reliable.  

1.2.6 Results of project appraisal  

The project selection is an important element of the institutional dimension and relates to the 

extent to which results of the appraisal are actually used and fed into how the decision-making 

process. It includes the following elements: a) Use of the results; b) Selection criteria. 

                                                                 
20https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-

tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf, Pg.6.  

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf


 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

42 
 

Table 1.8: Elements of the results aspect 

Aspect Elements included 

Results of 

project 

appraisal (i.e. 

project 

selection) 

1. Use of results: How are the results of the project appraisals used? Is project 

appraisal used to provide a justification for individual project 

selection/decision in the feasibility phase or does it enable a prioritisation 

of projects? 

2. Selection criteria: Is it possible to select project with a negative economic 

result? How is alignment with strategies ensured? How are qualitative and 

quantitative evidence combined in the final assessment?  

 

Ad 1) Use of results 

Once project appraisals are produced by the appointed body, it shall enter into the decision-

making process in order to have some influence on it. The objectives of appraisal (e.g. project 

prioritisation, choosing among alternatives, justification for individual project selection) may 

differ and influenced the role it has in the decision-making process. There are in fact different 

types of decisions that can be supported by transport appraisal: prioritising projects within a 

programme, choosing, between alternative solutions, deciding whether or not particular 

projects represent good social value for money, and choosing the timing of investment (Bristow 

and Nellthorp, 2000).  

The OECD survey distinguishes among different roles that project appraisal can have in the 

decision-making process, although deviations frequently exist between the declared role and 

the practice. The purpose, scope and nature of appraisal can differ according to the role it has in 

the decision-making process, as presented in Figure 1.13.  

Figure 1.13: The role of CBA in the feasibility study stage 

 
Source: CSIL processing OECD survey data 
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Ad 2) Selection criteria 

Provided that appraisal results have some influence on the decision-making process, systems 

differ as to what extent they use strict selection criteria based on the appraisal results or 

combination them with additional information. A common practice is to combine the results of 

different analyses (technical, economic, environmental) to have a comprehensive information 

basis for decision-making. In general, a certain balance shall be guaranteed between objective 

and subjective (quantitative and qualitative) evidence in order to have a balanced selection 

system.  

When a specific methodology for assessing the socio-economic impact is required, well-specified 

performance indicators are established with objective rules for selection. This creates a 

transparent and accountable selection mechanism, with poor rooms for manoeuvre and 

discretionality. In the case of a CBA, for example, a positive economic NPV, an economic rate of 

return (ERR) higher than the adopted social discount rate, and a benefit/cost ratio higher than 

1 reflects a positive welfare change for the whole society brought about by the project, which 

supports a justification for funding. In the case of a CEA, the project must offer the lowest social 

cost among feasible alternatives. 

Although it would be difficult in principle to justify a project with a negative economic 

assessment, there could be some flexibility in the way criteria for selection are applied in the 

practice. For example, exceptions can be made when the project has intangible benefits or 

positive externalities which could not be reflected in a reasonable measurement, or when a 

project holds a positive result in the economic assessment but a too high risk profile or, again, 

for a project with a low economic rate but a high strategic importance, for example because its 

target specific group of people or territories considered a priority in a perspective of reducing 

regional or social disparities.  

1.2.7 Follow up and learning in project appraisal 

Transport project appraisal is usually performed to provide decision makers with a tool based 

on scientific approaches hailing from different disciplines, which explores different options and 

scenarios. As such, it is mainly used during the early stage of project preparation, in order to 

identify the solution ensuring the largest positive welfare change to society. However, project 

appraisal can also serve as a powerful mechanism after project completion for follow-up and 

learning. Two practices are worth mentioning: a) monitoring; b) ex-post evaluation.  

Table 1.9: Elements of the governance and management aspect 

Aspect Elements included 

Completion 

review and 

evaluation 

1. Monitoring: Is basic completion review performed? Do rules exist 

regarding obligations and requirements of completion reviews to identify 

forecasting errors or managerial problems? Is project appraisal constantly 

updated as monitoring and management tool to improve project resilience? 

2. Ex-post evaluation: Is ex-post evaluation of project carried out? If yes, 

when it is usually carried out? Do rules exist on how many years after the 
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Aspect Elements included 

project completion the ex-post evaluation should be carried out or is this left 

to occasional initiatives? Is ex-post evaluation carried out periodically on a 

sample of investments or rather on a selective basis? If in-itinere and ex-

post project appraisal is performed, how are they used as a learning 

mechanism?  

 

Ad 1) Monitoring 

Capital investment preparation and selection may spread along significant period of time 

(sometimes even many years). This call for periodic revision and adjustment of the initial project 

idea in order to accommodate evolving needs, new or updated information, and context changes.  

A basic completion review consists in a comparison of information such as actual construction 

period, project costs and outputs with forecasted figures in the ex-ante evaluation. Its purpose is 

to examine whether the project was completed within the foreseen time frame and in line with 

the initially allocated budget resources, and whether outputs were delivered as planned 

(Rajaram et al., 2010). Being instrumental to identify forecasting errors or managerial issues, 

the existence of obligations to carry out completion reviews should be carefully checked. In 

order to avoid misleading conclusions, a completion review should not be confused with a 

compliance audit, which, however indispensable, falls outside the scope of project appraisal.  

Far from being confined to an ex-ante dimension in the pre-feasibility stage, project appraisal 

should also be performed in-itinere and ex-post. It is thus necessary to check whether at project 

level the appraisal is constantly updated as monitoring and management tool to improve project 

resilience and, at a more general level, whether a structural mechanism exists for institutions to 

learn from experience. 

Ad 2) Ex-post evaluation 

Often both referred to as ex-post CBA, re-appraisal carried out during project implementation 

and retrospective CBA entails different timing and serves different purposes. The former 

typology is carried out in the first years of the project operation and it is more a monitoring 

activity aimed at reviewing the cost, timeframe estimations and compliance with the technical 

requirements in the light of possible adjustments and it is basically a re-appraisal on the basis 

of updated information and data. The latter is more a learning exercise aimed at measuring the 

actual effects brought about by the project and at comparing the forecasted with the actual state 

of the world. Therefore, it should be carried out at the end of the project life or at after many 

years of operation.  

Norway, with its reopening system (or post opening assessment) offers a good example of re-

appraisal in the transport sector implemented by the Norwegian Public Roads Administration 

(NPRA) under the direction of the Norwegian Ministry of Transport and Communications. Since 

2006, NPRA is required to annually evaluate the monetised costs and benefits of 3–5 large road 

projects that have been operational for a minimum of five years and cost in excess of NOK 200 
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million, or €23.6 million (Statens vegvesen, 2006) The stated goal is to check the accuracy of the 

information included in the ex-ante CBA and to analyse the reasons for any deviations between 

and ex-ante and ex-post results. To this end, the same methodologies used ex-ante are adopted 

in the new assessment as well.  

Beyond the focus on comparing new figures with the ones forecasted in the ex-ante appraisal in 

order to detect errors and deviations, ex-post evaluation aims to investigate the mid- or long-

term contribution of completed projects. An ex-post evaluation increases the accountability of the 

decision-making and implementation processes, by giving evidence to the investment 

effectiveness in relation to the initial goals. In addition, it can constitute a significant learning 

mechanism. Retrospective analysis may indeed feed into ex-ante appraisal of future projects, for 

instance by limiting optimism bias thanks to an improved collection of project benchmarks and 

through an assessment of the conditions under which projects actually delivered expected long-

term effects (Florio, 2014). 

As far as ex-post evaluation is concerned, the following trade-offs shall be addressed: whether 

obligations exist to carry out ex-post evaluation, or if it is left to occasional initiatives; whether 

rules exist on how many years after project completion it should be carried out, or if it is left to 

a discretionary choice of single procurement agencies; whether it is carried out on a highly 

selective basis or rather periodically on a sample of investments, or even systematically on all 

major investments; whether it is conducted internally by the public sector or outsourced. More 

generally, the existence of a system to report frequently encountered drawbacks should be 

examined.  
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2 Appraisal of transport projects: international practices 

This chapter presents the application of the conceptual framework to two non-OIC countries, i.e. 

the Netherlands (Section 3.1) and the United Kingdom (Section 3.2). In addition, practices from 

IFIs, notably the WB, the ADB and the EC, are included in Section 3.3. 

2.1 The Netherlands 

2.1.1 Legal basis 

In the Netherlands, the framework for appraisal in transport projects is mainly based on the 

CBA. The Netherlands has a long history of using CBA and MCA in the appraisal of transport 

infrastructure and policy, but since the year 2000 has there been a commitment to use CBA for 

all large infrastructure projects. In this year, also a set of guidelines was published for applying 

CBA to transport projects in practice, which was meant to raise the general level of analysis and 

promote uniformity in the appraisal methods used. This was the so called “OEI-guideline” (CPB 

and NEI, 2000). As of the year 2004, more guidelines have been added. On the one hand, these 

are guidelines that indicate how the Social Cost-Benefit Analysis (SCBA) methodology should be 

applied at a particular point in the decision-making process or for a certain type of project. On 

the other hand, these are guidelines that indicate how input studies should be used to estimate 

effects in the SCBA. 

The use of CBA is not limited to public projects and can be used as a decision-making tool by the 

government, interest groups and companies. However, the CBA is mandatory for large projects 

that have a large impact on the future of an area. For example, in the projects from the Multi-

year Infrastructure, Spatial Transport (MIRT) program. The Ministry of Infrastructure and 

Water Management has been using SCBAs in decision-making for the MIRT-program since the 

last decade. A working guide has been drawn up for this, which is periodically updated21. The 

execution of CBA for public projects is outsourced to private consultants such as Ecorys, Decisio, 

etc.  

In the Netherlands, the House of Representatives ordered that CBAs for all large national 

projects are subject for reviews by second opinions. The rationale of the order was that the 

review could contribute to a better quality of the research, which could lead into a better 

political decision-making process. The information from a CBA is useful at almost every stage of 

the policy preparation because decisions are constantly made about the further details of project 

alternatives. This argues for making a CBA at an early stage. On the other hand, for the 

preparation of a complete CBA, so much information is needed that full implementation is only 

possible at a late stage. 

An EIA is drawn up for projects that may have significant adverse effects on the environment. 

The government that has to take the decision can use the EIA in its assessments. In the 

                                                                 
21  https://www.rijksoverheid.nl/documenten/rapporten/2018/06/11/bijlage-1-werkwijzer-mkba-bij-mirt-

verkenningen  

https://www.rijksoverheid.nl/documenten/rapporten/2018/06/11/bijlage-1-werkwijzer-mkba-bij-mirt-verkenningen
https://www.rijksoverheid.nl/documenten/rapporten/2018/06/11/bijlage-1-werkwijzer-mkba-bij-mirt-verkenningen
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Netherlands, the procedure regarding EIAs is legally laid down in the Environmental 

Management Law.  

2.1.2 Governance 

National transport projects are coordinated by the Ministry of Transport and Water 

Management. The second opinion is mostly conducted by the Centraal Planbureau (CPB) 

(Netherlands Bureau for Economic Policy Analysis). However, the institutes that are part of or 

affiliated with the Ministry of Infrastructure and Water Management might also do the review. 

The CBAs that are carried out in the framework of the MIRT help the national government to 

answer the question of whether they are co-investing in a regional project. Logically, SCBAs for 

MIRT projects estimate positive and negative welfare effects at national level. However, the 

SCBA is not just a governmental instrument. In national SCBAs, attention can also be paid to 

effects at regional or even municipal level.  

2.1.3 Capacity and tools 

As mentioned above, the OEI-guideline is a guideline for evaluating government-planned 

infrastructure projects (construction of roads, railways, etc.), in which effects are described and 

the methods by which these effects can be determined. The purpose of the OEI is to offer the 

opportunity to present the effects of infrastructure projects in a more structured and 

transparent manner, so that decision-making around an infrastructure project can be improved. 

In the OEI guideline, amongst others, the following topics are discussed; 

 Structure of the CBA 

 Step-by-step plan for economic project assessment 

 Market and competition analysis 

 Indirect and external effects 

Recommended reference parameters are also described in the guideline. The OEI-guideline does 

not include an MCA. The non-monetised impacts are only presented in a table, not further 

processed in any formal instrument. However, for project evaluations for private sector 

organisations and local government and for EIA, MCA is still used every now and then. 

It is also possible to follow courses regarding the SCBA. This can be a basic crash course, a more 

advanced SCBA course or an SCBA in-house training. During the course you will receive 

intensive training from SCBA-experts who know how to link theory and practice to each other 

in an easy accessible way. You will learn how to successfully apply the SCBA in the decision-

making process by means of appealing examples. Depending on the domains in which the 

participants work, examples are selected. You also practice during the course with the 

independent preparation of a SCBA.  
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2.1.4 Content 

The assessment of effects in a Social CBA is done on the basis of a number of steps: 

1. A good social cost and benefit study does not start with estimating positive and negative 

welfare effects of the project (costs and benefits), but first the problem that the project tries 

to solve is analysed. 

2. After the problem analysis has been carried out, the zero alternative (the world without a 

project) must be described against which the project alternatives are set off in order to 

estimate the project effects. 

3. Then the estimation of the effects can begin. The project effects are estimated in an SCBA 

study by comparing the world with a project (project alternative) with the world without a 

project (zero alternative). From this analysis, a number of physical effects per year occur (for 

example travel time profits). In spatial infrastructure projects, physical project effects are 

often estimated based on traffic models, financial analyses (business case) and/or an EIA. 

4. As a next step, the analyst tries to monetize all these 'effects on the prosperity of people' 

(monetarisation). To monetise the effects, use is made of ‘key-figures. An important example 

of a key figure is the 'value of time'. Based on in-depth research, the average value of one hour 

of travel time savings has been determined. This average value (key figure) is used in SCBA 

studies to value the value of the travel time gains of motorists or train passengers. The result 

of this step is that for several years in the future the benefits and costs expressed in terms of 

money have been estimated. In the CBA, a distinction can be made between effects that can 

be quantified and effects that cannot be quantified. For the latter a score is given by means of 

+ and – signs, indicating positive and negative respectively. Effects that can be quantified can 

be subdivided in direct effects (e.g. investment costs, travel time benefits), indirect effects 

(e.g. employment) and external effects (e.g. noise, safety).  

5. The fifth step that the analyst of an SCBA takes is to recalculate the benefits and costs of the 

various years in the future with a discount rate to one base year. 

6. Subsequently, the executor of the CBA will present the results of the CBA study in a CBA 

report. A SCBA report also contains quantitative or qualitative information about effect that 

can not be monetised in a responsible manner. Finally, a preparer in a good SCBA report also 

adequately reflects the uncertainties surrounding the impact assessments in an SCBA study, 

for example by using future scenarios and sensitivity analyses. 

Regarding the incorporation of risks and uncertainties, the usual approach is to first determine 

the critical success factors and then to map various conceivable developments for these factors. 

If there is a connection between these factors, scenarios can be used. It often turns out that 

different interpretations can also be plausible within the context of a scenario. Additional 

sensitivity analysis is then the designated route. Simulation models can also come in handy to 

calculate the consequences of different combinations of success factors. In Annex 3 of 

‘International Comparisons of Transport Appraisals Practice’ more information can be found on 

project appraisal content in the Netherlands.  

In Table 2.1 an illustrative example is given on the contents of a CBA. It must be noted that each 

project has its own benefits and costs and thus the items mentioned in the figure below are only 
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intended as an illustration. In the Netherlands, a time horizon of 100 years is commonly used. 

The present value for each item in the CBA is calculates using the discount rate that is prescribed 

by a discount rate working group. For transport infrastructure projects, usually a discount rate 

of 4.5% is used. The result of the CBA can be presented as a NPV, IRR and benefit-cost ratio 

(BCR). 

Table 2.1: Example CBA 

Example CBA Present Value 2019 2020 2021 …. 2118 

Costs       

Investments costs €0,0 0 0 0 0 0 

Maintenance costs €0,0 0 0 0 0 0 

Noise pollution €0,0 0 0 0 0 0 

Safety costs €0,0 0 0 0 0 0 

…       

Total costs €0,0      

Benefits €0,0 0 0 0 0 0 

Travel time savings €0,0 0 0 0 0 0 

Employment €0,0 0 0 0 0 0 

…  0 0 0 0 0 

…  0 0 0 0 0 

Total benefits €0,0      

Results CBA 

NPV XX      

BCR XX      

IRR XX      
Source: Ecorys 

 

The market price is used for the estimation of costs and benefits. Regarding improved reliability, 

it is recommended to estimate it by assuming an amount of 25 percent of the value of travel time 

gains (or losses). 

2.1.5 Demand analysis 

The consequences of the project for travel expenses, travel time and frequency play a role in 

making transport forecasts. The benefits of an infrastructure project depend very much on the 

effects of the project on transport flows. These effects are determined by individual behaviour 

of users and operators. Therefore, it is recommended to use a forecasting model to predict the 

effects on transport flows. The transport prognosis is not only the basis for calculating direct 

effects; the indirect effects of the project could be strongly related to the direct transport effects. 

Different traffic and transport models are used in the Netherlands. Provinces and municipalities 

often use regional or local models to make detailed traffic forecasts. The Ministry of 

Infrastructure and Water Management uses two strategic models for the main road network and 
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the main railway network. The LMS and the NRM. Four NRM regional models are in use: NRM-

North, NRM-East, NRM-South, NRM-West. Long-term forecasts can be made with these models.  

The Dutch Regional Model (NRM) is a traffic model that is used to calculate both the zero 

alternative and the project alternatives in order to determine the accessibility effects of an 

alternative. The NRM is used for infrastructure projects falling under MIRT program. The NRM 

prepares forecasts for the road use of the project alternatives in order to determine the 

accessibility effects. The NRM is a regional derivative of the National Model Traffic and 

Transport System (LMS), which forecasts the mobility of persons in the Netherlands in 2030 and 

2040. 

The quality of the models is continuously kept in order by: 

 Actualisations: the traffic models use input data that are subject to change. New decisions are 

made about infrastructure and/or spatial development, new policy formulated or sometimes 

renewed versions of the model software put into use. The starting points for the future are 

therefore updated every year and new basic prognoses are drawn up on the basis of this. 

These new basic prognoses are extensively tested for plausibility. 

 The models are periodically subjected to an independent audit. The extent to which the 

models are suitable for generating sufficiently detailed, reasonable and accurate answers to 

a wide range of policy questions (fit for purpose) is examined. Also, to what extent the models 

fit in with contemporary (international) scientific insights and experiences with traffic and 

transport models (state of the art) is examined. 

 

2.1.6 Results of project appraisals 

In all cases, a good CBA pays a lot of attention to uncertainties and risks. In this way, economic 

research supports a policy decision that will inevitably be based on 'calculated risk'. The 

outcomes of the CBA are not the only decision-criterion in the final decision-making about 

transport projects and policies. In practice in recent years, projects with a low BCR are not 

selected, whereas most but not all high BCR projects and policies get implemented. In order to 

join the decision-making process, CBA can take place in two rounds. In the initial phase of 

decision making, a large number of alternatives can be roughly analysed on the basis of 'key 

figures'. After it has become clear on which search directions the research concentrates, a more 

in-depth CBA can take place. Ultimately, politics decides on the basis of clear and relevant 

information. 

An important argument for not being able to attribute absolute value to the outcomes of an SCBA 

study when making decisions is that applying the SCBA system in practice has major limitations 

in addition to its advantages. First, an SCBA study is always incomplete. An SCBA study includes 

many welfare effects, but is never able to include so-called unpredictable welfare effects. 

Secondly, estimates of wealth effects in an SCBA study are always uncertain. Estimates are 

uncertain because the SCBA tries to estimate effects in the future and the future is by definition 

uncertain. Estimates are also uncertain, because in practice there is often insufficient time and 

budget for the precise effects for a specific one project. Usually rules of thumb, key-figures and 

other shortcuts are used in a SCBA. Another limitation of the SCBA is that effects that are difficult 
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to quantify and monetise (such as effects on biodiversity) quickly have a weaker position in the 

CBA report in relation to effects that are easy to quantify and expressed in money (such as 

construction costs).  

In practice it often appears that parties (due to a lack of knowledge about the instrument or 

strategic considerations) either set the conclusions of the CBA as a decisive factor or completely 

minimize the value of the CBA's conclusions in the decision-making process, by emphasizing on 

the limitations of the instrument. Sophisticated use of the SCBA including the advantages and 

limitations appears to be more difficult than it seems.  

Therefore, it is stressed to involve the different stakeholders in a proper way before, during and 

after the implementation of the SCBA. This can be done for example by organising a workshop 

with all stakeholders and let them mention expected effects of the project they wanted to have 

studied in the SCBA. This reduces the chance that relevant effects are not included. At the same 

time, such meetings can increase support for the use of SCBA in decision-making.  

2.1.7 Follow-up and learning 

In an 'ex-post' analysis one analyses after the project has been established (whether the policy 

measure has been implemented) which welfare effects have actually been realized as a result of 

the project. An important advantage of (systematically) performing 'ex-post' analyses is that 

effect estimates in 'ex-ante' analyses can be checked. 

In the OEI-guideline, it is noted that an important source of information for ex-ante project 

assessment may include ex-post evaluations of similar projects. It is therefore important to pay 

more attention to properly executed project evaluations. The systematic execution of 'ex-post' 

analyses can provide learning effects. When 'ex-post' analyses show that 'ex-ante' analyses 

continually assess certain effects incorrectly, this can ensure that effects in 'ex-ante' analyses 

are better assessed. Knowledge sharing is of great importance for realizing life effects. 
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2.2 United Kingdom 

2.2.1 Legal basis 

In the United Kingdom, there is a nationwide obligation to carry out CBA for all or most capital 

investment projects supported by the role of a central budget unit with ultimate responsibility 

on funds management. However, this obligation does not stem from a legislative prescription, 

but by firm recommendations from the central authority bearing the ultimate responsibility on 

capital expenditures decision to ground the request for funding on clear and objective evidence 

supporting their social convenience. 

An appraisal can be conducted during different stages of the project cycle. The scope of the 

appraisal differs at each stage in the development of the project. It can be a high level scoping 

based on existing information to the detailed appraisal derived from a transport model for 

estimating the impacts of the selected options. Furthermore, appraisal is iterative and involves 

checks and reworking of steps in the analysis and planning stages of an intervention. In the UK, 

the appraisal system is focused on the assessment at project level, without the aim of making 

comparison among projects (Mackie, 2011). Moreover, appraisal is used already at a good stage 

of design. Sometimes projects are already defined even before the appraisal is carried out. 

2.2.2 Governance 

The Treasury has an overarching coordinating role. In order to ensure an independent and 

objective approach, appraisals should be performed by individuals or teams who have had no 

responsibility for or involvement in the management or implementation of the proposal under 

consideration. However, they must have the co-operation of those who have been involved and 

possess the necessary information.  

2.2.3 Capacity and tools 

In the English system, the Green Book22 gives guidance on how to appraise policies, programmes 

and projects. This means that the Green Book is not a mechanical decision making device. 

Rather, it provides guidance, methods, and recommended tools for developing options. 

Individual departments of state might develop specific methods and evidence for evaluating 

projects and policies within their remits but the generic features of appraisal should be common. 

Many of the generic characteristics of the CBA Framework as it applies to transport are set out 

in the Green Book. Reference parameters such as project life, discount rate, unit of account etc., 

are provided as a general advice and it has fallen to individual project analysts to work out how 

to implement the advice.  

Apart from the guidelines described in the Green Book, a transport-specific toolbox is also 

developed by the UK government. This toolbox, named WebTAG23, consists of software tools and 

guidance on transport modelling and appraisal methods that are applicable for highways and 

public transport interventions. Development of analysis using WebTAG guidance is a 

                                                                 
22https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/685903/The_Green

_Book.pdf  
23 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427073/webtag-

tag-overview.pdf 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/685903/The_Green_Book.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/685903/The_Green_Book.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427073/webtag-tag-overview.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427073/webtag-tag-overview.pdf
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requirement for all interventions that require government approval. For interventions that do 

not require government approval, the guidance serves as a best practice guide.  

Since 2000, it has become more widely recognised in government that, where quantities can be 

valued in monetary terms, MCA is not a substitute for CBA, but it may be a complementary tool. 

Using the supplementary guidance on multi-criteria decision analysis24, options can be ranked 

and a preferred option identified. A common aspect of MCA is a performance matrix, in which 

each row describes an option and each column describes the performance of the options against 

each criterion. The most common way to combine scores on criteria, and relevant weights 

between criteria, is to calculate a simple weighted average of scores. The weights and scores are 

determined by the MCA performer. The subjectivity related to this judgement can be a matter of 

concern. In some cases it might be possible to include ‘objective’ data such as observed prices in 

the establishment of weights and scores. 

2.2.4 Content 

As mentioned above, for transport project appraisals there is a nationwide obligation to carry 

out CBA. Transport appraisal draws together information on a wide range of impacts – it does 

not just consider the direct impacts on the transport users and service providers affected by the 

intervention, but also the impacts of the intervention on the environment, wider society and 

government. Analysts should seek to place a monetary value on as many of the impacts as 

possible to allow a direct comparison between the costs and benefits of the intervention. To 

assist analysts involved in transport appraisal, WebTAG provides guidance to enable option 

development and analysis; and the appraisal of impacts (costs and benefits) produced by each 

option. The results of an appraisal are summarised in an Appraisal Summary Table. Such a 

summary table, together with the impacts that are considered, is presented in Table 2.2. 

  

                                                                 
24 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191506/Mult-

crisis_analysis_a_manual.pdf  

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191506/Mult-crisis_analysis_a_manual.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191506/Mult-crisis_analysis_a_manual.pdf
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Table 2.2: Appraisal Summary Table template 

Appraisal Summary 

Table 

 

Date produced:   Contact: 

Name of scheme:    Name   

Description of 

scheme:  

  Organisati

on 

  

Role Promoter/Offi

cial 

Impacts Summar

y of key 

impacts 
Assessment 

      Quantitative Qualitativ

e 

Monetary Distributiona

l 

        £(NPV) 7-pt scale/ 

vulner able grp 

E
co

n
o

m
y

 

Business users & 

transport 

providers 

  Value of journey time 

changes(£)   

  

  

Net journey time changes (£) 

0 to 2min 2 to 5min > 5min  

      

Reliability impact 

on Business users 

  
      

  

Regeneration           

Wider Impacts           

E
n

v
ir

o
n

m
e

n
ta

l 

Noise           

Air Quality           

Greenhouse gases   Change in non-traded carbon 

over 60y (CO2e)  
    

  

Change in traded carbon over 

60y (CO2e)  

Landscape           

Townscape           

Historic 

Environment 

  
      

  

Biodiversity           

Water 

Environment 

  
      

  

S
o

ci
a

l 
 

Commuting and 

Other users 

  Value of journey time 

changes(£)    

  

  

Net journey time changes (£) 

0 to 2min 2 to 5min > 5min  
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Reliability impact 

on Commuting 

and Other users 

  

      

  

Physical activity           

Journey quality            

Accidents           

Security           

Access to services           

Affordability           

Severance           

Option and non-

use values 

  
      

  

P
u

b
li

c 
A

cc
o

u
n

ts
 

Cost to Broad 

Transport Budget 

  
      

  

Indirect Tax 

Revenues 

  

      

  

Source: https://www.gov.uk/government/publications/webtag-appraisal-tables 

 

Not all impacts can be monetized. Non-monetized impacts are not part of the Analysis of 

Monetised Costs and Benefits Table (see Table 2.3) and thus not be included in the estimates of 

the NPV and BCR for the transport intervention, but are only included in the Appraisal Summary 

Table. In Annex 1 of ‘International Comparisons of Transport Appraisals Practice’ more details 

can be found on each of these impacts.  

  

https://www.gov.uk/government/publications/webtag-appraisal-tables
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Table 2.3:  AMCB table template 

Analysis of Monetised Costs and Benefits 

Noise (12) 

Local Air Quality (13) 

Greenhouse Gases (14) 

Journey Quality (15) 

Physical Activity (16) 

Accidents (17) 

Economic efficiency: Consumer Users (Commuting) (1a) 

Economic efficiency: Consumer Users (Other) (1b) 

Economic efficiency: Consumer Users (Business 

Users and Providers) 

(5) 

Wider Public Finances (11) - sign changed from PA table, as PA 

table represents costs, and not benefits 

Present Value of Benefits (PVB) (PVB) = (12) + (13) + (14) + (15) + (16) 

+ (17) + (1a) + (1b) + (5) – (11) 

Broad Transport Budget (10) 

Present Value of Costs (PVC) = (10) 

  

OVERALL IMPACTS  

Net Present Value (NPV)  (PVB) – (PVC) 

Benefit to Cost Ratio (BCR)  (PVB)/(PVC) 

Note: This tables includes costs and benefits which are regularly or occasionally presented in monetised form in transport 

appraisals, together with some where monetisation is in prospect. There may also be significant other costs and benefits, 

some of which cannot be presented in monetised form. Where this is the case, the analysis presented above does NOT 

provide a good measure of value for money and should not be used as the sole basis for decisions.  
Source: https://www.gov.uk/government/publications/webtag-appraisal-tables 

 

Travel time savings are quantified and monetized using the Value of Travel Time (VTT). In a 

research carried out by the Department for Transport of the UK government, recommended 

values of travel time are given. In Table 2.4, the recommended VTT are given for different modes 

and different types of travel together with the VTT values from WebTAG25.  

  

                                                                 
25 

https://webarchive.nationalarchives.gov.uk/20140304110038/http://www.dft.gov.uk/webtag/documents/expert/pd
f/U3_5_6-Jan-2014.pdf  

https://webarchive.nationalarchives.gov.uk/20140304110038/http:/www.dft.gov.uk/webtag/documents/expert/pdf/U3_5_6-Jan-2014.pdf
https://webarchive.nationalarchives.gov.uk/20140304110038/http:/www.dft.gov.uk/webtag/documents/expert/pdf/U3_5_6-Jan-2014.pdf
https://www.gov.uk/government/publications/webtag-appraisal-tables
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Table 2.4: VTT in British pounds per hour 

Source: ‘Provision of market research for value of travel time savings and reliability’, Department for Transport 
(2015) 

 

Methods to estimate reliability impacts are presented in TAG unit A1.3 User and Provider 

Impacts26. All methods measure travel time variability. In case of private travel, the standard 

deviation of travel time is used, whereas in case of public transport, the standard deviation of 

lateness is used.  

Four sources of wider impacts are acknowledged in the guidance: 

1. Agglomeration impacts 

2. Output change in imperfectly competitive markets 

3. Labour supply impacts 

4. Move to more or less productive jobs 

It is not always straightforward to incorporate the effects on the environment within the CBA. 

Therefore, a supplementary guideline on how to account for environmental impacts27 has been 

written by the Treasury. Environmental aspects that are usually taken into account are noise, 

air quality and greenhouse gas emissions. The guideline states that it is not only important to 

take into account the immediate effects on the environment, but also the environmental effects 

over the lifetime of the policy or project. The following steps are needed to assess the 

environmental effects: 

                                                                 
26https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603254/webtag-

tag-unit-a1-3-user-and-provider-impacts-march-2017.pdf  
27https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191500/Accountin

g_for_enviornomental_impacts.pdf  

Value of 

travel time 

savings 

Distance Commute Other 

non-

work 

Business 

All modes All 

modes 

All 

modes 

Car Bus Other 

PT 

Rail 

WebTAG 

(2014 prices 

and values) 

All 7.62 6.77 25.47 24.43 15.64 24.72 30.07 

All modes All  11.21 5.12 18.23 16.74 - 8.33 27.61 

<20 miles 8.31 8.21 - 10.11 

20 to 100 

miles 

16.05 26.85 - 28.99 

>= 100 

miles 

28.62 25.74 - 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603254/webtag-tag-unit-a1-3-user-and-provider-impacts-march-2017.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603254/webtag-tag-unit-a1-3-user-and-provider-impacts-march-2017.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191500/Accounting_for_enviornomental_impacts.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/191500/Accounting_for_enviornomental_impacts.pdf
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1. Consider if the policy proposal has significant environmental effects 

2. Detailed qualitative assessment to determine the range and nature of the environmental 

effects identified  

3. Make use of ecosystem services framework to define wider environmental effects 

4. Quantifying and valuing environmental/ecosystem service effects  

5. Report the environmental effects in the main policy appraisal 

 

The appraisal period used is 60 years. A discount rate of 3.5% is used for the first 30 years, and 

a discount rate of 3% is used for the remaining 30 years. Regarding risk analysis, there is no 

prescriptive advice and it is just recommended to undertake a risk analysis.  

2.2.5 Demand analysis 

To support the development of evidence required in CBA, WebTAG provides guidance on 

modelling techniques alongside the guidance on appraisal. It covers subjects such as forecasting 

future levels of demand and modelling the impacts that a proposal will have on travel choices 

such as route choice, choice of destination and choice of mode. 

In TAG Unit M1 – Principles of Modelling and Forecasting28, it is explained why variable demand 

modelling needs to be considered in an appraisal. Assuming that there is a need, it then goes on 

to give initial advice on the scope of the model, with a view to develop a model which is 

appropriate for the complexity of the interventions that it will be used to test. 

In TAG Unit M2 – Variable Demand Modelling29, considerations and processes required in 

variable demand modelling are described. It includes the following items: 

 Scoping the need for having a variable demand model and scoping out the requirements of 

the model 

 Travel costs handling within the model 

 Development of the model  

 Calibration of the model 

 Ensuring validity of the model 

 

2.2.6 Results of project appraisals 

Appraisal is used to inform decision-makers throughout the development of a project, from the 

early stage of alternative generation to the final approval. By providing those responsible for the 

project with a means of identifying, designing, selecting and refining options, the appraisal 

process avoids being no more than a hurdle over which the chosen alternative has to jump. 

Different scenarios are used in the appraisal. The core scenario, based on the most unbiased and 

realistic set of assumptions, will form the basis for the analysis reported in the Appraisal 

Summary Table and, as such, should represent the best basis for decision-making given current 

                                                                 
28 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-

tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf  
29 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603266/webtag-

tag-unit-m2-variable-demand-modelling-march-2017.pdf  

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/427118/webtag-tag-unit-m1-1-principles-of-modelling-and-forecasting.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603266/webtag-tag-unit-m2-variable-demand-modelling-march-2017.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/603266/webtag-tag-unit-m2-variable-demand-modelling-march-2017.pdf
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evidence. Besides the core scenario, High and Low Growth scenarios that will test the impact on 

the schemes of high and low background growth, are used.  

Transport projects are initially classified as follows on the basis of their BCRs; 

 Poor Value for Money if the BCR is less than 1.0 

 Low Value for Money if the BCR is between 1.0 and 1.5 

 Medium Value for Money if the BCR is between 1.5 and 2.0 

 High Value for Money if the BCR is between 2.0 and 4.0 

 Very high Value for Money if the BCR is above 4.0 

A project can be shifted to a lower or higher Value for Money category, if the decision-maker 

believes that the evidence from the appraisal on the impacts that are omitted from the BCR is of 

sufficient importance. In practice, almost all projects selected have High Value for Money or Very 

high Value for Money. Ministers are advised by the Permanent Secretary that, should they wish 

to approve a project which is classified as in a lower category of Value for Money, the Permanent 

Secretary will seek a formal written direction from the minister to proceed with the scheme. The 

Accounting Officer is encouraged to discuss the matter with Treasury and to take steps to inform 

the Public Accounts Committee. 

2.2.7 Follow-up and learning 

In the Green book the following is stated related to follow-up and learning: 

Monitoring and evaluation of all proposals should be planned, costed and provided for as an 

integral part of the proposed intervention under consideration. This helps ensure that they will 

be systematically carried out. Taken together monitoring and evaluation can identify what 

lessons can be learned to inform the design and delivery of future interventions. 

It is recommended to use a mixture of qualitative and quantitative methodologies to gather 

evidence and understand different aspects of an intervention’s operation. Surveys, interviews 

and focus groups may be needed to understand the views of a wide range of stakeholders, 

evaluation questions should reflect immediate needs to manage and assess the success of an 

intervention. 

The UK POPE (Post Opening Post Evaluation) scheme has been in place since 2002, and is 

mandatory for all major trunk road investments30. There are differing levels of evaluation 

depending on the size of the project. POPE major schemes cover road investments exceeding 

£10 million, and occur at 1-, and 5-year intervals. Evaluations for large (between £1–10 million) 

and small (between £25K–1 million) road investments fall under the rubric of the POPE Local 

Network Management Schemes (LNMS), which are carried out once, one year after the project 

has been completed (Highways Agency, 2012). The essential purpose of the POPE schemes is to 

“identify the extent to which the expected impacts of individual highway improvement schemes 

have materialised and to identify lessons learnt that can then be used to help inform thinking on 

current and future national appraisal methods”. (Highways Agency, 2011, p. 10). Additionally, 

                                                                 
30  https://www.gov.uk/government/collections/post-opening-project-evaluation-pope-of-major-schemes 

https://www.gov.uk/government/collections/post-opening-project-evaluation-pope-of-major-schemes
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the POPE schemes are designed to assist the Highways Agency to determine the extent to which 

individual projects are cost-effective, the levels of accuracy of projected and outturn costs and 

benefits, and identification of the main factors that may affect the forecast accuracy (Highways 

Agency, 2011). There is, therefore, an explicit social learning component built into the 

evaluation scheme that is intended to improve the performance of the entire Highways Agency. 

Just like in the Netherlands, the CBA forms an essential part of transport project appraisals in 

the UK. Therefore, it has the same drawbacks as mentioned in the section on appraisal practices 

in the Netherlands. Following the analysis presented in this section, the impression is given that 

England has gone further than other countries in systematic codification through WebTAG. 

Other countries have their own practices and evidence base but UK work is frequently referred 

to. The Green Book and the different units of WebTAG are an international reference point 

regarding project appraisal practice.  

2.3 International Organisations 

2.3.1 Legal basis 

The WB has the obligation to engage in activities which are designed to serve the best long term 

interests of all its members, and not just to engage in projects that might represent the most 

profitable use of resources available. The WB has to direct its resources to assisting member 

governments to achieve their national objectives, primarily by making the best use of their own 

national resources to which WB’s lending is a supplement. For that reason, much emphasis is 

placed on the institutional and regulatory environment into which the bank is lending. 

The process starts with the identification of a “Country Assistance Strategy” (CAS). This is a 

document that analyses the borrowing capacity of the country, in both fiscal and administrative 

senses. The areas of high priority where the WB is able to contribute best, is also analysed. In a 

later stage, this is reflected by a requirement to demonstrate what value is added particularly 

by the Bank’s involvement in project finance.  

The EC has a strong legal basis, including primary and secondary legislation, applying to the 

appraisal of major investment projects (defined as those with a total cost exceeding 50 Million 

Euro, which becomes 75 Million Euro for transport projects). It not only indicates when and to 

which type of projects this has to be performed, but is also suggests the precise methodology 

and analytical steps to be followed. The current system is such that project appraisal is not only 

a legal requirement for the funding decision, but it is also the key tool for determining the 

amount of the grant. Before the enforcement of this system, an ex-ante appraisal was still carried 

out, but this was done according to different practices and methodologies, with high variability 

across sectors and countries. This avoided a consistent approach and comparability of even very 

similar projects.  
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2.3.2 Governance 

In “Transport Project Appraisals at the World Bank” it is stated that project appraisals perform a 

rather different role in organisations such as WB than it does in a national administration. In 

national administrations, project appraisals might be concerned with ranking the projects and 

thus enabling prioritization of projects, whereas within the WB it fulfils the purpose of 

establishing that individual investments represent sensible use of resources within the context 

of the national economies to which they are devoted.  

According to the WB ‘Handbook on Economic Analysis of Investment Operations’, decision-

makers are unable to conclude whether either the public or private sectors is the appropriate 

provider of transport goods and services. This is because transport-infrastructure projects are 

subject to economic-, as well as political considerations. 

What, then, is the economic justification for public provision of goods and services? The answer 

depends partially on whether a country’s welfare is likely to increase more if the public rather 

than the private sector is the provider. In addition to economic considerations, there are also 

equity, political and strategic considerations. Consequently, there are no hard and fast rules that 

enable decision makers to come unmistakably to the conclusion that one or the other sector is 

the appropriate provider. 

An example of formal review process is provided by the major project appraisals, as embodied 

in the EU cohesion policy legislation for 2014-2020. The appraisal procedure can take two 

different forms and it is up to the project promoter in the Member State to decide which of the 

two forms to apply31. The first option is an assessment of the major project by independent 

experts followed by a notification to the Commission. According to this procedure, the 

independent experts will assess the information provided on the major project according to 

Article 101. The second option is to send the major project documentation directly to the 

Commission, which will provide an internal assessment. As mentioned above, while this 

independent quality review was previously performed internally with the support, when 

necessary, of external consultants, in the current programming period this activity has been 

recently entitled to a dedicated unit of the JASPERS initiative. Regardless the procedure adopted, 

the aim is to check that: 1) the project dossier is complete, i.e. all the necessary information 

required by the regulation is made available and is of sufficient quality; 2) the CBA analysis is of 

good quality, i.e. it is coherent with the recommended methodology; and 3) the results of the 

CBA analysis justify the contribution of the Funds.  

2.3.3 Capacity and tools 

The JASPERS initiative promoted by the EC is a partnership with the European Bank for 

Investment with the purpose to provide technical assistance to the Member States' and 

accessing countries in managing the EU funds and in the preparation and implementation of 

                                                                 
31  Article 102 of Regulation (EU) No 1303/2013. 
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high quality projects co-financed by the EC. Since its creation in 200532, JASPERS evolved in 

terms of the types of services it undertakes. While initially it provided exclusively technical 

advisory services in individual projects preparation, JASPERS currently also provides project 

review and capacity building, networking and sharing of best practices.  

The EC defines in secondary legislation the value of financial and social discount rates; it also 

indicates the way key performance indicators (KPIs) must be calculated. It however leaves to 

Member States the definition of national and regional unit values 

As stated earlier, project appraisals within the WB have a rather different purpose than it does 

in national administrations. This means that less attention is paid to the consistency of 

evaluation conventions across WB projects. Nevertheless, in “Investment Project Financing –

Preparing the Project Appraisal Document (PAD)”, guidance is given for the content and structure 

of a WB Project Appraisal. According to the guidelines, a project appraisal should contain: 1. 

Strategic Context, 2. Project Development Objectives, 3. Project Description, 4. Implementation, 

5. Key Risks and Mitigation Measures, 6. Appraisal Summary.  

The ADB has developed guidelines on the economic analysis of projects. The guidelines provide 

general principles for the conduct of project economic analysis. This includes the identification 

of project benefits and costs, economic valuation of benefits and costs, investment decisions and 

criteria, sensitivity and risk analysis and sustainability.  

2.3.4 Content 

The WB’s “Handbook on Economic Analysis of Investment Operations” describes the analytical 

tools that can be used for the economic evaluation of various effects of transport projects.  

The consideration of alternative options is recognized as an important step in project evaluation. 

According to the Handbook, scenario analysis can be executed throughout the project cycle by 

means of with-and-without comparisons. This type of examination attempts to quantify the 

incremental benefits arising from the individual project, thereby enabling decision makers to 

compare the effects of different options. 

The Handbook also provides an extensive guideline for the monetization of different types of 

time-savings. Distinctions are made between savings in working- and commuting-time, as well 

time-savings in freight transportation and public transport. This can be seen in Table 2.5. 

 

 

                                                                 
32  The initiative was created in 2005 and officially launched in 2006 through a Memorandum of Understanding (MoU) 

between the EC, the EIB and the European Bank for Reconstruction and Development (EBRD) and later the KfW. 
Currently, the initiative is implemented by the EC and the EIB.  
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Table 2.5: Monetization of time-savings 

Trip Purpose Rationale for Valuing Default Value 

Business and work trips Cost to employer (1+d)w 

Commuting and non-work Empirically observed 

value 

0.30w(adult) 

0.15w(child) 

Walking/waiting  

 for work trip 

 for leisure 

Empirically observed 

value 

1.5x value for trip purpose: 

 1.5(1+d)w 

 1.5x0.30w if adult 

 1.5x0.15w if child 

Freight Resource cost approach Vehicle time cost + driver wage 

cost + 

occupants time 

Public transport Resource cost approach Vehicle time cost + driver wage 

cost + 

occupants time 

d = proportion of wages represented by social security etc., w = wage rate per hour plus benefits 
Source: World Bank (1998) 

 

According to the WB, demand analysis and future traffic forecasts are among the most important 

steps in estimating the benefits of transport projects. The Handbook proposes two 

methodologies to forecast future traffic volumes. The simplest approach is to extrapolate 

demand data from past trends. The second approach is to model future traffic by relating 

demand to explanatory variables such as GDP growth, population growth, or fuel prices. 

Other effects discussed in the Handbook are accident reduction, network effects within a mode, 

intermodal effects and environmental effects.  

The WB also developed guidelines for incorporating social dimensions into projects (see Social 

Analysis in Transport Projects: Guidelines for incorporating Social Dimensions into Bank-

Supported Projects). In the guidelines, an analytical framework for transport social analysis is 

presented with the following pillars: Social Diversity and Gender; Institutions, Rules and 

Behaviour; Stakeholders, Participation, and Social Risks. Next to this framework, 

recommendations are made on how social analysis can be integrated in the transport project 

cycle.  

In “Handbook on Social Analysis” general guidance on incorporating social dimensions in ADB 

operations is provided. The Handbook is complemented with a Technical Note on Social Analysis 

for Transport Projects to help staff and practitioners prepare and implement social analysis for 

transport projects. Apart from key social issues that need to be tackled in transport projects, a 

step-by-step approach on conducting a social analysis is presented.  

In addition to the forecasting methodologies presented by the WB, the ADB proposes a third 

approach in “Guidelines for the Economic Analysis of Projects”, namely household surveys. 
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The European Investment Bank (EIB) provides standard values for the calculation of 

environmental costs such as carbon emissions and noise pollution. The value of carbon is 

determined by the level of damage associated to a tonne of carbon dioxide emission. On top of 

that, the EIB prescribes annual increases in the value of carbon to reflect the increasing marginal 

damage of emissions in the future. 

The EIB applies the following values of air- and noise pollution, measured in EUR per passenger 

per kilometre, for various modes of transport. 

Table 2.6: Pollution values in EUR per passenger per km 

Mode EUR per passenger kilometre 

 Local air pollution Noise 

New Rail 0.0049 0.0029 

Existing Rail 0.0049 0.0039 

Car 0.0173 0.0057 

Plane 0.0019 0.0036 
Source: European Investment Bank (2013) 

 

Another crucial aspect of appraisal according to the EIB is the need to determine a project’s 

evaluation period. This calculation is necessary for an evaluation of the project’s economic 

profitability, and is therefore necessary also to determine the maturity of loans made by the EIB 

to finance the project. In order to do so, one must first estimate a project’s total average physical 

life using the approach illustrated in Table 2.7. 

Table 2.7: Estimation of project physical life 

Cost component 

 

(1) 

Cost in EUR 

 

(2) 

% of total cost 

 

(3) 

Physical life 

 

(4) 

Average project 

physical life 

(5) = (4) x (3) 

Component A € % T  

Component B € % T  

Component C € % T  

Component D € % T  

Component E € % T  

TOTAL  100 %  (6) 
Source: European Investment Bank (2013) 

 

The project’s economic life is then determined by taking into account further considerations 

such as market risk, or the infrastructure’s rate of obsolesce. 

Following the estimation of a project’s life, the EIB also prescribes values for discount rates to 

be used throughout the appraisal process. The EC recommends a discount rate of 5.5% for 

Cohesion countries (see below) and 3.5% for other EU countries.  
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Cohesion policy in the EU represents a significant example of harmonisation of methodologies 

in a multi-level governance framework. EU legislation explicitly requires CBA in the 2014-2020 

programming period as a basis for major projects co-financed by the European Structural and 

Investment Funds. EU cohesion policy currently represents the widest international setting for 

the use of CBA under a common set of information and funding mechanisms.  

An example of mandatory content for major project appraisals is provided by the EU cohesion 

policy legislation for 2014-2020. According to Article 101 of Regulation (EU) No 1303/2013, the 

information necessary for the approval of a major project includes:  

 Details concerning the body responsible for implementation of the major project, and its 

capacity.  

 A description of the investment and its location. 

 The total cost and total eligible cost, taking account of the requirements set out in Article 61. 

 Feasibility studies carried out, including options analysis, and the results. 

 A CBA, including an economic and a financial analysis, and a risk assessment.  

 An analysis of the environmental impact, taking into account climate change mitigation and 

adaptation needs, and disaster resilience. 

 An explanation as to how the major project is consistent with the relevant priority axes of 

the Operational Programme (OP) or OPs concerned, and its expected contribution to 

achieving the specific objectives of those priority axes and the expected contribution to socio-

economic development.  

 The financing plan showing the total planned financial resources and the planned support 

from the Funds, the EIB, and all other sources of financing, together with physical and 

financial indicators for monitoring progress, taking account of the identified risks.  

 

Regarding risk assessments, the EC practice in the past was to mandatorily require a 

probabilistic risk analysis with Monte Carlo simulation. In the current period however this 

requirement was relaxed, requesting a qualitative assessment as a minimum and a probabilistic 

risk analysis only for more risky projects, for example in the Research, Development and 

Innovation (RDI) sector.  

2.3.5 Demand analysis 

In WB’s Handbook, it is stated that the most important step in estimating the benefits of 

transport projects is demand forecasting. Possible methods to estimate demand are suggested 

in the Handbook. A distinction is made between normal, generated and diverted traffic. Traffic 

that would have normally occurred in the absence of the project is called normal traffic, whereas 

generated traffic refers to new traffic resulting from lower transport costs. Traffic that is drawn 

away from existing facilities is referred to as diverted traffic. Possible methods to estimate 

demand stemming from normal traffic are: extrapolating from past trend and assume that 

growth will remain constant, or relate traffic growth to GDP growth. In case of diverted traffic, 

analysts should be careful not to double count the benefits, as the diverted traffic does not 

represent a net increase in total demand.  
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The three approaches for demand analysis set out in ADB’s guidelines on economic analysis are: 

surveys, trend extrapolation and forecasting models. The use of regression-based models is the 

most robust approach, as it related demand to a set of explanatory variables.  

2.3.6 Results of project appraisals 

The NPV of a project is the standard economic criterion that the WB uses for accepting or 

rejecting a project. Exceptions to this standard are made for three particular types of projects. It 

may be the case that a relatively large project, compared to the national economy, may have a 

significant impact on the national income. Given the importance of such a project, the country 

should be willing to accept a lower, but more certain NPV. A so-called ‘correlated’ project is a 

project whose value is correlated to an exogenous variable such as the national economy. When 

comparing a project that is expected to do better in times of distress to one that is expected to 

do better in times of prosperity, it may be preferable to select the former project, even when the 

latter is expected to have a higher NPV. Finally it may also be the case that a project benefits or 

burdens, a particular population group in a disproportionate manner. In such cases it may be 

preferable to select a fair project with a lower NPV rather than an unfair project with a higher 

NPV.  

ADB’s guidelines on economic analysis of projects describes indicators for making investment 

decisions. These are: NPV, IRR, BCR and cost-effectiveness ratio (CER). ADB uses a discount rate 

of 9% as the minimum required Economic Internal Rate of Return (EIRR) to accept or reject a 

project and to choose the least-cost (or most efficient) project option for all investment projects 

such as transport, energy, urban development, and agriculture. 

In the case of the EC, for example, the CBA is one among other information to be included in the 

application form, which includes also a risk assessment, a technical design with cost estimates, 

details concerning the body responsible for implementation of the major project and its capacity 

and several other items. For major projects co-funded in the framework of the EU Cohesion 

policy, the EC justifies the funding decision when the application shows not only that the projects 

provides net benefits to the society (positive economic performance) but also that it is in need 

of co-financing (negative financial performance).  

2.3.7 Follow-up and learning 

In “Transport Project Appraisals at the World Bank”, it is stated that about 25% of the funded 

projects are subject to a Performance Audit Report (PAR). This PAR is carried out on average 

about three years after completion and is done by the WB’s internal Operations Evaluation 

Department (OED). In the PAR, it is assessed whether the objectives are achieved effectively, 

efficiently and economically.  

A key part of an investment project of ADB, is the design and monitoring framework (DMF). The 

DMF is a tool used by ADB that sets out the long-term strategy for a project, the medium-term 

goal and the outputs which the project must target, along with the inputs and activities 

necessary to achieve these. The targets specified in the DMF are assessed, typically 12-24 

months after project completion.  
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In “Improving the Practice of Project Appraisal” the OECD prescribes the following practices for 

project monitoring and ex-post evaluation: 

 Physical- and financial-progress monitoring is needed to obtain information regarding 

investment outlays and construction progress; 

 Profitability monitoring is needed to compare operational profitability results with previous 

forecasts; 

Ex-post evaluation is needed to compare operational project benefits with the benefits 

presented in the planning phases. 
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SECTION 2: APPRAISAL OF TRANSPORT PROJECTS IN OIC MEMBER 

COUNTRIES 

3 Results of the survey 

A survey has been carried out focused on project appraisal in OIC member countries. The 

conceptual framework has been used to assess the way transport projects are appraised in OIC 

member countries. Summarised results are presented in this section. Annex 3 presents more 

elaborate results of the survey. 

3.1 Survey response 

The survey was sent out to 62 contact persons of 38 different OIC Member States. Responses 

were received from the following countries: 

1. Afghanistan33 

2. Azerbaijan 

3. Nigeria 

4. Somalia 

5. Gambia 

6. Mauritania 

7. Iran34 

8. Iraq 

9. Morocco 

10.  Cote d’Ivoire 

11.  Jordan 

12.  Turkey35 

 

3.2 Summary of survey results 

3.2.1 Legal Basis 

The first question asked whether there is a legal obligation to perform project appraisals for 

transport infrastructure projects. Figure 3.1 indicates that the large majority of the respondents 

indicated that there is in fact a legal obligation to perform project appraisals.  

 

                                                                 
33  2 responses were received from Afghanistan. One response is used in the presentation of the results below. 
34  2 responses were received from Iran. One response is used in the presentation of the results below. 
35  8 responses were received from Turkey. One response is used in the presentation of the results below.  
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Figure 3.1: Legal requirement of project appraisal 

 
Source: survey 

 

It was also found that in some countries there are legal requirements in place that define 

appraisal methodologies, for example by specifying important items of the appraisal. Sixty-four 

percent of the respondents indicated that there is no such requirement, as is illustrated in Figure 

3.2  

Figure 3.2: Extent to which legal requirements define appraisal methodologies 

 
Source: survey 

 
3.2.2 Governance 

An important aspect of project appraisals is the governance of project appraisals. From the 

results of the survey, it was found that in most cases transport project appraisals are carried out 

by both public agencies and private consultants or universities. In around a quarter of the cases, 

transport project appraisals are prepared solely by public agencies. This is shown in Figure 3.3. 

83%

17%

Yes No

36%

64%

Yes No
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Figure 3.3: Responsible parties for preparing transport project appraisals 

 
Source: survey 

 

Quality review is another important aspect of project appraisals. The majority of the 

respondents indicated that an internal department of the Ministry is responsible for the quality 

review. In 25% of the cases, the quality review is also done by an external 

institution/organisation, as illustrated in Figure 3.4.  

Figure 3.4: Responsible party of quality review of project appraisals 

 
Source: survey 

 

Thirty-eight percent of the respondents indicated that project appraisal reports are made 

publically available. It was also found that it is more common to conduct an informal stakeholder 

consultation outside the parliamentary process, rather than a formal stakeholder consultation 

through parliamentary processes. Moreover, local governments and sector organisations are 

involved in the stakeholder consultation, while households are not.  

27%

9%64%

Public agencies Private consultants and universities Both

75%

25%

Internal department of Ministry External institution/organisation
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3.2.3 Capacity and tools 

To prepare project appraisals for all transport projects, there should be enough capacity at hand. 

Exactly half of the respondents stated that there is not enough capacity to prepare project 

appraisals for all transport projects, while the other half stated that capacity is sufficient to 

execute all project appraisals. Furthermore, 67% of the respondents indicated that there is no 

knowledge centre in the country that provides state-of-the-art knowledge and expertise in 

transport project appraisals and 67% pointed out that training programmes to build capacity in 

the country are not available.  

Figure 3.5: Availability of sufficient capacity to carry out appraisals 

 
Source: survey 

In the questionnaire, the question whether there exist guidelines on transport project appraisals 

was also asked. Forty-three percent of the respondents stated that those guidelines exist, 14% 

said that there are no guidelines and another 43% did not know. It was also pointed out by half 

of the respondents that the guidelines differ with respect to transport mode.  

Figure 3.6: Availability of guidelines to perform project appraisals 

 
Source: survey 
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If guidelines are available, which important parameters do they prescribe then? The response 

to this question has been summarised in the table below. It can be observed that the pricing 

method is prescribed in most cases, and the discount rate is only prescribed in few cases.  

Table 3.1: Parameters included in guidelines  

Parameter Yes No 

Discount rates 25% 75% 

Time Horizon 50% 50% 

Pricing Method 75% 25% 

Quantifying economic benefits/costs  50% 50% 
Source: survey 

 

Different types of analysis can be part of the transport project appraisal. From the responses to 

the survey, it was found that CBA, MCA, qualitative analysis and macroeconomic modelling are 

all used in transport project appraisals. None of the respondents indicated to use CEA in 

transport project appraisals.  

 
3.2.4 Content 

In the questionnaire, some questions regarding the content of transport project appraisals were 

also asked. It was found that applied discount rates varied from 4% to 10% and that the applied 

appraisal period varied from smaller than 25 years to larger than 60 years. The response to the 

question which of the benefits and costs are included in case of a CBA, is summarised in the table 

below.  

Table 3.2: Costs and benefits included in project appraisal 

 Yes No 

Construction costs 67% 33% 

Disruption from costs 50% 50% 

Maintenance costs 67% 33% 

Travel time savings 100% 0% 

Reduced congestion 100% 0% 

Improved reliability 100% 0% 

User charges and revenues 100% 0% 

Benefits to goods traffic 100% 0% 

Safety 100% 0% 

Environmental impacts 100% 0% 

Social impacts 100% 0% 
Source: survey 

 

Regarding the environmental and social impacts, the result are provided in the tables below. 

Waste management is the only impact that is not taken into account when assessing the 

environmental impacts. Furthermore, territorial cohesion is also not taken into account when 

assessing the social impacts.  
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Table 3.3: Elements included in the EIA 

Environmental Impacts Yes No 

Noise pollution 100% 0% 

Air pollution 100% 0% 

Waste management 0% 100% 

Use of raw material and natural resources 100% 0% 
Source: survey 

Table 3.4: Elements included in the social impact assessment 

Social Impacts Yes No 

Territorial cohesion 0% 100% 

Re-distributive effects 100% 0% 

Access to goods and services 100% 0% 

Health impacts 100% 0% 
Source: survey 

 

Usually the market price method is used for the calculation of benefits and costs in the appraisal 

period. The shadow price or willingness-to-pay methods are not used. The capital budgeting 

techniques used in the appraisal process are the NPV method and the IRR.  

3.2.5 Demand Analysis 

The respondents stated that several forecasting methods are used to perform the demand 

analysis, such as historical trend analysis. In a historical trend analysis model, parameters such 

as land use, socio-economic and demographic data are used to predict the demand. A classis 

traffic estimation model that takes into account the model split, trip generation, trip distribution 

is also used.  

Limitations encountered during demand analysis are: 

 Unreliable data 

 Lack of data 

 Lack of expert personnel 

 Lack of information sharing between institutions 

 
3.2.6 Results of project appraisal 

From the results of the survey, it was found that the internal use of project appraisals is both to 

provide a justification for project selection and to enable a prioritisation of projects. In 75% of 

the responses, it is also assessed whether projects are in line with strategies and policies defined 

by the national government.  
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Figure 3.7: Assessment of coherence between projects and national policy 

 
Source: survey 

 
3.2.7 Follow-up and learning 

Half of the respondents indicated that ex-post evaluation of projects is carried out. The 

responsibility for monitoring project implementation and comparing the implementation with 

the project planning lies with the relevant Ministry for transportation or the implementing 

agencies. Problems that have been encountered during the construction and operation of 

transport projects are reported in all cases.  

3.3 Barriers and success factors 

The question being addressed in this study is how OIC appraisal practice benchmarks against 

appraisal practice elsewhere. Inevitably, to answer this question involves assembling evidence, 

of which the survey was one source of data. The following barriers have been identified: 

1. Unclear legislation 

In most countries, there is a legal requirement to prepare project appraisals for transport 

projects. However, the requirement on itself is not enough to prepare project appraisals in a 

straightforward and harmonious manner. Most of the time, the legal requirement does not 

define the appraisal methodology to be used. In the previous chapter, it can be seen that the 

appraisal practice outside the OIC Member States is to have a well-defined methodology to be 

used. For example, in the Netherlands, the use of CBA is mandatory in large transport projects. 

A well-defined methodology will contribute to more effective project appraisal and selection 

practices.  

2. No guidelines on content of project appraisal 

A large part of the respondents indicated that they were not aware of any guidelines on how to 

prepare project appraisals. It is logical that the existence of general guidelines assists the 

appraisal performer in preparing project appraisals with formal indications. Guidelines not only 

facilitate the work of the analyst, but also serve the goal of increased comparability by 
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standardizing the analysis. And even if guidelines are available, the question remains whether 

the guidelines specify all important parameters or only some of them. For example, the discount 

rate was found to be defined in only 33% of the cases. A knowledge centre or other similar 

platform that provides centralised state-of-the-art knowledge and expertise in transport project 

appraisals can assist in breaking this barrier.  

3. Capacity issues 

From the responses to the questionnaire, it has been found that it is a struggle to have enough 

capacity to prepare project appraisals for all transport projects. In order to have high quality 

project appraisal reports, it is crucial to have qualified staff that is either able to perform the 

appraisal or to review the appraisal when contracted externally. The respondents also raised 

the issue of lack of expert personnel to perform demand analysis. The majority of the 

respondents also indicated that no training programmes are available to build capacity for 

transport project appraisals. The training of public officials in the preparation of project 

appraisals at all levels of government is thus an element that can be improved upon by OIC 

Member States.  

4. No ex-post evaluation 

To compare the forecasted with the actual state of the world, an evaluation should be carried 

out at the end of the project life or after many years of operation. The goal of an ex-post 

evaluation is to check the accuracy of the forecast and to analyse the reasons for any deviations 

between ex-ante and ex-post results. Half of the respondents pointed out that ex-post evaluation 

of projects is not carried out at all.  

The importance of ex-post evaluation lies in the fact that it can constitute a significant learning 

mechanism. Retrospective analysis may feed into ex-ante appraisal of future projects, for 

instance by limiting optimism bias thanks to an improved collection of project benchmarks and 

through an assessment of the conditions under which projects actually delivered expected long-

term effects. Therefore, clear rules on ex-post evaluation may contribute to an increased 

effectiveness of project appraisals.  
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4 Results case studies: Afghanistan 

This chapter presents the results of the case study Afghanistan, following the structure of the 

conceptual framework, as developed in Chapter 2. 

4.1 Introduction 

The process which Afghanistan has gone through over the course of two decades have had 

significant consequences on the country’s physical transport infrastructure and on its human 

and financial resources. As a result, managing the national transport sector, including planning 

and appraising of transport projects, has been challenging.  

In order to address the above-mentioned challenges, Afghanistan has embarked on a number of 

international collaborations to restore the country’s industry. For example, the ADB has been 

working closely with Afghanistan’s public institutions in developing a strategy-course to be 

implemented through a number of significant investments and development measures. To this 

end, the ADB assisted in developing the Afghanistan Transport Sector Master Plan Update 

(ATSMPU) 2017-2036. The proposed strategy presents a comprehensive list of infrastructure 

projects to be developed, and capacity-expanding measures to be implemented across all 

prevailing transport sectors. The ATSMPU concludes that in an unconstrained resource 

scenario, the investment requirements over the following 20 years amounts to a total of $25.9 

billion. Table 4.1 illustrates how this total sum of investments is to be decomposed across 

individual transport sectors. 

Table 4.1: Total investment requirements per transport sector (2017-2036) 

Source: Afghanistan Transport Sector Master Plan Update (2017-2036) 

 

The following sections will expand on those aspects of the ATSMPU, as well as other supporting 

documents, which provide valuable insights to the current appraisal practices regarding 

transport infrastructure projects in Afghanistan.  

 

4.2 Legal basis 

The current legal framework for the development of infrastructure projects is limited to the 

planning and budgeting phases. According to this framework, the planning of projects follows a 

bottom-up approach, in which local councils identify necessary projects according to their 

needs. These proposals are then submitted to the Central Government for further screening and 

prioritisation. The aid cooperation department of Ministry of Economy (MOE) is then responsible 

Sector Amount ($ million) Share (%) 

Railways 11,176 43.1 

Roads 13,000 50.2 

Urban transport 853 3.3 

Airports 568 2.2 

Trade facilitation 300 1.2 

Total 25,897 100.0 
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for setting national priorities. Finally, the budget committee of the Ministry of Finance (MOF) 

determines the resources that are to be allocated to each individual project. No detailed 

information has been found regarding the legal or institutional basis for the preparation of 

appraisal reports.  

4.3 Governance 

Given the country’s economic bottleneck, Afghanistan’s transport system is based on primary 

transportation modes. The industry consists of the following individual sectors, the operation of 

which is handled by public institutions, private entities, and development partners: 

- Road transport 

- Civil aviation 

- Railway transport 

- Inland waterway transport 

Each sector is operated and maintained by various institutions and constituent bodies. The main 

responsibilities, which the different institutions are faced with, include: 

 Planning of infrastructure, infrastructure development, maintenance and operation; 

 Operation and maintenance of the sector; 

 Regulating the sector, and coordinating agreements 

Table 4.2 presents an overview of the key players in planning and infrastructure operation, 

maintenance and development for each transport sector, as outlined in the ATSMPU: 

Table 4.2: Relevant organisations36 

Mode Task Organisation 

Road 
transport 

Planning authority Ministry of Public Works (MOPW) 

Infrastructure operation, infrastructure 
maintenance, and development 

Ministry of Public Works (MOPW) 

Ministry of Rural Rehabilitation and 
Development (MRRD) 
Ministry of Urban Development 
(MUD) 

Civil 
aviation  

Planning authority, infrastructure 
operation, infrastructure maintenance, 
and development 

Afghanistan Civil Aviation Authority 
(ACAA) 

Support authority Afghanistan Civil Aviation Institute 
(ACAI) 

Railway 
transport 

Planning authority, infrastructure 
operation, infrastructure maintenance, 
and development 

Afghanistan Railway Authority 
(AFRA) 

All sectors37 Regulating and coordinating agreements 
between private sector and international 
transporters 

Ministry of Transport and Civil 
Aviation (MOTCA) 

Source: Afghanistan Transport Sector Master Plan Update (2017-2036) 

 

                                                                 
36  In planning and infrastructure operation, maintenance and development 
37  Including Inland Waterway Transport (for which no specific information could be found). 
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Development Partners 

In Afghanistan, the Government has had to rely on the support of development partners for the 

development of sustainable infrastructure and transport operations. Since 2002, the 

Government of Afghanistan has been cooperating with various international development 

organisations in the reconstruction and rehabilitation of the country’s infrastructure. In the near 

future, it will be necessary to establish and foster domestic PPPs for further infrastructure 

development. An overview of international development partners is presented below.  

Asian Development Bank 

The ADB has been greatly involved in the development of both country-specific and regional 

strategies through a series of projects, each addressing a different transport sector. An overview 

of all programmes is listed below: 

 Core Highway Network Rehabilitation (2002-2004) 

 Country Partnership Strategy Update (2004-2006) 

 Country Strategy and Program Update (2006-2008) 

 Country Partnership Strategy (2009-2013) 

 Afghanistan Infrastructure Trust Fund (2010) 

 Strategy 2020 (2008-2020) 

 Central Asia Regional Economic Cooperation (2008-2020) 

World Bank 

The WB National Rural Access Program (NRAP) is a high-priority programme, which focuses on 

the reconstruction of rural roads and infrastructure across the whole country. Moreover, the 

WB established the Afghanistan Reconstruction Trust Fund in 2002. This fund acts as an 

essential development tool in assisting the government with the budgeting and prioritization of 

projects. 

United States Agency for International Development (USAID) 

USAID funded the Development Road Sector Sustainability Program, which, in cooperation with 

the MOPW, focuses on the development of institutional capacity, and the generation of revenues 

to be invested in the operation and maintenance of road infrastructure. 

Department for International Development (DFID) 

The United Kingdom’s DFID launched the Road Rehabilitation and Maintenance Program in 

2011. This program also focuses on supporting the MOPW in developing capacity for the 

operation and maintenance of Afghanistan’s road network. 

4.4 Capacity and tools 

Capacity 

According to the ATSMPU, the constrained capacity of human and financial resources, which 

public organisations face forms a significant burden for the development of Afghanistan’s 

transport infrastructure. This problem is common to all transport sectors, and requires the close 

cooperation of public institutions with development organisations and private partners.  
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Road Asset Management System 

A Road Asset Management System (RAMS) is a tool which can be employed to optimally allocate 

resources for the operation and maintenance of road infrastructure. Given the limited 

availability of both human- and financial-resources in Afghanistan, this methodology is essential 

in facilitating the necessary allocation of such resources to meet the public’s demands. Figure 

4.1 illustrates the steps in the execution of a RAMS. 

Figure 4.1: Steps in a RAMS 

 
Source: Afghanistan Transport Sector Master Plan Update (2017-2036) 

 

4.5 Content 

Methodology 

Two types of appraisal methods are applied in Afghanistan: 

 Cost-benefit analysis in accordance with the requirements and partnership agreements of 

IFIs, such as the WB and ADB. 

 Multi-criteria analysis in the process of identifying and prioritising transport projects in the 

context of the ATSMPU. 

 

Cost-Benefit Analysis 

Afghanistan closely collaborates with development partners and IFIs on investment projects 

and the reconstruction of its transport infrastructure. Institutions, such as the WB and ADB, 

require project appraisal, mostly in the form of CBA, to be carried out in compliance with the 

partnership agreements. This requirement ensures that granted funds or loans meet financial 

and socio-economic objectives. No information has been found regarding the specific elements 

of this analysis, such as economic costs and benefits or social impacts. It is unknown if project 

appraisal is a mandatory step of projects funded though domestic funds.  
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Multi-Criteria Analysis 

The appraisal methodology, as applied in the Transport Sector Master Plan Update, concentrates 

on prioritisation of projects. To this end, within the context of the ATSMPU, MCA is applied. 

Through MCA, all projects are analysed, prioritised, and finally reduced to a short-list. In this 

approach, large-scale projects, such as the proposed $2.1 billion Northern Line railway, can be 

broken down into more manageable sub-projects, which are included in the prioritisation 

process.  

Criteria applied in MCA 

A crucial element of this appraisal methodology is the definition of the criteria to be applied in 

the analysis. Most of the investment projects presented in the ATSMPU are in the earliest 

planning phases and still have to undergo financial and technical feasibility studies. As a result, 

more mature economic and financial criteria elements, such as NPV, IRR or C/B ratios cannot be 

included. Instead, the ATSMPU determines economic feasibility on known traffic figures and 

strategic location in the transport network. As with conventional MCA, each criteria is assigned 

a weight to reflect its importance in the decision-making process. Table 4.3 presents an 

overview of the criteria to be applied, and their respective weights. These are the same for all 

transport sectors. 

Table 4.3: MCA criteria and weights 

Criteria Weight 

The project is included in the government’s priority programs 0.25 

The project is included in the CAREC Transport and Trade Facilitation Strategy 202038 0.10 

The project is part of the National-Regional Resources Corridor Initiative39, and 

connects locations with known mineral deposits 

0.10 

The project is prima facie economically feasible, based on known traffic figures and 

strategic location in the transport network 

0.25 

The project is needed to improve transport sector performance (e.g., modernisation or 

low-cost construction) 

0.10 

The project supports important social requirements (e.g., safety and rural 

accessibility) 

0.20 

Source: Afghanistan Transport Sector Master Plan Update (2017-2036) 

 

4.6 Demand analysis 

Demand analysis is carried out for appraisal of individual transport projects, notably those 

funded though international funds. No (national) transport model is applied for demand 

analysis.  

Traffic levels is also used in the ranking of projects as a proxy for the economic feasibility of a 

project, as indicated in Table 4.3.  

                                                                 
38  The CAREC Transport and Trade Facilitation Strategy 2020. 
39  The National-Regional Resources Corridor Initiative. 
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4.7 Result of project appraisal 

Project appraisal is used for the justification of individual projects, at least for those that are 

funded in collaboration of international development partners. The updated transport mater 

plan has applied a MCA approach to prioritise transport projects.  

4.8 Follow-up and learning 

Although no information has been gathered on this subject, it is expected that the 

implementation of the internationally funded projects is monitored. The extent to which ex-post 

evaluation is taking place is unknown. 

4.9 Conclusions and recommendations 

Conclusions 

Afghanistan’s transport network is inevitably part of its development process. As a result, both 

the physical infrastructure and the relevant governing institutions find themselves in a phase of 

reconstruction and rehabilitation. This is reflected by the following conclusions. 

The current situation comes with limitations in the legal and institutional framework. The legal 

framework does not provide a basis for transport project appraisal. The institutional framework 

is under development. 

Recent decades have placed a significant constraint on the capacity of Afghanistan’s Government 

in terms of human capital, as well as financial available means. These constraints have slowed 

down the reconstruction of existing and development of new infrastructure projects. Given 

capacity and financial constraints, projects been thoroughly screened and prioritised in the 

updated transport master plan. 

Afghanistan is to a large extent dependent on the collaboration with development partners, such 

as the WB and ADB. Afghanistan’s Government recognises the importance of PPPs for future 

investments and developments to its infrastructure and must therefore push for the 

development of a framework for such partnerships. 

Policy Recommendations 

First of all, the establishment of an enabling legal and institutional framework is recommended. 

This framework should clarify the legal requirements of project appraisals. Furthermore, it 

should also specify technical requirements such as the methodology to be used and the timing 

of the appraisal. Finally, the institutional basis must identify those parties responsible at each 

stage of the appraisal process. 

Second, in line with the findings of the ADB, it is recommended that a master plan be drawn up 

across all transport sectors in order to address the difficulties related to capacity constraints. 

These plans must identify future capacity needs based on projects and their respective 

priorities. Based on these requirements, public institutions will be able to plan both short and 

long-term allocation of resources for the development of future infrastructure projects. 

Finally, it is recommended that a PPP unit be established. The objective of the PPP unit will be 

to pool existing resources and knowledge in order to optimally establish and maintain PPPs for 

the future development of infrastructure investments.  
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5 Results case studies: Iran 

This chapter presents the results of the case study on the Islamic Republic of Iran, following the 

structure of the conceptual framework as developed in Chapter 2. This case study is based on a 

desk research and on interviews with Iranian institutional stakeholders conducted during a 

country visit which took place on the period 14-16 January 2019. Details on the interviewed 

stakeholders are presented in Annex 1.  

5.1 Introduction 

The Islamic Republic of Iran has a population of 79.9 million people40 and a total area of more 

than 1.6 million square kilometres, making it the 18th most populous country in the world and 

the 17th largest one. From the perspective of strategic planning, Iran is characterised by a 20-

year Vision issued in 2005, which sets an annual economic growth target of 8%, and by 5-year 

national development plans, which set out the country’s goals for several economic sectors and 

provide indications on how the government intends to achieve them. The current 6th 

Development Plan (2016-2021)41 identifies transportation as one of the strategic industries 

which priority shall be given to during its reference period.  

Iran’s transportation sector has seen a surge in investments across all modes in recent years, 

largely thanks to the lifting of international sanctions against the country after the Joint 

Comprehensive Plan of Action was agreed in 2015. Numerous contracts have since been signed 

by foreign investors for the implementation of large-scale projects (so-called “mega-projects”)42. 

The future of transportation investments, however, will strongly depend on the effects of newly-

imposed sanctions43 and on developments of international politics. 

Rail transport is specifically singled out by the 5th and 6th Development Plan as a key subsector. 

In particular, railway should account for 30 percent of freight transportation in Iran by 202144, 

up from 11% in 2015. According to the plan, the development of rail freight transport shall be 

achieved by upgrading railroads and terminal facilities, and by connecting the national railroads 

with regional and international transport corridors so as to boost exports45.  

 

                                                                 
40  Source: Statistical Centre of Iran, 2016 Census. 
41  The “Law on the Sixth Five-Year Economic, Cultural, and Social Development Plan for 1396-1400 (2016 – 2021)” (the 

“Sixth Development Plan”) was approved by the Iranian Parliament on 19 March 2017. 
42  For instance, in 2016 Italian rail operator Ferrovie dello Stato signed a Memorandum of Understanding to design and 

build two high speed rail lines in Iran, connecting Tehran with Hamedan and Qom; India’s Petroleum and Natural Gas 
Ministry announced in 2016 that it would invest $20 billion in the development of a major port at Chabahar on Iran’s 
southern coast; in 2018, China committed to build a train line connecting the Iranian port of Bushehr to the rest of the 

country’s railway network under a $700 million deal. 
43  In November 2018, United States sanctions against Iran were restored. In the light of this development, the World Bank 

forecasts Iran’s economy to experience a downward trajectory in the medium term, contracting by 1.4% on average 

between 2017/18 and 2020/21. Source: World Bank, Iran’s Economic Outlook, October 2018. 
44  Source: Tehran Times, Rail freight transport in Iran up 55%, 2017, available at 

https://www.tehrantimes.com/news/415938/Rail-freight-transport-in-Iran-up-55. 
45  Source: Financial Tribune, 8% Growth p.a. Target for Sixth FYDP, 2015, available at 

https://financialtribune.com/articles/domestic-economy/20414/8-growth-pa-target-for-sixth-fydp. 

https://www.tehrantimes.com/news/415938/Rail-freight-transport-in-Iran-up-55.
https://financialtribune.com/articles/domestic-economy/20414/8-growth-pa-target-for-sixth-fydp.
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Beyond the 5-year Development Plan, transport mode-specific masterplans are in place in Iran, 

prepared under the responsibility of the Ministry of Roads and Urban Development (MRUD) and 

its affiliated organisations and companies, among which the Construction and Development of 

Transport Infrastructure Company (CDTIC), the Railways of the Islamic Republic of Iran (RAI) 

and the Ports and Maritime Organisation (PMO). For the preparation of mode-specific 

masterplans, different scenarios are tested and an economic study is carried out by the MRUD 

assessing the impact of the plan on the national GDP. Once a list of project ideas has been deemed 

suitable for being included in the masterplans based on the preliminary economic study, further 

analysis is required at project level. 

Table 5.1: Most relevant organisations and companies affiliated to the Ministry of Roads and 

Urban Development 
Organisation/Company Mode of transport 

 Ports and Maritime Organisation (PMO) 
 Maritime 

transport 

 Railways of the Islamic Republic of Iran (RAI)  Rail transport 

 Roads Maintenance and Transport Organisation  Road transport 

 Construction and Development of Transport Infrastructures 

Company (CDTIC) 

 Rail and road 

transport 

 Civil Aviation Organisation; Airport and Air Navigation Corporate 

Holding Company; Iran Air 

 Air transport 

Source: CSIL. 

 

In Iran, transportation investments can be of three types:  

1) Government-based projects, either funded directly by the government annual budget or 

based on sovereign guarantee46 through Engineering, Procurement, Construction and 

Financing schemes (EPCF)47; 

2) Public-private partnerships (PPPs)48, in the form of project finance called Build–Operate–

Transfer (BOT) or Build–Lease–Transfer (BLT). BOT scheme (see figure below) is the most 

frequently used, representing 90% of all PPP arrangements; 

3) Lease contracts to industries, i.e. totally private investments, for which the government can 

provide concession of land. 

 

                                                                 
46  With the Sixth Development Plan the Government has been authorised to issue guarantees for foreign investments in 

projects in Iran’s private sector that meet certain requirements including economic justifications, technical feasibility, 

and the approval of the High Economy Council. This is in line with the decree issued on February 2017 by Iran’s Council 
of Ministers authorising the Minister of Economic Affairs and Finance to issue sovereign guarantees for certain eligible 
projects. 

47  Under these schemes, a private entity bids for the tender in order to design, finance and execute an infrastructural project 
on behalf of government. Operation is not part of these schemes. 

48  A contract between private entity and government to execute infrastructural projects like freeways, motorways, railways, 

etc. Salient features of these models are that private entity will bear the entire cost of executing the project and they gain 
the revenues from operating it. 
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Figure 5.1: BOT scheme 

 
Source: CDTIC. 

 

Project appraisal is carried out for both government-based and PPP projects. For these two 

types of investment, the project appraisal’s structure is similar. The procedure to evaluate the 

projects before their implementation is structured in three main phases: 0) Pre-Feasibility; 1) 

Feasibility study; 2) Detailed design. The MRUD (with its affiliated organisations) is always in 

charge of phase 0. Phases 1 (feasibility study) and 2 (detailed design) are instead under the 

responsibility of the MRUD for government-based projects funded directly by the government 

annual budget only, while they are usually carried out by the private investor in the case of an 

EPCF/DB+F49 or a PPP project. In the latter case, the documentations must be anyway approved 

by the MRDU or its representatives. 

By contrast, for lease contracts to industries, a fully-fledged project appraisal is not demanded. 

The analysis required by the government to private investors is mostly limited to an assessment 

of environmental impacts. Accordingly, the present case study, aiming at a review of project 

appraisal practices in Iran, will focus on the first two types of investments: government-based 

and PPP transport projects.  

5.2 Legal basis 

Legal requirement 

A general legal requirement to carry out project appraisals is in place in Iran and stems from 

rules set by the Plan and Budget Organisation (PBO), the institution tasked with strategic 

planning and with preparing the annual national budget. PBO’s obligation to carry out project 

appraisals covers all sectors, i.e. it is not transport-specific. It does not specify the appraisal’s 

features, nor the methodology to be used: on the contrary, the choice of the methodology to 

adopt is up to each organisation in charge of performing project appraisals. In the case of 

                                                                 
49  Design, Build and Finance. 
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transport infrastructure projects, cost-benefit analysis (CBA) is the methodology most 

frequently adopted. 

A more specific legal basis for project appraisal, complementing the general PBO obligation, 

concerns PPP projects in particular and is contained in the 2015 By-Law on Implementing the 

1987 Act for Civil Construction Projects in Roads and Transportation Sector through the 

Participation of Banks and other Financial and Monetary Sources of Iran, commonly known as 

“PPP Act”. Art. 5 in the 2015 By-Law, specifying the general PBO obligation to carry out an 

appraisal, provides a list of all studies and assessments that projects financed through PPP must 

provide in order to be approved by the MRUD (e.g. Feasibility studies, Environmental studies, 

Financial plan50). In addition, the 2002 Foreign Investment Promotion and Protection Act, or 

FIPPA51, includes executive provisions52 which specifically apply to foreign investors. For 

example, in case of investment projects proposed by foreign investors, the appraisal phase 

includes a screening by OIETAI (the Organisation for Investment, Economic and Technical 

Assistance of Iran53) concerning mainly the investor’s characteristics, the investment method, 

its time schedule and the conditions for transferring profits. 

Finally, rules on transport project appraisal can be found in internal regulating instructions of 

MRUD-affiliated organisations (e.g. RAI, PMO), which for practical needs have developed own 

appraisal practices and rules (depending on the type of project) specifying the general PBO 

requirement to carry out project appraisal. 

Scope of application 

In Iran, appraisal is performed on individual projects. The same general obligation to carry out 

an appraisal applies to all transport projects. De facto, the requirement to carry out an appraisal 

is considered less binding in the case of smaller projects54. The decision whether or not to 

perform an appraisal on small-scale projects resides with the MRUD and its affiliated 

organisations. It may be noted, however, that projects under the MRUD’s responsibility are 

mainly mega-projects, on which appraisals are systematically performed.  

                                                                 
50  See Section “Content” – Paragraph “Items” for the full list. 
51  FIPPA covers two categories of foreign investments: a) Foreign Direct Investments (FDI); b) Foreign Investments within 

the framework of “Civil Participation”, “Buy-Back” and “Build-Operate-Transfer” (BOT) schemes. Ratified in 2002, FIPPA 
is the law designed to mitigate foreign investment risks in Iran. Also, the act provides a range of incentives for the 

investors and the projects that employ foreign funds. Being a government guarantee, the investors must apply to the 
government organization to receive an investment permit. This license is known as the FIPPA license or the foreign 
investment permit. The license is the highest guarantee that Iran provides to foreign investors. The Minister of Economic 

Affairs signs the license for every single approved case. Obtaining the permit is not mandatory for making any 
investments in Iran. However, foreign investors need to get the FIPPA license to benefit from FIPPA’s coverage and 
incentives. The FIPPA license does act as a sovereign guarantee if the project’s off-taker is Iran’s government or one of its 

affiliate organizations.  
52  They contain regulations on issues such as: investment methods; importation, valuation and registration of foreign 

capital; repatriation of capital and capital gains. 
53  OIETAI, which operates under the supervision of the Ministry of Economic Affairs & Finance, is the main authority in 

charge of promoting and protecting foreign investment in Iran. In particular, the Foreign Investment Services Centre, 
established within OIETAI, facilitates all issues related to the admission of foreign direct investments. 

54  The distinction between large-scale projects (“mega-projects”) and small-scale ones is made by the MRUD on case-by-
case basis.  
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Special considerations can apply for infrastructural investments considered strategic because 

of their contribution to the country’s “passive defence” (i.e. contributing to the defence against 

a military attack, or minimising its effects), or because of their proximity to the borders. In 

similar cases (all belonging to the category of government-based projects, and not under 

MRUD’s control), the requirement to conduct a project appraisal is not considered binding.  

Timing 

For PPP projects, the following appraisal procedure and timings apply. Pre-Feasibility studies 

(phase 0) are prepared by the MRUD when project alternatives are still to be selected, and there 

is a need to decide which one is the best option. Based on the selected project option, a tender is 

usually launched for selecting the most suitable investors55.  

Once a project alternative as well as an investor have been selected, a Memorandum of 

Understanding (MoU) is signed between the investor and the MRUD or its affiliated 

organisations and companies. Within some months (at least six) from the MoU signature, the 

investor has the responsibility to carry out a feasibility study (phase 1) in order to gain more 

insights on technical, financial and economic aspects. If the results of the studies demonstrate 

the feasibility of the investment from various standpoints (financial, economic, technical) the 

investment is accepted by the MRUD or its affiliated organisations/companies and all the costs 

sustained by the investor to prepare the studies are reimbursed. Then, the project must receive 

the permit by the government in order to proceed. Once the permit is obtained, the Project 

Company56 is established and the investor has to carry out a detailed design (phase 2).  

The described appraisal procedure is also valid for government-based projects funded directly 

by the government annual budget. However, for those projects the three phases are carried out 

by the MRUD or its representatives. 

 

Figure 5.2: Project studies in the case of BOT projects 

 
Source: CSIL. 

                                                                 
55  If there is no proposal, direct negotiation with selected investors is used. 
56  A company which is established to finance and implement the civil construction plan or project (as joint venture or 

transfer) in accordance with the contents of the PPP Act. 
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5.3 Governance 

Roles 

The institutional structure for transport infrastructural planning in the field of roads, railways, 

airports and ports57 comprises three main actors: the Plan and Budget Organisation (PBO), the 

MRUD (and its affiliated organisations) and the external certified experts. The role of each actor 

is schematically presented in the graph below and described in what follows. The field of urban 

transport is not included among MRUD competences and its governance is characterised by a 

different structure, which is presented at the end of this section. 

Figure 5.3: Governance of transport project appraisals in Iran58 

  
Source: CSIL. 

 

                                                                 
57  International Business Publications, 2016. Iran. Transportation Policy and Regulations Handbook, p. 53. 
58  Except local transport projects 
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The PBO59 is tasked with preparing and updating two fundamental texts on which project 

appraisal practices in the country are based: the Guidelines for project appraisals and the 

Handbook for unit values.60 Both are cross-sectoral, reflecting the centralised and horizontal 

nature of the PBO itself, which does not belong to any ministry, but rather operates under the 

supervision of the President of Iran and is headed by one of the country’s Vice-Presidents (as 

illustrated by its internal structure).  

The PBO assigns an annual budget61 to the single organisations to fund infrastructural projects 

and it keeps a list of certified contractors and a list of certified consultants. The latter are allowed 

to prepare the project appraisals.  

Moreover, within each annual budget, the PBO provides a list of priority projects (so-called 

“national projects”) in line with the masterplans. Such projects are funded directly from the 

general budget. 

 

                                                                 
59  The organisation changed its name from Management and Planning Organization (MPO) to Plan and Budget Organization 

(PBO) in 2016. 
60  Besides these texts there are many other Internal National Standards and Guidelines for all types of infrastructure 

published by PBO and other related ministries and separate organizations such as the Ministry of Economic Affairs and 
Finance, Parliament's Research Organization etc.  

61  During interviews with stakeholders, the fact that the budget is allocated only for a one-year period to MRUD 

organisations emerged as a problem, pointing to a difficulty in combining short-term allocation of money with medium- 
and long-term planning of investments. This issue is further complicated by high inflation rates. 
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Figure 5.4: Organisational chart of the Plan and Budget Organisation (PBO)  

 
Source: Authors’ elaboration on Plan and Budget Organisation (Iran)62 

 

The MRUD and its affiliated organisations (which all have internal planning departments) are in 

charge of ensuring that transport project appraisals are carried out in line with the PBO 

indications. To some extent, they are also directly responsible for performing some studies. As 

mentioned above, the MRUD and its organisations are tasked in particular with the 

responsibility to perform the pre-feasibility (corresponding to phase 0 of project appraisal). In 

the case of government-based projects funded directly by the government annual budget, they 

are responsible for the feasibility studies (phase 1) and detailed design (phase 2) as well. As a 

matter of fact, MRUD-affiliated organisations frequently externalise the actual performance of 

such studies to certified private companies, drawing from the list issued by PBO.  

For EPCF and PPP projects, both the public and the private party can in principle be in charge of 

the analysis under phase 1 and phase 2: no legal rule on this point is in place. However, the 

MRUD and its affiliated organisations usually prefer to assign this task to the private sector, with 

                                                                 
62 https://www.mporg.ir/chart-en. 

https://www.mporg.ir/chart-en
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the goal of saving public resources and shifting the risk of ex-ante forecasting to the private 

investor. If phase 1 and/or phase 2 are delegated to private party, the latter has to select one of 

the certified consultants to prepare the necessary studies. 

There are cases in which the certified consultants working for the private investors prepare 

their own studies based on their own model for traffic studies, but the MRUD-affiliated 

Construction and Development of Transport Infrastructures Company (CDTIC) performs its 

own studies as well, e.g. in order to decide how to set a minimum threshold of traffic to be 

guaranteed to the investor. Such minimum threshold is used to provide compensation payments 

to the private operator in case traffic turns out lower than expected.63  

After the external certified consultants (appointed either by the public sector for government-

based projects, or by the private investors for PPP projects) have submitted the detailed project 

design, the final approval of the project depends on a review of the appraisal. Such review is 

carried out by different groups of experts depending on whether the project belongs to the PBO’s 

list of priority “national projects” or not, as illustrated in the initial graph and as will be explained 

in the next paragraph under the quality review section. 

In the urban transport subsector, the governance structure is characterised by a large role played 

by municipalities, particularly after the 1997 local-level governance transformation, under 

which Iranian cities have gained larger autonomy and responsibilities64. Municipalities are 

today in charge of the whole urban transportation systems (metro and bus lines, etc.), with the 

Ministry of Interior in a supervisory and coordinating role65. Each city with more than 500,000 

inhabitants needs to develop its own Transport Development Masterplan66. These strategic 

documents are usually prepared by consultants appointed by the municipality67.  

In this field, a lacking coordination between the level of urban transportation masterplans and 

the level of transport operators has been noted in the literature (Döge and Arndt, 2013). In order 

to tackle this issue, the article by Döge and Arndt (2013) proposed the introduction of a Local 

Public Transport Plan, defining standards and goals for local public transport operators in line 

with the Transport Development Masterplan. Such innovation, if implemented, could define 

standards for infrastructural investments as well (e.g. in terms of environmental aspects or 

socioeconomic effects), thus having an impact on project appraisal practices in urban transport. 

                                                                 
63  See Note 5 of the PPP Act. It states that during the operating period of freeways, if the annual revenue earned by operation 

services is less than eighty five percent (85%) of the annual revenue predicted in the income expenditure report 

appended to the contract, the difference maximum up to twenty five percent (25%) of the anticipated revenue will be 
paid to the investor from the earning of freeways. 

64  Shafiei, Z., 2017. The role of participation in Iran after the shift in urban governance in 1997, in Dienel, H. et al. (Eds.), 

Citizens’ Participation in Urban Planning and Development in Iran, Routledge, p. 28. 
65  Merely suburban railways are managed by RAI. 
66  See for example Tehran Traffic and Transportation Organization, 2013. An overview of Tehran Transportation Master 

Plan. 
67  For Tehran, the consultants were the Tehran Comprehensive Transportation and Traffic Studies Company (TCTTS) and 

the Transport and Traffic Organization (TTO), who also cooperated for the elaboration of Mashad and Esfahan Transport 

Development Masterplans. Source: Döge, N. and Arndt, W., 2013, The Local (Public) Transport Plan as an Approach to 
optimize Urban Public Transport Planning in Iran, Technische Universität Berlin Research Report. 
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Figure 5.5: Structure of the Iranian urban transport planning system68 

 
Source: Döge and Arndt (2013)69, p. 22. 

 

Additionally, it may be underlined that transport project appraisal at the local level is strongly 

linked to urban planning, whose fragmented decision-making has been singled out by the 

literature as a significant obstacle70. In the last decades, urban planners have rarely paid 

attention to impacts of land development on the transportation network. In particular, the 

financial independence granted to municipalities has frequently led them to convert public land 

to more profitable uses (e.g. commercial ones) in order to increase local revenues, as explained 

by Soltani (2017). However, Traffic Impact Assessments not being required for new 

developments, such conversion of land has exacerbated congestion issues. More generally, an 

overall lack of appraisal has been highlighted with regard to transit planning (e.g. monorail 

systems in Tehran and Qom) and transport infrastructure construction (e.g. overpasses and 

interchanges)71.  

 

                                                                 
68  With the addition of the Local Transport Plan proposed by Döge and Arndt, 2013 
69       https://depositonce.tu-berlin.de/bitstream/11303/3957/1/14_young_cities_research_briefs.pdf. Pg. 22. 
70  Soltani, A., 2017. Iran, in D. Pojani, D. Stead (Eds.), The Urban Transport Crisis in Emerging Economies, Springer. 
71  As a result, the lifespans of these projects are reported by the literature to be shorter than anticipated, also because of 

inadequate technical capacity. Source: Soltani, A., 2017. 

https://depositonce.tu-berlin.de/bitstream/11303/3957/1/14_young_cities_research_briefs.pdf
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Quality review 

For projects funded through the budget allocated to MRUD-affiliated organisations by the PBO 

(and which can be government-based or PPP projects), the standard practice is to have the 

internal planning department of the relevant MRUD-organisation reviewing the appraisals 

prepared by certified consultants (particularly the final design and appraisal corresponding to 

phase 2). A group of internal specialised reviewers thus checks all projects before approving 

them. Therefore, the MRUD and its organisations have the final responsibility on project 

approval. 

This is however not the case for so-called national projects (funded by the general budget and 

included by the PBO in a priority list). For these investments, the report submitted by 

consultants will be evaluated in the MRUD by the Working Group on Evaluation and Approval of 

Projects. Members of this Working Group come from different bodies: the MRUD itself (the 

Deputy of Planning and Resource Management and the Deputy Chief Transportation Officer); 

the relevant MRUD-organisation (e.g. RAI, PMO, etc.); academia; other organisations related to 

the project. 

A check of the appraisal in terms of completeness and technical quality is thus performed by 

quality reviewers72; their activity, however, is not grounded on formal and homogeneous quality 

standards. 

Publicity and stakeholders 

In Iran, project appraisal reports are not made public, and no evidence has been found of 

appraisal results being used to inform public consultations and debate. Moreover, the role of 

stakeholder consultation appears to be overall limited. In the case of Ports and Maritime 

Organisation, stakeholder consultation takes place during the appraisal process only when there 

is a direct relationship with another infrastructure (e.g. railways) or economic activity. 

In case of projects involving land acquisition, a study on its social impacts is carried out for the 

project appraisal and, according to interviewed stakeholders, informative meetings with the 

local population take place. In addition, the MRUD needs to send relevant documentation to the 

local governor. As a result of this process, variations to the initial project may be added. 

For foreign investments, the provisions set out in Art. 21 of FIPPA apply, according to which 

OIETAI “is required to ensure the access of the general public to all information” concerning the 

investment, the investors, the fields of activity and other available information. However, no 

evidence on the actual use of this Article could be found. 

 

                                                                 
72  No evidence could be found on the depth of the quality review, and particularly if such control is only compliance-driven 

or if it includes a thorough discussion of the adopted approach and assumptions. 
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5.4 Capacity and tools 

Capacity 

Overall, in Iran technical capacity to perform transport project appraisals appears to be ensured, 

particularly thanks to the certified experts included in the PBO list, which the MRUD 

organisations widely resort to. The case of Ports and Maritime Organisation can be mentioned 

as an example of capacity building: while in the past it largely used external consultants for the 

appraisal of infrastructural projects, thanks to a successful cooperation with them its internal 

technical capacity is today ensured, and the organisation has a smaller need to resort to 

specialists from the private sector.  

Training programmes are in place in both RAI and PMO. While RAI opts for trainings held by 

consultants (both international and Iranian with international qualifications), PMO prefers to 

choose trainings held by academics. Moreover, both PMO and RAI hold stable relationships with 

national universities. RAI, in particular, promotes university courses (up to PhD level) in the 

field of rail engineering and technology. Training programmes, however, do not directly concern 

the performance of project appraisal, but rather project preparation more in general, which in 

turn positively influences the quality of the appraised projects. 

Standards and Guidelines 

The PBO has developed general guidelines on project appraisal and it provides some reference 

parameters to be used, among which unit prices. The acceptable internal rate of return (IRR) of 

a project depends on the location and the project features, and no reference value is provided 

by PBO. 

Overall, it can be stated that the analyst enjoys a moderate degree of flexibility in performing the 

analysis. While no prescriptive rules exist regarding which benefits to be included in the 

analysis, which discount rate to adopt, or which time horizon to consider, these choices are not 

entirely free, but rather rely either on indications by PBO or on agreements between the analyst 

on one side and the MRUD with its organisations on the other side.  

In the case of appraisals under the responsibility of PMO, for instance, the analyst has to adopt 

a discount rate in the range between 1 and 5% (plus the inflation rate). Generally, however, the 

lack of a uniform social discount rate has been highlighted in the literature as one of the possible 

causes of mismanagement and poor prioritization of public sector projects in Iran73. As a matter 

of fact, given the increasing importance of cost–benefit analysis for public investment decisions, 

the choice of a proper social discount rate is a crucial issue.  

Tools 

Evidence has been found of standard tools such as models or templates that shall be followed 

for analysis and reporting. Single organizations (e.g. PMO) have internally developed own 

standard forms and templates out of practical needs. Moreover, Art. 5 of the By-Law on 

                                                                 
73  Daneshmand et al., 2018. A time preference measure of the social discount rate for Iran. This article, using the social time 

preference rate approach, estimates the appropriate value of Iran’s social discount rate at 5.8%. 
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Implementing the PPP Act, which lists the studies and assessments that PPP projects need in 

order to be approved by the MRUD, mentions a template for presenting these studies that is 

based on indications by the MRUD itself. 

In terms of tools used for carrying out financial and economic analyses for project appraisal, a 

standard software is adopted by several different organisations: the COMFAR software 

(Computer model for feasibility analysis and reporting), which is a well-known international 

reference developed by UNIDO74 (used for instance by PMO and CDTIC, in the “COMFAR for 

experts” version75).  

Figure 5.6: Example. Results of the financial model 

 
Source: PMO presentation 

 

5.5 Content 

Methodology 

While project appraisal is required by law, no mandatory requirements are in place specifying 

which type of analysis is required in the framework of transport project appraisal, except for 

environmental effects (see below). Nevertheless, in practice, one type of analysis is largely 

predominant for infrastructure investments. As a matter of fact, performing a CBA is widely 

regarded as a good practice across transport modes.  

                                                                 
74  United Nations Industrial Development Organization. 
75  PMO specifically reported the use of COMFAR version 3.3. In general, no adaptation of the software to the transport sector 

has been reported. 



 
 

Improving Transport Project Appraisals  
In the Islamic Countries 

 

 95 
 

 

For instance, PMO performs CBA for infrastructures, based on a benchmarking of international 

practices. Its CBA, however, is largely focused on the project’s financial aspects more than on 

economic evaluation of socio-economic benefits. 

While RAI adopts CBA for infrastructures as well, at times it resorts to other types of analyses 

for other investments which are not infrastructural. According to interviewed stakeholders, in 

particular multi-criteria analysis (MCA) has been used in such cases. MCA is also often used 

specifically for the environmental assessments. As an example, for the Qazvin-Rasht-Anzali 

Railway Project and the Charmshahr-Bumehen Freeway Project (promoted by the CDTIC), the 

Cost-Benefit analysis was used for the technical and economic studies, while the Multi-Criteria 

analysis was used for the environmental assessments. 

In the case of CDTIC, instead, a framework developed internally is used for transport project 

appraisal by the organisation’s technical bureaus (in charge of freeways, highways, and 

railways). Such model is reportedly based on the extensive experience of CDTIC in the field of 

construction76.  

On a different note, regulations on environmental impact assessments (EIAs) are set by the 

Environmental Protection Organisation, which additionally reviews the submitted reports. 

While the methodology is clear and systematically applied, some sources (IBR, 2018) have 

highlighted several difficulties in relation to the actual performance of EIAs, among which the 

use of outdated or inaccurate data77. 

Items 

The abovementioned Art. 5 of the By-Law on Implementing the PPP Act lists the studies and 

assessments that are required for approving PPP projects (and which in principle can be 

prepared either by the Ministry or the private contractor; de facto, by the private party). 

According to interviewed stakeholders, a very similar list of items applies for government-based 

projects as well.  

Overall, following items can be identified as typical contents of a transport project appraisal in 

Iran for government-based and PPP projects: Project identification, Demand analysis, Technical 

design, Management- and time plan, Financial analysis, Economic analysis, Environmental 

analysis, Risk analysis on financial aspects. The following table illustrates the precise 

correspondence between these broader categories and the specific studies required by Art. 5 of 

the By-Law on Implementing the PPP Act. 

 

                                                                 
76  Whether this methodology overlaps with internationally acknowledged approaches could not be ascertained in the 

framework of this study. 
77  IBR, 2018. Environmental and Social Impact Assessments and Responsible Business in Iran. 
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Table 5.2: Studies required by Art. 5 of the By-Law on Implementing the PPP Act, divided per 

general item of contents 

General item Studies required by Art. 5 of the By-Law on Implementing the PPP 

Act 

Project identification  Initial studies 

Demand analysis  Feasibility studies 

Technical design 

 Technical studies on first stage 

 Technical studies on second stage  

 Land acquiring plan 

 Machineries, facilities and special materials supply plan  

 Executive structure 

Management- and time 

plan 

 Timing plan (at level zero)  

 Utilization system and service and maintenance 

Financial analysis 

 Financial plans including balance sheet of income and 

expenditure, capital depreciation and investment return, liquidity 

flow in development and utilization processes 

Economic analysis  Economic justification studies 

Environmental analysis  Environmental studies 

Risk analysis   Risk assessment studies 
Sources: CSIL. 

 

As regards socioeconomic effects considered in transport project appraisal in Iran, the following 

items are the ones typically included: Time saving; Safety78; Environmental impacts (Sea 

pollution, Air pollution, Soil pollution, Noise pollution, GHG emissions, Chemical pollution); 

Regional and local impacts; Social Responsibility. As obvious, the considered effects may vary 

depending on the type of project at stake, in light of the significant differences between transport 

modes.  

A quantification of the effects is performed, primarily through the unit values provided by the 

PBO in its Handbook. However, different practices are in place as regards the effects’ 

monetisation. CDTIC does attach monetary values to quantities79 (computing, for example, the 

value of accidents, of fuel consumption80, and of traffic), using mainly shadow prices. PMO, on 

the contrary, does not use shadow prices, nor willingness-to-pay (WTP) approaches, but rather 

quantifies the benefits with market prices. The MRUD, furthermore, is reported to make use of 

WTP in order to calculate yearly the tolls of freeways. 

 

                                                                 
78  Road safety, especially in metropolitan areas, represents a very significant issue in the country. According to some 

estimates, Iran is the first country worldwide in terms of number of road accidents, deaths and injuries per year. Source: 

International Business Publications, 2016, p. 58. 
79  This practice is particularly followed in the case of Build-Lease-Transfer (BLT) projects.  
80  In Iran, the government heavily subsidises fuel. Savings in fuel consumptions, therefore, can be considered to generate 

not only environmental benefits, but also financial benefits for the public sector. At a strategic level, the reduction of fuel 
subsidies is one of the government’s goals in the medium term. 
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Risk assessment 

Sensitivity analysis and risk analysis are systematically carried out81. Among the variables 

considered by such analyses, inflation is usually included. Overall, sensitivity analysis and risk 

analysis appear however to be focused on technical, managerial and financial aspects. By 

contrast, a risk analysis on socioeconomic effects (e.g. time saving, noise pollution, etc.) does not 

belong to the standard appraisal practices in the country.  

Environmental aspects may be considered as a partial exception, thanks to requests advanced 

by the Environmental Protection Organisation (especially after COP21 and COP22 Conferences). 

CDTIC, for instance, must run the risk analysis model (with probabilities or estimations) on air 

pollutants, because the Environmental Protection Organisation would not accept CDTIC’s pre-

feasibility studies (i.e. phase 0) without such calculations.  

5.6 Demand analysis 

As concerns forecasting techniques, different models are used depending on the organisation in 

charge of project appraisal and on the relevant transport mode. An additional differentiation 

concerns the level at which the forecasts is performed, i.e. whether at masterplan or project 

level. 

For road traffic forecasts included in the masterplans, CDTIC uses the Visum model82; such 

software is however never used at project level.  

In its masterplan, PMO uses simulation models such as iThink83 instead, allowing to identify 

which ports (and which areas within the single ports) will be particularly affected by changes in 

traffic. For instance, with data on seaborne trade as an input, the organisation can identify which 

operations in the ports (e.g. gate operations, or storage operations) will be affected (in which 

year and by which degree) by variations in traffic.  

At project level, one of the most used software to simulate traffic is Aimsun84, which is used for 

instance by PMO for maritime transport and port infrastructures, and by CDTIC for freeway 

projects, such as the Southern Bypass of Teheran, a 158km freeway whose construction started 

in 2016 and is predicted to end in 2020.  

Further software chosen by PMO are ARENA and SPSS. More in general, however, in the case of 

PMO internal modelling of demand, traffic or supply is based on time series (through regression 

and extrapolation), on econometric studies done within PMO itself, and on dynamic models as 

well. 

                                                                 
81  For PPP project, Art. 8 of the PPP Act explicitly requires risk assessment studies as one of the relevant appendices to be 

included with the contract.  
82  Visum is a software (developed by PTV Group) which allows to perform traffic analyses, forecasts and GIS-based data 

management. It models road users and their interactions, and is recognised as a standard tool in the field of transport 
planning. 

83  This modelling tool (developed by Isee Systems) is used to create interactive simulations. 
84  Aimsun is a software modelling mobility networks, which is widely used also in the United States and Europe for purposes 

of public transportation planning. 
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5.7 Results of project appraisal 

Use of results 

The results of project appraisal are used to provide justification for investing in a transport 

project and is integrated in the process of project preparation aimed at establishing the 

feasibility of a project. For government-based transport projects, the results of the appraisal are 

used for the prioritisation of projects (e.g. by PMO and RAI). In case of PPP projects, if there is 

more than one available investor, the appraisal results are instead used to select the best 

alternative offer. In addition, appraisal results help identify which projects are most suitable to 

be promoted as investing opportunities (e.g. by OIETAI).  

Selection criteria 

Criteria used to select projects for implementation include the internal rate of return (IRR) and 

the net present value (NPV), as calculated through the CBA. However, as already mentioned85, 

no formal thresholds for performance indicators are established a priori. As such, the panels of 

experts conducting quality reviews for final approval of projects enjoy a high degree of 

discretion. However, the fact that project appraisals are reviewed by qualified panels of experts 

is a form of assurance towards the selection of good projects. 

In some cases, for strategic political considerations (e.g. due to a contribution to the country’s 

passive defence, as already mentioned) some exceptions may apply, and projects may be 

implemented based on different or less strict criteria.  

5.8 Follow-up and learning 

Monitoring and ex-post evaluation 

A monitoring of project implementation and operation is carried out for both government-based 

and PPP projects, under responsibility of the MRUD and its affiliated organisations. A general 

obligation to monitor projects’ construction and operation stems from PBO rules. 

In the case of PMO, the CBA developed during project appraisal is later updated and used to 

monitor projects during operation phase, mainly for financial aspects. 

Beyond this, anyway, also the effects generated by the project and its overall performance are 

reported to be generally monitored, for instance by measuring the achieved time savings and 

the level of revenues collected, and comparing them with the values forecasted ex-ante. 

According to CDTIC, such monitoring is carried out through the Primavera software86 and is 

helped by work-breakdown structure (WBS), dividing projects into deliverable-oriented 

components. 

By contrast, ex-post evaluation is not compulsory, and the focus appears to be only on financial 

audit. Ex-post evaluation is performed rarely: for example, it is carried out if there is a need to 

                                                                 
85  See Paragraphs “Governance – Quality Review” and “Capacity and tools – Standards and guidelines”. 
86  Primavera (originally developed by Primavera Systems Inc. in 1983) is a software used to manage a project portfolio. It 

includes features designed for project and product management, collaboration and control. 
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compensate investors in case traffic is not in line with estimates, or if there is a need to transfer 

a project to the public sector (in PPP BOT models). The ultimate goal of such evaluations, 

however, is not to detect deviations, follow up and learn from experience, but rather, more 

simply, to respond to practical needs such as the enforcement of contractual duties.  

No evidence of ex-post evaluation being performed specifically for urban transport projects has 

been found either. In this subsector, however, no well-functioning mechanism to learn from 

previous projects appears to be in place: as a matter of fact, the literature underlines that Iranian 

cities continue a car-oriented paradigm to transportation planning, despite experience 

suggesting that road construction only reduces congestion in the short run, while fuelling travel 

demand and congestion in the long run87. 

5.9 Conclusions and recommendations 

Conclusions 

According to the collected evidence, the Iranian transport project appraisal system is well-

developed, and some of its elements in particular can be highlighted as good practices. There is 

a wide recognition of the need to systematically perform projects appraisal of transport projects 

and there are established practices making use of guidelines, unit costs references and 

handbooks. Good practices are also recognised in the following peculiar aspects: the sector-

independent centralisation at PBO’s level of the overall system; the certification of competences 

and requirement to rely on certified consultants to carry out appraisals; the quality review 

system; some sort of monitoring and follow up activities.  

While the Iranian project appraisal system is grounded on a strong legal basis applying at central 

level for all public investments (not only in the transport sector), the regulatory and 

implementation framework for transport projects is particularly developed for PPP 

investments. Appraisal practices for government-based projects, by contrast, appear to rely less 

on legal norms and more on established habits. 

The fact that at central level several related but different organisations (PBO, Ministry of 

Economic Affairs and Finance, Parliament's Research Organization etc.) are involved in 

regulating and/or providing guidance on different aspects88 of project appraisal leads to a 

general system which is rather fragmented. Clearly, this setting also influences the appraisal 

practice in the transport sector.  

Also, the fact that different MRUD-organisations are in charge of transport project appraisals , 

does not facilitate the comparability of different approaches. In particular, differences are in 

place between organisations affiliated to the MRUD when it comes to quantify and monetise 

                                                                 
87  Soltani, A., 2017. Iran. As an example, the author mentions decision taken in Tehran in recent years on the implementation 

of large road projects, adding that if the budget for these projects had been used for public transport projects, the city’s 
underground network could have been extended by 77 km, or 28,000 buses could have been added to the existing fleet.  

88  Project Creation, Engineering, Procurement, Finance and Provision of Budget, Economical Assessment and Investment 
Appraisal. 
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socioeconomic effects. The resulting governance structure reveals fragmented practices, and no 

unitary approach. 

While CBA is the most widespread methodology used for appraising infrastructural projects in 

Iran, its potential is not fully exploited. As a matter of fact, the analysis is largely focused on 

financial aspects, and ample room would exist to develop the assessment of socioeconomic 

effects further. The performed economic analysis could be greatly enhanced through the 

application of state-of-the-art methodologies for the quantification and monetisation of project 

effects. Also, ample room exists to develop CBA guidelines focused on the various transport sub-

sectors providing consistent references values (e.g. the value of time, the social discount rate). 

Engagement with stakeholders is foreseen during project appraisal in some cases , i.e. when land 

acquisition is needed and when a project has a direct relationship with another infrastructure 

or economic activities, but overall the role of stakeholder consultation in the project formulation 

stage is limited with respect to international practices.  

Policy recommendations 

A common system of project appraisal in the transport sector should be developed, enforcing the 

general obligation to carry out project appraisals. This can be done by streamlining the adoption 

of a common framework to be adopted at MRUD level and detailing the principles, procedures, 

methodologies and a set of reference parameters (e.g. the discount rates, the thresholds for IRR) 

for all the agencies in charge of project planning and financing.  

Such a framework should be conveyed in one single reference document (i.e. project appraisal 

manual) in order to provide certainty and easy access to all involved institutional stakeholders 

and to possible investors. Providing an English translation of such document and of related 

PBO’s Guidelines on project appraisal could further increase accessibility for foreign investors. 

Specific templates and guidelines with unit values for key benefits can be then established at 

organisation level to reflect the specificities of their operations but sticking to the common 

framework adopted for transport.  

The starting point for the development of such a framework can be a detailed screening of the 

practices currently in place and of the models in use in the different MRUD-affiliated organisations. 

Such screening could serve as an analytical basis for further steps. A special temporary 

committee on transport project appraisal could be established at MRUD level with 

representatives from all its affiliated organisations, aiming to exchange information and 

expertise about the adopted approaches and models for appraising infrastructural projects.  

A larger emphasis on socioeconomic aspects must be developed against a focus on financial 

aspects. Regardless how a project is financed (fully public, through PPPs, etc.), the project 

appraisal should demonstrate the desirability of a given project against a set of feasible 

alternatives: the rationale for transport project appraisal should thus be re-oriented towards 

the ambition to use public funds in such a way that it provides maximum benefit to the Iranian 

society.  
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The use of CBA should be expanded beyond the focus on financial aspects. The project's 

acceptability in terms of economic efficiency and social merit (based on the calculation of 

performance indicators like the economic net present value) should become standard practice 

as well. To this end, the development of CBA guidelines for transport infrastructural projects 

would be recommended. 

Stakeholder consultation practices should be enhanced. An independent Bureau, established in 

partnership with Iranian and foreign universities, and composed of experts in community 

engagement, could take the role of supporting MRUD organisations in their outreach towards 

different types of stakeholders.  

The role of ex-post evaluation should be increased by introducing obligations for MRUD-

affiliated organisations to carry out such in-depth studies on a sample of investments after 5 

or/and 10 years since their entry into operation, with the goal of detecting deviations from the 

initial projects and learn from experience. 
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6 Results case studies: Jordan 

This chapter presents the results of the case study of the Hashemite Kingdom of Jordan 

(hereafter called Jordan), following the structure of the conceptual framework, as developed in 

Chapter 2. This case study is based on desk research and on interviews with Jordan stakeholders 

carried out in January 2019. Details on the interviewed experts are presented in Annex 3. 

6.1 Introduction 

The Government of Jordan recognises that transport is a vital sector for the Jordanian economy 

and an important component for the daily life of Jordanians. Transport is a necessary 

prerequisite to provide mobility, access and consequently maintain current economic processes 

and welfare, but also the basis for future economic growth of Jordan and for growth of quality 

of life for its inhabitants. Consequently, Jordan has heavily invested in the transport sector 

recently, with emphasis on expanding the road infrastructure, being the backbone of the 

national transport system; improving urban transport; and enhancing the logistic industry. To 

support this process, a Long Term National Transport Strategy (LTNTS) has been developed. 

This strategy has delivered a multi-modal implementation pipeline of transport projects, which 

included the feasibility analysis of different scenarios of implementation, evaluated and 

prioritised through cost-benefit analysis (CBA).  

An important factor in the LTNTS is the integrated approach, which is also reflected in the 

integrated planning of transport infrastructure. As stated in the Jordan Long Term National 

Transport Strategy and Action Plan (PTV, TRT, 2016), integrated planning is an important 

contribution to the economic development of Jordan, resulting in: 

 Better modal integration, making best use of the capabilities of the different modes of 

transport, both for passengers and freight, and providing the necessary facilities for changes 

between modes in order to improve inter-modality; 

 A better integration of land-use planning with transport planning, a better mix of land uses 

and consequently activities, resulting in better accessibility of the population to mobility and 

to all relevant destinations, like job locations, provision and leisure facilities; additionally, a 

good transport – land-use integration will result in shorter travel distances and less trips by 

motorised modes, reducing the need to travel but improving the accessibility for the 

population; 

 a reduction of negative environmental impacts, such as emission of pollutants, greenhouse 

gases and noise, dependency on the car and the truck, community severance, visual intrusion 

etc.; 

 An increase of safety, with less and less heavy accidents; 

 An increase of personal wealth for the population and an increase of the quality of life in Jordan 

as a whole. 

 

The integrated planning approach facilitates a holistic approach and as such provides a 

framework for the development of the transport sector. Within this framework for development, 
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individual projects need to be justified, following a process of project appraisal, as elaborated in 

this case study. 

This case study benefits from active support and participation from a broad range of 

stakeholders in Jordan. Details of relevant experts are presented in Annex 3. 

6.2 Legal basis 

In Jordan, no legislation is in place that requires project appraisal to be carried out for all 

transport projects. However, as illustrated below, for projects that are developed under a Public-

Private Partnership (PPP) arrangement, the PPP Law stipulates that project appraisal is to be 

carried out.  

Notwithstanding the fact that there may not be a law, which requires appraisal to be carried out 

for all projects, .project appraisal is firmly embedded in the procedures that are applied for new 

transport projects in Jordan. It should also be mentioned here that all projects that involve 

collaboration with development partners or International Financing Institutions (IFIs) – see 

below – include project appraisal. Main stakeholders, such as the Ministry of Transport (MoT) 

and the Ministry of Public Works and Housing (MoPWH) confirm that project appraisal is carried 

out on structural basis, although the representative of the MoPWH stated that for some projects, 

funded though domestic funds, project appraisal may not always be carried out.  

Regarding the procedures, a distinction can be made between the following types of projects: 

 Development projects, funded by the Government of Jordan. 

 Projects implemented under a PPP arrangement. 

 

Both type of projects require project appraisal, however, the scope of appraisal differs, as 

illustrated in Table 6.1. 

Table 6.1: Type of projects and appraisal 

Development projects PPP projects 

The focus of development projects is 
on socio-economic impact, hence 
economic evaluation is applied. Here, 
cost and benefits are considered for 
society as a whole and the appraisal 
seeks social welfare. 

The focus of the PPP projects is on bankability of the 
projects, and as such financial evaluation is applied 
focused on the income and monetary costs associated with 
the project, As such, the evaluation considers the project’s 
ability to generate income flows that will cover its costs, 
resulting in its potential to attract private investors, 
whose decisions are assumed to be guided by the objective 
of maximum benefit. 

 

Public-Private Partnership Law 

The PPP Law (Kingdom of Jordan, 2014) describes in Article 7 the establishment of a PPP Unit, 

undertaking amongst others the following task: to identify the technical requirements that must 

be presented by the Government Body for any partnership project. These requirements shall 

include the financial feasibility of the project, the updated Sustainability Report, and the cost-

benefit analysis.  
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As such, for PPP transport projects, there is a legal requirement to appraisal of transport 

projects. More on the PPP Unit is presented below in the governance section.  

6.3 Governance 

The structure of Jordan’s transport industry consists of the following sectors, corresponding to 

the main transport modes, in which both public and private entities operate: 

 Road transport 

 Rail transport 

 Civil aviation 

 Maritime transport 

 

As presented in the LTNTS, within each transport mode or sector, the following categories are 

active: 

 Authorities planning and managing the infrastructure, the services, maintenance etc. 

 Regulatory authorities or bodies 

 Infrastructure development companies 

 Infrastructure maintenance and operation bodies (public entities and private companies) 

 Private passenger transport operators (applicable only to road transport) 

 Public passenger transport operators (applicable to road, rail, maritime and air transport) 

 Freight transport operators (forwarders, carriers, hauliers, trucking companies) 

 Service providers (where applicable) 

 Representatives of the economic system 

 

Each mode is managed and operated by a number of institutions and constituent bodies. 

Particularly, for most modes there are different institutions responsible for: 

 Planning of infrastructure, infrastructure development, maintenance and operation; 

 Regulatory functions of the sector; 

 Operators of vehicles and providers of services. 

 

An overview of key players in infrastructure planning, infrastructure development, maintenance 

and operations in the transport sector is presented in Table 8.2. 

Table 6.2: Relevant organisations89 

Mode Scope Organisations 

Road transport  Planning authority, 

infrastructure 

development, 

infrastructure 

maintenance and 

operation 

 Ministry of Public Works and Housing 

 Greater Amman Municipality (GAM) 

Rail transport  Planning authority  Ministry of Transport 

                                                                 
89  In planning and infrastructure development, maintenance and operations 
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Mode Scope Organisations 

  Infrastructure 

development 

 Ministry of Transport 

  Infrastructure 

maintenance and 

operations 

 Jordan Hejaz Railway and Aqaba 

Railway corporation 

Civil aviation  Planning authority  Ministry of Transport 

 Infrastructure 

development 

 Ministry of Transport – Project 

Management Unit QAIA 

 Airport International Group 

 Infrastructure 

maintenance and 

operations 

 Jordan Airports’ Company 

 Aqaba Airports’ Company 

 Airport International Group 

Maritime 

transport 

 Planning authority  Ministry of Transport 

 Aqaba Special Economic Zone 

Authority 

 Infrastructure 

development 

 Aqaba Development Corporation 

 Infrastructure 

maintenance and 

operations 

 Aqaba Ports Corporation 

 Aqaba Container Terminal 

All modes  Infrastructure 

development companies 

 Contractors association 

Source: Jordan Long Term National Transport Strategy and Action Plan 

 

The coverage of transport modes by the ministries is as follows: 

 MoT is responsible for Rail Transport, Civil Aviation and Maritime Transport 

 MoPWH is responsible for road transport, however not for public transport operation and 

freight transport 

 

A range of additional ministries are involved in the process, such as the Ministry of Planning and 

International Cooperation (MoPIC), the Ministry of Finance (MoF) and the Ministry of Trade and 

Industry. 

Besides the above-mentioned organisations, which are responsible for planning, and 

infrastructure development, maintenance and operations, the regulatory commissions are 

responsible for implementation of strategies and policies and for operation of the respective 

systems. For example, the Land Transport Regulatory Commission (LTRC) is responsible for 

implementation of strategies and policies in Public Transport on Roads and for Freight 

Transport on Roads. This is illustrated in the case study on the Amman-Zarqa BRT, which is 

presented below. The private sector concentrates on operations of vehicles and provision of 

services.  
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The IFIs and development partners 

Jordan has established an excellent collaboration with a wide variety of development partners 

and IFIs. This includes support from neighbouring countries, i.e. the Kingdom of Saudi-Arabia 

and the Gulf States, including through the Governments of the Gulf Cooperation Council (GCC). 

Furthermore, IFI support is provided by the World Bank, IFC, EBRD, and the EU, as well as 

bilateral collaborations with for example France (ADF), the United States of America (USAID), 

Germany (GIZ) and the Netherlands (RVO). As mentioned earlier, project appraisal is firmly 

embedded in conditions for collaboration with the IFIs and development partners. 

Key roles in the appraisal process 

For the two above-mentioned type of projects (development projects, PPP projects), the 

appraisal process is organised in the way as described below. 

Development project 

For these type of projects it is common to set up a combination of a Steering Committee, with 

decision-making authority, and a Technical Committee, advising the Steering Committee. The 

Steering Committee will consist of a broad representation of public stakeholders, i.e. relevant 

ministries and authorities. Often a consultant will be contracted, providing technical assistance. 

Standard steps are applied, based on a project cycle, including project identification; demand 

studies; (pre) feasibility studies, including technical, financial, economic, environmental and 

social assessment of the project; project design; tendering and contracting; implementation and 

monitoring; and evaluation. No guidelines or manuals are available for this, however, these steps 

are more or less followed by default, according to representatives form MoT. 

It should be noted that within the Ministry of Planning and International Cooperation (MoPIC), a 

Public Investment Management (PIM) unit may be developed. All public investments will go 

through this unit, which as such will oversee the work of ministries, such as MoT and MoPWH.  

PPP projects 

The PPP projects follow a somewhat similar process, including a Steering Committees, with 

decision-making authority, and a Technical Committees, providing advice to the Steering 

Committee. A specific role in this process is provided by the PPP Unit (see description below). 

For PPP projects, a number of phases are clearly identified in the Public Private Partnership 

Projects Regulations (Government of Jordan, 2014). These phases include: registration; project 

preparation; tendering and implementation, as presented in Figure 6.1.  

Figure 6.1: Phases of PPP Project Management Cycle  
PHASE 1 - PPP PROJECT 

APPLICATION & 
REGISTRATION: 

PROJECT INITIATION, 
SELECTION & 

DEVELOPMENT 
FUNDING 

PHASE 2 - PPP PROJECT 
PREPARATION: 

FEASIBILITY ANALYSIS & 
BUSINESS CASE 
DEVELOPMENT 

PHASE 3 - PPP 
TENDERING & 

PROCUREMENT 

PHASE 4 - PPP 
IMPLEMENTATION: PPP 

CONTRACT 
MANAGEMENT & 

PEFORMANCE 
MONITORING 

 
Source: PPP guidelines manual 
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The regulations provide a detailed description of these four main phases, providing insight in 

what steps are to be undertaken. The preparation phase includes the feasibility studies and cost 

benefit analysis. No detailed information is included on use of input parameters, such as project 

duration, discount rate, etc.  

It should be noted that the PPP Unit is currently developing a manual. The draft PPP guidelines 

manual, (PPP Unit, 2019), provides detailed guidance in the implementation of the above-

mentioned phases. The PPP Guidelines Manual is based upon the need to describe and explain 

how to carry-out the phases by providing practical procedures, each following a similar 

approach, including standard questions, such as: 

 What: Definition: This provides in 2 or 3 sentences a clear but brief definition of what this 

given procedure is; 

 Why: Rationale: This provides in about 1 paragraphs WHY the procedure is needed and what 

its importance is, including explaining what the risks and costs would be if this procedure 

were not completed; 

 Who: Institutional Responsibility: This identifies which specific organization(s) in Jordan is 

responsible for conducting and completing the procedure; 

 How: Instructions for Implementing the Procedure: This provides in about 1-3 pages a 

detailed, practical description of how to implement this given procedure, including providing 

model templates and “tools” to use; 

 When: Estimated Time Required: This estimates the approximate amount of time required to 

complete the procedure; 

 How to do it right: A Checklist of lessons learned, case examples and good practices. 

 

The private sector 

The private sector plays an active role in the appraisal of transport projects. In most appraisals, 

consultant are contracted to contribute to specific tasks, as described above, such as (pre) 

feasibility studies, including demand analysis, cost benefit analysis, as input for the economic 

and financial analysis, environmental and social impact studies, and risk analysis. The capacity 

of the local consultants is considered good, however, there is a limited number of well qualified 

consultants. Names of qualified consultants mentioned are Dar Al-Handasah and Dar-Al-Omran. 

Often, consortia are established, including an international partner. Notable for PPP advisors, a 

range of international firms are used. The local industry seems not yet sufficiently developed in 

this area. 

Special case: The PPP Unit 

The Public-Private Partnership Unit, under the supervision of the Ministry of Finance and the 

Public-Private Partnership Council led by the Prime Minister, acts as a central body for the 

supervision, regulation, and support of all PPPs conducted by the Government of Jordan. The 

PPP Unit, in place since 2014, is a relatively small outfit, with eight staff members and a technical 

advisor, provided by USAID. The PPP Unit has been successful in so far bringing 16 projects 

forward to the PPP Council, out of which there are a number of transport projects, i.e. the King 
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Hussein Bridge (120 million JOD); the Amman-Zarqa BRT (30 million JOD); and the Amman Civil 

Airport – Marka (120 million JOD).  

The PPP Unit is an effective interface between ministries and authorities in Jordan, such as the 

MoT or MoPWH on the one hand, and IFIs on the other hand. The PPP Unit bundles knowledge 

and experience in PPP and provides this to the relevant ministries and authorities, also in the 

form of capacity building activities. The PPP unit has proven to be a catalyst in getting PPP 

project off the ground.  

6.4 Capacity and tools 

The capacity to carry out project appraisal in Jordan is reasonably good, as illustrated by a 

number of high quality feasibility studies reviewed. Underlying reason is the fact that project 

appraisal is fairly well mainstreamed in the project development process, as illustrated earlier. 

The capacity of the local consultants is good, however, it is stated that there is a relatively limited 

number of qualified local consultants.  

The ability to check the quality of the work of consultants at ministries and authorities is 

relatively limited. There is certainly highly qualified staff at ministries and authorities, but it 

seems that the ability to check the consultants work is limited to a few persons, making the 

system vulnerable. Training on project appraisal has taken place, as part of the development of 

the transport strategy, however, since then, no training in this field has taken place at MoT.  

No manuals or guidelines are available for doing project appraisal. It should be noted that for 

PPP projects, the PPP guidelines manual is under development. Although very useful for PPP 

projects, no detailed guidance is provided on how to do project appraisal.  

6.5 Content 

Methodology 

Two types of appraisal methods have been applied in Jordan: 

 Cost benefit analysis (CBA) in the process of infrastructure investment decision-making, 

aimed at justification of an individual transport project.  

 Multi-criteria analysis (MCA) in the process of preparing the transport strategy (LTNTS), 

aimed at selecting an optimal scenario, consisting of infrastructure projects and policy 

measures90.  

 

Both elements are related, as the transport policy provides the framework in which individual 

projects can be appraised. Methodological elements of CBA and MCA are presented below.  

 

 

 

 

 

                                                                 
90  It should be noted that CBA results (NPV) are one of the criteria applied in the MCA. 
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CBA applied in investment decision-making  

Cost and benefits 

In project appraisal in Jordan, a broad range of costs and benefits are considered, determined 

by the scope of the project. An overview of typical costs and benefits is presented in Table 6.3. 

Table 6.3: Cost and benefits applied in project appraisal 

Costs Benefits 

Construction costs Travel time savings 

Maintenance costs Benefits from reduced externalities, including 

environmental, safety and congestion. 

Operational l costs Reliability improvement 

Investments costs, for example on rolling 

stock, etc. 

Development opportunities and impact on real 

estate 

 

Appraisal of transport projects in Jordan still benefits from the recent work carried out for the 

LTNTS and the input values used therein, which are used as a basis for ongoing and upcoming 

appraisals. Selected input parameters are illustrated below. 

Discount rate 

No standardised discount rates are prescribed. When appointing a consultant for a feasibility 

study, it is expected that the consultant includes a discount rate, which then needs to be 

approved by the technical committee, overseeing the work of the consultant. In the Amman-

Zarqa BRT case, an 8% discount rate has been applied. In other projects, discount rates in the 

same range have been applied. This is confirmed by the PPP Unit, stating that there is some 

variation, however, in an acceptable range.  

Value of time (VoT) 

The LTNTS applies a set of VoT, which is based on the report Greater Amman Multi-Modal 

Transport Model - Base Year Report and uses hourly salary as a basis for determining the VoT. 

The VoT is differentiated per category of user and per trip purpose, as presented in Table 6.4.  

Table 6.4: Value of time for categories of users and trip purposes91 

Car ownership Work related VoT Non work related VoT 

Non car owner 2.34 0.49 

Car owner 4.99 1.04 
Source: Jordan Long Term National Transport Strategy and Action Plan 

 

In the LTNTS the values, as presented Table 6.4, are used to determine the VoT in future years, 

by applying GDP per capita rates of growth. The Amman-Zarqa BRT case indicated a VoT of 2.16 

JOT.  

                                                                 
91  In 2018 values (JOD per hour). 
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Value of Statistical Life 

The value of a road safety casualty is incorporated in project appraisal at a level of the insurance 

money that would need to be paid. This value is relatively low and depends on a case by case 

basis. No Value of Statistical Life calculations have been made. The fact that relatively low 

monetary values are applied, results in relatively low road safety impact in monetary terms.  

Project duration 

Project duration is determined on a case by case basis. The examples reviewed, indicate a 

normal pattern of project duration. For example, in the Amman-Zarqa BRT case, a 30 year project 

duration has been applied. No prescribed standards are applied for similar type of projects.  

Cases study: Amman-Zarqa Bus Rapid Transit (BRT). 

This BRT project will be implemented as a PPP project, including a combination of: 

 Public sector part: providing infrastructure and superstructure (two terminals and four 

stations),  

 Private sector part: provision of rolling stock and ITS system.  

 

The estimated capital investment is 120 million EUR. The project is receiving financial support 

through regional sources, including a GCC grant awarded through the Kuwaiti Development 

Fund. In addition, a loan is provided by AFD for technical assistance on preparing the feasibility 

study and supporting the tendering process for the private sector part. The project consists of 

operating buses between Amman and Zarqa in order to reduce congestion on the highway 

connecting the two cities and decrease the transport time for passengers (estimated from 

around 40 minutes to 20-25 minutes). The Land Transport Regulatory Commission (LTRC) will 

be responsible for regulating operations of the BRT lines once the project is completed.  

For the provision of infrastructure and superstructure (the public sector part), the process is 

managed by a dedicated Steering Committee, with decision-making authority, and a Technical 

Committee, guiding the process and advising the Steering Committee. This process is supported 

by a consortium of Systra, AEC and DarAl-Omran in preparing the feasibility study. The 

feasibility study indicated positive results. As a subsequent step, the tendering process was 

launched, in accordance with national procurement law, which has resulted in the award of four 

contracts awarded, each for approximately 5 km of the total stretch of 20 km. A review of the 

feasibility study indicates that all standard process steps have been applied, including demand 

analysis, cost benefit analysis and risk analysis. The following input parameters were applied in 

the CBA: a discount rate of 8%, a duration of 30 years, VoT of 2.16 JOT for the year 204792.  

Regarding the five steps, as established in the PPP manual, the following can be recorded in 

relation to the private sector part: 

 

                                                                 
92  Based on a project duration of 30 years. The VoT applied could be a weighted average of the values presented in Table 

1.5, corrected for growth of GDP per capita. 
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1. Project application and registration phase 

a. Identification: Cabinet approved the project as PPP On 24 July 2016; 

b. Identification of resources: Funding for technical assistance (AFD, see above) was secured 

in September 2018; 

2. Project preparation: a technical assistance contract has been finalised and the team of 

consultants is to be mobilised; 

3. Tendering and procurement: to be done, to be supported by the consultants; 

4.  Implementation: following contract award. It should be noted that the design and 

construction of the BRT infrastructure and superstructure is about to commence, with 

contracts being awarded, as indicated above.  

 

MCA applied in the transport strategy  

For the LTNTS, MCA was applied in order to determine an optimal scenario for development of 

the transport sector. To this end, six main criteria (regional and macro-economic; technical; 

social; policy; economic and financial; and environmental) have been defined in terms of specific 

indicators, both quantitative and qualitative. Quantitative transport indicators have been 

computed by the outcome of the dedicated transport model (see section below). Financial and 

economic indicators are derived from the CBA. The following economic and financial indicators 

have been used, as  

Table 6.5: MCA economic and financial sub-criteria and indicators 

Sub-criteria Indicators Description 

Costs and 
benefits 

NPV (economic) Costs and benefits computed through the CBA of 
alternative scenarios and evaluated in terms of 
economic performance indicator NPV and of financial 
performance indicator NPV expressed in Million JOD at 
2012.  

NPV (financial) 

Timing Distribution of 
investments over 
time 

Timing of the alternative scenarios evaluated in terms of 
distribution of investments over time. The indicator here 
considered is the ratio between total discounted 
investments and total not-discounted investments. 

Readiness Institutional 
readiness 

The institutional readiness considers whether the option 
has already established responsibility for actions 
development, administrative/institutional steps for 
measures’ implementation already defined, pre and/ or 
feasibility studies already available etc. 

 Financial readiness The financial readiness is evaluated in terms of financial 
plans already developed, allocation of budget, estimated 
investment volumes for mature projects included in the 
option etc. 

Private 
sector 
participation 

Attractiveness for 
private sector 
participation 

Attractiveness for private-sector participation which 
measures the overall attractiveness of the option for 
private sector participation (e.g. on the basis of expected 
revenues or other potential profits). 

Source: Jordan Long Term National Transport Strategy and Action Plan 
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Risk assessment 

Risk assessment is integrated in the Terms of Reference of a feasibility study for private 

consultants and as such is carried out on a structural basis for transport projects. It includes a 

review of the critical elements of the project, sensitively assessment (what if investment costs 

increase, what if construction is delayed, etc.), as well as definition of mitigating measures.  

The LTNTS included a risk assessment section, with a range of risks identified, ranging from key 

decision makers not interested to support creation and implementation of Jordan National 

Transport Strategy to the regional developments. For each risk, the likelihood and impact were 

identified, as well as preventing and mitigating measures.  

6.6 Demand analysis 

Demand analysis, as carrier for notably the benefits of the CBA, is normally part of the Terms of 

Reference of the consultant supporting the project appraisal. As such, it is done on a structural 

basis. For demand analysis, input van be derived from the transport forecast model, based on 

VISUM, which was developed in order to provide quantitative input for the preparation of the 

transport strategy (LTNTS). Although the transport model was transferred to MoT, it is not 

actively used anymore. The VISUM programme requires specific skills, which are not available 

at MoT. Transport models at urban level are available and applied by the private sector 

consultants.  

6.7 Result of project appraisal 

Use of results 

In general, project appraisal is used for justification of the implementation of a project, This is 

done through CBA, notably on economic evaluation, focused on optimal social welfare or financial 

evaluation, focused on maximum benefits to the private sector. Results of the CBA are expressed 

in economic and financial Net Present Value (NPV) or Internal Rate of Return (IRR). 

In the LTNLS, a MCA was applied to identify the optimal development scenario, consisting of a 

blend of infrastructure and policy measures.  

6.8 Follow-up and learning 

Monitoring 

Project monitoring is currently managed by the Transport Follow up and Evaluation Directorate 

of MoT. Monitoring is done on a structural basis for all major projects.  

At the transport strategy level, inputs were provided on a quarterly basis by each authority 

responsible for project implementation through a web-based portal for evaluating the 

implementation of projects.  

 

Ex-post evaluation 

Ex-post evaluation is not done on a structural basis, but may be carried out for selected major 

projects. 
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6.9 Conclusions and recommendations 

Conclusions 

Project appraisal is firmly embedded in the transport sector in Jordan. Although there is no law 

stipulating that project appraisal is to be carried out for all projects, the PPP Law describes the 

technical requirements that must be presented for any PPP project, which include the financial 

feasibility of the project, the updated Sustainability Report, and the cost-benefit analysis.  

Two types of projects can be distinguished, requiring matching appraisal approaches. On the 

one hand, there are development projects, funded by the Government of Jordan, requiring 

economic evaluation, focused on optimal social welfare. On the other hand, there are PPP 

projects, using financial evaluation to derive at maximum benefit for the private stakeholders.  

Recently, the transport sector strategy (LTNTS) has been developed, resulting in a multi-modal 

implementation pipeline of transport projects, based on the feasibility analysis of different 

scenarios of implementation, evaluated and prioritised through a multi-criteria analysis (MCA), 

including cost-benefit analysis (CBA). The strategy provides an excellent basis for developing 

the transport sector in Jordan, by selecting an optimal scenario with clear priorities at project 

and policy level, for implementation in the form of an action plan. The action plan present a clear 

way forward for developing the sector by the Government of Jordan, in close collaboration with 

its development partners. As such, individual projects that are included in the action plan 

already have a strong foundation. In order to be implemented. Appraisal of the individual project 

is still to be done, but is supported by the analysis from the LTNTS.  

The LTNTS is a powerful strategy as it is based on national priorities and presents an integrated 

approach, which is reflected in the multimodal approach, the integration between transport and 

land-use, the focus on reducing transport externalities (environment, safety, congestion), and 

the link to trade and international corridor development.  

 

For the appraisal of transport projects, it is common to organise a combination of a Steering 

Committee, with decision-making authority, and a Technical Committee, responsible for 

managing the appraisal process and advising the Steering Committee. The Technical Committee 

will include relevant ministries and authorities involved. The private sector is mobilised to carry 

out preparatory work, for example by implementing demand studies and doing feasibility 

studies.  

A special role is designed for the PPP Unit, who by law is responsible for managing the process 

of assessing the financial feasibility of the project, based on cost-benefit analysis. 

Jordan has established an excellent collaboration with a wide variety of development partners 

and IFIs, providing a solid funding basis. The collaboration with these partners underline the 

importance of project appraisal, as this is often a pre-condition for collaboration. 
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Based on Jordan’s practice to carry out project appraisal, there is capacity in the sector to do 

this, both in the public and private sector. However, the capacity is not widespread and often 

rest with a relatively limited number of people or companies, making the system somewhat 

vulnerable. Capacity building in appraisal is not carried out on a structural basis. No guidelines 

are available on how to do project appraisal, apart from the guidelines prepared by the PPP Unit. 

When carrying out CBA, a broad range of costs and benefits are included, reflecting the 

international standard. Typical benefits would include travel tine savings and congestion 

reduction, environmental, safety and social impacts, reliability and development of real estate 

prices. Most impacts are quantified and monetised; some are applied in a qualitative manner. 

Input parameters are sometimes derived from the LTNTS, for example value of time (VoT), 

which is established for 2018 and adjusted for the future based on projected GDP per capita 

development. Also, project duration (e.g. 30 years for BRT) and discount rates (8%) seem to be 

in a common range. 

Demand analysis is a mandatory requirement of the appraisal process and often integrated in 

the Terms of Reference of a consultant providing support services in a feasibility study. As part 

of the transport strategy development, a national transport model was developed, based on 

VISUM, providing a strong basis for future demand analysis at project level. At urban level, 

transport models are used.  

Transport project appraisal is used for the justification of investment decisions of individual 

projects. As mentioned earlier, the transport strategy includes an action plan, consisting of 

prioritised projects and policies.  

Monitoring is taking place on a structural basis. Ex-post evaluation may be done. The MoT has a 

unit on follow up and evaluation.  

Policy recommendations 

Based on the above-mentioned conclusions, a number of policy recommendations can be 

defined, as described below. 

Take full benefit of the transport strategy and its pipeline of projects 

 Jordan has developed a strong transport sector strategy (LTNTS), based on a strong 

methodological foundation, consisting of the application of a nation-wide transport model 

and a MCA, with specific economic and financial inputs from CBA. The developed scenario, 

with projects and policies, can be used to appraise projects at an individual level  

 A lot of the parameters used in the LTNTS, such as value of time, discount rates, project 

durations, can be applied for current and upcoming project appraisals. It is recommended to 

standardise these input parameters (see recommendation on transport project appraisal 

manual).  

 A spin-off effect of the LTNTS is that is can be used as an inventory or investment guide for 

potential investors in the sector or development partners and IFIs. The underlying economic 

and financial analyses provide a potential starting point to ignite interest from partners.  
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Make use of the PPP Unit in matching supply and demand 

 The PPP Unit, in its relatively short existence, has managed to bring a sizeable amount of 

projects forward to the PPP Council, including three large transport projects. The PPP Unit 

has the ability to connect supply, i.e. transport projects, with demand, i.e. private sector 

funding. A continuous pipeline of potential transport projects, to be developed under a PPP 

structure, should be considered.  

 The PPP guidelines manual could be linked to a manual focused on how to carry out project 

appraisal (see recommendation on transport project appraisal manual). 

 Closer interaction could be established between the PPP Unit and the relevant ministries and 

authorities in transport to jointly develop common approach on project appraisal and to link 

this with the PPP process steps. Part of the mandate of the PPP Unit is to build capacity in the 

sector, which can be used as leverage for such collaboration.  

 

Creating a transport project appraisal manual  

 It is recommended to develop a project appraisal manual, with standardised input 

parameters, including amongst others discount rate, value of time, value of statistical life, 

project duration. This to ensure that projects are assessed on a similar basis. Parameters can 

off course differ per category of project, e.g. the lifetime of a road may differ from an ITS 

solution. These parameters are to be defined in collaboration with relevant stakeholders, 

such as Central Bank of Jordan for discount rate. Furthermore, the values should be updated 

on a basis, for example once a year.  

 Besides the above-mentioned parameters, it may be helpful to include standard process steps 

to be included in the manual, for example as included in the PPP guidelines manual. 

 It is recommended to annex these recommendations to the Terms of Reference of 

consultant’s assignments for feasibility studies. The consultant needs to apply the standard 

parameters and can only deviate from these standards if proper justification is provided.  

 The project appraisal manual needs to be the standard for all transport project appraisal and 

therefore needs to be shared with all stakeholders involved, including the PPP Unit. 

 

Further build appraisal capacity in the transport sector 

 It is recommended to further capacitate the relevant ministries and authorities in transport 

project appraisal. Although basic knowledge and experience is certainly present, enhanced 

capacity in this field would enable the ministries and authorities to be a stronger counterpart 

to the private sector consultants, carrying out the feasibility studies, and be better equipped 

to carry out quality control.  

 The above-mentioned project appraisal manual could be instrumental in building capacity in 

the transport sector 
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7 Results case studies: Mozambique 

This chapter presents the results of the case study Mozambique, following the structure of the 

conceptual framework, as developed in Chapter 2. This case study is based on desk-research.  

7.1 Introduction 

Since the civil war ended in 1992, Mozambique has accomplished good results in terms of 

economic growth and political stability. Nonetheless, the country faces major developmental 

challenges, such as high poverty levels. Through several initiatives such as the Action Plan for 

the Reduction of Absolute Poverty (PARPA, 2001-2005) and the Action Plan for Reducing 

Poverty (PARP, 2011-2014) the country is addressing these challenges. Key to these is closing 

the infrastructure gap, particularly for national connectivity. Within this context, the transport 

sector has a large role to play in facilitating national integration, reducing regional development 

imbalance, and supporting economic growth.  

The importance of regional cooperation in the SADC (Southern African Development Community) 

area is also emphasized. Mozambique plays an important geo-strategic role for the neighbouring 

landlocked countries (Zimbabwe, Malawi, and Zambia). Hence, some of the major regional 

corridors pass through the country. To maximise the economic utilisation of this position, and 

to support regional integration within the SADC region, the Government has placed the 

development of regional corridors as one of its key developmental priorities. 

7.2 Legal basis 

The AfDB conducted an assessment of Mozambique’s legislative and regulatory systems 

regarding procurement. The assessment concluded that there are inconsistencies and 

significant deviations when comparing to AfDB’s Rules and Procedures for Procurement of 

Goods and Works and also when comparing to international best practices. Therefore, all 

procurement of works, goods and acquisition of consulting services financed by AfDB are done 

in accordance with AfDB’s Rules and Procedures for Procurement of Goods and Works or, as 

appropriate, Rules and Procedures for the Use of Consultants.  

7.3 Governance 

Regarding the institutional arrangements for the coordination and management of project 

appraisal in Mozambique, not much information could be found. The responsible authorities in 

the transport sector are the following. The ministry responsible for transport is the Ministry of 

Transport and Communication. The National Road Administration (ANE) manages the national 

roads and regional roads. Mozambique Ports and Railways (CFM) is the national authority that 

oversees the railway system of Mozambique and its connected ports. The Mozambican Civil 

Aviation Institute (IACM) is the civil aviation authority of Mozambique.  
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7.4 Capacity and tools 

Capacity 

The Mozambican government realises that successful implementation of proposed projects 

requires the presence of appropriate institutional arrangements and capacity of the 

organizations and individuals involved. In the case of the Transport Master Plan for Greater 

Maputo (JICA, 2014), the government recommended the establishment of a Greater Maputo 

Metropolitan Transport Agency (GMMTA) and Institute for Transport and Traffic Studies (ITTS).  

In 2017, the proposed GMMTA was created, with the purpose of managing all the activities that 

form part of the master plan for transport in the Greater Maputo area, which covers the period 

between 2013 and 2035. All modes and aspects of transport including railway, waterborne 

transport, roads and road transport, bridges, and traffic management, in the Greater Maputo 

Metropolitan Area are addressed by the agency. The proposed Institute for Transport and Traffic 

Studies has the purpose to provide graduates that can work in central/local governments, state-

owned enterprises, transport operating companies, and private consulting firms on transport 

projects.  

To ensure that the road sector succeeds in playing its developmental mandate, projects will 

include components for selected capacity building activities, as was the case for Nacala Road 

Corridor Project (ADF, 2012). These capacity-building activities are selected based on detailed 

lessons learnt during implementation of previous projects, and validated by an assessment 

study. The validation study examines roads maintenance and provides a program that will 

strengthen the capacity of the ANE. The activities target the development of short- and long-

term capacity, in the area of procurement, contracts administration, technical management, 

disbursement flows, as well as environmental, social and gender mainstreaming. 

Tools 

For road projects, WB’s Highway Development and Management Model (HDM-4) is used.  

The model has four evaluation options, as can be seen in Figure 7.1:  

1. Calculate Road User Costs - used to compute unit road user costs and emissions for a road 

section. Detailed results are presented for a road section with a length of 1 km. 

2. Calculate Sensitivity Analysis - used to perform a sensitivity analysis on (1) roughness, (2) 

speed limit, and (3) traffic. The calculations are performed for the road defined on the first 

option. 

3. Calculate Network Road User Costs – this option is used to compute unit road user costs and 

CO2 emissions and total road user costs, CO2 emissions and casualties for a network of road 

sections with different length and condition and traffic characteristics.  

4. Compute Cost Benefit Analysis - used to perform a basic cost benefit analysis of a project 

considering two project alternatives (with the project and without the project). 
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Figure 7.1: Main menu of HDM model 

 
Source: World Bank 

 

Guidelines 

No specific guidelines on the content of the appraisal report and no clear standards are 

documented. For the Transport Master Plan for Greater Maputo, the assistance of Japan was 

sought by the Government of Mozambique. Hence, the guidelines used for this master plan were 

those of the Japan International Cooperation Agency (JICA). In these guidelines 

recommendations are stated on the content of an appraisal report, such as the environmental 

impact assessment.  

7.5 Content 

Methodology 

The methodology for economic analysis is based on CBA by comparing the “with the project 

case” and “without the project case“ scenarios over a period of (usually) 20 years. The indicators 

of viability used are the EIRR and NPV. Generally, a discount rate of 12% is used.  

Usually, environmental and social impacts are also assessed. Projects may be analysed with 

respect to climate change. The government has provided national policies and strategies that 

have substantial elements of climate change adaptation. For example, the National Adaptation 

Plan of Action (NAPA) has been prepared to identify priority activities that respond to their 

urgent and immediate needs to adapt to climate change.  
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Time savings are monetised using Value of Time. In the Transport Master Plan for Greater 

Maputo, the Value of Time was estimated based on per capita GDP in the study area, price 

inflation and estimated GDP per capita growth. In the master plan, Vehicle Operating Costs 

(VOC) were estimated based upon the UK’s WebTAG advisory guidance, which covers the build-

up of VOC for urban transport models and also upon the WB’s HDM-4 model. 

Costs and benefits 

The economic costs consist of the capital investment costs and the routine and periodic 

maintenance expenses. For road projects, the benefits considered in the economic evaluation 

include road user benefits in terms of vehicle operating cost savings and time savings accruing 

to normal, generated and diverted traffic on the road project sections. There could also be 

induced benefits that will be realized such as agricultural surpluses, however these are not 

considered in the analysis as they do not represent main stream of benefits. 

Risk assessment 

The CBA is combined with a sensitivity analysis. The sensitivity analysis can for example 

comprise three tests: 

1. Increase in initial costs by 10% 

2. Decrease of benefits by 10% 

3. Combination of the above 

 

7.6 Demand analysis 

To forecast the traffic demand, a forecasting model is used. Input for this model could be results 

from a household interview survey. A random sample of households is used to collect 

information on trip mode and trip purpose. Based on this analysis, Origin-Destination matrices 

by trip purpose and trip mode can be developed. This data is used to predict future travel 

patterns. Figure 7.2 illustrates the resultant impacts on travel patterns in 2035 and how these 

compare to 2012 trends for Maputo, Mozambique.  
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Figure 7.2: Forecasted growth of traffic demand in Maputo, Mozambique 

 
Source: Transport Master Plan for the Greater Maputo 

7.7 Result of project appraisal 

Use of results 

Project appraisal is used to provide a justification for individual project selection/decision in the 

feasibility phase. In this case, where CBA is usually the applied methodology, a positive economic 

NPV, an ERR higher than the adopted discount rate, and a benefit/cost ratio higher than 1 

reflects a positive welfare change for the whole society brought about by the project, which 

supports a justification for funding.  

However, prioritization of projects within a specific programme is also done. This is for example 

the case in the Transport Master Plan for Greater Maputo, where a number of priority projects 

are proposed.  

7.8 Follow-up and learning 

Monitoring and evaluation is undertaken by the Executing Agency. In case of road projects, 

monitoring is done by the ANE. Monthly reports are prepared that include physical, financial, 

social and environmental indicators. Furthermore, the reports highlight key issues and problem 

areas and recommend action plans to resolve the identified bottlenecks.  

7.9 Conclusions and recommendations 

Conclusions 

There is a lack of well-defined legal requirement to prepare project appraisals for transport 

projects in Mozambique. The AfDB found that significant deviations exist in Mozambique’s 

legislative and regulatory systems when comparing it to international best practices.  
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The use of support tools, such as HDM-4, facilitates the standardisation of input parameters. For 

road projects, a 12% discount rate and 20 year evaluation period is used. CBA is the 

methodology most applied to establish economic and financial feasibility of a project. The 

indicators of viability used are the EIRR and NPV. Traffic demand analysis is carried out as part 

of the appraisal process, as (future) transport flows are a key driver of the benefits.  

More and more attention is paid to capacity building activities, to ensure that the transport 

sector succeeds in playing its developmental mandate. The results of the appraisal process is 

both used for justification of the investment of a transport project and a prioritisation of 

projects. Monitoring and evaluation is done by the Executing Agency, which in case of road 

projects is the ANE.  

Policy recommendations 

 

Execute transport project appraisals along the entire project design cycle 

Project appraisals can be conducted at a very early phase of the project preparation when 

project alternatives are still to be selected or carried out at later stages, when the appraisal 

becomes a justification for choices which have already been taken rather than instrumental for 

policy learning and future planning. It is recommended to have project appraisal going along the 

entire project design and preparation cycle, such that it can better inform and assist the entire 

decision-making process. This is explicitly recognised by the UK Green Book that states: 

“Appraisals are often iterated a number of times before their proposals are implemented in full.” 

Reviewing certain impacts along the entire cycle helps to avoid spurious accuracy and provides 

an understanding of whether, in the light of changing circumstances, the proposal is likely to 

remain good value for money.  

Legal requirement for transport project appraisals 

It is recommended to establish a well-defined legal requirement and methodology for transport 

project appraisals. A legal requirement stating the principles, procedures and methodologies for 

all the agencies in charge of project planning and financing, will contribute to more effective 

project appraisal and selection practices.  

Create guidelines for transport project appraisals 

In many Mozambican transport projects, a reference is made to UK’s WebTag guidelines and the 

JICA guidelines. This indicates that there is a lack of national guidelines on transport project 

appraisals. Therefore, it is recommended to create a project appraisal manual, with standardised 

input parameters, including amongst others discount rate, value of time, project duration etc. 

This guarantees that projects are assessed in a similar manner, enabling a candid prioritisation 

of projects.  
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8 Results case studies: Nigeria 

This chapter presents the results of the case study Nigeria, following the structure of the 

conceptual framework, as developed in Chapter 2. A country visit took place on the period 2-5 

December 2018. This case study benefits from active support and participation from a broad 

range of stakeholders in Nigeria. Details of relevant experts are presented in Annex 3. Also 

presented in this annex is the participation of twenty stakeholders to a meeting, which was 

dedicated to the subject of transport project appraisal in Nigeria. 

8.1 Introduction 

As stated in the draft National Transport Policy93, transport plays a pivotal role in the political, 

economic and social development of Nigeria. It constitutes a significant element in the 

production process through the facilitation of free movement of goods and persons within 

Nigeria. Nigeria has a population of approximately 182 million people94 and a land mass area of 

about 923,768 square kilometre95. The role of transport is critical in promoting social cohesion, 

integration and unity of the country. Realization of the above requires the adoption of a 

multifaceted approach to address the various dimensions of the transport sector to bring about 

growth and development.  

One of the principal challenges, according to the National Transport Policy, is inadequate 

capacity to meet the transport demands of Nigeria, hence the need to develop the sector. The 

same policy document describes a set of principles to guide overall decision making in the 

transport sector. In these principles, there is an important role for project appraisal, as part of 

the process of provision, planning, development and, management of transport infrastructure 

in Nigeria, all geared towards development of the transport sector and facilitating economic 

development of the country. 

8.2 Legal basis 

Project appraisal finds its legal basis in the Public Procurement Act (2007). Included in this act 

is a so-called certificate of "No Objection" for contract award, to be provided by the Bureau of 

Public Procurement (BPP). Such a certificate is required for a contract to be tendered and 

awarded, and will be provided if steps of the preparation process have been carried out and 

related criteria have been met. For infrastructure projects, this includes amongst others carrying 

out an (economic and financial) feasibility study. As such, project appraisal is not a direct a hard 

legal requirement, but it is pre-condition for a project to be procured. 

The process of developing a road infrastructure project, as defined in the Code of Procedures of 

the Highway Manual96, illustrates the place and role of project appraisal, as presented in Figure 

8.1. This figure is presented as a project cycle, in which appraisal is concentrated in the 

                                                                 
93  Draft National Transport Policy, Federal Ministry of Transportation (December 2017). 
94  National Population Commission 
95  National Bureau of Statistics 
96  Code of Procedures, Highway Manual (2013). 
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preparation phase, including feasibility studies, covering technical, environmental, social, safety 

and economic and financial aspects.  

Figure 8.1: Phases of development of a highway project 

Identification phase
 Network monitoring;
 Land use and transport planning
 Stakeholder consultation

Preparation phase
 Technical feasibility
 Environmental and social scoping
 Preliminary safety audit
 Economic and financial feasibility
 Adjustment scope and standards

Design phase
 Preliminary design, including traffic 

studies, EIA, SEA and assessments 
of costs

 Detailed design, including 
preparation of tender documents

Implementation phase
 Tendering and contracting
 Project implementation
 Construction supervision

Operation and maintenance phase
 Network monitoring
 Road safety auditing

Prioritisatiion

 
Source: Code of Procedures, Highway Manual, Consultants 

 

The project appraisal, which is carried out in the preparation phase, builds on a set of prioritised 

projects, as determined in the identification phase, and results in the defined scope and 

standards of a project, which will feed into the design phase, where the project will eventually 

be prepared for tendering. The implementation and operation and maintenance phases complete 

the cycle. The Code of Procedures provide a description of the various elements of the 

preparation phase, aimed towards appraising the projects, as illustrated in Table 8.1. This will 

apply to the projects which are ranked highest in the prioritisation process. 

Table 8.1: Feasibility assessment in the preparation phase 

Feasibility Brief description 

Technical Technical feasibility focuses on identifying the technical parameters that will 

be addressed in undertaking such projects. Concept designs for roads, 

pavements and concepts forms for major structures that will be required are 

identified, as well as other major cost items that will be encountered in 

implementing the project. Industry norms to determine costs should be 

applied.  

Environmental 

and social 

Environmental scoping of potential impacts relating to identified road 

projects, including the evaluation of alternatives, needs to be carried out and 

social and sustainability issues investigated. Opportunity for initial interaction 
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Feasibility Brief description 

with stakeholder groups and costs relating to the mitigation of these identified 

impacts should also be estimated.  

Safety A road safety audit should be done focused on the following aspects: (i) 

identifying potential safety problems; (ii) considering the design and 

operating speeds; (iii) and assessing the relative safety performance of 

various alternatives for the roads project.  

Economic and 

financial 

Using the costs determined for the project and traffic estimates, high level 

economic feasibility studies should be undertaken to indicate investment 

needs and likely return on investments. Financial analysis will determine the 

overall budgets, as well las the timing of the investments that are required for 

the project. Funding for these projects must then be identified and allocated.  
Source: Code of Procedures, Highway Manual 

 

As can be seen, guidance is provided at a general level, leaving open room for detail at individual 

project level. There is no legal basis prescribing on how to carry out a feasibility study or what 

kind of input parameters are to be used.  

The process described above for road infrastructure is representative for the other modes of 

transport (air, rail, maritime), where the Procurement Act also demands relevant project 

appraisal to be carried out in the preparation phase. This requirement (of having to carry out 

transport project appraisal) is confirmed by representatives from the Ministry of 

Transportation97, 

Although there is a legal obligation for project appraisal and carrying out (economic and 

financial) feasibility studies, as established above, stakeholders remark that economic and 

financial feasibility studies are not carried out on a structural basis. Feasibility studies are 

prepared for all projects that are carried out in collaboration with IFIs and for most major 

infrastructure projects funded though national resources or sovereign funds. For other projects, 

(economic and financial) feasibility studies are sometimes missing or done at a shallow level 

only. The absence of detailed requirements on how to implement the feasibility studies 

facilitates the varying level of detail of the (economic and financial) feasibility studies. 

8.3 Governance 

Nigeria’s institutional structure comprises three levels: federal, state, and local. At the federal 

level, the Ministry of Transportation (MoT) sets the national transport policy and is responsible 

for managing transport infrastructure, other than road infrastructure, in collaboration with the 

relevant authorities, as outlined below. The Ministry of Power, Works and Housing (MoPWH) is 

responsible for managing the federal road network. The state and local authorities are 

responsible for the management of the infrastructure networks at respectively the state and 

local level.  

                                                                 
97  The Ministry of Transportation is responsible for all modes, other than roads. 
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Other important parties involved in the appraisal of transport projects are the relevant 

infrastructure authorities (Nigerian Ports Authority; Nigerian Maritime Administration and 

Safety Agency; National Inland Waterways Authority; Nigerian Railway Corporation; Federal 

Airport Authority of Nigeria; Nigerian Civil Aviation Authority); the Ministry of Budget and 

National Planning; the Road Sector Development Team (RSDT), the IFIs, the private sector and 

a range of stakeholders, as specified below and Table 8.3.  

An overview of roles in preparation of transport projects is presented in Table 8.2. 

Table 8.2: Role of key players in appraisal of transport projects 

Organisation Role 

Ministry of 

Transportation 

(MoT) 

The MoT is the lead agency for transport policy, planning and investment. In 

addition, MoT is the authority for managing infrastructure other than roads 

(see below). Amongst the primary tasks are: integrated nationwide transport 

planning and decision making; and developing a coordinated approach to 

identifying transport priorities and securing investment. 

Ministry of 

Power, Works 

and Housing 

(MoPWH) 

The MoPWH is charged with the responsibility of developing the Nation's 

Federal Highway infrastructure. Amongst the primary tasks are: (i) planning, 

construction, rehabilitation and maintenance of Federal Roads; and (ii) 

planning, construction, rehabilitation and maintenance of bridges along 

Federal Highways; MoPWH closely collaborates with the Federal Roads 

Maintenance Agency (FERMA), responsible for maintaining the federal road 

network. 

State and local 

Government 

At state and local level, infrastructure is managed by state and local 

authorities, playing a similar role as its counterparts at federal level, as 

described above. 

Ministry of 

Budget and 

National 

Planning 

(MoBNP) 

The Ministry of Budget and National Planning has the mandate to determine 

and advise the Government of Nigeria on matters relating to National 

Development and overall management of the national economy. It is involved 

in key initiatives, such as the Economic Recovery and Growth Plan (ERGP); 

National Integrated Infrastructure Master Plan (NIIMP); the Transformation 

Plan and Nigeria Vision-20: 2020. One of the tasks of the MoBNP is to 

formulate and prepare long-term, medium-term and short-term national 

development plans and to co-ordinate such plans at the Federal, State and 

Local government levels, providing the starting point for the project appraisal 

process. A special case of appraisal is described in the ERGP focus lab 

approach (see Section 8.5). 

Road Sector 

Development 

Team 

Part of Ministry of Power, Works and Housing, see special case description in 

Section 8.4. 

International 

Financing 

The IFIs play an active role in providing funding for transport infrastructure 

projects, while at the same time requiring specific formats for preparation and 

appraisal of projects. IFI financed projects will need full feasibility studies, as 
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Organisation Role 

Institutions 

(IFIs) 

part of approving a project. IFIs also contribute to institutional strengthening 

and capacity building in the sector, for example as in the case of the RSDT, see 

above. 

Private sector - 

consultants 

The private sector is involved at a number of places related to transport 

project appraisal. Specific activities, such as feasibility studies, can be 

outsourced to the private sector. The private sector is also involved in design 

and implementation. The Government of Nigeria actively promotes the 

development of public-private partnerships (PPPs. 

Other 

stakeholders 

See Table 8.3 

  

Quality review 

A pivotal role in managing transport project appraisal lies with the MoPWH (road 

infrastructure) and MoT (other transport modalities), that is for projects at federal level. These 

project appraisals are done in-house or are outsourced to the private sector. In case of 

outsourcing, the MoPWH and MoT have a role of quality review. Specifically for the road sector, 

this responsibility may be passed on to the RSDT, which is part of the MoPWH.  

Publicity and stakeholders 

Feasibility studies are available and are public documents. Documents can often not easily be 

retrieved; one needs to go to the source to get access to the documents.  

Stakeholders are actively involved in the appraisal process. The initial project selection process, 

as presented in Figure 8.1, is based on extensive stakeholder’s consultation. A broad range of 

stakeholders are included, as presented in Table 8.3. 

Table 8.3: Stakeholders 

Stakeholder 

groups 

Individual stakeholders 

Private sector 

investors 

 Transport Infrastructure Operators (port, jetties, rail, road and airport 

operators) 

 Ship-owners Association of Nigeria 

 Airline Operators Association of Nigeria 

 Road Haulage Association 

Professional 

Associations, 

Consumers 

(General 

Public) 

 Labour associations 

 Council for the Regulation of Freight Forwarding in Nigeria (CRFFN) 

 Consumer associations 

 Association of persons with disability 

 Academia 

 Automotive Council of Nigeria  

 Chartered Institute of Logistics and Transport (CILT),  

 Institute of Transport Administration (IOTA)  
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Stakeholder 

groups 

Individual stakeholders 

 Council for Regulation of Engineers (COREN) 

 Other relevant professional bodies. 

Universities, 

training 

Institutions 

 Nigerian Institute of Transport Technology (NITT), Zaria 

 Maritime Academy of Nigeria, Oron 

 Nigerian College of Aviation Technology, Zaria 

 International Aviation College, Ilorin 

 Railway Training Institutions 

 Other accredited universities and institutions  

Others  Relevant civil society organisations and non-Governmental Organisations 

(NGOs) 

Source: Draft National Transport Policy (2017) 

 

8.4 Capacity and tools 

The capacity to carry out project appraisal in the transport sector is to a large extent determined 

by the level at which the project appraisal takes place. In general, the capacity at federal level is 

substantial, and gradually declines at state and notably at local level. It should be noted that this 

coincides with the extent to which project appraisal is carried on a structural basis. As 

established in Section 1.2, project appraisal is carried out notably for the IFI funded and large 

sovereign funded projects.  

Local consultants are of high quality, according to the interviews with stakeholders at the 

ministries. For the larger project appraisal activities, for example in economic and financial 

feasibility studies, local consultants often enter into consortium with international firms, 

facilitating a transfer of knowledge, contributing to local capacity development.  

Limited training and capacity building is organised in the field of transport project appraisal. In 

the Road Sector Development and Maintenance Program (RSDMP), a capacity building element 

was included. Furthermore, road infrastructure experts from the MoPWH are seconded to the 

Transport Sector Development Team (TSDT) – see special section below – providing a strong 

opportunity to exchange knowledge and experience.  

Focus: Road Sector Development Team 

The RSDT was established to effectively manage the implementation of the 10-Year RSDMP. 

RSDT, which is part of the MoPWH but is physically placed outside the ministry, is managing 

road and bridge infrastructure projects and institutional strengthening and reform 

programmes98. RSDT has a vision to become a lead in the sustainable transformation of the road 

                                                                 
98  RSDT has been supported through a USD330million credit from the International Development Association - IDA (i.e. 

WB), which was completed last year, and a USD162million loan from the African Development Bank (AfDB), which will 
be completed next year. 
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sector and to meet international best practices in planning, procurement, maintenance and 

financing of the targeted Federal Roads infrastructure.  

In its role, RSDT is an active player and key contributor to road transport project appraisal. RSDT 

carries out feasibility studies and is supported in this by specific contributions from the private 

sector. RSDT has a team, capable of running HDM-4 (see tools below), used for the economic and 

financial feasibility studies. Staff members from MoPWH are seconded to the RSDT, facilitating 

spread of knowledge and experience in applying HDM-4 and additional skills needed for 

managing road infrastructure. The RSDT has a clear and important role as expertise centre in the 

sector and as such provides a strong knowledge basis and a catalyst function in developing 

capacity in the sector, which adds to the credibility of the road sector and the collaboration 

opportunities with IFIs. 

Tools 

In the road sector, the dominant model that is applied for appraisal of projects is the HDM-4. As 

indicated above, the TSDT has strong knowledge and experience of HDM-4 and applies this on a 

structural basis. This can also be said for MoPWH, often collaborating with TSDT on applying 

HDM-4. HDM-4 has been calibrated for the Nigerian situation, which means that many 

parameters are already incorporated in the system. As such, HDM-4 needs project specific 

information, based on the scope of the project, such as project capital investments costs, as well 

as information on traffic levels and composition, road conditions and additional aspects (soil 

and geology, topography, vegetation). Additional input parameters, such as the project lifetime 

(for example 20 years) and applied discount rate (12% in many cases), are often used in a similar 

way, also contributing to a more harmonised approach. HDM-4 is capable of calculating benefits 

and costs and present results in the form of NPV and ERR. This is an important input in assessing 

the financial and economic viability of a project.  

Guidelines 

No specific guidelines on how to carry out feasibility studies, or specifically for CBA in the case 

of economic and financial feasibility, were recorded. However, it should be noted that for road 

projects, a great number of input parameters are harmonised, as a result of the calibration of 

HDM-4 for the Nigerian situation. Furthermore, when applying HDM-4, a standard discount rate 

of 12% is applied, in line with WB recommendations. As such, for the projects were HDM-s is 

used, a large extent of standardisation is in place, as indicated above.  

8.5 Content 

Methodology 

The method of appraisal that is most frequently used is CBA. Sometimes, an alternative approach 

is applied, for example in the case of the Economic Recovery and Growth Plan (ERGP) focus lab, 

as presented below (see special case).  
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Costs and benefits 

In the road sector, the HDM-4 model is often applied, as presented in the section above. HDM-4 

considers capital costs and benefits in the form of road user costs (RUC) reduction as a result of 

savings in Vehicle Operating Costs (VOC) and time savings.  

The evaluation period and discount rate are often set at 20 years and 12% respectively, such as 

in a broad range of appraisals in which HDM-4-was used, for example the projects Abuja-

Kaduna-Kano; and Shagamu-Benin-Asaba, both solely funded by the Government of Nigeria99. 

However, it should be noted that there is variation in the use of these input parameters. For 

example, for the Lekki Epe Expressway, a 30 year evaluation period and 30% discount rate was 

applied100.  

CBA is also carried out for other modes of transport. As with roads, this applies to all IFI funded 

projects and to the larger projects funded though domestic resources. Evaluation periods vary 

with the type of infrastructure, as is the case elsewhere in the world. Costs included are capital 

costs and benefits almost always include time savings. In addition, a range of other benefits may 

be included, depending on the nature of the project, such as safety, social and environmental 

impacts. Sometimes, such benefits are addressed only in a qualitative way, as additional 

arguments justifying a project (without being included in the CBA calculation and being reflected 

in the NPV or ERR). This traditional way of appraising a project, often relying on travel time 

savings in combination with increased traffic density, as well as other selected benefits (for 

example vehicle operating costs for road projects), does not take into account growth related 

benefits that transport infrastructure could bring. An alternative approach is presented in the 

special case presented below (Evaluating Transport Infrastructure Projects in Low Data 

Environments). 

Special case: Evaluating Transport Infrastructure Projects in Low Data Environments 

Against the background of the importance in investing in infrastructure and the situation often 

faced of low data availability, an approach has been developed to assess the differential impacts 

of alternative investment proposals in data constrained environments where conducting 

reliable impact analyses is difficult101. The approach first demonstrates a technique for 

estimating the cost of transporting products to markets. Next, the impact of improving the road 

network on economic activity is estimated. Finally, simulations are performed to demonstrate a 

methodology for prioritising alternative investments. The analysis demonstrates a pragmatic, 

though rigorous, approach for assessing transport infrastructure benefits. 

It should be noted that this innovative approach is still under development and does not provide 

a widely accepted means for appraising projects. The approach certainly has its merits (wider 

                                                                 
99  Both projects are presented in the Road Infrastructure & Related Development in Nigeria - An Investor’s Manual (2013). 
100  See American Journal of Economics 2013. Infrastructural Development in Nigeria: A Study of the Lekki Epe Expressway: 

(The Cost-Benefit Analysis between 2010 - 2040). A 30 Year Period Analysis.  
101  Jason Russ, Claudia Berg, Richard Damania, A. Federico Barra, Rubaba Ali & John Nash. Evaluating Transport 

Infrastructure Projects in Low Data Environments: An Application to Nigeria (2017). 
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benefits included; applicable based on often existing data). It will be interesting to see to what 

extent this approach will further develop and can be mainstreamed into the appraisal process.  

Special case: the ERGP focus lab 

As part of the ERGP, the concept of focus labs has been introduced. This concept, based on the 

Malaysian Economic Transformation Programme, is developed to fast-track and enable private 

sector investments in a number of priority sectors, including transportation.  

The Focus Labs are an iterative process that focuses on tackling issues through a recursive 

“trouble-shooting” process. The Focus Labs are designed to hold for several weeks and attended 

by key stakeholders to develop detailed implementation programmes and identify critical areas 

of growth through the identification of Entry Point Projects (EPP) that will catalyse the ERGP. 

Conversations and discussions in the ERGP Focus Labs are primarily focused around mobilising 

private sector investments. Participation of both the private and public sectors is therefore 

critical to ensure that deliberations inside the Labs are well represented by both sides. As such, 

the objectives of the labs are two-fold: (i) to generate new investments for critical projects; and 

(ii) resolution of complex interagency problems that inhibit private sector investment. The 

appraisal process is short and relies on five steps defined as part of funnelling the projects: 

visioning exercise; round 1 assessments; round 2 assessments; problem solving; and 

implementation plan and KPIs. Criteria applied in this process are (i) bankability of the project 

and (ii) jobs creation. The Focus Labs approach has resulted in a number of quick wins, including 

the aviation company to obtain a LOI within five weeks.  

Risk assessment 

In the feasibility studies that have been assessed risk management has been applied. In most 

cases a sensitivity analysis has been carried out, comparing the base case with a situation where 

there would be change (10-20%) in key parameters, as defined below: 

 Capital investment costs 

 Traffic volumes 

 Specific benefits, e.g. in time savings or vehicle operating cost (in case of road projects). 

 

8.6 Demand analysis 

The projected traffic volume plays a critical role in the appraisal of transport projects, as it 

determines to a large extent the technical and economic and financial viability of proposed 

investments. This is recognised by the Nigerian policy makers, resulting in demand analysis 

being firmly mainstreamed into the project appraisal process.  

For recent road project appraisal, an assessment of the traffic volume along the relevant routes 

was conducted in order to establish the traffic flow characteristics and travel pattern, as well as 

users' willingness to pay toll,  

For example, as part of the improvement of the existing 4-lane highway (Abuja – Kaduna - Kano 

route), the following demand analysis was carried out:  
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 Automatic Traffic Count (ATC): with the use of Metro Vehicle Classification System device 

-MC5600. The MC5600 is a simple axle-based pneumatic counter/classifier which collects 

data at a 'Time-Stamping'. The principle of operation of the device is such that every axle hit 

by the vehicle moving at least 10km/hr is being recorded at the time of hit by a pneumatic 

sensor. The recorded data is then interpreted by specialized computer software to give an 

output. 

 Axle Load Surveys: The axle load survey has been conducted to determine Vehicle Damage 

Factor (VDF) / Equivalent Standard Axles from the axle load spectrum data which gives the 

damaging effect on pavements. The design and performance of the pavement is affected by a 

number of factors, such as gross load, tyre pressure, number of wheels, wheel configuration 

and number of repetitions. The structural damage to the roads is determined by the type of 

vehicle expected to make use of the alignment during the life span of the route. 

 Origin-Destination (O-D) surveys: The O-D survey has been conducted using 10-15 % 

sample size to determine the travel characteristics of freight and passenger along the route 

under study. The survey was conducted for 16 hours at two different locations along the 

alignment. The method of roadside interview of randomly selected vehicles was adopted in 

the study to collect the following information: O-D of trips, trip time and purpose, commodity 

type and pay load, and frequency of trips. 

 Collection of Willingness to pay information: the analysis of the willingness to pay specific 

toll rate as they travel on improved roads has been sampled alongside the O-D surveys. 

 

This thorough approach is also applied in other large road projects. Whenever HDM-4 is applied, 

demand analysis is to be carried out to be able to apply the model. It should be noted that this 

approach is not representative for all road works in Nigeria, including those at state and local 

level. For the larger projects in the other sectors (rail, aviation, waterborne transport) demand 

analysis will be included, especially if international funding is included, for which demand 

analysis would be a mandatory element of any project appraisal.  

8.7 Result of project appraisal 

Use of results 

The results of project appraisal are used to provide justification for investing in a transport 

project and is integrated in the process of project preparation, as presented in Figure 8.1, aimed 

at establishing the feasibility of a project. This process is also used to facilitate the establishment 

of PPPs in the transport sector, as established for example in the Compendium Report of the 

road sector: Road Infrastructure and related development In Nigeria - an Investor’s Manual 

(2013).  

For prioritisation purposes, the system in Nigeria relies on an extensive process of stakeholder 

consultation, as also presented in Figure 8.1. 
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8.8 Follow-up and learning 

Monitoring and ex-post evaluation 

Monitoring of progress of implementation is standard procedure, again as indicated in Figure 

8.1. As elsewhere in the world, cost overruns and delays in implementation can be recorded. In 

the consultation with stakeholders, it appeared that ex-post evaluation is not carried out, at least 

not on a structural basis.  

8.9 Conclusions and recommendations 

Conclusions 

Project appraisal in the transport sector in Nigeria is carried out for all projects that include 

international funding and for most large infrastructure projects that are funded through 

domestic sources. Project appraisal is not a hard legal requirement, but it is a pre-condition for 

a project to receive a “no objection status” for procurement. As such, the Procurement Act 

provides a legal basis for appraisal of all projects that are procured, which includes most 

transport projects. The Procurement Act does not describe how projects are to be appraised. 

Consequently, there is room for interpretation, which may lead to different ways at which 

projects are appraised. For some projects, notably at state or local level, limited or no appraisal 

is taking place.  

The capacity to carry out project appraisal varies per governance level. At federal level, the 

capacity is higher than at state and local level. In the road sector, a set of manuals provides 

guidance on project appraisal, as captured in the so-called preparation phase, as part of a defined 

project cycle. This phase includes feasibility studies (technical, social and environmental, safety, 

economic and financial). The MoPWH and MoT are leading the appraisal process at federal level 

for roads and other modes of transport respectively. This approach is mirrored at state and local 

level through the respective public agencies.  

Feasibility studies and relevant input may be done in-house or may be outsourced to the private 

sector. The responsibility for the quality remains with the above-mentioned public bodies. In 

the road sector, the RSDT plays an important role in providing knowledge and expertise in 

project appraisal, acting as an expertise centre. Relatively limited effort is placed on developing 

capacity in project appraisal, e.g. though training programmes. Some capacity building has taken 

place, for example through secondments to the RSDT and as part of IFI funded larger transport 

projects.  

Standardisation in the use of input parameters (discount rate, evaluation period) is facilitated 

through the use of support tools. An example is the use of HDM-4, a model for the road sub-

sector, which is calibrated for the Nigerian situation and often uses standard input values, i.e. 

12% discount rate and 20 year evaluation period. Having said so, feasibility studies with other 

values, e.g. 30% discount rate, have also been noticed.  
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CBA is the instrument most applied to establish economic and financial feasibility of a project, 

with inputs in the form of capital (investment) costs and benefits mostly in time savings and 

vehicle operating costs (in the case of road projects), as well as a range of other potential benefits 

(safety, environment, social). The latter benefits are mostly not quantified and are incorporated 

in the appraisal in a qualitative way. Demand analysis is carried out as part of the appraisal 

process, as (future) transport flows are a key driver of the benefits.  

The results of the appraisal process is used for justification of the investment of a transport 

project. As indicated above, the project appraisal and its feasible result is a part of the process 

of receiving a “no objection” from the BPP in order for a project to be tendered.  

Policy recommendations 

Based on the above-described conclusions a number of policy recommendations can be defined, 

as presented below. 

Broadening the scope of transport project appraisals 

 It is recommended to apply project appraisal for a broader set of transport projects. The 

rationale for this should be the ambition to use public funds in such a way that it provides 

maximum benefit to the Nigerian society.  

 As such, project appraisal is integrated in a process of justification of use of (public) funds, 

based on sound socio-economic principles. Consequently, project appraisal is not to be 

regarded as a pre-condition from an IFI, or other institution, but instead be embedded in 

decision-making, with full political support. 

 A simplified approach should be considered for smaller projects, lowering the threshold to 

carry out feasibility studies. This could be achieved by creating standards and clear guidance 

for such projects, as also mentioned below.  

 

An effort must be made to further create capacity in transport appraisal  

 Capacity in project appraisal needs to be further developed, also to facilitate the above-

mentioned ambition related to wider application of project appraisal. The knowledge and 

experience, which has been created through the project appraisals of internationally funded 

and larger domestically funded projects, can be used for other projects.  

 It is recommended to develop and implement training programmes, possibly funded through 

development partners,  

 Furthermore, it is recommended to consolidate and concentrate the knowledge and 

experience, fro example by establishing expertise centres. In the road sector, it is 

recommended to at least sustain and preferably extend the role of RSDT as expertise centre, 

capable of dealing with HDM-4. In other sectors, an equivalent for such expertise centre 

should be considered. Bundling knowledge and expertise will enhance the opportunity to 

further mainstream project appraisal in (investment) decision-making process.  

 Providing project appraisal manual(s),, as presented below, will facilitate the capacity 

building process.  
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Creating standards and a harmonised approach 

 Standards should be further developed, contributing to a more harmonised approach. As 

mentioned above, the expertise centres could enhance this process.  

 Standardisation can focus on the process steps to follow in the appraisal process, or on how 

to carry out a feasibility study. It is recommended to design the process in accordance with 

international best practices, as for example prepared by the WB or other IFIs (see Chapters 

2-3 for more information on this). This would also facilitate collaboration with such external 

partners.  

 In addition, it is recommended to standardise input parameters. If for similar type of projects, 

input values, such as discount rates or evaluation periods, are similar, results of the appraisal 

process can be compared.  

 In order to support this standardisation process, it should be considered to develop project 

appraisal manual(s), including process steps and input values.  

 

Use of appraisal and applying project appraisal as part of a full project cycle 

 The appraisal process is now used as an ex-ante evaluation of a project, mostly for justifying 

an investment decision. It could be considered to broaden the use of the appraisal process, 

not only for justifying an investment decision, but also to prioritise those projects that yield 

best results. The appraisal process can then be extended towards prioritising transport 

projects.  

 Furthermore, it is recommended to monitor the implementation of a project, as well as carry 

out ex-post evaluation of a project. This to verify whether costs and benefits have developed 

as planned and to use results and draw lessons to be better able to carry out next appraisals.  
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9 Results case studies: Saudi Arabia 

This chapter presents the results of the case study on the Kingdom of Saudi Arabia, following 

the structure of the conceptual framework as developed in Chapter 2. This case study is based 

on a desk research and on interviews with Saudi institutional stakeholders carried out in 

December 2018. Details on the interviewed experts are presented in Annex 3.  

9.1 Introduction 

The Kingdom of Saudi Arabia has a population of approximately 33.4 million people102 and a 

total area of more than 2 million square kilometres, making it the 12th-largest country in the 

world. According to the Saudi strategic development plan released in 2016, called Vision 2030103, 

the country’s transportation sector shows a need for completing, improving and linking 

infrastructures internally and across borders, after large investments were implemented in the 

last decades for the construction of ports, railways, roads and airports. The National 

Transformation Programme, which is one of the Vision Realisation Programmes put in place to 

achieve the goals of the Vision 2030, specifically identifies the need to develop transport 

management and planning systems, and highlights the development of public transport in larger 

cities as a key area of new investments104. 

Similarly, the 2011 National Transportation Strategy105 had previously stated that the 

transportation system was in a transition period from a time of massive infrastructure 

development to one of a maturing system. At the same time, the Strategy underlined that major 

economic trends — such as the changing role of oil in global trade and the evolution of Saudi 

economy towards diversification — pointed to a necessary enhancement of transportation 

efficiency and connectivity, in order to support the national economy in its response to these 

changes106. 

To address these challenges, the 2011 Strategy laid out an action programme based on a detailed 

analysis of the status quo, divided into six areas107. In the area named Transport Infrastructure 

Development, the analysis identified a need for renewing the planning processes of transport 

infrastructures and the prioritising of projects. In particular, it was acknowledged that 

intermodal connectivity was not sufficiently taken into consideration at the early planning stage. 

The development of transport infrastructure was mainly mode-oriented, with relevant 

Ministries and authorities drafting their own plans and implementing their projects. 

                                                                 
102  Source: General Authority for Statistics. 
103  Kingdom of Saudi Arabia, 2016. Vision 2030. 
104  The National Transformation Programme sets a target of 16 cities for which comprehensive public transportation plans 

shall be under development by 2020, against an initial baseline of 11. 
105  Ministry of Transport, 2011. National Transportation Strategy. 
106  To this end, the drivers of the 2011 Strategy included among others: establishing minimum performance standards for 

transport service providers; relating investment decisions to economic feasibility; rationalising pricing and cost 
recovery; facilitating private sector involvement in the transport sector. More specifically on the issue of privatisation, 

the National Transformation Programme sets ambitious targets to be reached by 2020: the private sector contribution 
for developing and operating railway projects shall amount to 50% (from a baseline of 5%), while for ports projects it 
shall amount to 70% (baseline: 30%). 

107  The six areas were: a) Transport Infrastructure Development; b) Freight Transportation and Trade Facilitation; c) 
Passenger Transportation; d) Hajj Transportation; e) Transport Safety; f) Environmental Protection. 



 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

136 
 

Coordination of mode-specific plans through an all-encompassing strategic planning process 

was thus described as necessary. Moreover, the need for a strengthened role of economic 

reasoning and feasibility considerations was suggested, potentially through a standardised 

methodology, with the aim of assessing the economic viability of projects and allowing a 

prioritisation based on their economic ranking.  

In Saudi Arabia, a strong emphasis has been attached to urban transport in recent years, and 

several innovative initiatives are being taken in this field in relation to project appraisals as well. 

For different reasons, the development of public transport can be specifically singled out as a 

key challenge for Saudi Arabia: first, for the relevance of cities in the country’s socio-economic 

structure (84% of the total population lives in urban areas108); second, for the evolving role of 

oil, which will impact on the popularity of road transport in the long term; third, for growing 

environmental concerns. Accordingly, this review of project appraisal practices in Saudi Arabia, 

while offering an overview of different transport modes, will particularly focus on information 

concerning urban transport.  

9.2 Legal basis 

No legal requirement to carry out project appraisals in the transport sector is in place in Saudi 

Arabia. Nevertheless, strategic documents and initiatives taken in recent years appear to suggest 

a willingness to develop an appraisal system in the future. 

The National Transportation Strategy, issued by Council of Ministers' decree No. 4 in 2011, 

established a National Transport Infrastructure Plan, which all mode-specific planning 

procedures should merge into. This new Plan, featuring a time horizon of 15 years, would 

complement already existing planning procedures for roads, railways, ports and airports, and 

aims to contribute to the achievement of an improved multi-modal connectivity.  

In the absence of a well-defined legal obligation to carry out transport project appraisals 

(formally defining the appraisals’ scope, objectives, timing and features) the decision to perform 

them currently still depends on public authorities in charge of planning infrastructures for 

specific transport modes. Thus, the institutional framework supporting project appraisal 

appears to be fragile. 

In the field of urban transport, Council of Ministers' decree No. 373 in 2011 created the Public 

Transport Authority and included among its tasks the preparation of comprehensive 

masterplans for public transport for mid-size cities (therefore excluding the five most populous 

urban areas109). These plans should involve: an estimation and determination of current and 

future demand for public transport services; the identification of alternative solutions to 

develop urban transport; an evaluation of the different options; the designation of the best 

option and a discussion of its possible development. Nevertheless, it needs to be underlined that 

no legal requirement for a fully-fledged project appraisal is in place for public transport either. 

                                                                 
108  Source: United Nations - Department of Economic and Social Affairs, 2018. World Urbanization Prospects: The 2018 

Revision. 
109  Riyadh, Mecca, Medina, Jeddah and Dammam. 
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Appraisals are carried out in the framework of urban transport masterplans merely because it 

is acknowledged that they represent a good practice. 

9.3 Governance 

The 2011 National Transport Strategy identified the abovementioned National Transport 

Infrastructure Plan as the new instrument to coordinate mode-specific planning processes. A set 

of institutional actors would contribute to the Plan under the overall coordination of the Ministry 

of Transport, in charge of managing the transport infrastructure planning of all modes. 

Contributions on specific modes or horizontal issues were foreseen based on the competences 

of various organisations.  

Table 9.1: Institutional actors involved in the preparation of the National Transport 

Infrastructure Plan110 

Role Institution 

Leadership and 

overall coordination 

of the Plan 

 Ministry of Transport 

Cooperation for the 

preparation of the 

Plan 

 Ministry of Economy and Planning111 

 

Specific 

contributions 

 Budget estimations: Ministry of Finance 

 Aviation: Ministry of Defence and Aviation and General Authority of 

Civil Aviation (GACA) 

 Municipalities, urban roads and transport: Ministry of Municipalities 

and Rural Affairs 

 Ports: Saudi Ports Authority112 

 Rail transport: Railway Commission113 

 Hajj and Umrah transport: Ministry of Hajj 

 Vehicle fleet and road safety: Ministry of Interior 

 Border roads: Border Guards 

 Agricultural roads: Ministry of Agriculture 

 Public infrastructure funding: Public Investment Fund 

 Border crossing facilities: Saudi Customs 

 Trade and industrial development: Ministry of Commerce and 

Investment 
Source: National Transportation Strategy (2011) 

 

                                                                 
110  As established by the 2011 National Transportation Strategy 
111  The Ministry of Economy and Planning is responsible for the formulation of the 5-year National Development Plans as 

well. Its cooperation with the Ministry of Transport for the National Transport Infrastructure Plan will therefore ensure 
an identification of priorities consistent with other development goals, and appropriate resource allocations.  

112  Saudi Ports Authority operates under the supervision of the Ministry of Transport. 
113  The Railway Commission, originally established in 2008, was merged with the Public Transport Authority (PTA) in 2016. 
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However, a relevant change in the transportation sector’s governance intervened at the end of 

2011, when the Public Transport Authority (PTA) was founded as an institution with financial 

and administrative independence. Among its tasks, the PTA regulates the public transportation 

sector in Saudi Arabia and defines the framework for design, construction and operation of all 

public transport systems in the Kingdom. Additionally, the PTA is responsible for developing 

standards and guidelines across all transport modes, and for monitoring their application. In the 

field of urban transport specifically, the PTA is in charge of masterplans featuring the discussion 

of alternative projects and their evaluation through a multi-criteria analysis. Actual project 

appraisals, which constitute major studies, are frequently carried out by appointed external 

consultants, because of limited staff resources. The PTA, however, has internal resources to 

oversee them. 

 Figure 9.1: Governance of project appraisals in the field of public transportation  

 
Source: Authors 

 

The PTA does not implement projects: implementing entities can be either specific companies in 

charge of major projects (as in the case of the five major cities) or municipalities. The PTA has a 

say in certifying the operations, but no say in capital expenditure decisions.  

Beyond public transportation, the PTA is additionally tasked with regulating the maritime 

transport sector based on the rules established by the International Maritime Organisation, and 

it oversees all maritime transport activities in the Kingdom. In this area, project appraisals are 

under the responsibility of the sector-specific authorities (i.e. Saudi Ports Authority). Air 

transport, on the contrary, does not fall under the responsibilities of the PTA, and project 

appraisals are carried out by the General Authority of Civil Aviation (GACA). 

On a different note, the General Administration for Traffic (GAT), a department linked to the 

Ministry of Interior, is responsible for the operation and control of traffic in Saudi cities (mainly 

through traffic plans and traffic management). The traffic engineering units in the department 

are responsible for technical work relating to roads and vehicles, and their tasks include 

coordination with other governmental bodies in relation to traffic engineering114. 

Finally, as regards capital expenditure, the funding of projects is generally a responsibility of the 

central government, particularly in the field of public transport. The five largest cities were for 

instance tasked to develop plans for public transport in recent years, and received authorisation 

                                                                 
114  Alotaibi, O. and Potoglou, D., 2018. Introducing public transport and relevant strategies in Riyadh City, Saudi Arabia: a 

stakeholders’ perspective, Urban, Planning and Transport Research, vol. 6(1), p. 42. 

Developing standards and guidelines across all

transport modes, and monitoring their application

In charge of urban transport masterplans, evaluating 

alternative projects through a multi-criteria analysis

Project appraisals are carried out by appointed 

external consultants, and reviewed by PTA itself
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to do so through Royal Decrees115. Differently from the establishment of urban transport 

systems in large cities, in the case of smaller investments funding comes from the involved 

municipalities, yet municipalities still get their funding from the Ministry of Municipalities and 

Rural Affairs, i.e. the central government. 

Quality review 

According to interviewed stakeholders, a review of conducted project appraisals (particularly 

in the road sector) is performed by four different departments at the Ministry of Transport: the 

Technical, Engineering, Financial and Planning Departments. In the case of public transport, a 

quality review is performed by the PTA. However, no evidence of formally established quality 

standards for project appraisals has been found. 

Publicity and stakeholders 

Vision 2030 stresses the importance of consultation with citizens and the private sector, 

particularly through online engagement methods. In the past few years, government ministries 

are reported to have invested in surveys and focus group consultations116. However, no evidence 

is available on the actual reception of stakeholders’ contributions. In the same vein, in 2017, the 

Ministry of Finance released a draft Government Tender and Procurement Law and called for 

suggestions and comments on it by interested parties in the private sector and concerned 

government bodies. According to its stated objectives, this draft law, regulating the framework 

for government procurements, aims to ensure higher participation among small and medium 

enterprises and to promote transparency in government tenders, taking into consideration good 

practices at the international level. Despite these initiatives, ample room exists to develop 

stakeholder engagement further and to institutionalise consultation practices, ensuring that 

their outcome feeds into the policy process.  

In the framework of transport project appraisal, stakeholder consultation is reported to take 

place. In the case of urban transport masterplans, the PTA arranges workshops and invites major 

stakeholders to take part in them, such as the involved municipalities, the police and the local 

Chamber of Commerce.  

Similar events take place both before and after the project appraisal is carried out. As a matter 

of fact, different workshops are arranged as the masterplan develops: at the kick-off, the PTA 

shares with stakeholders the concept and the purposes of the project; when alternatives are 

developed, they are shared with stakeholders; similarly, when the final report is ready, it is 

shared as well.  

No evidence is available on the actual quality of participation during such meetings and on the 

procedures followed for selecting the stakeholders and collecting their contributions. 

Project appraisal reports are not made publicly available (e.g. through relevant institutional 

websites), but they are shared with the major stakeholders. 

                                                                 
115  In Saudi Arabia, the King is the country’s head of state and head of government. 
116  Kinninmont, J., 2017. Vision 2030 and Saudi Arabia’s Social Contract, Chatham House, p. 37.  
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9.4 Capacity and tools 

Guidelines 

The 2011 National Transport Strategy highlighted the formulation of guidelines for identifying 

priorities for transport infrastructure projects as a necessary action. According to the Strategy, 

the guidelines should include common standards and mechanisms to support decision-making 

processes by allowing for a better evaluation of the projects’ priority and feasibility. 

Significantly, they should include recommendations on how to assess internal and external costs 

and benefits, as well as social and economic impacts. Further, they should be practical and easily 

usable by all involved agencies, and provide examples of both assessments and calculations for 

different project cases. Indications were offered by the 2011 Strategy not only on the contents 

of such guidelines, but also on their actual preparation: they should have been elaborated under 

the leadership of the Ministry of Transport, in a close dialogue with the Ministry of Economy and 

Planning and the Ministry of Finance and taking into consideration international best practices. 

Moreover, all involved ministries and other authorities should have been consulted. 

According to interviewed stakeholders, a PTA-commissioned study will be launched in the near 

future to prepare a standardised methodology for assessing costs and benefits of transport 

projects. These guidelines, covering cost-benefit analysis, cost-risk analysis and wider economic 

benefits, will likely provide reference parameters and unit values as well. Their scope (i.e. for 

which type of projects the project appraisal will be required) has however not been decided yet. 

The preparation of this new framework, in fact, has not started yet: while these guidelines are 

planned, as of January 2019 an authorisation to start the process is pending. The study is 

expected to start during the first months of 2019.  

Capacity 

Capacity building measures (seminars and workshops) to promote the application of the 

Guidelines were explicitly foreseen as well in the Action Programme of the 2011 Strategy. Today, 

according to interviewees, training programmes to improve capacity in transport project 

appraisals are among the PTA’s tasks. As a matter of fact, the PTA has established a system of 

regular knowledge transfer: any consultant working for the authority (on the urban transport 

masterplans and on other projects alike) is requested to work hand in hand with PTA officials 

for the purpose of technical capacity building. While the existence of constant dialogue between 

consultants and officials certainly represents a significant strength, it can still be noted that such 

practices do not equal a systematic capacity building effort. 

So far, both the PTA and the Ministry of Transport have largely resorted to the appointment of 

external consultants. The 2011 Strategy itself was prepared with the technical support of 

external consultants.  

Further capacity building measures were identified as necessary by the 2011 Strategy with 

regard to environmental impact assessments for roads, railways, ports and airports, the 

Presidency for Meteorology and Environment being responsible for their implementation. 
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Tools 

Project analysts enjoy considerable flexibility in performing their analyses. As a matter of fact, 

no evidence of standard tools such as models or templates to be followed for analysis and 

reporting has been found117. Moreover, no reference parameters and unit values are currently 

provided in a prescriptive way. For cost-benefit analysis in the field of public transport, analysts 

enjoyed flexibility as regards reference parameters and unit values as well. However, the future 

guidelines on CBA, cost-risk analysis and wider economic benefits are expected to provide 

reference parameters and unit values as well. 

9.5 Content 

Methodology 

The multi-criteria analysis (MCA) is the method of appraisal currently used in the field of road 

transport. In particular, a prioritization framework was developed in 2010 to be applied to 

proposed primary and secondary road projects118. The framework prioritized the National Road 

sections based on an MCA approach, the linear additive model, evaluating each scheme based on 

criteria stemming from the goals established by Saudi authorities. The framework implemented 

to prioritise projects followed a process graphically explained by the following flowchart (Figure 

9.2).  

 

                                                                 
117 ` However, during the preparation of urban transport masterplans, PTA requires the development of standard travel 

demand models.  
118  Kaysi et al., 2010. Prioritization of National Road Projects in Saudi Arabia: Framework and Implementation, 12th World 

Conference on Transport Research, Lisbon. 
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Figure 9.2: Prioritisation process of national road projects 

 
Source: Kaysi et al., 2010119. 

 

A set of criteria for the prioritisation was chosen and the selected criteria were clustered in five 

groups, corresponding to the objectives of the key players: a) Road Network Development; b) 

Socio-Economic Development; c) Economic Feasibility; d) Serving Hajj and Umrah; e) Other 

                                                                 
119 https://pdfs.semanticscholar.org/711a/ecdc8beb96151d868e64825dd55eab2883b9.pdf Pg. 15  

https://pdfs.semanticscholar.org/711a/ecdc8beb96151d868e64825dd55eab2883b9.pdf
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Criteria including Security, Safety, and Environment. Every criterion was subdivided into 

primary criteria, and these, in turn, into secondary criteria120. A three-level hierarchy was 

therefore generated, as shown in Figure 9.3. 

Figure 9.3: Prioritisation process of primary and secondary road projects 

 
Source: Kaysi et al., 2010. 

 

Weights of every criterion were derived using the Analytic Hierarchy Process method. A Linear 

Additive model was then used to compute the score of a road project by adding its weighted 

score on a set of criteria. 

                                                                 
120  Shah et al., 2013. A Critical Review of Prioritization Models for Pavement Maintenance Management Decisions, 2nd 

International Conference on Emerging Trends in Engineering & Technology, Teerthanker Mahaveer University, p. 14. 
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Beyond road sections, a very similar framework was suggested in 2018 for prioritizing urban 

arterial/freeway interchange types121. 

The MCA is the analysis used by the PTA as well in the framework of public transport 

masterplans for mid-size cities. The choice of MCA does not stem from any requirement, but it 

is a regarded as a good practice to follow. In the structure of the masterplans, the MCA is carried 

out after preliminary studies on the local area (e.g. social, economic, environmental and 

transport-specific aspects), travel demand forecasts and the identification of alternatives. The 

MCA is performed in order to evaluate alternative options, and leads towards the selection of a 

preferred project. 

The MCA approach adopted in urban transport masterplans is as follows. The PTA initially 

identifies the goals of the study (e.g. social, environmental, economic goals) and relevant proxies 

to measure the achievement of these objectives. Subsequently, the alternatives are defined and 

the different aspects are measured for each alternative (e.g. travel time, accidents). Alternatives 

are then evaluated based on the criteria previously established: criteria are in fact identified for 

a series of studies, so that different studies are comparable with each other (for the different 

urban transport masterplans, criteria are for instance very similar). 

When project alternatives are to be selected, a CBA is sometimes performed as well. The use of 

CBA has not been systematic so far, and this is not expected to change soon, despite the study 

which will be launched in the near future by the PTA in order to prepare guidelines with a 

standardised methodology for assessing costs and benefits of transport projects. As a matter of 

fact, no study is in itself sufficient to change widespread practices: proper and timely 

dissemination actions, for instance, will need to accompany the release of the guidelines.  

Items 

According to interviewed stakeholders, an appraisal report typically includes the following 

items: project identification; demand analysis; technical design; management plan; time plan; 

financial analysis; economic analysis; environmental analysis; performance of the contractor. In 

particular, in large scale projects such as the public transport networks for the five largest cities, 

these elements are clearly identified, included and detailed. 

On a different note, effects of transport infrastructure projects typically included in the appraisal 

process are: time savings; safety (to which a very strong emphasis is attached); environmental 

impacts; local impacts. More specifically on environment, the 2011 Strategy explicitly mentions 

that environmental considerations shall be included into the planning process for all projects 

and plans and across transport modes. The following aspects in particular are reported to be 

frequently considered in transport project appraisals: air pollution; GHG emissions; the use of 

environment-friendly materials; the conservation of groundwater. In the field of public 

                                                                 
121  Jamaleddin, K. and Kaysi I., 2018. A Framework for Prioritizing Urban Arterial/Freeway Interchange Types using Multi-

Criteria Analysis, Transportation Research Record. 
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transport more specifically, noise pollution and air pollution are reported to be the most 

relevant environmental aspects taken into consideration. 

Moreover, the 2011 Strategy prioritised a better implementation of the environmental impact 

assessment (EIA) for major infrastructure projects. While mandatory requirements were already 

in place since 2001122, the Strategy acknowledged that their implementation was falling behind.  

So far, EIA practices in Saudi Arabia have varied based on the classification of the project into 

three different categories, depending on the level of expected environmental impacts.  

Table 9.2: Allocation of transport infrastructure projects to three categories for performing 

the Environmental Impact Assessment, based on Royal Decree 34/2001 

Category Transport infrastructure projects 

First category –  

“Projects With Limited 

Environmental 

Impacts” 

 Expansion of existing roads not exceeding 15% of the existing length 

or width; 

 Modification or expansion of an existing marine berth which does 

not involve any pollution impact or effective dredging of the site. 

Second category –  

“Projects With 

Significant 

Environmental 

Impacts” 

 Construction of divided roads less than 50 km in length, excluding 

highways, tunnels, causeways, bridges and railroads. 

Third category –  

“Projects With Serious 

Environmental 

Impacts” 

 Major conveyance systems, such as causeways, underground 

transport, railways, express ways and roads in excess of 50 km in 

length; 

 Civilian and military airports; 

 Ports, expansions in berths, yards…etc. 
Sources: Royal Decree 34/2001 and Al-Azri et al., 2014. 

 

A different information form (representing the environmental assessment) corresponds to each 

category: first-category projects require the lowest amount of data, while third-category 

projects demand the highest amount of data and information.  

                                                                 
122  Saudi Arabia introduced legislation on EIAs in October 2001 through the Royal Decree No. 34/2001 - General 

Environment Law and Rules for Implementation in Kingdom of Saudi Arabia, identifying the Presidency for Meteorology 

and Environment as the authority in charge of environmental affairs. Two years later, the Executive Regulations 
3964/2003 were released. 
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Table 9.3: Data and information required for the Environmental Impact Assessment, based on 

Royal Decree 34/2001 

Category Data and information required 

First category –  

“Projects With Limited 

Environmental 

Impacts” 

 Applicant’s data 

 General information on the project  

 Description of the activity 

- Location 

- Size of the project area 

- Estimated number of residents within 250 meters of the project 

- Source of Energy and quantity of fuel used 

 Construction activities 

- Date of commencement and duration 

- Permits and licences 

Second category –  

“Projects With 

Significant 

Environmental 

Impacts” 

In addition to information for first-category projects: 

 Description of the project 

- Key characteristics of the project 

- Objectives 

- Justification 

- Major components 

- Technologies used 

- Volumes of inputs and consumables during construction and 

operation (water for sanitary purposes; water for industrial 

purposes; water for other uses; energy (fuel); raw materials 

(types and quantities in detail); other 

- Volumes of Outputs, Emissions and Wastes (SO2 to the air; 

suspended particles to the air; NOx to the air; Other to the air; 

sanitary drainage water; industrial drainage water; domestic 

solid wastes; industrial solid wastes; hazardous solid wastes; 

construction material wastes 

 Description of construction works and methods of construction 

used 

 Drainage Outlet Specifications 

 Most significant biological properties of the area (fauna, flora, 

sanctuaries, antiquities, and resort areas) 

 Initial analyses of the environmental impacts 

 description of control and mitigation procedures and technologies 

for various impacts 

Third category –  

“Projects With Serious 

Environmental 

Impacts” 

 Presentation of The Project 

 Description of the project and its objectives 

- Goals 

- Need for the project 

- Components of the project  

- Project construction phases 
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Category Data and information required 

- Workforce required for implementation of the project 

(minimum and maximum) 

- Workforce required for operation of the project (minimum and 

maximum) 

- Alternatives and options 

 Status of surrounding environment including the following: 

- Air quality 

- Soil and topography 

- Oceanography 

- Surface and ground water 

- Land environment (fauna/flora) 

- Marine environment (fauna/flora) 

- Land use of selected site and its surroundings 

- Land ownership (original owner) 

 Environmental Assessment 

- Identification of the general potential impacts of the project and 

suggested alternatives 

- Identification and analysis of key effects of the project on: air 

quality; marine and coastal environment; surface and 

underground water; flora and fauna; land use and urban 

development; residential clusters; general scenic view; others 

 Assessment of Significant Impacts 

- Quantification and rating of the significant impacts on natural 

resources 

- Estimates on the relative damage to the area and the extent of its 

potential 

- Estimated lifespan of the facilities 

- Studies on the possible mitigation of anticipated impacts 

 Summary of the significant impacts after mitigation processes 
Sources: Royal Decree 34/2001. 

 

Generic requirements on the content of an EIA are available in Royal Decree No. 34/2001. 

However, in order to address the insufficient implementation of EIAs specifically for transport 

projects, the 2011 Strategy stressed the need for a stronger guidance by the Presidency for 

Meteorology and Environment (PME) for transport implementing agencies. In particular, the 

preparation by PME of practical guidelines to measure the environmental impact of transport 

infrastructure projects was foreseen. According to the Strategy, PME would be the lead agency 

for developing EIA guidelines and cooperate to this end with the concerned Ministries and 

entities, such as the Ministry of Transport, Saudi Ports Authority, Railway Authority, Ministry of 

Municipal and Rural Affairs, Ministry of Defence and Aviation, and GACA. In addition, promotion 

and capacity building measures were called for, aiming to enhance the implementation of EIAs 

for roads, railways, ports and airports. 
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Risk assessment 

In major projects (e.g. the Riyadh metro) a risk assessment is formally included, together with a 

risk management plan. No evidence has been found, however, of established standards ensuring 

the quality of the risk assessment’s methodology. In smaller projects (e.g. urban transport 

masterplans for mid-size cities) the risk assessment is done informally and small-scale instead. 

However, the future guidelines on CBA, cost-risk analysis and wider economic benefits is 

expected to define a new framework for the risk assessment as well. 

9.6 Demand analysis 

Travel demand forecasting plays a key role in public transport masterplans prepared by the PTA. 

After the development of a travel demand model (which is based mainly on household surveys, 

roadside interviews and land use projections), the model itself is calibrated and validated. After 

that, the current and future demand of transportation in the area is calculated. Based on this 

demand analysis, alternative project options are subsequently identified and discussed. 

The four-step travel demand model (i. Trip generation; ii. Trip distribution; iii. Mode choice; iv. 

Trip assignment) is adopted as the approach to forecast travel demand. 

As regards road transport, elements considered in the demand analysis include the city’s 

expansion and expected mega-projects in the proximity of the road’s location. Simulations are 

carried out (usually by external consultants) as part of the traffic demand forecasting.  

However, as acknowledged by interviewed stakeholders, data- and statistics-related limitations 

frequently reduce the accuracy of demand forecasts. The calibration and validation of models 

carried out in urban transport masterplans, for instance, stem from an awareness by the PTA of 

the limitation of forecasting models. Moreover, in order to avoid data-related issues, an 

extensive data collection takes place before the MCA (through household surveys, roadside 

interviews, etc.). 

On this point, the landmark 2011 National Transportation Strategy acknowledged that the 

country’s transport statistical information was not sufficient under neither a qualitative nor a 

quantitative point of view. A comprehensive transport statistics system was accordingly 

envisaged, based on a review of international best practices. Following this requirement, the 

PTA and the Ministry of Transport will be commissioning studies to develop a transportation 

database to support their work. 

9.7 Results of project appraisal 

Use of results 

The results of project appraisal are used to enable a prioritisation of transport projects and to 

provide a justification for the selection of individual projects. Moreover, appraisal results are 

used to follow up on individual projects.  
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As regards urban transport more specifically, the PTA carries out studies that enable a 

prioritisation of projects at the local level, but it does not prioritise projects across the country, 

i.e. its studies do not aim to rank projects in different localities on a national basis. 

Selection criteria 

According to interviewees, it is generally not possible to select a transport infrastructure project 

if, following the analysis, its economic result is negative. However, in the field of urban transport, 

the PTA carries out studies for single areas, and these areas have to fund a project according to 

their own selection criteria. In its masterplans, PTA identifies the best alternatives, but the 

prioritisation and funding of public transport against other projects lies with the municipalities. 

9.8 Follow-up and learning 

Monitoring and ex-post evaluation 

The monitoring of project implementation is reportedly among the tasks of the Ministry of 

Transport’s Execution Department, and of external consultants appointed by the Ministry.  

As regards urban transport, monitoring project implementation and comparing it with project 

planning falls under the tasks of the implementing entity, i.e. the organisation in charge of local 

public transport in the relevant local area. In addition, a system exists to report problems 

encountered during project implementation to the PTA in order to detect common obstacles: as 

a matter of fact, an ad-hoc committee oversees the implementation of the different major 

projects in public transport and it is tasked with identifying lessons learned and obstacles. 

Ex-post evaluation is not performed on a systematic basis. On the contrary, the decision to 

perform it is taken rarely and, not being enshrined in a clear legal obligation, reportedly depends 

on the importance and the volume of the projects.  

However, among its innovative initiatives, the PTA is planning to request project implementing 

entities to have Key Performance Indicators (KPIs), which are to be used during the operation 

for ex-post assessment (e.g. on-time performance, schedule adherence, mean time between 

failures). These KPIs are currently being defined by the PTA, in what is seen as a ground-

breaking effort. Moreover, the PTA’s requirement to implementing entities will include the 

provision of their operating data as well. These data, among others, are expected to be included 

in the planned transportation database. 

9.9 Conclusions and recommendations 

Conclusions 

In the Kingdom of Saudi Arabia, a national project appraisal system is still in its infancy. Project 

appraisal in the transport sector is not grounded on a legal obligation, but rather, while being 

widely recognised as a good practice, left to the initiative of individual planning authorities. The 

need for improving transport project appraisals and establishing standardised practices in this 

field is recognised by national strategic documents. 
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The actual performance of project appraisals has been so far largely assigned to external 

consultants, with public authorities tasked with overseeing the analyses and carrying out a 

quality review. Practices of knowledge transfer from consultants to public officials are in place.  

While a standardisation of methodologies has not yet been formalised, some developments in 

this direction are expected in the future, as a result of a study currently planned by the PTA on 

the subject of cost-benefit analysis, cost-risk analysis and wider economic benefits. However, 

the contents and results of the study, as well as its actual use and enforcement within the 

national appraisal system, are not yet known. While MCA is currently the dominant method in 

the appraisal of road transport and public transport projects, the role of CBA could increase as 

a result of the future guidelines. 

The environmental impact assessment, despite issues affecting its regular implementation, 

constitutes the most developed item in transport project appraisals. On the contrary, economic 

and social aspects of transport infrastructures are not adequately taken into consideration.  

The results of the appraisal process usually feed into the prioritisation of projects, but no 

mandatory link has been established between the appraisal’s result and the final project 

implementation.  

Policy recommendations 

In the light of the currently not stringent regulatory framework, clearer legal obligations on the 

scope, the content and the methodologies of transport project appraisals should be envisaged. 

In this regard, it is recommended to establish a set of rules at the central level (under the 

responsibility of the Ministry of Transport) clearly stating how, for which type of projects and 

when to perform project appraisals. Such legal framework, which would represent a 

fundamental tool to implement the 2011 National Transportation Strategy, would avoid leaving 

room for discretion to individual transport agencies and, increasing the comparability of 

projects, it would increase transparency.  

An in-depth review of the approaches currently adopted across different transport modes and of 

the software in use could be carried out, serving the following needs: a) having a detailed 

overview on current practices across transport sub-sectors; b) exchanging information on 

appraisals and possible good practices across transport modes, with the identification of 

potential areas of cooperation; c) preparing an operational roadmap (indicating milestones to 

be achieved and responsibilities) for a comprehensive enhancement of transport project 

appraisals in the country. The performance of this task could offer the chance to involve both 

Saudi and international university institutes. 

Reference parameters and unit values should be defined at the national (if not regional) level for 

the analyses that require them (e.g. CBA). In addition, appropriate mechanisms should be 

foreseen to ensure that sufficient resources are made available for a regular update of these 

values. Ad-hoc trainings on the correct use of reference parameters and unit values, moreover, 

could be arranged for staff from the Ministry of Transport, PTA and other relevant organisations, 
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in order to enhance internal capacity building and ensure correct implementation of project 

appraisals. 

Clear responsibilities should be identified for the quality review of project appraisals conducted 

by external consultants. Furthermore, formal quality standards for project appraisals could be 

established, facilitating the task of project reviewing. 

Emphasis should be put on the socio-economic dimension of project effects. To this end, a 

reference document could be prepared listing the socioeconomic effects that shall be 

mandatorily considered within project appraisals (with variations depending on transport 

mode and project features), and with indications on how to compute them correctly using state-

of-the-art methodologies based on a benchmarking of international good practices. Further, the 

national transportation sector could benefit from the introduction of a standardised framework 

for a socio-economic assessment (SIA), whose role appears to be currently very limited.  

A comprehensive transportation statistics system should ensure the availability of updated data 

for forecasting traffic according to state-of-the-art methodologies. To this end, appropriate 

measures should be taken to ensure that the categories of data required for demand analysis are 

duly included in such database, and that adequate funding provisions enable the updating of 

data on a regular basis.  

The PTA’s ground-breaking efforts in the field of public transport should be supported and, with 

due adaptations, applied to other transport sectors as well, concerning in particular stakeholder 

consultation and the introduction of KPIs for the monitoring of the operation phase.  

Beyond KPIs, however, the role of ex-post evaluation could be increased by setting up 

institutional mechanisms to identify the mid-term and long-term contribution of transport 

projects. Such studies could be grounded not only on extensive data collection and quantitative 

indicators, but also on in-depth qualitative analysis, which may help identify mechanisms and 

determinants beyond the eventual project’s performance.  
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SECTION 3: CONCLUSIONS AND RECOMMENDATIONS 

10 Conclusions and recommendations 

This chapter presents the conclusions and recommendations, based on the findings from the 

previous two sections, i.e. the methodologic framework, international good practices and the 

appraisal of transport projects in OIC member countries. Section 11.1 presents conclusions and 

Section 11.2 includes recommendations towards improving transport project appraisal. 

10.1 Conclusions 

10.1.1 A conceptual framework for project appraisal 

The rationale for appraising of transport projects 

Appraisal of transport projects has the longest tradition of public investment appraisal, which 

has resulted in standard assessment frameworks now being broadly applied worldwide by 

national and international funding agencies.  

Transport project appraisal addresses a number of needs, including justification of allocation of 

public funds on transport projects, in such a way that maximum socio-economic benefit is yielded. 

Besides justification of individual projects, project appraisal also facilitates the process of 

prioritising transport projects, based on optimal contribution to society. The rationale for project 

appraisal is that decision-making is supported by providing a systematic approach and clear 

framework, based on sound socio-economic principles, which can reduce the degree of 

subjective intervention.  

The conceptual framework 

In order to enhance a systematic approach, a conceptual framework for project appraisal in the 

transport sector has been developed, based on the World Bank (WB) framework for assessing 

Public Investment Management (Rajaram et al., 2010) and further tailored for the purpose of this 

project. The framework is based on a number of institutional and technical aspects, influencing 

project appraisal practices in the transport sector. Figure 10.1 presents the conceptual 

framework, including its seven aspects, of which five aspects are related to the institutional 

dimension and two to the technical dimension. This conceptual framework has been used 

throughout this project, as a structured means to collect information per country and case study, 

as well las the survey. Also, the framework will be used to draw conclusions, as defined below, 

and define recommendations in Section 11.2.  
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Figure 10.1: Conceptual framework with seven project appraisal aspects 

 
Source: CSIL 

 

A coherent set of project appraisal aspects 

The seven project appraisal aspects, consisting of institutional and technical aspects, together 

form a coherent set of interlinked aspects. The seven aspects are summarised in Table 10.1. 

Table 10.1: Description of the seven project appraisal aspects 

Appraisal 

aspect 

Description 

Legal basis  Legal requirement: which type of requirement is in place, if any? Is there a 

legal requirement to carry out transport project appraisal or it is it simply a 

recommended practice? Does the obligation define appraisal objectives, 

features and methodology to be used?  

 Scope of application: is the requirement for project appraisals common to all 

public investments (above a specific cost threshold) or is it specific for the 

transport sector? Is the project appraisal system diversified depending on the 

scale and typology of the project? is the appraisal performed on individual 

projects or on strategies?  

 Timing: during the project preparation phase when is project appraisal 

usually prepared? is the project appraisal development performed ‘early’ 

enough in the process when project alternatives are still to be selected? 

Governance  Roles: who is responsible for transport capital expenditure decisions? Is there 

a coordinating entity at central level or are project appraisal practices largely 

7.  Follow up and 
learning

• Requirement

• Scope 

• Timing

• Roles

• Quality review

• Publicity

• Capacity

• Standards

• Tools

• Role in decision-making

• Selection criteria

• Methodology

• Items

• Risk assessment

• Forecasting techniques

• Monitoring

• Ex-post evaluation

6. Results of 
project appraisal

1. Legal basis

2. Governance

3. Capacity and 
tools 

4. Content

5. Demand 
analysis
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Appraisal 

aspect 

Description 

delegated to sectoral/local procurement agencies? Which activities are 

delegated at sectoral/local level? Who performs transport project appraisals? 

is project appraisal performed by a technical unit within the administration or 

by private consultants? How are responsibilities and functions of 

procurement agencies, project promoter and project appraisers specified?  

 Quality review: How are quality standards for project appraisal defined? Is 

there a system of independent quality review of project appraisal? 

 Publicity: are project appraisal reports publicly available? how are the 

stakeholders included into the appraisal process? Are project appraisal results 

systematically used to inform public consultations and debate? 

Capacity and 

tools 

 Capacity: Is technical capacity constantly monitored and ensured? Is there a 

systematic training and dissemination programme to improve internal 

capacity (with periodic monitoring of the alignment to state-of -the-art 

methodologies)? Is training in project evaluation provided? If yes, by whom? 

 Tools: Are there standard tools such as models or templates that shall be 

followed for analysis and reporting? Are general and specific guidelines 

developed? 

 Standards and guidelines: Are there specific legal requirements on the 

content of the appraisal report or is there no clear standard required? Are 

there references parameters (e.g. time horizon, discount rates) and unit values 

provided in a prescriptive way or does the project analyst enjoy flexibility in 

performing the analysis? 

Content  Methodology: What types of analysis (CBA, CEA, MCA, qualitative analysis, 

macroeconomic modelling etc.) are required/recommended as part of the 

project appraisal development? Is there one specific suggested methodology 

for project appraisal? Is it complemented by other methodologies? 

 Items: What is the standard content of a project appraisal? Which are the 

typical items included in an appraisal report? Which benefits/impacts are 

considered? How are they calculated? 

 Risk assessment: How is the risk assessment incorporated in into the project 

appraisal? Are forecasts expressed by a baseline figure or are confidence 

intervals also provided? Is a quantitative and/or qualitative risk analyses 

carried out? 

Demand 

analysis 

 Forecasting techniques: What kind of forecasting models 

(deterministic/stochastic, static/dynamic, analytical/simulation) and 

techniques are used? 

Result of 

project 

appraisal 

 Use of results: How are the results of the project appraisals used? Is project 

appraisal used to provide a justification for individual project 

selection/decision in the feasibility phase or does it enable a prioritisation of 

projects? 
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Appraisal 

aspect 

Description 

 Selection criteria: Is it possible to select project with a negative economic 

result? How is alignment with strategies ensured? How are qualitative and 

quantitative evidence combined in the final assessment? 

Follow-up 

and learning 

 Monitoring: Is basic completion review performed? Do rules exist regarding 

obligations and requirements of completion reviews to identify forecasting 

errors or managerial problems? Is project appraisal constantly updated as 

monitoring and management tool to improve project resilience? 

 Ex-post evaluation: Is ex-post evaluation of project carried out? If yes, when 

it is usually carried out? Do rules exist on how many years after the project 

completion the ex-post evaluation should be carried out or is this left to 

occasional initiatives? Is ex-post evaluation carried out periodically on a 

sample of investments or rather on a selective basis? If ex-post project 

appraisal is performed, how are they used as a learning mechanism?  
Source: CSIL 

 
10.1.2 Appraisal transport project in OIC countries 

This section includes conclusions on how transport project appraisal is implemented in the OIC 

member countries, based on the results of the case studies and the survey.  

Legal basis 

In most OIC member countries, no legislation is in place that stipulates transport project 

appraisal to be carried out. A notable exception is Iran, where a legal requirement to carry out 

project appraisal stems from the rules set by the Plan and Budget Organisation (PBO) and is 

applied to all public investments, not only in the transport sector. The need to carry out project 

appraisal is also prescribed in Jordan, by the Ministry of Planning and International 

Cooperation123. 

Although in many cases there may not be a specific law which requires project appraisal to be 

carried out, often some kind of legislation is in place that (indirectly) calls for project appraisal 

to be implemented as a pre-condition for funding. This can be in the form of a procurement law, 

which stipulates a number of steps to be carried out before a project can be tendered, including 

feasibility studies as one of the mandatory steps, as seen in Nigeria. Furthermore, a PPP law may 

be in place, requiring, feasibility study and CBA to be carried out, as a mandatory step before a 

project can be considered for PPP, as in the case of Jordan and Iran124. It should be noted that 

the scope of PPP related appraisal often focuses on bankability and financial evaluation of 

projects and places less emphasis on socio-economic evaluation. This is also the case of all 

projects that funded with the support of development partners or IFIs, as this is firmly embedded 

in procedures of these organisation and as such a pre-condition for providing funding. 

                                                                 
123  Which is considering a Public Investment Management unit to further support this process.  
124  Although in Iran CBA is not specifically required.  
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Despite the lack of a specific legal provision, project appraisal is often mainstreamed in the 

procedures for development of new transport projects in OIC member countries. Apart from the 

legal requirement, project appraisal is often a standard step in the development of new 

transport projects. Project appraisal will in almost all cases also be carried out for major 

transport projects. For smaller-sized transport projects, appraisal may not be carried out. In 

most cases, no clear thresholds are provided for which projects appraisal is needed.  

Whereas the need to carry out project appraisal is often in place, as illustrated above, a 

description of how to carry out project implementation is mostly lacking. Legislation, such as 

procurement or PPP law does not provide detailed information on how appraisal should be 

carried out, when and with which role it is to play in the decision-making process. Consequently, 

projects are being appraised in different ways, with potential high variability among different 

public agencies and bodies in charge of planning project and funding. 

Governance 

In transport project appraisal in OIC member countries, a combination of public and private 

sector representatives are involved. In all cases reviewed, the public sector managed the 

appraisal process and, in most cases, contracted private consultants for providing supporting 

inputs, such as demand studies and feasibility studies. 

In the appraisal process, the public sector, depending on the government structure of a country, 

is mostly represented by a number of stakeholders, including the Ministry of Transport, the 

Ministry of Works (often responsible for roads), the Ministry of Finance and often the Ministry 

of Planning. For the larger projects, these entities may be represented in a dedicated Steering 

Committee, with decision-making authority, often supported by a Technical Committee, advising 

the Steering Committee (see for example the Jordan case). For smaller projects, a more ad-hoc 

structure may be followed. In most of the cases, horizontal or sub-sectoral (for different modes) 

expertise is mobilised by many different public agencies, in some cases with a relatively high 

degree of independence, in planning, funding and implementing specific types of projects. For 

example, in KSA the Public Transport Authority regulates the public transportation system 

including developing standards and guidelines, but it has no responsibility in implementation. 

At the same time, the General Administration for Traffic, under the Ministry of Interior, is 

responsible for the operation and control of traffic in Saudi cities. The same applies to Iran, 

where a number of organisations affiliated to the Ministry of Road and Urban Development, each 

having an internal planning department, are in charge of transport project appraisal.  Appraisal 

reports are never made available to the general public, but only shared with a number of 

stakeholders in the framework of consultation processes.  

In some OIC member countries, such as Jordan and Nigeria, a broad range of stakeholders is 

involved, often mobilised early in the process to identify project needs. This includes private 

sector representatives, often in the form of associations or representative organisations, civil 

society organisations and NGOs. In Iran, the stakeholders consultation is rather limited, for 

example in the case of Ports and Maritime Organisation the consultation takes place during the 

appraisal process only when there is a direct relationship of the project with either another 
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infrastructure or an economic activity. The same applies to KSA where, despite consultation is 

addressed both in the Vision 2030 and in other legislative initiatives as an important step in 

project planning and implementation, consultation practices are still to be fully development 

and institutionalised.  

The development partners and IFIs form an important part of the institutional landscape. Besides 

bringing in the requirement in to do a proper appraisal, these organisations obviously represent 

funding opportunities, as well as a wealth of knowledge and experience. In some instances, 

capacity building elements can be packaged with the funding made available for transport 

projects, including for appraisal of projects, such as in the case of support to the Road Sector 

Development Team in Nigeria.  

Usually no structures and systematic quality review practices are in place. Iran is an exception, 

with a system of check in terms of completeness and technical quality of the submitted appraisal 

reports. Such reviews are performed by internal departments of the relevant organisations on 

the appraisal reports prepared by the consultants and are conditional for the final approval of 

the project.  

Capacity and tools 

All countries have organised themselves to manage the project appraisal process, often relying 

on relevant lead institutions, such as Ministry of Transport or Ministry of Works, or mode-

oriented agencies or authorities, which are part of these ministries, for example road authorities. 

For the purpose of managing the larger transport projects, often dedicated Steering and 

Technical Committees are established, including most relevant public stakeholders, for example 

in Jordan. In many cases, in dealing with more standardised projects, the responsibility for 

project appraisal is placed with a planning department of a ministry, such as in the Nigerian case. 

In Nigeria, a Road Sector Development Team has been established, funded by a variety of 

development partners, to support the project appraisal process. This team is well equipped to 

apply HDM-4 as a road planning tool, and as s such acting as a knowledge centre, providing strong 

support to the sector. The capacity to carry out project appraisal of the local private sector 

consultants differs per country, and often consortia are formed, including international 

consultants. Iran has a system for public certification of competences released by the Plan and 

Budget Organisation and a requirement to rely on certified consultants to carry out project 

appraisals. This is certainly a good practice in respect of ensuring that the appropriate capacities 

are mobilised for project appraisal.  

Training on project appraisal does not take place at a large scale. This finding is supported by a 

result from the survey, where 67% of the respondents pointed out that training programmes to 

build capacity in the country are not available. Sometimes training is provided as part of a 

technical assistance project, such as in the Jordan transport strategy development project. In 

other cases, e.g. in Iran, training programmes exist, however, do not directly concern the 

performance of project appraisal, but rather project preparation more in general, which in turn 

positively influences the quality of the appraised projects. 
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Tools to support project appraisal are sometimes used, for example HDM-4, as mentioned above. 

There is a need to be able to deal with appraisal tools that can deal with low volume roads.  

Guidelines, if any, mostly focus on rather general process steps to apply in project appraisal. 

Specific guidelines or manuals on how to carry out project appraisal is mostly lacking. This is 

confirmed by results from the survey, where 14% said that there are no guidelines and another 

43% did not know whether any exist. Standards, for example on input parameters, such as 

discount rate or value of time, are not systematically applied.   

Content 

Cost-benefit analysis (CBA) is mentioned in most of the cases as the reference methodology for 

project appraisal, although other types of analyses, such as multi-criteria analysis (MCA) and 

cost effectiveness analysis (CEA) are also applied. In KSA the traditional methodological 

reference is rather MCA while CBA is gaining momentum only in more recent times. In general, 

a clear methodological framework, describing for which projects what analysis is to be applied; 

and when and how it is to be used, is often not present. Therefore, variation is shown on the 

methodology and approach per project, agencies and types of procedures.  

The costs and benefits included in project appraisal are mostly clearly structured. For a road 

project, this would include investment costs, including aspects such as resettlement, and 

maintenance costs, while a range of benefits are included, such as time savings, vehicle operating 

costs, reduction of externalities (safety, environment, congestion), increased reliability and 

(regional) development opportunities. Variations have been noticed in how benefits are 

monetised, for example in applying value of time or value of statistical life.  

Environmental Impact Assessment is also rather common as a complement to socio-economic 

assessment. In KSA, it constitutes the most developed item in transport appraisals. In Iran, 

regulations on environmental impact assessments (EIAs) are set by the Environmental 

Protection Organisation, which additionally reviews the submitted reports. In both countries, 

rules and guidelines to appraise environmental impacts of projects are quite well developed and 

codified but not necessarily always implemented in a consistent and accurate way. Risk 

assessment is in some countries, such as Nigeria, included in project appraisal. In such cases, the 

critical elements of the project are identified and sometimes mitigating measures are included. 

Sensitivity analysis on the critical parameters is not carried out on a structural basis.  

Demand analysis 

The assessment of (future) traffic flows is part of the project appraisals reviewed. This 

assessment is in many cases outsourced to a private sector consultant, often as part of a broader 

support package, including the feasibility study. Transport models are sometimes applied to 

support demand analysis, for example in Jordan, Iran and KSA. Transport models are more often 

run in the frame of masterplan or strategy development to select among different options rather 

than for individual projects. Their validity and usefulness is often hampered by the lack of 

accurate statistics to populate the model, as it is explicitly recognised for example for KSA. 

Dynamic models making use of econometric simulations are the exception, demand forecasts is 
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sometimes the result of extrapolation from past trends.  

Result of project appraisal 

Project appraisal is in the vast majority of cases used for justification of a transport infrastructure 

project. Results are expressed in Net Present Value (NPV) or Internal Rate of Return (IRR), when 

a CBA is the methodology such as for example in Iran. In other cases, for example in KSA, MCA is 

used to prioritise projects and to develop an action plan. In this case, the results are expressed 

in terms of scores over a number of different criteria.  

 

Follow-up and learning 

Monitoring of project implementation is taking place in most cases. However, ex-post evaluation 

is often not carried out. Half of the respondents to the survey indicated that ex-post evaluation 

of projects is not carried out. In most cases, there is no clear project cycle approach, which links 

subsequent steps (identification, selection, appraisal, design, tendering and contracting, 

implementation, monitoring and evaluation).  

  

10.2 Policy recommendations related to transport project appraisals 

10.2.1 General recommendations 

While alternative solutions and approaches do exist to address each of the aspects identified in 

the conceptual framework, as presented in Figure 10.1, the international practice suggests that 

a consistent framework for identifying, coordinating, evaluating and implementing public 

investments project should include at least the following items: 

 A legal requirement to evaluate all investment initiatives: the decision to perform project 

appraisal should not be left to own initiatives of project promoters or funding agencies but 

should be promoted and enforced, possibly by law. Such requirements can be general for all 

public investments or specific depending on sectors or types of projects. It is important, 

however, that it defines, with a certain degree of detail, the objective of the appraisal, the 

appropriate scope and timing, the methodology to be used and its specifications.  

 The legal requirement may remain unapplied if it is not translated into a system of norms, 

procedures and methodological support, including the centralized definition of accounting 

prices. The promotion of capacity development and the certification of competences can 

strengthen the adherence to certain quality standards. 

 A governance system defining clear and separate roles for, on one side, the institution that 

reviews and approves the appraisal of projects, and on the other side the institutions 

promoting projects. In fact, an appropriate “checks and balances” system can ensure that 

appropriate incentives are in place to systematically require that good quality analysis are 

carried out and used to inform the decision-making process.  

 Multistage evaluations with various filters and supervisory and quality control mechanisms 

should follow the, sometimes long and complex, process of project idea generation, design 

and specification.  

 Finally, a system of monitoring, periodic follow up and updates, as well as ex-post evaluation 

can help to identify forecasting errors or managerial problems and taking appropriate and 

timely measures to reduce risks. 
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Table 10.2 presents general recommendations to OIC countries for all seven aspects of the 

conceptual framework, based on the analysis carried out in this study.  

Table 10.2: General recommendations per aspect of the conceptual framework 

Appraisal 

aspect 

General recommendations 

Legal basis  For those countries not having it already, develop a clear legal framework 

for project appraisal, indicating for what type of projects appraisal is needed 

and when appraisal is needed. The best option would be to have it in place 

for all public investments irrespective of the sector defining the general 

principles, the procedures and the roles for the project appraisal in relation 

to the strategy and programme development. Line ministries and affiliated 

agencies and bodies could then develop own guidance, rules and procedures 

reflecting the specificities of their sector/sub-sectors and types of projects.  

 The legal framework should refer also to general guidance on how project 

appraisal is to be carried out, the main principles and methodological 

references. Ideally, such general guidance shall provide indications on the 

most important parameters and unit values to perform project appraisal. 

This guidance may then include a roadmap, establishing for what type of 

projects appraisal is to be carried out; what type of assessment is needed; 

and what level of detail. Reference can then be made to more detailed 

operational guidance documents or manuals on how to carry out project 

appraisal for specific types of projects or contexts (see below on content). 

Governance  The governance structure should be established, with clear roles and 

responsibilities for all stakeholders involved and for all the programme and 

project phases, from planning to implementation and monitoring, including 

follow-up and ex-post. The establishment of a coordinating unit at sector 

level should be considered. 

 In case of outsourcing of project appraisal to the private sector, sufficient 

capacity should be with the public sector authorities to manage the process 

and check the quality of the work of the consultant (see below on capacity).  

 A system of quality review should always be in place, also for project 

appraisal reports developed internally by public agencies and bodies.  

 The relation with private investors and international funding agencies 

should be embedded in the overall national project appraisal system. The 

system can however allow for specific rules and appraisal methods aimed at 

ensuring that the aspect of the national stakes in terms of socio-economic 

impact are always taken into consideration in the decision making process 

also when private/foreign investments are involved.   

 Appropriate measures for stakeholders consultation and involvement 

should be put in place. Project appraisal results can be used to inform the 

public debate and consultation (see below).  
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Appraisal 

aspect 

General recommendations 

Capacity and 

tools 

 Capacity building activities should be developed on a structural basis to 

capacitate the public and private sector in carrying out project appraisal. 

This system can be based on a mix of training, regular updates and skills 

development programmes, internal seminar and exchange of good practices 

also within different agencies. A system of official certification of 

competences, as the one developed by Iran, shall be developed both for 

external consultants and public officers. As mentioned above, the public 

sector needs to have the capacity to review the quality of the work provided 

by the consultant.  

 The development of operational manuals are recommended to guide the 

project appraisal process. While reflecting the general principles and 

methodological guidance, they can allow for adjustments and fine-tuning to 

cope with the specificities of types of projects, contexts and procedures. Such 

a manual should contain: (i) a description of the appraisal process with 

clearly defined steps; (ii) methodological standards, including typical costs 

and benefits to be considered and the way they shall be quantified and/or 

monetised; and (iii) standard input parameters (discount rate, values of time, 

etc.).  

Content  The items to be included in the appraisal must be specified in order to leave 

poor rooms of manoeuvre to project analyst to deviate from the standard. 

 The methodological basis should be firmly established and specified for 

each of the content items and where possible laid in manuals, as described 

above (capacity and tools).  

 Risk assessment should be integrated in the project appraisal process, 

including identification of main risks; description of preventive and 

mitigating measures; and sensitivity analysis on the key parameters of the 

project appraisal (for example investment costs, delay in construction; 

change in traffic flows).  

Demand 

analysis 

 Traffic projections, as key barriers of the project’s benefits, should be well 

developed.  

 The use of transport models should be encouraged, contributing to the 

quality of the traffic projections.  

Result of 

project 

appraisal 

 The use of project results should be clearly established and results of the 

appraisal should be shared with the stakeholders involved. 

 As far as possible project appraisal reports must be made available to the 

general public as accountability measure. Derogation can be defined for 

politically or economically/financially sensitive data or information.   

Follow-up 

and learning 

 Project appraisal should be seen from a project cycle perspective (and not 

in isolation). Implementation should be monitored and evaluated. Lessons 

learned from this should be incorporated in next project appraisals.  

Source: Consortium 
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10.2.2 Specific recommendations 

In addition to the above-mentioned general recommendations, this section presents specific 

recommendations.  

Develop a systematic framework to transport project appraisal 

 Project appraisal should not be regarded as a pre-condition from an external party, such as a 

development partner, but instead be embedded into a wider framework for decision-making, 

with full political support.  

 The recommended transport project appraisal framework must indicate: 

- For what types of project appraisal is carried out and when; 

- Which is the objective of the appraisal and how the appraisal is expected to inform the 

decision-making process, for example which is the relation among the different types of 

analyses required; 

- What type of analysis is applied (CBA, MCA, CEA) and which are the specific references for 

them; 

- What detail level is used. One can for example distinguish between a simple analysis, 

based on benchmark figures, or an extensive, tailor-made analysis. Different 

methodologies or different depth can be accepted depending on the type of projects 

 One of the main aims of project appraisal should be to demonstrate the social desirability of 

the project, i.e. does the project provide maximum benefit to society?. This should be 

regarded against viable alternatives. CBA (economic evaluation) is the best available tool for 

this purpose and is considered the preferred methodology, especially for large projects.  

 The economic evaluation is particularly useful in case of PPP funding, where it can 

complement the more common financial and bankability evaluation in order to clearly spell 

out and make explicit the benefits for the private investors and those for the local population. 

 

Create capacity in transport appraisal  

 Capacity in project appraisal needs to be further strengthened in order to contribute to the 

above-mentioned objective and the framework for decision-making.  

 It is recommended to build capacity in transport project appraisal by: 

- Develop and implement training programmes, seminars, conferences and workshops for 

public officials. In case of financial constraints, funded through development partners can 

be considered. 

- Consolidate project appraisal knowledge and experience in expertise centres. Bundling 

knowledge and expertise will enhance the ability to mainstream project appraisal in the 

investment decision-making process.  

- Encouraging the exchange of good practices among the agencies and bodies involved in 

transport project appraisal.  

- A system of official certification of competences, both for public officials and external 

experts, is a good practice to be encouraged.  

 Specific attention must be paid to develop capacity for demand analysis.  

- Standards and procedures on how to carry out demand analysis must be promoted.  
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- The adoption of transport modelling for demand analysis must be streamlined. This is to 

include obtaining input data (number of vehicles, their characteristics, destination 

choices, trip frequency, driving behaviour, emissions, noise, route choice) for CBA and 

other analyses. Transport models need to be set up, run and periodically updated, 

reflecting the best international standards and practices. Ideally, the models would be 

owned by the responsible public authorities and agencies and systematically used to plan, 

design and monitor transport projects rather than developed ad hoc and on the spot by 

external consultants in the ex-ante phase. 

- Appropriate data collection and official statistics must be available to populate and 

calibrate the models or simply to develop demand analysis based on past observations.  

 

Creating project appraisal manuals, resulting in standards and a harmonised approach 

 Clear guidelines should be provided on how to carry out project appraisal, linked to the 

above-mentioned transport project appraisal framework. It is recommended to develop 

mode-specific appraisal manuals. International guidelines and manual can be taken into 

consideration for the general principles and rationale while country-specific parameters and 

procedures can be developed to better reflect the national context.  

 The manuals should provide clear guidance on how project appraisal is to be carried out, 

including: 

- A description of the appraisal process with clearly defined steps, including project 

identification, demand analysis, options analysis, financial sustainability, return on the 

project and on private capital, economic analysis, sensitivity and risk analysis. It is 

recommended to design the process in accordance with international best practices, as 

for example prepared by the World Bank or other IFIs. 

- Methodological standards, such as typical costs and benefits to be included, techniques to 

deal with monetisation of benefits, etc. 

- Standard input parameters, such as project duration, discount rate, values of time, value 

of statistical life, etc. These parameters should be stablished in close collaboration with 

relevant stakeholders and in collaboration with official statistics and data providers (for 

example the central bank or Ministry of Finance for the financial discount rate). The input 

parameters should be periodically reviewed.  

 The standardisation and harmonisation contributes to the credibility of the appraisal results. 

Furthermore, it contributes to the ability to compare appraisal results, which may be 

beneficial for prioritisation of projects.  

 The systematic use of standard tools and parameters shall be promoted and endorsed, 

including the use of dedicated software to facilitate the standardisation and comparison of 

project data.  

 

Establish a clear appraisal approach facilitating the development of PPP projects 

 PPP projects will require a sound financial analysis, including a financial feasibility study and 

CBA. Whereas the scope of the financial analysis (maximum benefit to investor) and the 

economic analysis (maximum benefit to society) may differ, both analyses need to be well-

established to serve public and private sector decision-making.  
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 As such, creating capacity in project appraisal and a sound PPP framework (legal, 

institutional) are important pre-conditions to attract private funding to the transport sector.  

 

Use of appraisal and applying project appraisal as part of a full project cycle 

 The appraisal process is now mostly used as an ex-ante evaluation of a project, mostly for 

justifying an investment decision. It could be considered to broaden the use of the appraisal 

process, not only for justifying an investment decision, but also to prioritise those projects 

that yield best results, as mentioned above.  

 Appraisals need good data. In order to improve the quality of the appraisals, project data 

should be collected (with a life-cycle approach) and made available for monitoring purposes 

and next project generation (benchmark studies). 

 Furthermore, it is recommended to monitor the implementation and operation of a project, 

as well as carry out systematic in itinere and ex-post evaluation of a project in order to 

compare planning and implementation. This in order to allow for benchmarking and 

establish lessons learned for next project appraisals. 
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Annex 2 Survey results 

1. Legal basis 
1. Is project appraisal legally required for transport infrastructure projects in your country? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 10  83 

No 2  17 

Total respondents: 12 
Skipped question: 0 

0% 20% 40% 60% 80% 
 

 

2. Is project appraisal compulsory for all transport infrastructure projects or do exemptions apply? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 7  78 

No, please indicate any exceptions 2  22 

Total respondents: 9 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

3. Do the legal requirements in place define appraisal methodologies, for example by specifying important items 
of the project appraisals, such as how to calculate the discount rate, how to quantify and monetize economic 
benefits and costs? 

(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 4  36 

No 7  64 

Total respondents: 11 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

4. Who is responsible for the preparation of transport project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Transport infrastructure appraisals are prepared by 
public agencies 

3  27 

Transport infrastructure appraisals are outsourced 
to private consultants and universities 

1  9 

Transport infrastructure appraisals are both 
prepared by public agencies and outsourced to 
private consultants and universities 

7  64 

Total respondents: 11 
Skipped question: 0 

0% 20% 40% 60% 80% 
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5. Please describe the institutional structure and procedures regarding the preparation, evaluation, and the 
approval of transport project appraisals. Other than ministry responsible for transportation, which ministries 
and government agencies are involved? 

(Each respondent could write a single open-ended response of maximum 255 characters.) 
Response Total % of total respondents % 

Open answer 5  42 

Total respondents: 5 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

6. At what level is the final decision made to approve and start transport projects, based on the results of the 
transport project appraisal? 

(Each respondent could choose only ONE of the following responses.) 
Response Total % of responses % 

National level 5  56 

Regional level 0  0 

Local level 2  22 

Other, please specify 2  22 

Total respondents: 9 
Skipped question: 0 

0% 20% 40% 60% 80% 
 

 

 

2. Governance 
7. Who is responsible for quality review of project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Internal department of Ministry responsible for 
transportation 

6  75 

External institution/organisation 2  25 

Other, please specify 0  0 

Total respondents: 8 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

8. Are project appraisal reports made publicly available? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 3  38 

No 5  62 

Total respondents: 8 
Skipped question: 1 

0% 20% 40% 60% 80% 
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9. Are project appraisal reports used to inform public discussions and faciliate debates? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 2  29 

No 5  71 

Total respondents: 7 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

10.  Is formal stakeholder consultation regarding transport projects conducted through parliamentary processes? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 2  29 

No 2  29 

I don't know 3  43 

Total respondents: 7 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

11. Is informal stakeholder consultation regarding transport projects conducted outside the parliamentary 
process? 

(Each respondent could choose only ONE of the following responses.) 
Response Total % of responses % 

Yes 4  57 

No 0  0 

I don't know 3  43 

Total respondents: 7 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

12. Are the following parties involved in the stakeholder consultation as part of the transport project appraisal 
process? (More than one answer possible) 

(Each respondent could choose MULTIPLE responses.) 

Response Total % of responses % 

Households 0  0 

Private parties 2  67 

Local governments 3  100 

Sector organisations 3  100 

Other, please specify 0  0 

Total respondents: 3 
Skipped question: 5 

0% 20% 40% 60% 80% 
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3. Capacity and tools 
13. Is there enough capacity to execute project appraisals for all transport infrastructure projects? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 4  50 

No, please explain 4  50 

Total respondents: 8 
Skipped question: 0 

0% 20% 40% 60% 80% 
 

 

14. Has a knowledge centre or other similar platform been established, providing centralised state-of the art 
knowledge and expertise in transport project appraisals? 

(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 2  33 

No 4  67 

Total respondents: 6 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

15. Are training programmes available to build capacity in transport project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 0  0 

If Yes, please specify 2  33 

No 4  67 

Total respondents: 6 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

16. Are guidelines available on how to perform transport project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 3  43 

No 1  14 

I don't know 3  43 

Total respondents: 7 
Skipped question: 0 

0% 20% 40% 60% 80% 
 

 

17. Do these guidelines differ with respect to the transport mode? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 1  25 

If Yes, please specify 1  25 

No 2  50 

Total respondents: 4 
Skipped question: 1 

0% 20% 40% 60% 80% 
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18. Do the guidelines prescribe important parameters/items of the project appraisals? Such as:(More than one 
answer possible) 

(Each respondent could choose MULTIPLE responses.) 

Response Total % of responses % 

Discount rates 1  25 

Time horizon 2  50 

Pricing method 3  75 

How to quantify and monetize economic benefits and costs 2  50 

Other, please specify 1  25 

Total respondents: 4 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

19. Do the guidelines include standardized levels for costs and benefits to be applied in transport appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Standard calculation for all projects 2  50 

Different calculation for individual projects 0  0 

Other, please specify 2  50 

Total respondents: 4 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

 
4  Content 
20. What types of analysis are used in the appraisal process? 

 Cost-benefit analysis (CBA) 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 2  100 

2 If Yes, under which circumstances? 2  100 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

21.  What types of analysis are used in the appraisal process? 

 Cost-effectiveness analysis (CEA) 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 0  0 

2 If Yes, under which circumstances? 0  0 

Total respondents: 0 
Skipped question: 5 

0% 20% 40% 60% 80% 
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22.  What types of analysis are used in the appraisal process? 

 Multi-criteria analysis (MCA) 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 1  100 

2 If Yes, under which circumstances? 1  100 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

23.  What types of analysis are used in the appraisal process? 

 Qualitative analysis 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 1  100 

2 If Yes, under which circumstances? 1  100 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

24.  What types of analysis are used in the appraisal process? 

 Macroeconomic modelling 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 0  0 

2 If Yes, under which circumstances? 1  100 

Total respondents: 1 
Skipped question: 4 0% 20% 40% 60% 80% 

 

 

25.  What types of analysis are used in the appraisal process? 

 Other, please specify 
(Each respondent could enter MULTIPLE responses.) 

Response Total % of responses % 

1 Yes/No 0  0 

2 If Yes, under which circumstances? 0  0 

Total respondents: 0 
Skipped question: 5 

0% 20% 40% 60% 80% 
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4. Content: These question relates to the practice of Cost-Benefit Analysis (CBA) 
26. What discount rate is usually applied in transport project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

< 4% 1  25 

4-6% 0  0 

7-10% 1  25 

11-15% 0  0 

> 15% 0  0 

Other, please specify 2  50 

Total respondents: 4 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

27. How is the discount rate determined? 
(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 2  17 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

28. What appraisal period is usually applied in transport project appraisals? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

<25 years 1  33 

26-40 years 1  33 

41-60 years 0  0 

> 60 years 1  33 

Total respondents: 3 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

29. Do the evalaution periods differ with respect to the transport mode or type of infrastructure? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 1  25 

If Yes, please specify 1  25 

No 2  50 

Total respondents: 4 
Skipped question: 1 
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30. Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Construction costs 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  67 

2 No 1  33 

Average: 1,33 — Median: 1 

Total respondents: 3 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

31. Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Disruption from construction 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  50 

2 No 1  50 

Average: 1,50 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

32.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Maintenance costs 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  67 

2 No 1  33 

Average: 1,33 — Median: 1 

Total respondents: 3 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

33.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Travel time savings 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 3  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 3 
Skipped question: 2 
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34. Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Reduced congestion 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

35.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Improved reliability 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

36.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 User charges and revenues 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

37. Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Benefits to goods traffic 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
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38.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Safety 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 3  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 3 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

39.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Environmental impacts 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 3  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 3 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

40.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Social impacts 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

41.  Which of the following economic costs and benefits are included when using cost-benefit analysis? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 5 

0% 20% 40% 60% 80% 
 

 

 

 



 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

178 
 

42. Are all the benefits and costs monetized? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 3  75 

No 0  0 

If not, how are the non-monetized impacts 
considered? 

1  25 

Total respondents: 4 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

43. How do project appraisals quantify and monetize travel time savings? 
(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 2  17 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

44. How do project appraisals quantify and monetize improved reliability? 
(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 2  17 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

45. How do the appraisal studies handle congestion? 
(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 2  17 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

46. Which environmental impacts are included in the appraisal process? 

 Noise pollution 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
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47. Which environmental impacts are included in the appraisal process? 

 Air pollution 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

48.  Which environmental impacts are included in the appraisal process? 

 Waste management 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 1  100 

Average: 2 — Median: 1,50 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

49.  Which environmental impacts are included in the appraisal process? 

 Use of raw materials and natural resources 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

50.  Which environmental impacts are included in the appraisal process? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 5 

0% 20% 40% 60% 80% 
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51. Which social impacts are included in the appraisal process? 

 Territorial cohesion 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 1  100 

Average: 2 — Median: 1,50 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

52.  Which social impacts are included in the appraisal process? 

 Re-distributive effects 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

53.  Which social impacts are included in the appraisal process? 

 Access to goods and services 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

54.  Which social impacts are included in the appraisal process? 

 Health impacts 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 3 

0% 20% 40% 60% 80% 
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55. Which social impacts are included in the appraisal process? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 5 

0% 20% 40% 60% 80% 
 

 

56. Which pricing method is used for the calculation of benefits and costs in the appraisal process? 

 Market price 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

57.  Which pricing method is used for the calculation of benefits and costs in the appraisal process? 

 Shadow price 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

58.  Which pricing method is used for the calculation of benefits and costs in the appraisal process? 

 Willingness-to-pay 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
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59. Which pricing method is used for the calculation of benefits and costs in the appraisal process? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

60.  Which capital budgeting techniques are used in the appraisal process? 

 Payback period method 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

61.  Which capital budgeting techniques are used in the appraisal process? 

 Accounting rate of return 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

62.  Which capital budgeting techniques are used in the appraisal process? 

 Net present value method 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
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63. Which capital budgeting techniques are used in the appraisal process? 

 Internal rate of return 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

64.  Which capital budgeting techniques are used in the appraisal process? 

 Profitability index 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

65.  Which capital budgeting techniques are used in the appraisal process? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

66. Which items are typically included in an appraisal report? 

 Project identification 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 2 
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67.  Which items are typically included in an appraisal report? 

 Demand analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

68.  Which items are typically included in an appraisal report? 

 Technical analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

69.  Which items are typically included in an appraisal report? 

 Management- and time-plan 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

70.  Which items are typically included in an appraisal report? 

 Financial analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
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71.  Which items are typically included in an appraisal report? 

 Economic analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 2  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 2 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

72.  Which items are typically included in an appraisal report? 

 Risk analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

73.  Which items are typically included in an appraisal report? 

 Scenario analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

74.  Which items are typically included in an appraisal report? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 
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75. How is risk analysis carried out? 

 Quantitative analysis (based on probability distributions) 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

76.  How is risk analysis carried out? 

 Sensitivity analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

77.  How is risk analysis carried out? 

 Simulation analysis 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

78.  How is risk analysis carried out? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
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79. How is scenario analysis incorporated into the transport project appraisals? 
(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 1  8 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

80. What data and statistics collection mechanisms and methods are appied regarding the preparation of transport 
project appraisals. 

(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 1  8 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

81. Which of the following effects are included in the appraisal process?(More than one answer possible) 
(Each respondent could choose MULTIPLE responses.) 

Response Total % of responses % 

Multi-modal effects 0  0 

Network effects 1  100 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

82. When using macro-economic modelling, which economic benefits are addressed? 

 Agglomeration 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

83.  When using macro-economic modelling, which economic benefits are addressed? 

 Competition 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 
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84. When using macro-economic modelling, which economic benefits are addressed? 

 Output 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

85.  When using macro-economic modelling, which economic benefits are addressed? 

 Labour supply 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

86.  When using macro-economic modelling, which economic benefits are addressed? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

87. When using macro-economic modelling, are the following included? 

 Input/output modelling 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 
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88.  When using macro-economic modelling, are the following included? 

 General equilibrium methodologies 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

5. Demand analysis 
89.  Please specify which types of forecasting models and techniques are used for demand analysis 
(Each respondent could write a single open-ended response of maximum 2000 characters.) 

Response Total % of total respondents % 

Open answer 1  8 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

90. In your opinion, do data- and statistics-related limitations reduce the accuracy of demand forecasts? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 1  50 

No 1  50 

Total respondents: 2 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

91. Please specify what types of limitations you have encountered 
(Each respondent could write a single open-ended response of maximum 2000 characters.) 

Response Total % of total respondents % 

Open answer 1  8 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

6. Results of project appraisals 
92.  What is the internal use of results of project appraisals?(More than one answer possible) 
(Each respondent could choose MULTIPLE responses.) 

Response Total % of responses % 

Provide a justification for individual project 
selection/decision in the feasibility phase 

2  67 

Enable a prioritization of projects 2  67 

Other, please specify 1  33 

Total respondents: 3 
Skipped question: 1 
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Improving Transport Project Appraisals 
In the Islamic Countries 

190 
 

93. When evaluating project proposals, do public agencies assess whether the individual project is in line with the 
strategies and policies defined by the national government? 

(Each respondent could choose only ONE of the following responses.) 
Response Total % of responses % 

Yes 3  75 

No 1  25 

Total respondents: 4 
Skipped question: 0 

0% 20% 40% 60% 80% 
 

 

94. Is it possible to select a project with a negative economic result? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 0  0 

If Yes, please specify 0  0 

No 2  100 

Total respondents: 2 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

7. Follow-up and learning 
95. Is ex-post evaluation of projects carried out? 
(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 1  50 

No 1  50 

Total respondents: 2 
Skipped question: 2 

0% 20% 40% 60% 80% 
 

 

96.  Are there differences between the actual figures and the forecasted figures for the following parameters? 

 Project costs 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 
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97. Are there differences between the actual figures and the forecasted figures for the following parameters? 

 Demand 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

98. Are there differences between the actual figures and the forecasted figures for the following parameters? 

 Construction period 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 1  100 

2 No 0  0 

Average: 1 — Median: 1 

Total respondents: 1 
Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

99. Are there differences between the actual figures and the forecasted figures for the following parameters? 

 Other, please specify 
(Each respondent could choose only ONE response per sub-question.) 

Response Total % of responses % 

1 Yes 0  0 

2 No 0  0 

Average: 0 — Median: 0 

Total respondents: 0 
Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

100. Are problems that have been encountered during the construction and operation of transport projects 
reported in order to detect frequent obstacles? 

(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

Yes 1  100 

No 0  0 

Total respondents: 1 
Skipped question: 3 
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101. Please specify who is responsible for monitoring project implementation and comparing the 
implementation with the project planning? 

(Each respondent could write a single open-ended response of maximum 2000 characters.) 

Response Total % of total respondents % 

Open answer 3  25 

Total respondents: 3 
Skipped question: 1 

0% 20% 40% 60% 80% 
 

 

102. Please specify which major obstacles you have encountered regarding the preparation and approval of 
transport infrastructure projects 

(Each respondent could write a single open-ended response of maximum 2000 characters.) 

Response Total % of total respondents % 

Open answer 1  8 

Total respondents: 1 

Skipped question: 3 

0% 20% 40% 60% 80% 
 

 

103. Please make an overall assessment of the effectiveness and success of past project appraisal and selection 
practices 

(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

1 Not effectiveNot successful 1  33 

2 Slightly effectiveSlightly successful 0  0 

3 EffectiveSuccessful 1  33 

4 Extremely effectiveExtremely successful 0  0 

5 I don't know 1  33 

Average: 3 — Median: 2 

Total respondents: 3 

Skipped question: 1 
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8. Closure 

104. Do you have any other remarks, statements, data, arguments or opinions that you want to share 
regarding transport project appraisals? 

(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 0  0 

Total respondents: 0 

Skipped question: 4 

0% 20% 40% 60% 80% 
 

 

105. Do you have any suggestions on where to find relevant documentation on transport project appraisal 
practices? 

(Each respondent could write a single open-ended response of maximum 255 characters.) 

Response Total % of total respondents % 

Open answer 0  0 

Total respondents: 0 

Skipped question: 4 
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106. Do you wish to be contacted for further discussion on the topic? 

(Each respondent could choose only ONE of the following responses.) 

Response Total % of responses % 

No 1  25 

Yes, please provide your contact details 3  75 

Total respondents: 4 

Skipped question: 0 
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Annex 3 List of persons consulted during the field visits 

Iran 

Person Organisation Function 

Amir Amini Ministry of Roads and Urban Development Deputy Minister for Planning 

and Resources Management 

Kheirollah 

Khademi 

Ministry of Roads and Urban Development Deputy Minister and Managing 

Director of the Construction and 

Development of Transportation 

Infrastructure Company 

(CDTIC) 

Mehran 

Khamisizadeh 

Ministry of Roads and Urban Development Adviser to the Deputy Minister 

for Planning and Resources 

Management 

Mahdi Heydari Ministry of Roads and Urban Development General Manager – Office of 

financing and Investment 

Abbas Azadi Ministry of Roads and Urban Development Planning Office 

Hossein 

Ashoori 

The Railways of the Islamic Republic of 

Iran (RAI) 

First Vice-President and 

Member of the Board 

Leila Moosavi 

Mahvelati 

The Railways of the Islamic Republic of 

Iran (RAI) 

Director General – Investment 

and Economy of Transport 

Mohammad Ali 

Hasanzadeh 

Ports and Maritime Organisation (PMO) Deputy Managing Director for 

Ports and Economic Affairs 

Mohammad Ali 

Assl Saidi Pour 

Ports and Maritime Organisation (PMO) Director General for 

Agreements and Market 

Development 

Abdollah Jafari Ports and Maritime Organisation (PMO) Director of International 

Agreements 

Mohammad 

Joorabchi 

Construction and Development of 

Transportation Infrastructure Company 

(CDTIC) 

General Director of Affiliation 

and Development – Freeways 

Office 

Homayoon 

Sabbaghzadeh 

Shoushtari 

Construction and Development of 

Transportation Infrastructure Company 

(CDTIC) 

CEO’s Planning, Finance and 

Investment Advisor 

 

Kaveh 

Yousefian 

Construction and Development of 

Transportation Infrastructure Company 

(CDTIC) 

Investment and Financial 

Adviser at Deputy of 

Construction and Development 

of Railway 

Akbar 

Ghahremani 

Ministry of Economic Affairs and Finance – 

Organisation for Investment Economic and 

Technical Assistance of Iran (OIETAI) 

Deputy General Director – 

Foreign Investment Office 
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Person Organisation Function 

Maryam Faraji Ministry of Economic Affairs and Finance – 

Organisation for Investment Economic and 

Technical Assistance of Iran (OIETAI) 

Division Chief - Promotion and 

Protection for Foreign 

Investment 

Morteza 

Bahrami Asad 

Ministry of Economic Affairs and Finance – 

Organisation for Investment Economic and 

Technical Assistance of Iran (OIETAI) 

Project appraisal senior expert 

and Head of International 

Marketing 

Alireza 

Moghadasian 

Road Maintenance and Transportation 

Organisation – Border Terminals and 

Transit Bureau 

International Agreements 

Expert 

 

Numerous other representatives and experts from the Ministry of Roads and Urban 

Development, RAI, PMO and CDTIC have taken part in the meetings held by COMCEC consultants 

during their field visit in Iran. 

 

Jordan 

Person Organisation Function 

Eng. Naim Hassan Ministry of Transport  Acting Secretary General, 

Development And Planning 

Director 

Eng. Hala Arar Ministry of Transport  Transport policies & Strategic 

Planning Division Head 

Fares Abudayyeh Ministry of Transport  Director of Executive Secretariat 

for Trade and Transport 

Facilitation Unit 

Sawsan Shabsough Ministry of Transport  Researcher / Transport policies 

& Strategic Planning Division 

Abdel Kareem 

Gharaybeh 

Ministry Of Public Works And 

Housing 

Manager research 

Dr Ali A. Al-Ghwairi Ministry of Finance, PPP Unit Head of Projects Division 

Taroub Ghaleb Al-Zu’bi Ministry of Finance, PPP Unit Head of Division of 

communications, training and 

international cooperation 

Scott Jazynka Ministry of Finance, PPP Unit PPP Technical Advisor FRPFM 

 

Nigeria 

Person Organisation Function 

AnthoniaA. Epka Federal Ministry of 

Transportation 

Director Road Transport and 

Mass Transit Administration 

Engr. Chukwunwike 

Ogbonna Uzo 

Federal Ministry of Power, 

Works and Housing 

Director Highways and Planning 
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Person Organisation Function 

Mrs N.A. Esuabana Federal Ministry of 

Transportation 

Director Transport Planning and 

Coordination 

Dr Effiong Essien Ministry of Budget and 

National Planning 

Senior Special Assistant to the 

President (ERGP 

implementation) 

B.A, Olafaju Ministry of Foreign Affairs Senior Project Affairs Officer 

Farhad Ahmed World Bank Senior Transport Economist 

Engr. Mohammed T. 

Babakobi 

Federal Ministry of 

Transportation 

Director Rail Transport Services 

Engr. Ishaq D. Mohammed Road Sector Development 

Team  

Director/Unit Manager 

Engr. Ibi Terna  Federal Ministry of Power, 

Works and Housing 

Deputy Director 

S. Zakari Federal Ministry of 

Transportation 

Permanent Secretary 

Atiku Zailani Ahmed Nigerian Association of Road 

Transport Owners (NARTO) 

General Manager 

 

Stakeholder meeting 

Attendance at the meeting of the Director Road Transport and Mass Transit Administration with 

COMCEC consultant at the director HRMS conference room on Tuesday 4th December 2018. 

 

Name Designation Organisation 

1. Anthonia Ekpa, PhD Director  Federal Ministry of 

Transportation 

3. Geert Smit Director Transport ECORYS 

4. Dr. Effion Essien Senior Special Assistant to the 

President on ERGP 

Ministry of Budget and 

National Planning 

5. Esuabana N. A. Director Federal Ministry of 

Transportation 

6. E. M. Adache Deputy Director Federal Ministry of 

Transportation 

7. Odu N. Bassey  DD (RTS) Federal Ministry of 

Transportation 

8. Atiku Zailani Ahmed GM (Admin) NARTO 

9. Gabriel A. Fan  Ag. Legal Adviser Federal Ministry of 

Transportation 

10. Ijeoma Charles Okoli Asst. L/A Federal Ministry of 

Transportation 

11. Yunusa Abdulsalam CEO PPP FMOT (AVIATION) 
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Case study Saudi Arabia 

Person Organisation Function 

Fayez Ayed Alharbi Ministry of Transport  

Ahmad Al-Akhras Public Transport Authority Transport Planning Advisor 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

12. Ibrahim Abdulkadir Assistant Director Federal Ministry of 

Transportation 

13. Usenekong Akpan Assistant Director Federal Ministry of 

Transportation 

14. Agbege A. Ignatius Executive Secretary NARTO 

15. Aminu A. Adamu Asst. Mgr FM NARTO 

16. Olafaju Benjamin D/Officer Ministry of Foreign Affairs 

17. Haruna Lawal CAO Federal Ministry of 

Transportation 

18. Nyihemba l. Daniel Chief Engineer Federal Roads Maintenance 

Agency (FERMA) 

19. Suleiman A. Danzala SSA to the President NURTW 

20. Andrew Musa Sunama Clerical Officer NARTO 

21. Rikko O. Owutti PAO Federal Ministry of 

Transportation 



 
 
Improving Transport Project Appraisals 
In the Islamic Countries 

198 
 

Index 

Capacity and toolsi, ii, 4, 7, 11, 28, 48, 53, 61, 

72, 80, 96, 101, 111, 122, 132, 145, 159, 

162, 166, 177 

Capacity building activities .................. 11, 166 

capacity-expanding measures ...................... 77 

Cost Benefit Analysis ........................... 122, 172 

CBA ....................................................................... 33 

Cost-Effectiveness Analysis .................... vii, 35 

CEA ....................................................................... 33 

Demand analysisi, ii, 4, 8, 11, 36, 39, 50, 58, 

65, 82, 98, 99, 100, 115, 117, 124, 135, 

138, 153, 159, 163, 167, 190, 195 

enabling legal and institutional framework

 ............................................................................... 83 

environmental effects38, 39, 40, 57, 58, 63, 

98 

Environmental Impact Assessmentvi, vii, 8, 

33, 150, 151, 163 

EU cohesion policy....................... 26, 36, 61, 65 

ex-ante appraisal ................................................... 1 

ex-post evaluation5, 9, 14, 17, 43, 44, 45, 67, 

75, 76, 83, 101, 102, 104, 137, 139, 154, 

156, 160, 164, 165, 169, 196 

Ex-post evaluation5, 44, 67, 102, 116, 117, 

154, 160 

Follow-up and learningi, ii, 5, 9, 11, 52, 59, 

66, 75, 83, 101, 116, 125, 137, 154, 160, 

164, 167, 196 

Governancei, ii, iii, 3, 6, 10, 22, 23, 48, 53, 61, 

70, 78, 90, 101, 107, 121, 129, 142, 143, 

158, 161, 166, 175 

Governance of project appraisal ...........22, 23 

governance system ............................. 9, 27, 164 

guidelines on project appraisal .................... 96 

human capital ...................................................... 83 

Information Elicitation Techniques ........... 33 

Legal basisi, ii, 3, 5, 10, 18, 47, 52, 60, 77, 87, 

106, 121, 127, 141, 158, 160, 165, 174 

legal requirement3, 5, 6, 9, 17, 18, 20, 60, 75, 

87, 107, 125, 126, 127, 137, 141, 158, 160, 

161, 164 

Macroeconomic simulation models ............ 33 

Monetization of time-savings ................... v, 62 

Monitoringvii, 5, 9, 43, 44, 59, 101, 116, 117, 

125, 126, 137, 154, 160, 164 

Multi-Criteria Analysis 

MCA .......................... viii, 33, 35, 81, 149, 172 

Multistage evaluations ............................. 9, 165 

operational manuals .............................. 11, 166 

PPP projects14, 87, 88, 89, 92, 93, 95, 97, 98, 

101, 106, 109, 111, 116, 169 

Pre-Feasibility studies ...................................... 89 

project appraisal ................................................... 1 

project cycle9, 11, 14, 21, 52, 62, 63, 109, 

127, 137, 139, 164, 167, 169 

proportionality principle ........................ 20, 21 

Publicity ........ 4, 22, 23, 27, 95, 131, 144, 159 

Result of project appraisali, ii, 4, 9, 11, 83, 

115, 125, 136, 159, 164, 167 

Risk assessment4, 8, 11, 31, 32, 36, 39, 99, 

100, 115, 124, 135, 153, 159, 163, 167 

Road Asset Management System ........... ix, 80 

Selection criteria5, 41, 42, 43, 101, 154, 160 

Stakeholder consultation practices ......... 104 

transport models .. 11, 50, 51, 117, 124, 167 

transport project appraisalv, 1, 2, 3, 5, 6, 12, 

13, 16, 18, 21, 31, 33, 39, 73, 83, 88, 94, 98, 

99, 102, 103, 104, 118, 119, 127, 129, 131, 

132, 133, 144, 157, 158, 160, 161, 167, 

168, 172, 175, 176, 199 

Use of results4, 42, 101, 115, 125, 136, 153, 

159 

 

 

 



 
 

 

 199 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  


