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	Sector
	Technique used
	Main Components
	Country 
	Pros and Cons to technique used and other lessons learned

	General development


	Specific sector development plans.
	Imposed by central government on provincial and local governments.  Vertical integration of national policy and local needs exists.

In Sri Lanka, policies are politically driven based on demand from the public. Provincial Councils can also implement their own plans but should be in line with Central Government policies.
	Sri Lanka


	· Understanding of development process/issues is necessary.

· Implementation requires careful management and fine-tuning.

· Participatory planning is at the minimum levels.

· Transparency is vital especially with contractual work.

	
	
	Cambodia considers the following factors for planning processes.

· socio-economic factors

· technical factors

· population factors 
· food security factors
The Cultural Heritage areas are one of the major concerns in the country.  In addition, special concerns are put on technical factors like land mine and flood areas, as these two factors are very unique to the Cambodian context.  Food security factors are another issue that is included as the dry zones need access to reach the resources. 

	Cambodia
	· Understanding of development process/issues is necessary.

· Implementation requires careful management and fine-tuning.



	
	
	The Government has clearly delineated class-wise ownership and responsibility for road development and maintenance management systems in the National Land Transport Policy. 
According to the road master plan, about 36,166 km of Sub-districts (Upazila) and 42,329 km of Union Roads will be paved over next 15 years and all structures in the Village Roads will be constructed by the year 2025.
The Government has also endorsed the importance of road maintenance in the National Land Transport Policy. The policy requires maintenance of the road network at a level equal to the infrastructural investment made to protect its value. In doing so, the Government allocates funds for rural road maintenance on an annual basis with an increased rate of at least 10-20% per annum.

	Bangladesh
	· Separate departments have been set up for ownership of different segments of road categories (e.g. main roads, rural roads etc.).

· Establishment of a sustainable road maintenance fund for all categories of roads in the country is under active consideration.   

	
	Local-level participatory planning approach
	Integrated Rural Accessibility Planning (IRAP) approach is used in Cambodia.


	Cambodia


	· Process still in early stages – much to be done.

· There is still a need for capacity building at District levels in Cambodia.



	
	
	The need to have a local level community participatory approach has been recognised as a more sustainable one.


	Sri Lanka
	Participatory processes need more developed structures and real application in Sri Lanka. 

	
	
	The need to have a local level community participatory approach has been recognised as a more sustainable one of the Pradhan Mantri Gram Sadak Yojna (PMGSY-Prime Minister’s Rural Road Programme).


	India
	The community participation for sustainable maintenance has been accepted as a fact by the National Rural Road Development Agency (NRRDA).

	
	
	The Local Government Engineering Department (LGED) has prepared a rural road master plan to identify and prioritize a suitable road network that will facilitate goods and passenger movement within rural areas, as well as necessary integration with higher order road network in certain locations. The plan has been worked out through direct participatory processes, involving people, road users, politicians, NGOs and civil society.

	Bangladesh
	Needs and views of the road users are considered during planning and selection process.

	
	Sustainability of road
	PAST DANIDA-funded programme with national government. The objective of road prioritisation is to make it easier for municipal technicians to elaborate project studies on the tertiary network (low traffic roads, ropeways, wharves and canals), setting a clear role for municipalities and beneficiaries.  It has three sequential stages.  The completion of each stage allows moving to the next one; if not the project is put on hold.  The stages are:

a) Pre-selection of projects submitted.  A preliminary assessment of the project is done with the target group.  Minimum criteria and standards have to be met.  For example, the road has to be in a very bad state or other problems making its use difficult. In addition it should connect to an all-weather road or an urban centre.  

b) Preparation of project proposal.  Socioeconomic information is gathered with participation of community leaders.  At the same time a sort of project map is drawn.  Other criteria are number of beneficiaries per km or per project, community organisation, liability of those requesting the support, environmental impact of the project, community and municipality commitments.

c) Prioritisation of project is based on two criteria: a) per capita cost, with the aim of maximising the investment and reach the biggest number of people with the fewest resources possible.  The donor sets the amount to invest per inhabitant; b) the level of access, prioritising those where changes in access conditions are higher.

Projects that meet the pre- and selection criteria are prioritised and the municipality prepares a plan of investment based on this.


	Nicaragua
	Pros:

· It provides a uniform basis to compare all type of projects and not only roads.  It also allows assessing the relevant aspects that ensure sustainability of the project.

· With some training it can be easily used by any one.

· Beneficiaries are directly involved in the study.  The work of the technician is to systemise and calculate the prioritisation criteria.

Cons:

· It excludes projects where benefits to the user are limited.

	
	Continued
	In Zimbabwe approximately 70% of the population lives in rural areas. Prior to independence, the provision of rural roads had low priority and the condition of these roads was generally of a low standard. Thus, rural roads were generally in a poor condition. 

In order to redress the above disparities, the District Development Fund (DDF), a quasi organisation, then under the Ministry of Local Government was formed with the responsibility for the provision and maintenance of rural roads.  The Ministry of Transport has also been involved in rural roads development in communal areas. 

Currently, roads are managed by Roads Authorities, namely, States Roads, Local Authorities (comprising Rural District Councils and Urban Councils) and the District Development Fund. With the exception of urban local authorities, the other three road authorities have a stake in the management of rural roads. The Department of Roads in the Ministry of Transport has traditionally used Internal Rate of Return (IRR). Currently, IRR is no longer applied strictly and the method is used only to test but not to take decisions. 

IN theory prioritisation considers road type. For instance, regional roads are considered more important for international trade and they are accorded priority over others. Primary roads take priority over secondary and feeder roads while secondary roads have a higher priority to feeder roads. 

In practice prioritisation may not strictly be based on the type of road. Districts prioritise projects and the information is sent to the Province, which collates all submissions. When the projects get to the Ministry, the Ministry looks at synergies at the level of the national character.  Projects are supposed to be subjected to an IRR test but this is not done and prioritisation will be on the basis of regional equity to ensure that all provinces benefit. At times those provinces with a “vocal voice” or a “serious outcry” will tend to have a higher score. Thus, the IRR technique appears to be clouded by political and other factors.
	Zimbabwe
	Pros: 

· Both the Department of Roads and DDF rely on road classification as the prioritisation criteria. Road classification reflects traffic levels. It’s an inexpensive and easy method as data on traffic level is readily available. 

· Prioritisation based on regional equity has an advantage in creating political stability.

Cons: 

· However, too much reliance on traffic is bound to miss some local factors that are likely to influence project selection. With very low traffic levels on some rural roads, these are given very low priority.

· The Internal Rate of Return (IRR), albeit being used on a much reduced scale has a problem in that the majority of rural roads which are important for peoples’ livelihoods do not meet the investment criteria. 

Knowledge Barriers: 

Lack of clear idea of how the various techniques can be combined to present clear and replicable results.

	Sustainable development
	Local-central investment prioritisation

A selection commission formed by a representative of the municipal authority, a technician of local project and a representative  of the Natural Resources Conservation Fund
	In Paraguay, the International Bank for Reconstruction and Development – IBRD (The World Bank) programme entitled “Natural Resources Management Project – PARN” started using a planning principle based on conducting field studies in their target areas. As part of this approach, the areas are divided into geographical units called "micro catchments".  The programme has 6 components, one of which is rural road rehabilitation.  This focuses on roads with trunk or secondary characteristics, and the main objective was to address environmental degradation in the rural road network. A separate fund, the Natural Resources Conservation Fund, is in place to finance this. The purpose is to improve communities’ accessibility where small rural farmers reside in order to provide them with basic and guaranteed access.
The selection process, however, only involves the community to be informed about the used prioritisation criteria.  Communities are not actively involved in applying them; instead this was done by government.

Criteria for prioritisation:

· Number of families benefiting from the road rehabilitation

· Environmental degradation around rural road

· Rural road medium slope

· Rural road functional classification

· Rural road drainage condition

· Rural road alignment and its integration into landscape

· Conservation state of soil use and land management

· Lane traffic condition


	Paraguay

(PARN project)
	Pros:

· Local-level participatory approach.

· Important first step on breaking very strong central decision making process historically imprinted in the country.

· Priority investment to enhance basic access for communities. 
· The development of a local process of participative conscience. 
· The creation of an environmental conscience.
Cons: 

· Strong need for monitoring process.

· Real threat of external meddling politicians, etc.).

· The need to control direct interests of municipality. 
· It needs to balance interests and capabilities of medium and small rural farmers living alongside and around roads who would directly benefit from works rehabilitation.

Knowledge barriers:

· Implementation needs training and informative events addressed to different public such as local authorities, small farmers, local technicians, small enterprises, etc.  
· Implementation needs to include social indicators as additional evaluation criteria, etc.



	Infrastructure for the sake of road engineering
	Central planning and investment prioritisation
	Conventional road planning considered basic issues:  the level of intervention required and the priority order in which roads should be treated, built or maintained.  In other words, roads constitute an objective in itself and plans lack a systemic overall vision.

In Bolivia and Ecuador, provincial road institutions are responsible for provincial roads including tertiary roads.  However, the municipalities do share responsibility on the latter.  In both cases, the criteria used for road planning (annual work plans) are: status of the road, importance or needs, its history and, overall, the budget restrictions within road institutions.


	Ecuador and Bolivia
	Cons: 

· These plans are hardly followed.  Inadequate definition of priorities and the lack of adequate practices for preventive maintenance, generate a huge amount of delayed work and force a continued attention to emergencies.  

· Also, influences strong social demands that put pressure over political authorities which in time also put pressure on road institutions.

	Infrastructure for access to market and services
	Central selection of areas of intervention and road prioritisation workshops with active participation of the community and local government representatives


	Funded by multilateral banks and national governments, it was linked to road rehabilitation and maintenance programmes. The Peru Rural Roads programme selection and prioritisation of roads was based on an adapted version of road investment projects from the Social Investment Fund and similar methodologies.  Road prioritization workshops were carried out with participation of community and municipality representatives, as well as neighbours of the areas of intervention.  The areas of intervention had been previously selected at a central level using the Peru poverty map.
	Peru
	Pro:

· It put community participation on the agenda.

Cons:

· The prioritisation of isolated roads, without the vision of a network, was not improving connectivity.

· The eligibility of roads was decided according to project criteria and not communities’ preference. 

· Complaints from other communities who were not consulted, among others.

These cons led to the development of the next phase of the Peru programme described under rural road planning with community participation on page 6. 



	
	Local infrastructure investments
	The methodology was developed to support local governments on rural road prioritisation.  It has two stages although these can be used separately.  The first one has two variables: target population and global marginalisation index.  The latter has 9 indicators to guesstimate the population’s welfare (level of literacy, primary school, number of members per household without drainage, without tub water, without electricity, with earth floor, cramming per household, % of population with less than 5,000 inhabitants, population with at least two minimum salaries.  The National Population Council determines levels of marginalisation while municipalities need to gather all this information at local level.  The information is processed into an excel sheet, which then shows how regions need to be prioritised.  The second stage is about prioritisation of rural roads themselves, once the investment in these regions has been prioritised.  In this phase factors related to access to natural resources, regional markets and links to other regions are considered.

	Mexico
	Pros:

· It does not need a lot of information and uses simple mathematical techniques.

· The methodology is very flexible since it allows one to use the desired variables of social type, depending on the importance that these have for the type of study of a certain region.

· The software developed to automate these methods allows a wide range of scenarios to be tested and the cost of sensitivity calibration is inexpensive.

Cons:
· It is necessary to have a database about social indicators, similar to the Mexican one.

· The methodology needs to be complemented with technical, economic and environmental studies, among others.

· The methodology is applied in Mexico and the calibration of methodologies of this kind depends on the evaluation of the works once these are finished and used.

	
	Central selection of areas of intervention and active participation of the community and local government representative
	In India standards are set through a manual for the whole country under the PMGSY programme (Prime Minister’s Rural Roads Development Programme). The objective is to connect all villages with a population over 1000 by 2003 and those with over 500 by 2007 to all-weather roads by building village roads.

An integrated development approach has been used to prioritise the areas and villages. Accordingly, an index, called Utility Value (UV) has been devised based on demographic, socio-economic, infrastructure, and level of development data.  Each variable has been given a weightage based on its current level and importance in the integrated development philosophy. The variables considered are: population, SC/ST population, availability of Primary, Middle and High school, intermediate college, vocational school, dispensary, maternity and child welfare centres, primary health centres/ veterinary, police station, post office, electricity, panchayat headquarters, number of days markets held, hilly/ coastal area. 
For implementation purposes a separate body, the National Rural Roads Development Agency (NRRDA) was formed under the Ministry of Rural Development. To ensure a continuous flow of funding for the project the Government imposed tax on high speed diesel and 50% of the revenue thus earned has been earmarked for PMGSY implementation. The construction of PMGSY roads is also being funded by the Central Government and the maintenance for the first five years is taken care of by the contractor who constructs a particular stretch of road. All the State Governments have promised to maintain them after five years.  

The maintenance of State Highways, Major District Roads, Other District Roads and Village Roads usually poses a problem. These roads fall under the responsibility of the State and Local Government. In the absence of a proper maintenance plan and lack of funds, these roads are very often in poor shape. However, the condition varies from state to state depending on the budget allocation to road maintenance. Some economically advanced states provide enough funding for maintenance, but usually there is no scientific road management system in place.  


	India
	Pros: 

· There is enough scope to encourage using locally available materials for road construction.
· An integrated development approach has been used to prioritize the villages which will be connected to all-weather roads.

· Choice of linkage is based on network philosophy and construction cost.

Cons: 

· Continuous feedback is needed from all stakeholders to improve the programme. 

· There is a need to strengthen the community participation in the programme to make it more sustainable. 

· Local level engineers do not have proper training in ensuring effective community participation.

· Sometimes it is difficult to determine the initial traffic volume needed as an input for pavement design. 
· No fund is being provided for land acquisition in the programme. 

Knowledge Barriers: 

· The progress of work varies from state to state depending on the initiative taken at the State Government level.

· Keeping in mind funding constraints and with the target habitations (population over 500), it might not always be possible to come up with the optimal network.

· The constraint on buying land has caused restrictions on proper alignment which affects road geometrics.

· Lack of training of the field engineers in community participation has made the programme a Government programme rather than a community driven one. 



	
	Rural road planning with community participation
	Peru Rural Roads Programme, 2000: Prioritisation of roads based on a participative process and use of matrix with indicators (social, technical and economic).
	Peru
	The process allows a good list of prioritised roads viewed as a whole instead of isolated parts.  However, the methodology doesn’t solve the problem of lack of connectivity between prioritised roads.

With a slight adaptation, the prioritised list it is currently being used by the programme while transferring the roads themselves to the provincial municipalities.  There are currently 50 provincial plans and 180 are expected at national level.



	
	Rural road planning with community participation and emphasis in connectivity
	This is based on the Peru Rural Roads programme methodology for road prioritisation.  Road projects were approved centrally using the experience of the Ecuadorian Social Investment Fund.

Prioritisation is done in layers.  

· Canton plan:  At local level community prioritises paths, rural roads and provincial roads.

· Canton priorities are subject to prioritisation at provincial level and  are only one of the elements taken into account in the prioritisation matrix which includes social, technical and economic indicators.  A connectivity analysis was introduced in the development nodes with the objective of achieving full connectivity between  prioritised roads.


	Ecuador
	Pros:

· The model has been applied successfully in 9 provinces.  

· Even though the programme stopped in 2004, the plans are still being executed.  

· It allows an efficient road management, with a long term vision and a better integration of interests from community, canton and provincial levels.  This is reflected in the reduction of disorderly social demands.  

Cons:

· The main challenge is the complexity and size of the model as three levels have to be consulted for road prioritisation.



	
	Rural road planning with community participation and emphasis in connectivity
	Roads 2000 has been introduced as the overall programme for rural roads improvement and maintenance, succeeding the previous programme, called Minor Roads Programme. The overall framework considers 
· Total road network within a district

· The proportion of the network in bad state 

· The population

· Economic activities

· Traffic volume

· Facilities serviced by the road.  

The process combines a ‘bottom-up’ and ‘top-down’ approach. Bottom-up involves a stakeholder forum to compile a list of prioritised roads for maintenance, and reasons. This is followed a top-down technical process, mainly based on the producer surplus method. This identifies:

· Potential  increase in economic activity 

· The size of the market. 

Non-economic benefits are also considered. These include:

· Improved health and education

· Improved service delivery by clinics and schools and associated staff attendance.


	Kenya
	Pros:

· Holistic: Combines spot improvement and network approaches. 

· Combines top-down and bottom-up approaches, thus providing for ‘local voices".

· Promotes maximum use of local resources.

· Supports institutional capacity building from the local level upward.

· The process has built a valuable database on rural network.

Cons:

· Time consuming and expensive to collect data. 

· Non-capture of local transport infrastructure such as tracks and paths which support close to 85% of mobility in the rural areas. 
· The influence of local power play not totally eliminated.

Knowledge Barriers:  

Currently, the challenge is to ‘scale up’ the strategy from a trial basis to a nationally accepted and owned way of implementing Kenya’s low volume roads while at the same time contributing to the national goal of poverty reduction and wealth creation. This requires commitment and resources for documentation, dissemination and training.



	
	Rural road planning with community participation and emphasis in connectivity
	Uganda's rural road network consists of 30,000 km of district, and 35,000 km community access roads.   Rural roads were incorporated into the Road Sector Development Plan (RSDP) in 2002. Maintenance of district and rural roads is funded mainly through Poverty Action Fund (PAF) created under the Poverty Eradication Action Plan [PEAP]. Construction of bridges as part of community access roads currently accounts for most of the funding required. Rural roads prioritisation is first and foremost guided by conditions set in the PEAP.  The following techniques are used:

· CBA, with the return set at 12%.

· Cost-effectiveness analysis method, which looks at ways of effectively achieving, desired non-economic objectives.

· Public/private substitution method, which looks at whether the investment would take place if public funds were not used.

These methods are further supported by participatory methods.  Local governments are required to use participatory methods in arriving at the annual budget framework.


	Uganda 
	Pros:

· Incorporation of participatory processes helps bring poor people on board. 

· Overall, a variety of tools are employed thus enabling the capture of different dimensions in the prioritisation process.

Cons: 

· The capacity for budget planning and implementation remains weak within the local government system. 

· The participatory prioritisation always runs the risk of being politically hijacked.  

· The civil society and stakeholders platforms that can check such risks are weak or lacking at local level.  

· The capacity constraints are particularly acute in the road sector. 

· The local government depends on either the central government or donor community to provide funding and the result has been long delays and higher prices in construction industry. This might result in changed community priorities.

Knowledge Barriers: 

· Lack of participatory monitoring tools.. Currently people are only participating in proposal making but not evaluation and monitoring. 

· There is a weak local government capacity in applying  participatory technique methods. 



	
	Continued 
	In Ethiopia, 85% of the population lives in rural areas and the economy is predominantly agriculture. The road sector is generally characterized by low road density and dilapidated road network, limited access to mechanical transport, inadequate community roads, poor and unsafe footpaths, tracks and foot bridges.

In 1997, a ten-year Road Sector Development Program was launched a component of the Poverty Reduction Program. It has two major development program components, viz., the all-weather main roads development and the rural travel and transport program (ERTTP). The all-weather roads, which include the main highways and the high-level rural roads, fall under the jurisdiction of the Ethiopian Roads Authority. The regional Rural Roads Authorities are mandated to manage rural roads.

The RSDP offers the following overall framework for ranking of trunk, link and access road projects.

· Economic feasibility: at least an IRR 10%.

· Role of strategic link in the network – This assumes the expected contribution of the road projects to national integration and other development objectives.

· Local participation in development and management of infrastructure.

· Continuous monitoring of poverty impacts of road construction and transport operations at local and household levels.

In line with the above considerations, regional authorities are encouraged to structure, identify, formulate and implement rural projects using the following criteria

· Preservation of the existing road network

· Provision of access to production and social service centres;

· Promoting development of community based integrated rural travel and transport services


	Ethiopia 
	Pros: 

· The responsibility given to regional authorities with the participation of the communities in rural road prioritisation is an important aspect of decentralisation, and a basis for demand-driven approach in road construction.

· Rural road projects are designed as integral parts of other social, cultural and economic sectors.

· The introduction of the commercialisation aspect is an important leverage to the transformation of the existing economic systems and structures contributing to poverty reduction.

Cons: 

· The limited capacity of implementing agencies in the regions in terms of skilled manpower, systematic identification of priorities, project preparation etc.    

· Lack of finance for the implementation of rural road projects.

· Ensuring a balance between technical, environmental and socio- cultural objectives is an expensive investment.

Knowledge barriers: 

Applications of prioritization techniques in rural roads is  constrained by:

· Lack of practicing wider community participation in partnership with local authorities in the design, formulation and implementation of projects. 



	
	Integrated rural access plan  


	In Cambodia, the national and provincial roads fall under the responsibility of the Ministry of Public Works and Transport (MPWT).  The tertiary and sub-tertiary roads have been assigned to the authority of the Ministry of Rural Development (MRD).  Cambodia has been accelerating the reconstruction of its road network.  While there are resources for the rehabilitation of the roads, the problem of financing the maintenance of the rehabilitated roads is not yet solved.  As more roads are being rehabilitated, roads in maintainable condition are deteriorating because of a lack of resources to support their maintenance. 

Through its priority action plan, the Royal Government of Cambodia (RGC) has dedicated some funds to maintain rural (tertiary and sub-tertiary) roads. However, these resources are not yet nearly sufficient to maintain all roads that are currently in maintainable conditions. 

The Ministry of Rural Development is responsible for developing and implementing rural roads policies. It will also develop and monitor implementation strategies to achieve the policy objectives, review their impact and effectiveness and update the policies and strategies as necessary. The Ministry of Rural Development will liaise with the Ministry of Public Works & Transport and other partner organisations on all issues of common interest to ensure harmonisation with the National Transport Plans and other policies affecting the Transport sector.

In order to provide the necessary framework for rural roads management in a consistent and equitable manner, the Ministry of Rural Development will establish a Road Maintenance Management System (RMMS). The introduction of the RMMS will ensure a uniform approach to road maintenance management nation-wide and will assist the Commune Councils and the Provincial Department of Rural Development in their management tasks. The procedures and formats provided will cover all aspects of the management system including data collection, cost estimates, contract documents and reporting on physical and financial progress. Activities conducted on the road, including inventory and condition surveys and maintenance works, should be managed at commune level. Higher level activities such as strategic planning should be carried out at provincial or national level. Due to the early stage of development of the Commune Councils and their various committees, the necessary expertise may not be available at the present time. To ensure that the rural roads are properly managed from the outset and to allow time to develop the necessary skills in the communities, the Provincial Department of Rural Development will be closely involved in the maintenance management procedures during which time they will provide training developing the necessary skills at Commune level. At all times, the commune will be directly involved in all these activities. 

	Cambodia


	Pros: 

· Brings together planning and implementation.

· Data collected has value outside of transportation sector – both locally and at national levels.

· Traffic count is considered in prioritization roads.
· Tourism may increase, bringing in additional sources of revenue.
Cons: 

· Indigenous habitats are not counted since they do not support the economy of the country directly. 

· Sometimes, determining the poverty level by considering the rice field area becomes a draw back as most of the land belongs to outsiders. 

· New and improved access may become major attraction for migrants which may increase the population dramatically causing problem in sharing limited resources.

· The areas that need roads badly are kept aside when technical problems are encountered. Ex: Need to spend more money to find construction materials when they are not available in that particular area.  

· Even though the authority recommends the construction area, they have to stop constructing during seasonal floods.

· Sometimes during harvesting season and festival seasons the traffic count becomes high. Such sudden increases may damage the statistics.   

Knowledge barriers:

· Population ranking technique in prioritising roads has always been challenged and questioned since villagers migrate to far away farmlands during cultivation. This causes a dramatic decrease in the number of villagers. Most of these villages are excluded from prioritisation and this becomes a weaker point when using this technique. 

· Some prioritised villages for road construction encounter problems because of the huge cost involved to clear landmines. This amount is always higher than the road construction cost. During the prioritisation process it is hard to abandon these villages as a lot of people live there.       

 

	Transport-Focused
	Integrated rural transport planning


	The Government initiated two rural road development programmes which are already in progress. One is “Maganaguma” and another is a two-week quick rehabilitation programme called  “Lahi Maga Desathiya”.

	Sri Lanka
	Sri Lanka should have a long term plan and a policy for rural road construction and sustainable maintenance at local levels.

	
	Local-level planning and investment prioritisation 
	In Sri Lanka the following factors are considered at the local level.

· Financial allocation for the road development for the current year.

· No of families benefited.

· Whether the road is connected to a school, market, health centre etc.
· Last date maintained.

· Ownership of the road.
· Any land acquisition required.

	Sri Lanka (Local Government level)
	Cons:

· It has been said that these criteria are hardly followed.

· Lack of technical know-how at local level exists.

· No debate on which techniques to use for rural road maintenance even though the latter already takes place.

· Local authorities do not have transport-focused well- designed infrastructure development plans; instead they have ad-hocly scheduled and politically driven quick road plans which are not economically feasible.

· No road classification system is followed so there are no appraisal techniques to assess the priorities.

	
	Central planning and investment prioritisation – mainly deterministic
	The criteria used for selection of core rural road network improvement are as follows:

1. Route selection will be based on network approach, and no scattered road-link should be selected.

2. Basic rural road master plan network will consist between road links connecting Growth Centre with Sub-district, Growth Centre to Growth Centre, and Growth Centre to higher road system (NH, RH or DR).

3. All these links will be a single main connection, shortest route and not necessarily be limited within Sub-district or district boundary and maximise community benefits.

4. Road links connecting Union HQ to Sub-district HQ, Union HQ to Growth Centre, Union HQ to Rural Markets, and one Union HQ to another Union HQ will be part of Rural Road Master Plan.

5. Those road links connecting a maximum number of Rural Markets, villages and other socio-economic infrastructure like schools, hospitals etc. will be prioritised.

6. To maximise immediate benefit partially developed routes will get preference over newly proposed routes under the master plan.


	Bangladesh
	Pros:

· Availability of funds (with an annual increase through a percentage) through the annual national budget allocated to rural road maintenance.

· Separate well-structured government organisation (LGED) to manage construction and maintenance of rural roads.

· LGED is managed through a decentralized system with a central management.

· Centrally located computerized data-base system on all rural roads.

Cons:

· The community participation (by its real meaning) during the selection process has to be further improved.

· Only a certain section of the local community become “government servants” as a result of the existing monitoring and control system for maintenance.

· Inadequate linkages between water and land transportation systems. 



	
	Central imposed standards
	Road standards in Sri Lanka for categories A, B, C, & D are set up by the central level Road Development Authority, especially for paved roads.

However, for rural roads (mainly gravel and earth) have no standards to follow/


	Sri Lanka
	Lack of technical capacity at local levels is the main cause for not following the basic standards. 


Additional Comments from Latin America E-mail discussion group: 

Peru (Edgar Qusipe)
In 2001 Peru Provías Rural Programme developed a methodology of rural roads prioritisation (tertiary and paths) which was very simple and validated by local governments in more than a hundred provinces during so-called ‘prioritisation workshops’.  On this basis 6 thousand km or rural roads and more than 3 thousand km of paths were rehabilitated.  We have moved from ‘prioritisation workshops’ to ‘provincial road plans’, our current tool for prioritisation of rural road infrastructure.

Peru (María Teresa Gutiérrez)

During the rural road prioritisation processes it is important to ask who the users –female and male- are and what their interests, needs and priorities are.  This has to do as much with the design of the road as with the prioritisation.  Prioritisation workshops are often attended by local authorities, who often represent the local power group, either due to the position they hold or due to the social, economical or cultural level that they have.  They are often men.  Therefore, the tendency is to prioritise those roads that are linked to their properties, markets or services that they tend to access.  In this sense, I would suggest that representatives of women groups are also included in these workshops or processes.

Through the gender training workshops, it has been found out that women loose more energy than men, by simply considering the distance and time needed to meet all their daily work, mainly done on foot.  Women also say that the paths that they use are hardly ever in good condition, do not receive any maintenance and the design is often inadequate for them.  Their roles often involve them carrying small children and firewood through the road.  Herewith a small questionnaire that allows to emphasise gender segregated data in the identification and prioritisation of paths and roads.  To this matrix you can add other vulnerable groups like the elderly, people with reduced mobility and others.

How do women, men, boys and girls get around in rural communities?  What means of transport do they use and how long does it take them to get to their destination?  

What are the needs, priorities and opportunities of women, men, boys and girls in relation to rural mobility?

What are the considerations and gender differences that are evident in rural communities with respect to the use and access to paths and/or roads?  Who are the stakeholders at provincial, district and local level on road management?  What policies and institutional proceedings are in place to promote a more gender balanced use and access to transport?

Peru (Diógenes Ampam)
In the Peruvian Amazon, we had FONCODES (National Fund for Compensation and Social Development) using a methodology that consisted of having a meeting with the indigenous organisations and native communities and get them to approve the public works.  When the engineers came, they just wanted to do the roads and finish as soon as possible.  They didn’t do it as Maria suggests.  The rural roads that they built have been slowly abandoned because they were badly designed.  They were made straight instead of zigzagging and the elderly get tired easily.

Bolivia (Grover Alvarez)

First a municipal road planning (at local level) is carried out in a participative way.  Then prioritisation of road construction under multiple criteria, validated at municipal assemblies (locally).

Bolivia (Julio César Sánchez)

In Bolivia, after ten years of municipal planning, there are no visible results of true community participation of all different projects, including the road ones.  It is as Maria says, that in the majority of cases, the authorities decide how to do things without taking into account marginal groups like women, elderly, children, people with limited mobility, the ones who don’t own the land, in other words, the poor.  They are hardly ever represented in the planning meetings.  Another visible disadvantage is that poor and small municipalities don’t have sufficient technical staff or the elements of knowledge needed to do this work, manage it or argue to national authorities.  If people working on rural roads want to talk about successes and failures they should talk about them in qualitative terms as much as quantitative.

Bolivia (Germán Delgadillo)

We are working on rural road prioritisation on the basis of community participation.  In nearly 50% of the municipalities, the elaboration of the municipal participative road plans have been co financed.  The road plan, in addition to making an inventory, geo referencing and describing in detail the state of the widest and most unknown road network (i.e. the municipal road network), has also developed participative techniques that allow the ranking of roads according to public vehicle traffic. At a later stage it also prioritises using a multiple criteria method that adapts favourably to participation.  The municipal governments as well as civil society, communities, etc. jointly define simple social and economic criteria that will allow to value and rate each road.  By adding all points per criteria per road will enable them to prioritise the roads.

 Prioritisation criteria most commonly used by the municipalities include access to basic services, relation with beneficiary households, category of the road in relation to traffic of public vehicles, cost per km etc. In addition different municipalities add criteria that support general 

development strategies (tourist roads, expansion of the agriculture and mining borders, inter municipal integration, etc.).

Nicaragua (María Brooks)
The methodology used by PAST Danida consists of cost per capita taking into account input, current state of the road (access range), traffic level and maximum levels of investment per capita. The top numbers are pre-established by type of infrastructure (all weather roads and paths).

Paraguay (José Armando Torres)
[Referring to Dalcio’s piece on the Paraguay experience]  It is important to have a check list of the parameters of the environmentally sustainable road.  For a rural road to be well-integrated in the local ecosystem, it needs a minimum plan for land type and usage. We should be careful when using environmental parameters.
In general (Joaquín Caraballo)
Generally, prioritisation of rural roads is done by economic evaluation, after establishing other strategic priorities, regional, continuity and others.  This economic prioritisation is often made using the World Bank RED (Road Economic Decision) model.  Sometimes the HDM model is used.  Alternatively, a matrix is used, where main criteria are included and weighted, including coordination and complementarities of other state projects that may involve other sectors.
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