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I.
General Background of the Country

Ethiopia is a country with a population of 67 million and land area of 1.1 million-sq.km. Out of the total population, 85 % are living in rural areas, the remainder is urban. Urban areas include all administrative capitals of Regions, Zones and Weredas as well as localities primarily engaged in non-agricultural activities. The life expectancy at birth is still below 50 years. The population distribution and settlement patterns vary among Regions, Zones and Weredas.  Ethiopia’s population is growing at a rate of about 3 % annually and is expected to double within 25 years.

The Ethiopian economy is highly dependent on agriculture, which accounts for almost 45% of GDP. An estimated 85% of the population gain their livelihood directly or indirectly from agricultural production.  Coffee exports account for 50 – 60% of foreign exchange earnings.

Following the growth in the 1990s, services accounted for a larger portion of economic activity than agriculture for the first time in 2000.  The composition of service earnings has shifted gradually in response to economic liberalization with limited growth in the building, transport and tourism sector.  Coffee production is prominent in central and southern areas.  Pastoralism predominates in the east and southeast lowlands.  Geographical barriers to interregional trade are accentuated by the fact that all major roads converge on the capital, and agricultural distribution and marketing are predominantly focused in Addis Ababa.

Over the last 15 years the economy of Ethiopia is estimated to have grown at an average annual rate of 3.6%. Coupled with estimated annual growth in population of about 3%, this implies that per capita GDP over this period has grown at less than 1% per annum, leaving the country as one of the poorest in both Africa and the world, with an average annual income per capita about US $110. Recent economic progress has been subject to wide fluctuations under the influence of political events, natural disasters and the global trade environment.

Expansion of the road network can contribute to economic diversification, enabling the exploitation of economies of scale and reducing a country’s vulnerability to shocks. An efficient road transport service can help to widen the market and increase the volume and efficiency of trade. Transport costs are sensitive to the riding quality of road network. Hence, investment to improve the road network can substantially reduce these costs. Depending on market conditions, reduced transport costs will help to both reduce prices to the final consumer and also help to increase farm gate prices and thus increase returns to farmers and other primary producers.

As is mentioned in the Government Poverty Reduction Strategy Program, without an adequate road network connecting to rural areas it is highly likely that intervention in all sectors to improve rural livelihoods and reduce poverty will be severely constrained. Poor physical communications will naturally reduce efficiency and raise the costs of delivery of all services to rural areas. It is concluded that poverty reduction strategies are multidimensional and road infrastructure and transport services need to be considered in parallel with interventions in other sector if impact on poverty is to be fully achieved.

II.
Institutional Framework & Planning of Roads in Ethiopia

2.1
Roads in Ethiopia

Ethiopia’s road network consists of a classified road network of 33297 km of which 12% is paved. Roads are the country’s dominant mode of transport. More than 95% of passenger and freight traffic is served by road. In spite of the relative importance of road transport, the condition of infrastructure has been generally poor. It is estimated that 50 percent of the paved and gravel roads are presently in poor condition. As a result of investment made under Road Sector Development Program, the share of roads (federal & regional) in good condition has improved from 14% in 1995 to 32% in 2003. The road density was 30 km per 1000 sq.km in 2003, although better than in 1994 (at 21 km per 1000 sq.km), it is still below the average of 50 km per 1000 sq.km for Africa. 

However, the access to ports, markets and services is limited. Large parts of the country still have no access to road transport. Consequently, much of the population does not have easy access to social services and markets for agriculture outputs and modern inputs, which in turn hampers the socio-economic development of the country. 

Table 1

Classified Road Network, (In km)

	Class of Road
	Paved
	Unpaved
	Total

	Federal Roads
	4053
	12564
	16617

	Regional Roads
	-
	14680
	14680

	Community Roads
	-
	2000
	2000

	Total
	4053
	29244
	33297


The registered vehicle fleet in the country is estimated at about 134,000 representing vehicle ownership of over 2 vehicles per 1000 population, which is low in comparison with other SSA countries and is inadequate for satisfying the overall needs of the country. Most of the vehicles imported into the country are used vehicles. Due to the old age and long service life of the vehicles, there is a high incidence of breakdowns, relatively low operational availability and high vehicle operation costs. Since 1992, the Government policy to deregulate services, encourage market competition and provide tax privileges for mass transport vehicles has resulted in a significant increase in the fleet.   

Motor vehicles account only for about 20 percent of the total travel and transport demand of the country, whereas, 80 percent depends on traditional means of transport such as walking, head and back loading and the use of pack animals. There are strong linkages between problems of rural travel and transport, and socio-economic services. About 65 % of the rural households are more than half day’s walk from an all weather road.

2.2
Institutional Responsibilities for the Management of Roads

Responsibility for the road network is divided principally between (a) the Ethiopian Roads Authority (ERA), with an executive Board oversight, for federal roads and road sector policy implementation and coordination under the overall guidance of the Ministry of Infrastructure and (b) Regional Roads Authorities for the regional rural roads within their boundaries.

The overall coordination of sub-sector plans of the transport sector is coordinated by the Ministry of Infrastructure (MoI) to which all agencies in the transport sector, including those of road infrastructure, report. The Ethiopian Roads Authority (ERA) is responsible for overall planning, construction, maintenance and management of the federal road network, while giving technical assistance to Regional Road Authorities (RRAs) of the regional state governments. The administration and management of regional rural roads is the responsibility of the respective regional governments, while the municipalities are responsible for urban roads. The Ministry of Finance and Economic Development (MoFED) plays an important role in helping to coordinate transport strategies, providing guidelines for sectoral development plans and setting overall levels of investment for each of the sub-sector plans. Effective coordination exists between the planning offices of MoI, ERA, RRAs and the MoFED.

· Ethiopian Roads Authority (ERA)

The Ethiopian Roads Authority is the legally autonomous agency responsible for policy formulation and standard setting of the country’s road network. Its responsibilities include overall planning, construction and maintenance of trunk and major link roads.  Currently ERA has ten road maintenance district offices throughout the country. In each district there are maintenance sections responsible for maintaining road segments. Each maintenance section is assigned a total road distance of not less than 180 km, with a few exceptions. More autonomy is now given to maintenance districts in the areas of planning, programming, monitoring, personnel administration, financial activities, procurement and equipment management. 

· Regional Rural Roads Authorities (RRO’s)

The responsibility of maintenance and construction of regional roads has been delegated to the regional governments. They are directly responsible for the planning, management and implementation of the development and maintenance of regional road networks.  In each region there are rural roads authorities. They are responsible for overall planning, construction and maintenance of rural roads under their regions. The regional maintenance offices, which are put under zonal level, are responsible for routine maintenance of rural roads under their jurisdiction. The roads at wereda level are under the responsibility of these zonal maintenance sections or offices. ERA’s support to the regions has been mainly through overall co-ordination, training and technical assistance on rural road matters.

2.3
Road Planning and Social Benefits

2.3.1
Federal Road Planning

As it was mentioned above the Ethiopian Roads Authority (ERA) is responsible for Federal (main road) network. Road projects are often identified by ERA but also come from the community and from the regions. ERA identifies road projects based on the following criteria:

· Economic development potential of areas;

· Import-export corridor;

· Opening up underdeveloped and isolated areas; and

· Improving access to rural areas.

Roads that satisfies one or more of the above criteria are selected for a pre-feasibility study. Economic feasibility studies have been carried out for all rehabilitation, upgrading and construction of road projects. This involved the application of the HDM4 road planning model for high traffic roads. Where traffic volumes are light the producers’ surplus approach has been used to determine the effect of the project on local agricultural production and the national economy. The discount rate for Ethiopia is 10% and no project, which gives an economic rate of return below 10%, would be accepted. Feasibility studies are carried out by international consultant and in-house experts. Those road projects which pass the economic feasibility test and meet social impact and environmental criteria are selected for detailed design and contract document preparation.  Then projects enter into design review, issue of tender invitation, assessment of tenders and placement of contracts, construction and completion.

All road projects which are included in the Road Sector Development Program (RSDP) are planned using the above procedure. The RSDP has upgraded the planning capacity of Planning and programming Division of ERA.

A social impact assessment (SIA) is conducted in conjunction with the Environmental Impact Assessment by the Environmental Management Branch of ERA. The Environmental Impact Assessment team includes both social scientists and environmentalist. The socio-economic data are collected through the review of existing documentation and public consultations, covering issues related to land acquisition, involuntary resettlement, road safety and HIV/AIDS, vulnerable groups, indigenous peoples and cultural property.  The SIA examines whether the project’s operations will have an adverse social impact in areas of land acquisition resulting in involuntary resettlement and possible dislocation of social values including the spread of HIV/AIDS. ERA has existing resettlement procedures providing guidance in the mitigation of adverse social impacts.

The SIA also estimates job opportunities that would be created by the project. SIAs are conducted by international consultants under the supervision of environmental management Branch of ERA.

2.3.2
Rural Road Planning

There is no formal planning system in place at the moment for rural road development in the regions. There are 8 Regional Rural Authorities that are responsible for the maintenance and construction of rural roads. In the regional roads authorities there are about 14500km of roads under maintenance. GTZ is assisting by looking at two regions to set a proper administration covering road inventory, maintenance management, contract administration and environmental training.

Under the Ethiopian Rural Travel and Transport Program (ERTTP)  criteria are currently being developed by consultants to help plan roads and other rural transport interventions at the wereda level.

III.
Characteristics of Survey Region, Zones, Weredas and Village

3.1
Survey Region

The National Regional State of Oromiya is one of the nine regional states of the Federal Democratic Republic of Ethiopia; with a total land area of 354 thousands sq km it is the largest state. It constitutes about one-third of the total area of the country. The crude density of the region is 65 people per sq km. Based on the 1994 population census result the population of the region is projected to be 23 million in 2003 with an expected growth rate of about 3 percent. The average household size of the Region is 4.8;  it is 4.5 for urban and 4.9 for rural areas. The region constitutes 34 percent of the country's population.

The Oromiya region extends from central west across the heart to southeastern part of the country. The region is bounded by six Regional States within Ethiopia and shares an international boundary with the Sudan and Kenya. 

The land use pattern of Oromiya correlates mainly with its population distribution and with climatic and topography to a lesser extent. The highlands are densely populated due to favourable environments and less prevalence of diseases. Land under cultivation accounts one-third of the Region's area. This includes intensively and moderately cultivated lands. In the intensively cultivated areas 70 percent of the land is under annual crops during the rainy season and about 25 percent of the (mostly fallow) land is used for grazing. Agriculture offers the major employment for about 90 percent of the economically active population. In the rural areas agriculture accounts 97% of employment.

The region is classified into 12 Zones and 190 weredas (sub-districts), which characterized by extensive range of mountainous, dissected plateau, hills, undulating and rolling plains, deep gorges and valleys. The weather of the region is found to be favourable for different farming activities, rearing livestock and in overall development activities. Of the existing zones, more than 50% are suitable for coffee production.

3.2
Survey Zones and Weredas

North Shewa Zone

North Shewa Zone is found in North part of the country. The capital of the Zone, Fitche, is found 115km from the Addis Ababa, the capital of the country. It is one of the twelve zones found in the Oromiya regional state. A total land area of 12 thousands km2 accounts 3.3% of the region total area.  North Shewa zone is divided into twelve weredas. Based on the 1994 population census result the population of the region is projected to be 1.4 million in 2003 with an expected growth rate of about 3 percent. From the total wereda population the rural population is about 92%. The Zonal population constitutes about 6.1 percent of the total Regional population.  The topography of the zone mostly consists of a high plateau cut by some deep valleys and higher mountainous areas. 
Table 2

Population of North Shewa Zone of Oromiya, 2003

(In thousands)

	Item no.
	Description
	Population 

	1.
	Rural 
	1269.9

	
	· Male
	636.6

	
	· Female
	633.3

	2.
	Urban
	116.5

	
	· Male
	53.5

	
	· Female
	63.0

	3.
	Total
	1386.4

	
	· Male
	690.1

	
	· Female
	696.3


Degem Wereda

Degem wereda is one of the 12 weredas in the North Shewa Zonal administration. The wereda capital, Amesso, is found at 125 km from Addis Ababa in the North direction. This wereda is found in the main trunk road that connects the north western part of the country. The topography of the wereda is mostly flat with some rolling terrain. The population of the wereda is estimated to be 100,900 out of which 96% of the population lives in rural areas. 

The major economic activity of the area is subsistence agriculture. Most of households practice mixed farming. Wheat, barely, pea and beans are the principal crops grown by local community. Farmers used locally made farm tools. Livestock holding is the important farm activity by every individual household. Animal sales were the most important cash generating activities

Table 3

Population of Degem Wereda of North Shewa Zone, 2003

(In thousands)

	Item no.
	Description
	Population 

	1.
	Rural 
	97.0

	
	· Male
	48.6

	
	· Female
	48.4

	2.
	Urban
	3.9

	
	· Male
	1.7

	
	· Female
	2.2

	3.
	Total
	100.9

	
	· Male
	50.3

	
	· Female
	50.6


Hidabo Abote

Hidabo Abote wereda is 147 km from Addis Ababa in the Northwest direction. It is about 34 kms away from Fiche, the capital of the Zone.  It is one of the twelve werdas found in the North Shewa Zone. The topography of the wereda is mostly flat with some mountainous terrain. The population of the wereda is estimated to be 77,100 out of which 96.5% are living in rural areas.

The economy of the community is based on subsistence farming. The community practices mixed farming. The average cultivated land per household is 1ha. Cereals, pulses and oilseeds are mainly grown in the area.  Besides, vegetable crops such as onions, green pepper and cabbage are also grown in some kebeles where irrigation water is available. These crops are very important both for food and as an income source. Livestock production constitutes an important part in agriculture of the wereda. It provides a source of power for cultivation, serves as source of food and provides cash income and savings. Some households under take off-farm activities to supplement the income they get from the agricultural sector.

The wereda has limited transportation facilities. There is only one rural road in the wereda, which is not in good condition. The low health status of the community and shortage of adequate potable water supply for human and livestock are the major problems of the community in the wereda.  In the wereda only 3% of the population have access to potable water supply. 

Table 4

Population of Degem Wereda of North Shewa Zone, 2003

(In thousands)

	Item no.
	Description
	Population 

	1.
	Rural 
	74.4

	
	· Male
	37.2

	
	· Female
	37.2

	2.
	Urban
	2.7

	
	· Male
	1.2

	
	· Female
	1.5

	3.
	Total
	77.1

	
	· Male
	37.4

	
	· Female
	38.7


3.3
Survey Villages

3.3.1
Gende Sheno Village

Description of the Village

Gende Sheno which is selected as non-control and well-connected settlements is found in Degem Wereda in Northern Shewa Zone of Oromiya Regional State. The village, which is characterized as flat and mountainous, has a population of 1,500 of which the young population accounts for more than 50 percent. Nearly all the population of the four villages selected for the survey are ethnically Oromos and they are the original settlers of the area. Their common and mother tongue is Afan Oromo. The religion of the villages is Ethiopian Orthodox with some traditional practices. The economic activity of the village is subsistence agriculture. Wheat, barely, peas and beans are the principal crops grown in the village. Livestock is another major economic activity in the villages. Animal sales are the most important cash earning activity.

Access to Different Facilities

The village has good access to road and market. The whole area and population of the village is located within a 5 km from the main road and 6 km from the district capital Ambesso,  It is 17km from the zonal capital, Fitche and 25 km from the capital of Kuyu Wereda, Gebreguracha.  It is also 131 km from Addis Ababa. There is a regular a frequent transport service on the trunk road which passes through from Addis Ababa to Fitche and Gebreguracha town; this creates good market access to the village. People in the area easily take agricultural outputs to market.  The nearest market where farmers sell their products is at Ambesso.  Farmers also go to Gebreguracha, Ejere and Fitche towns in search of better prices for their agricultural output and lower prices for goods they buy. In these markets farmers sell food grain, cattle, sheep, goats, equines and poultry and buy clothes, farm tools, and equipment.  Good access to these markets allow farmers to have timely information on supply, demand and prices of agricultural products which they produce.

The village has an elementary school and children have immediate access to primary education. Children need to travel 15 minutes on the average to reach to the school. But as secondary school is located at Fitche 17 km from the village parents find it difficult to send their children to secondary education and some of the students fail to continue further than primary education. There is no health facility established in the village to render health care service, but there is one clinic in Ambesso, 6 km from the village and patients are taken to the clinic by bus for minor illnesses.  But as local clinics are poorly equipped and staff are under qualified patients are often referred to the nearest hospital that is located 17 km from the village.

Table 5

Accessibility of the village to the different facilities

	Facilities
	Distance to facility (km)

	Main Road
	0-5

	Towns
	

	- Ambesso
	6

	- Fitche
	17

	- Gebre Guracha
	25

	- Addis Ababa
	131

	Education Facilities
	

	- Primary School
	0-3

	- Secondary School
	17

	Health Facilities
	

	- Clinic
	6

	- Hospital
	17


Transport and Non Transport Infrastructure

The village is connected with Addis Ababa (the political, economic, commercial and diplomatic centre of the country) by trunk road which connects the north western part of the country with the capital and therefore the village is well connected with major centres and ports. Public and freight transportation services are available for most part of the day. The village is also linked with Ejere Wereda which is located to the west of the Wereda by a rural road built 5 years ago.

A adequate and potable domestic water supply and a clean environment are crucial for the development of the village. Surface water is very poor in potential and there is no perennial river. There is only one stream, which the people use during the rainy season, summer. However the village has a potential ground water supply but this is not developed for the benefit of the residents.  Due to lack of awareness individual motivation and absence of external support adequate attention is not given to sanitation. The village use a spring (un-protected) as chief source of water for the household that has no quality and adequacy.

Energy sources are animal dung, firewood (eucalyptus tree), gas, and crop residues that are used for cooking and heating. The settlement of the villages seems to follow plan of urban centres. Some members have built their houses with corrugated iron sheets. Other villagers have built their house from wood, straw and mud. This is probably because of the difference in income. The power grid system and the telephone network is not taken to the village from Ambesso (just 6 km away) because of the very low density of demand.

Non Transport Interventions and Their Impact

Degem Wereda agriculture office supplies farm inputs (selected seed varities, cross breed cattle, chemical fertilizer and poultry) for community on a credit basis and/or full cost recovery. These inputs have improved the production of food grain and animals. A farmer’s cooperative service has recently started supplying inputs and buys crops from the villagers during harvest season (when the crop price is lower) at a reasonable price and resells crops during the Ethiopian summer at higher price. The Wereda agricultural office is encouraging the villagers to fatten oxon for sale by providing them the ox  on a  credit basis to improve their cash earning. There is one primary school, which was established 15 years ago, and parents send their children for primary education. No health facility has been established in the village. But there is clinic 6 km away from the village at Degem and a hospital 17 km away at Fitche.  As there is regular public transport for the whole day on the road passing through the village patients have easy access to clinic at Degem and  the hospital at Fitche.

Transport Intervention

The trunk road passing through the village was rehabilitated in 2000  under the first Road Sector Development Program (1997 – 2002). The road rehabilitation project which runs from Addis Ababa to Gohastion for 185 km was funded by the Government of Japan and executed by the Japanese contractor, Kajima at a total contract price of Birr 515 million (USD 61 million). The objective of the rehabilitation project is to integrate the north western parts with the central part of the country. The road project involved surfacing the road with asphalt concrete and widening the carriageway to the international standard. Currently the volume of motorized and non-motorized   transport on the road is estimated at 600 and 200 per day respectively. There are few pedestrian and pack animals on the road. Even on market days most people in and around the village use public transport to travel to the nearest market at Ambesso. 

As the road links the north western part with the central part of the country most traffic on the road is to and from Addis Ababa. Motorized traffic on the road is dominated by trucks followed by buses and cars in the same order. The traffic composition is that 44 buses (9%), 145 heavy trucks (30%) and 250 truck and trailers (51%) and 50 cars (10%). These have been changes in the volume of traffic on the road after rehabilitation. The volume of traffic has doubled particularly that of buses and truck and trailers. The volume of buses and heavy trucks has increased by 5 percent and truck and trailers increased by 4 percent. The increase in all kinds of vehicles is attributable to the natural growth of traffic and reduced vehicle operating cost on the road. The increase in truck and trailers on the road is also explained by the fact that Ethiopia started to import fuel from the Sudan in recent years.

Poor supervision during the rehabilitation has led to early deterioration of some road sections. Also, the rehabilitation did not include a proper drainage system, this has contributed to early deterioration of the road. However the condition of the road (asphalt concrete) is currently generally good so that vehicles operate efficiently and the public transport service has improved substantially.   Mini buses (taxis) now operate between Gebreguracha, Ambesso, and Fitche and medium buses operate between Gebreguracha, Degem, Fitche and Addis Ababa for the whole day. So residents of the village can easily take through buses to Gebreguracha and Ambesso and Fitche and Addis Ababa. Sometimes mini buses provide service directly from and to Gendesheno village. Villagers spend much less time waiting for transport service than before the rehabilitation of the road. This has improved the access of the villagers to social services in other towns particularly to clinic and hospitals. In addition travel time to other towns including Addis Ababa substantially reduced and travel convenience has improved. The rehabilitation of the road had created job opportunities for several people in the village.

The rehabilitation of the road did not go with out some disadvantages to the villagers. Some farmland was used for quarry sites, camp construction and road widening for the project. As a result the livelihood of some of the villagers has been adversely affected and no compensation was paid to them for the houses and businesses that were demolished. Lack of a proper drainage system for the road has caused flooding, which destroyed crops in the adjacent farms. The transport intervention has resulted in different levels of benefit to different demographic groups. The social benefit to each demographic group varies depending on the level of public transport usage and given employment opportunity in the project. Adult men previously had travelled and spent more time in waiting for buses than any other group and therefore the transport intervention has reduced substantially waiting time of adult men with the increased availability of buses and mini buses and reduced journey time and, as a result, there has been more total time saving per year for adult men. Moreover adult men have been given more jobs in the project than any other group. Total time saving per year and employment benefit has occurred for adult women and male and female youth in decreasing order.

The transport intervention has had different impact up on different economic strata of society. The wealthiest group have benefited the most from the intervention as there has been more time saving per year for them. Also the wealthiest member of the community have much more agricultural surplus to sell and they have benefited from the higher farm gate prices resulting from the transport intervention compared to any other group. In the survey exercise their overall score was 8. The poor have benefited the least since they  travel the least and  their total time saving per year is small and they have hardly any agricultural surplus to sell.  In the survey exercise their overall score was 2.

3.3.2
Leman Village

Description of the Village

Leman, which is selected as control village for Gende Sheno  is found in Degem Wereda in North Shewa zone of Oromiya Regional State. The village is characterized as flat and mountainous and has a population of 2800 with 466 households. The young generation constitute more than 50 percent of the population. The principal economic activity of the village is agriculture. Wheat, barely, pea and bean are the main crops grown in the village. Livestock is a major economic activity. Animal sales are the most important cash earning activity. 

Access to Different Facilities

The village does not have access to road, as it is located 15 km from the asphalt road. Agriculture output from the village is transported to market by human particularly by women. People in the village frequently travel to the town of Ambesso which is the capital of Degem for the purpose of selling agricultural products and buying consumer goods and farm inputs, attending secondary school and the clinic etc. The mode of transport to the town of Ambesso is walking and it takes about 2 hours (one way). Household members, usually women, walk to and from the town with head and back load to sell agricultural products and buy consumer goods. The total time, and hardship caused by walking to main local town of Ambesso is significant and is caused by a lack of road that connects the village with the town of Alidoro which is located on the main road and from which they take bus to the wereda capital.

The villagers consider the lack of road that connects with the town of Alidoro as their major transport problem and are willing to contribute mainly by labour and, by some, cash if a road is going to be constructed for them. Also they consider lack of footbridges as mobility problem.

The village has Junior Secondary School and most children attend primary education and they do not need to walk long distance to get school. There is no health facility in the village. If necessary the villagers walk for 15 km to the town of Alidoro carrying patients by stretcher and then take bus to the town of Ambesso in order to get treatment at a higher level clinic.  The lack of a road is a major difficulty in getting access to health facilities.
The community of the village can be divided in to rich, medium and poor groups based on the level of food crops they produce per year. Rich families often produce as many as 50 quintals per year and feed themselves throughout the year and have more surpluses for sale in the market. Medium families produce as many as 20 quintals and feed themselves throughout the year and have some surplus to sale. The poor produce less than 8 quintal per year and cannot feed themselves throughout the year.

Nearly all households generate their income from the agricultural sector particularly from crop cultivation. They produce crops for household consumption and sale from farming plots of land every year. They raise cattle, sheep, and goats for food and cash earning. Non-agricultural activities do not exist for households to generate additional income.

Non transport Interventions
The Oromiya Development Association with the local community has constructed Junior Secondary School in 2000 at a total cost of Birr 1 million. The construction of the school created opportunity for parents to send their children to school and helped to reduce the travel burden of children attending Junior Secondary school in the town of Alidoro.

3.3.3
Gedabo Georgis Village

Description of the Village

Gedaboi Georgis is selected as remote rural village connected with the main road by a rural road. It is found in Hidabu Abote Wereda in North Shewa Zone of Oromiya Regional State. The terrain of the village is classified as largely flat with some hilly and rolling terrain. The village is without any vegetation cover. The village has a population of 4,006 of which the younger generation accounts for more than 50 percent. All of the population of the village are ethically Oromo and original settlers of the area. The economic activity of the village is subsistence agriculture. Teff, wheat, beans and peas are the principal crops grown in the village. Livestock is another major economic activity in the village.

Access to Different Facilities

The village has access to rural gravel road, which passes through it. The whole area and population of the village is located within 7 km of the road. The rural road connects the village with the capital of the wereda, Ejere and the capital of Dera that is Gundo Meskel. The nearest market where farmers sell their agricultural output is the town of Ejere which is located about 10km from the village. 

People in the village usually walk to the main local market, Ejere due to shortage of transport services. There are few medium buses which transport passengers from Fitche to Dera and from Dera to Fitche passing through the village. However the buses from and to Dera are usually fully loaded at the origin of their trip and have no space to load passengers from the village. There are no buses directly operating between the town of Ejere and the village. This is the case even on market days when there are plenty of people travelling to the town and back to the village.

The village has an elementary school established 15 years ago. In terms of location children in the village have immediate access to the school. However there are many children who do not attend school because of  economic reasons. 

The village has a health post rendering basic treatment to patients. Patients are treated for common illness at the health post. However patients are sometimes referred to the health centre at the town of Ejere. In this case patients are usually taken to health centre at Ejere by human transport. Nearly all peoples in the village are employed in the agricultural sector. They produce crops every year mainly for household consumption and some for sale and raise livestock for food and cash. So agriculture is the only economic activity from which households generate income. Men are responsible for agriculture production in the household. Men are fully involved in farming, weeding and harvesting of crops. Women, girls and boys are also involved, particularly for weeding and transporting the harvest. Income earned from agriculture per year is low due to low land and livestock productivity. Economic activities other than agriculture do not exist in the village due to economic problems and lack of technology.  There are no formal and casual employment opportunities and self-employed trading and services are also limited to the land-less and to households with little land.

 The village is connected with an asphalt road and the town of Ejere in the east and the town of Gundo Meskel in the West by a minor gravel road. Public and freight transportation is rarely available to the village every day.

Non Transport Infrastructure

Clean water is a major problem of the village. The villagers use spring as the chief source of water for the household. The village has potential in ground water and currently water supply system is being constructed in the village. Many of the villagers have built their houses with mud, straw and wood. Some have built their houses with corrugated iron sheet, the one similar with urban areas. The power grid system and telephone is not expanded to the village from the town Ejere which is just 10km away mainly because of low density of demand in the village.

Transport Interventions
The Regional Government has built a minor gravel road in 1997 at a total cost of Birr 38 million (USD 4.5 million). The road branches off from the trunk road at Gende Sheno village, which is non-control, survey village and has a length of 27km. The road connects Gende Sheno village, the town of Ejere, the capital of Hidabu Abote Wereda and Gundo Meskel, the capital of Dera and Gedabo Georgis village (a non control survey village). The objective of the construction of the road was to create access for the rural population of Hidau Abote and Dera Weredas in North Shewa Zone of Oromiya Region. The road has 6m-carriage way width and a concrete bridge built over the Jema River and culverts.

According to the key informants the road has average annual daily traffic (AADT) of 30 and 3000 pedestrian and 1000 pack animals. There are a number of pedestrians and donkeys moving on the road to and from the town of Ejere, which is the main local market to the Gedabo Giorgis village, particularly on market days. Motorized traffic on the road is dominated by trucks (20) and followed by buses (5) and cars (5). The volume of motorized traffic has increased after the road had been opened to traffic. The volume of trucks has increased from 5 in the first year to 20 in 2003 and buses have increased from 2 to 5 and cars from 3 to 5 in the same period. The increase in trucks is explained by grain traders who have had more information about marketing opportunities in the area. As the road is minor gravel road with high value of roughness it is very expensive for heavy trucks to operate on the road and therefore trucks serving the area are all small and medium trucks. There are more buses operating in the area. After the intervention the Regional Transport Bureau negotiated with public transport associations to assign three more buses to serve the population. Cars operating on the road belong to Government and non-Government organizations operating in the area.

The standard of the gravel road was low and the road started to deteriorate soon after construction. Also the road was built with out a proper drainage system which has contributed to the early deterioration of the road. Currently the condition of road is poor hence vehicles, particularly large buses and trucks, operate with difficulty. The road needs heavy maintenance urgently.

The construction of the road has encouraged public transport associations to start transporting peoples to and from the road area. Medium buses now operate between the Zonal Capital, Fitche and the two Wereda Capitals of Ejere and Gundo Meskel. However there is a shortage of passenger transport services in the area of the road. Five buses are not enough to satisfy the transport need of more than 100,000 population of the two districts. The main reason for only few buses operating on the road, despite large demand, is high vehicle operating cost due to high roughness of the road.  In addition the terrain of the road is entirely rolling and hilly which in turn add to high vehicle operating cost. The survey village of Dedabo Georgis gets few transport services because it is located in between the origin and destination of the main bus trip. Buses are fully loaded at the origin of their trip and often have no space to load passengers from intermediate villages.  However the villagers sometimes take buses at the village to Ejere when the buses coming from Gundo Meskel and Ejere are not fully loaded. They consider this rare opportunity as one advantage of the road because they say it allows them to get to the town of Ejere quickly particularly in times of emergency.

The construction of the road has also some disadvantages. Roadside people been affected by dust rising when a vehicle passes. The dust problem has worsened with the deterioration of the road. Some villagers have suffered traffic accidents. The fact that the people in the village had no exposure to motorized traffic has made them vulnerable to accidents but the rate of accidents has declined as they increasingly become aware of the traffic on the road. Lack of erosion control systems has also caused flooding to adjacent farms during the rainy seasons, which destroys the households’ crops.

As men control agricultural output they have benefited the most from higher farm gate prices resulted from the creation of better road access. Also men have benefited more from passenger transport services as they make more frequent trips outside the village compared with any other group. Furthermore men appear to be less subject to road accidents and more resistant to the health problem caused by traffic induced dust.  In the survey exercise the overall score for men was 4.   Women have benefited from improved transport services to the towns of Ejere and Gundo Meskel  though, on some occasions, it has been difficult for them to get transport, and hence difficult to get easy access to health facilities in times of  particular need such as during childbirth. In the survey exercise the overall score for women was 2.

Male youth had an increased opportunity to travel to other towns in search of jobs after the road had been built and the transport services improved. Furthermore more information about the outside area had become available. Also they had been able to travel by bus to secondary school. Two secondary schools are located in the towns of Ejere and Gundo Meskel. In the survey exercise the overall score for male youth was 2. For female youth security has improved and hardship declined as they travel by bus to Secondary School and their overall score was 1. Children have been able to reach a health facility in times of emergency by bus. However they are most vulnerable to the health problems of traffic induced dust and also to road accidents because of their lack of awareness. The overall score for children is -2.

The wealthy group in the community have benefited the most for they already have savings to engage in business and already have more surplus agricultural output for sale at the higher farm gate prices. Also the wealthy have benefited most from better transport services because, in the past, they make more trips by walking and, made greater use of pack animals.  They are equally subject to the disadvantage of traffic induced dust but may be subject to more accidents because they make more trips than other groups. Their overall score in the survey exercise was 6.
The poor group benefited the least, because they have little or no savings to engage in business and have little or no surplus outputs for sale.  However the poor do earn money from selling charcoal and firewood at the roadside to passing vehicles. 

3.3.4
Amara Aften Village

Socio Economic Condition

Amara Aften was selected as a control for Gedabo Georgis village is connected by a rural road but is considered remote is found in the Hidabu Abote Wereda of North Shewa Zone of Ormoiya Regional State. The population of the village is 4500 of which the youth and children account for more than 50 percent. There are 900 households with an average family size of five people per household. Ethnically most of the villagers are Oromo and speak Afan Oromo. These are also a few Amhara ethnic members. Though all the people of the village are followers of Ethiopian Orthodox Christian’s religion, every member practice some elements of the traditional Wagre Feta (Oromo religion). The livelihoods of the people of Amhara Aften village are based on mixed farming. They cultivate different crops and breed livestock in the traditional way.

Agriculture is rain fed and production is once year. Crops cultivated in the village are teff, goya, chick pea, wheat, beans and peas. On average land possession per household is about 3 hectares in fragmented small plots of land. There is one development agent who facilitates agricultural extension services. But the usage of fertilizer by farmers is small in quantity. No other inputs or improved technologies are used. This is due to economic problems and the lack of accessibility to such techniques. Therefore the production of crops in the settlement area are poor,  output is as low as 5 quintals per hectare. Moreover unfavourable climatic conditions such as frost and erratic rainfall largely contribute to  their low production. All these problems greatly hinder the production of surpluses and therefore the community is forced to continue living at subsistence level. Nearly all crop output is consumed at home and a little output is offered for sale to pay taxes, to purchase fertilizer and some basic industrial goods.

Livestock is an important economic activity as a source of food and cash. Livestock in the village consist of cattle, goats, equines, and poultry and, for the larger livestock,  average numbers per household are 5, 3 and 3 respectively. There are many problems related with livestock such as shortage of grazing land, poor management and animal diseases.

Access to Different Facilities

The village does not have access to road as it is located 25km from an asphalt road and 15km from an all weather road. Agricultural output from the village is transported to market by people, particularly by women.  People in the village frequently travel to the town of Ejere for the purpose of selling agricultural produce and buying consumer goods and farm inputs. Trips are also made to attend secondary school, receive better health care service at the health centre and hospital, attend meetings and court cases and for receiving food aid etc. The mode of transport to the town of Ejere is by walking and it takes 2 to 3 hours (one way). Household members, usually women, walk to the town with head and back load to sell agriculture products and to buy consumer goods. The total time, and hardship caused by walking to the main local town of Ejere is significant and caused by lack of road that connects the village with the Wereda capital, Ejere. The villagers consider lack of road that connects with the capital of the Wereda to be major transport problem and are willing to contribute by labour and cash if a road is going to constructed for them. 

Though the village has a junior secondary school nearly half of the children do not attend primary education for parents want their children to fully assist with the daily activity of the household. Many parents are unable to pay the cost of education of more than one child at a time and as a result all other children in the household are denied access to school. Some parents do not value education as something which makes difference to their future life.  Many children who attended primary and junior secondary education school appear no better off than those who had not attended school.
However where the school is closer than 3 km parents are often encouraged to send their children to school. The school has 8 rooms and operates in two shifts, morning and afternoons. The school receives students from five peasant associations in addition to the survey village. There is a clinic that provides basic health care service to the village. People of the village do not need to walk to the health centre in Ejere or carry patients on a stretcher for basic treatment. However access to the clinic is often constrained by lack and shortage of money. Families only allocate a small percentage of their small income which is by far less than the household health care need. Households use traditional medicine to treat some illnesses and only visit the clinic when traditional medicine appears to fail. As the clinic in the village only provides basic treatment patients sometimes need to be taken health centre at Ejere for better treatment and the Hospital at Fitche which is more than 40 km away from the village. 

Non Transport Infrastructure

Lack of road infrastructure is believed to be one of the main causes for lack of other (non-transport) infrastructure in the village. Also the low density of demand, (the result of low population density with little or no money)  is another reason for the general lack of non-transport infrastructure. A spring provides the main source of water and firewood and animal dung are the source of fuel.  People in the village need to walk for more than 2 hours to water and energy sources.

The community in the village can be divided in to rich, medium and poor groups based on the level of food crop output they produce. The rich families often produce as many as 50 quintals per year and feed themselves through out the year and have surplus for sale. The medium families produce as many as 20 quintals per year and feed themselves through out the year and also have some surplus for sale. The poor families produce less than 8 quintals per year and can feed themselves for only for 3-4 months a year and are dependent on food aid. The majority of the community falls into the middle grouping.
Nearly all households generate their income from the agricultural sector particularly from crop cultivation. They produce crops for household consumption and sale from farming two or more plots of land every year. They raise cattle, sheep and goats for food and for earning cash.  Off-farm employment opportunities are almost non-existent for households to supplement income.  Lack of off-farm employment schemes is the main reason for the low income and consumption levels of households in the village

Non-Transport Intervention

A health clinic was established in the village by Oromiya Regional State in 1997 at a total cost of Birr 500,000. The clinic provides treatment for the prevalent diseases in the villages such as malaria, intestinal parasite, fever illness and diarrhoea, which are the major killer diseases in the area. The clinic has reduced the need to travel to the town of Ejere for medical treatment. According to the clinic infant and child death from diarrhoea and maternal death in the village has declined. The clinic also provides a service to the neighbouring peasant associations such as Dera Amuna, Waju, Haro Cheleko and Mojo.

The primary school (grades 1-6) was upgraded in 2000 to take junior secondary pupils (grades 7-8). Previously it was rare for children to continue further than grade 6 as most parents find it difficult to send their children to attend junior secondary school in Ejere covering the expenses of staying at the school for five days of the week. Further upgrading of the school to secondary school would be needed to improve enrolment of children in secondary school education. Without having the secondary school established in the village the future income of the children would not be any different from their parents and pressure on the existing land would not be eased.

Diarrhoea is the most common child disease in the village and a major or killer of infants and children under five year. But diarrhoea could be treated easily if there was access to a health care service. Children benefit the most from the clinic in the village as they have easy access to treatment with little expenses. Adult women now have easy access to the clinic and the maternal death rate related to difficult delivery has declined. But many pregnant women are assisted in giving birth using traditional medicine. However they will attend the clinic when they feel there might be a complication that traditional methods cannot deal with.  Overall adult women are the second most important category to benefit from the clinic in the village.

IV.
Focus Group Discussions

After administering the household survey questionnaire to the randomly selected groups of twenty adult men, adult women and students each group was requested to give its views about the village including drawing of the map of the village. 

Before doing all these, the study team briefed the groups about the objective of the survey and the general participatory approach to be followed during the resource and social mapping of the area.

Procedures that were followed during the mapping processes include:

· selection of appropriate place for drawing the map and discussion mostly under tree shade;

· drawing the map of the village which involved serious discussion among the group members under the guidance of the study team;

Material used by the group for drawing social maps includes:

· stones used to indicate churches, schools,

· plant leaves used to indicate river or wet areas

· plant seeds used to indicate settlement areas

· marking on the ground to show village or Keble boundaries

· dried leaves to show farmland

· tree branches to show forest land

After the groups have agreed on the map produced by the participation of all members, the study team took the map and sketched on A4 paper. This was done or sketched on all FGD questionnaires administered to each group.

Again after finalizing the participatory mapping process, the group was allowed to give their views on the specific question presented in the FGD questionnaire. 

Main findings of the FGD:

· It was observed that the villages have got mobility problems in spite of road intervention in their locality;

· The transport intervention  has many positive effects on the community of non-control villages which might include:

· access to health facilities

· reduced travel time 

· establishment of market place along the road in a newly established village because of road construction

· The transport intervention has also a few disadvantages for the local communities such as:

· health problems - dust blown from the gravel surface has affected many families. It has also obstructed vision and created traffic accidents.

· the accelerated soil erosion in side drains also has affected sizeable farmlands which will widen the edges of the gully.

· In control villages, people's number one priority was to have road infrastructure which they believe would solve all their socio-economic problems.

· They also identified their major mobility problems in the order of importance. 

The common mobility problems include:

· Workload: especially for the high and medium - income people, their workload is such that they do not have time to move outside their village and farm area.

· Fear or Insecurity:  people believe there is a high risk of being attacked on the way to and from the village and of robbery of their property when they are away from their home.

· Lack of money: lack and shortage of money prevents them from making business travel.

· Lack of knowledge: lack of knowledge prevented them from using better means of transport such as IMTs.

· In some place the absence of road which is obvious is also a major mobility problem.

· Job insecurity - the poor: live on daily labour and are busy all days with casual work. 

Accordingly, absence of road is a major mobility problem for control villages. 

Farmer's mobility in the last 10 years has changed because of:

· the increased poverty in the community which is manifested by the increased population size and reduced farmland size;

· consequently, people are migrating to other regions namely Bale and Arsi zone, in Southern  Ethiopia.
· Because of a shortage of farmland, farmers are forced to change their occupation eg. to petty trading and their pattern of mobility to different areas has changed.

· Marketing and trading activities have drastically increased.

Daily Mobility: it was quite difficult to derive an individual's daily mobility map as farmers normally go out for one agricultural activity early in the morning and stay there for the whole day. So, it was decided that the mobility map should basically represent weekly activity however in which some cases daily activity is also shown.
Details of the results of the focus group discussions are presented in separate spreadsheet this is sent together with this report.
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