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EXECUTIVE SUMMARY

The key component of the Inception Phase of this project was the organisation of the Workshop, which had the purpose of reviewing the direction of social benefits research in transport. The Workshop was framed around discussion of ‘think-piece’ papers commissioned from eminent researchers in the field. Several clear messages came out of the workshop. These were:

· Bring social assessment into all phases (macro, meso and micro) of road transport appraisal.

· At all levels, establish whether the social consequences are synonymous with the poverty context – can the PRSP’s be utilised to identify likely social consequences of transport sector policies and strategies? 

· The target audience for the research is national governments and donor agencies; the former should buy into the framework produced, and the latter should ‘be servants of the government’s they help’. It is essential that the framework addresses all audiences in the prioritisation process. 

· Many social benefits cannot be valued in money terms using current tools and techniques. The project should develop a framework that is flexible and allows for the need to combine both the monetised (which may be broadly classified as economic) and non-monetised (which may be broadly categorised as social) benefits into some rational system for appraisal.

· The study (given its finite resources) should focus on rural appraisal (where the ‘step changes’ in travel demand arising from road investment are very apparent), while ensuring that the framework is flexible enough to encompass other scenarios (urban and peri-urban).  

· For the transport sector at least, if social costs and benefits can be incorporated into an existing and globally accepted model such as HDM-4, it will allow the model to be applied on low volume roads for which cost benefit analysis is inapplicable. It will also provide a mechanism for prioritising road investment to networks traditionally neglected by conventional appraisal methods.

To address these issues it is proposed that the fieldwork encompass three levels of enquiry (macro-meso-micro) in up to three case-study locations. The framework to be tested in the field (and used in conjunction with the HDM-4 model) will capture a more definitive index of social benefit indicators, based on a checklist that draws on the World Bank’s poverty dimensions commonly used in the PRSP.

1 OUTLINE And Purpose of the study

1.1 Introduction

This report presents the current status and intended programme of the DFID funded Knowledge and Research project R8123 'Framework for the inclusion of social benefits in transport planning’, which is being undertaken in partnership with IT-Transport and the University of Birmingham. The report indicates progress on the Inception Phase of the project and outlines the methodology for undertaking the Implementation Phase. It fulfils one of the requirements of the contract for the work.

The identification and measurement of social benefits in transport planning is not a new issue. It has been the subject of methodological concern for over 40 years in the field of transport studies. Nonetheless it remains a vexed area, not least because of renewed donor interest in poverty alleviation as well as new inter-disciplinary efforts to combine quantitative and qualitative project appraisal and monitoring measures.

This report represents a milestone in the DFID-funded project to devise a framework for the inclusion of social benefits in transport planning. Over the past six months this project has sponsored intensive discussion and debate amongst leading social scientists and engineers in the field of transport studies about the ways and means of incorporating social benefit analysis in transport planning. 

This report summarises the areas of agreement and contention before proposing the project’s second stage, the implementation of an experimental survey methodology for evaluating social benefits in up to three case study areas. The final stage of the project will entail translating social benefit appraisal findings from the project’s survey phase into social benefit/cost estimates in project feasibility studies, including the compilation of a software toolkit for social benefit analysis and the publication of an Overseas Road Note summarising the project’s findings.

1.2 The Work Phases

The original proposal for the work summarises the project objectives, schedule of activities and research outputs of the project, which has been divided into three distinct phases:

1. Inception Phase

2. Implementation Phase

3. Final Reporting Phase

The aim of the project is to advance a universal framework for the identification and treatment of social benefits in road transport project appraisal. This framework is aimed at facilitating the formulation and implementation of appropriate strategies, with respect to the provision and maintenance of sustainable transport systems that serve poor communities.

The Inception Phase of the project has revolved around the organisation of a workshop at which the subject (of social benefits and costs in road transport project appraisal) was discussed, and out of which the way forward was developed. The basis of the workshop was a series of commissioned papers from persons working in this field, and coming from varied disciplinary backgrounds. The team also undertook its own literature review, which was presented at the workshop. The deliberations of the workshop, and its organisation and participation are presented in Chapter 2, and supporting Appendices.

The Implementation Phase will field test research questions that have emerged from the workshop and its supporting inputs. Planning for the case studies is outlined in Chapter 3, ‘The Way Forward’. Following the case studies, a Second Thematic Network workshop will be undertaken to gain consensus on the framework. 

The outputs from the project are expected to be:

· Universal framework developed for treatment of social benefits in transport projects (as described in Section 3.2.1 of this Way Forward document)

· An Overseas Road Note produced, describing the incorporation of social benefits in the assessment and prioritisation of transport projects

· Software toolkit developed to supplement HDM-4 and other prioritisation procedures for low volume roads.

The Final Reporting in Phase 3 will comprise production and delivery of the main project outputs, i.e. the Overseas Road Note and software toolkit, along with a final report that demonstrates analysis of the case study data and a common framework for analysis of social costs and benefits.

1.3 Target Institutions and Beneficiaries

It is widely recognised that there are circumstances under which socio-economic benefits are not possible, and hence the qualification of social benefits for low volume roads need also be investigated. However, economic appraisal models, such as the Highway Development and Management Model (HDM-4) base their prioritisation for investment on economic criteria, yet developing country governments and donors are increasingly asking for guidance on incorporating social benefits within transport appraisal. The International Study of Highway Development and Management  (ISOHDM) technical committee, of which TRL and University of Birmingham are members, therefore comprise one of the key target institutions of the project, as they will actively utilise the software toolkit, compliant with HDM-4, that will be a product of the research. Once a common framework for resource allocation and prioritisation of road maintenance and rehabilitation programmes is sought for low volume roads, national road agencies, governments and donors throughout the developing world will be able to allocate funds to rural communities on the basis of socio-economic measures that do not solely account for traffic density. These criteria might include the potential for productive growth, rates of morbidity and mortality, food security, non-agricultural income generation, and degrees of well-being. However, they will certainly not exclude rural communities on the basis of existing traffickability. 

In the wider environment, outcomes of this research will be used as justification for investment in low volume roads based on direct social benefits of increased accessibility, in particular service delivery, that will contribute to poverty reduction amongst the remote rural poor. Outcomes of the research intend to promote the consistent use of a framework combining social and economic costs and benefits of infrastructural investments to avoid marginalisation of poor and disadvantaged groups.

2 Initial Activities and Findings

2.1 The Consortium and its Activities

The consortium engaged in this investigation comprises:

· TRL (Annabel Davis and Phil Fouracre )

· IT-Transport (Farhad Ahmed and Gary Taylor)  

· University of Birmingham (J B Odoki and Martin Snaith)

· Independent consultants (Deborah Bryceson and John Howe ) 

The consortium has been responsible for establishing a Thematic Network of leading social and transport professionals, to oversee the research direction and to review the existing methods being used to incorporate social benefits in the assessment and prioritisation of transport activities. In addition, the consortium commissioned ‘Think Piece’ papers from a dozen experts in the field of social costs and benefits, and  undertook a review of the literature as the basis for dialogue amongst Thematic Network members. The inception phase culminated in the organisation of a workshop, at which the ‘Think Piece’ papers were discussed.

2.2 The ‘Think Piece’ Papers

One of the principle difficulties in carrying out research of this nature, is that despite there being a plethora of experts who specialise in the subject of social costs and benefits, there is currently no universally agreed methodology for the incorporation of social benefits in transport planning in developing countries. For this reason, the consortium proposed from the outset that a panel of experts should be invited to contribute their understanding and appreciation of the subject, based on a set of key questions. The original invitation, which lists these questions, is reproduced in Appendix 1. 

Following the inception meeting between the core research team, over a dozen specialists were invited to write a paper. The response was very good, and twelve papers were received as listed in Table 1. The papers are reproduced in the accompanying CD-ROM.

Table 1: ‘Think Piece’ Subjects

Author
‘Think Piece’ Subject

Prof. Ken Gwilliam
‘Inclusion of Social Benefits in Transport Planning’ Emphasis on appraising the process of project design and selection rather than concentrating on the achievement of a universally applicable appraisal formula

Mr. John Hine
‘Are Social Benefits the Missing Component of Road Appraisal?’ To discuss social benefits in a way in which they may be incorporated into an evaluation framework, it is necessary to consider what economic cost-benefit analysis covers or misses out.

Dr.Walter Hook
‘Appraising the Social Costs and Benefits of Road Projects’ A need for a uniform appraisal methodology across modes, and geographic targeting of beneficiaries

Prof. Thomas Leinbach
‘Social Aspects of Rural Accessibility and Changing Development Context’. The role of transport in globalised rural development context, using Indonesia as a point of reference

Dr. Mary Jennings
‘Inclusion of Social Benefits in Infrastructure: Ensuring Social Benefits for Road Workers through Implementing Labour Standards’. Process of construction: significant benefits to be gained by adopting and applying appropriate labour standards in the construction work itself – social procurement

Ms. Jo Leyland
‘Prioritising a Process: Community Participation in Prioritising Road Improvements in East Africa’. The appraisal process and the importance of local accountability: experience from Uganda and Tanzania

Dr. Thampil Pankaj
‘Framework for Quantifying Social and Economic Benefits from Rural Road Development: Some Thoughts and Practical Insights’. A suggested framework for assessing social and economic benefits from rural road construction and improvements

Dr. Gina Porter
‘Spatio-Temporal Perspectives on the Social Benefits and Costs of Roads and Road Transport’ A discussion paper with special reference to women and children

Prof. David Seddon
‘ Social Aspects of Transport’. Difficulties of ensuring benefits accrue to the poor and socially marginalised sections of the population, the social distribution of benefits, and on gender issues

Dr. Geetam Tiwari
‘Social dimension of transport planning’ – for rural roads, national and state highways and urban areas. Discourse on impact of inaccessibility on vulnerable groups including gender differentials, and inclusion of social dimension in the planning methodology

Ms. Dominique van de Walle
‘Choosing rural road investments to help reduce poverty’ - A critical review of how past and current practices in rural road investments are selected.

Dr. EduardoVasconcelos
‘Inclusion of Social Benefits in Road Transport Planning’. Review of traditional ‘cost-benefit analysis’ and proposed socio-political approaches for the analysis of road transport impacts and benefits. 

The core team also produced an overview of the think piece papers, describing key content and unresolved issues. This is also re-presented in the CD-ROM. This overview is structured around three main themes: the context in which discussion of social benefits is most relevant; whether it is sensible and possible to separately identify social as distinct from other forms of benefit; and appraisal issues. These three themes formed the basis of the workshop programme.

The Thematic Network

The core research team established an internet-based 'Thematic Network' of leading social and transport practitioners to debate the issues raised in connection with the study. Over seventy professionals from various donor organisations, academic institutions and NGOs were approached asking to take part in the email forum for the remainder of the project. Those approached were also invited to take part in associated Thematic Network workshops, of which there will be three over the course of the study. There is scope for TN members from the ‘South’ to participate in the UK based workshops, funded by the project, although we appreciate that attendance may not be convenient for those located away from the UK. 

Of those contacted, 60% responded positively (see Appendix 2 for a list of Thematic Network members), and have been given access to the email forum address (tn@transport-links.org) to facilitate dialogue. The purpose of the Thematic Network is to stimulate discussion pertaining to the salient issues surrounding social benefits, with a view to moving towards a common understanding of what social benefits are and a framework within which they can be considered.

Discussions of the Thematic Network began when the literature review was circulated to network members, and was augmented by the twelve Think Piece papers shortly afterwards. The TN forum will continue throughout the project lifecycle to discuss and enhance proposed methodologies for the empirical field research and to impart results of said case studies. The Thematic Network will also provide a panel of peer reviewers for the Overseas Road Note and software toolkit to be produced by the consortium.

2.3 Literature Review

A literature review (contained on the CD-ROM) of the subject area was prepared by the core team. It draws on existing knowledge, previous and current research, and addresses four main topics:

1. Evolution of the concept of social benefits in the transport sector

2. Changing use of social criteria in appraisal of investments in transport

3. Experience from other sectors in the identification and measurement of social benefits

4. Wider perceptions of social benefits from general development literature

In brief, the review discusses conventions in road investment programmes, the need to consider social benefits in household travel and transport, and the quantification of social costs and benefits and implications for sectoral development. It provides a case review of continuing developments in Sub-Saharan Africa, Asia and the Pacific, along with a resumé of experience in other sectors, namely energy and water. Following a summary of the social capital concept, which is presented as a means of screening social benefits, as opposed to their quantification, the review offers some concluding remarks and tentative answers to research questions that will be pursued in the field research.  

2.4 The First Workshop

2.4.1 Organisation

There will be a series of three Thematic Network workshops throughout the eighteen month project, each programmed to take place at the end of each reporting phase of the project, in order to disseminate outputs to Thematic Network members and the wider community. The first workshop was held in Bracknell on 21-22 March 2003, with the purpose of providing a platform for further debate, following circulation of the literature review and think piece papers, in the hope of achieving some consensus of ideas that can be field-tested in the Implementation Phase. 

The Workshop was well attended, with 26 members of the Thematic Network participating at the day and a half meeting, including four think piece authors, from a variety of socio-economic and engineering backgrounds, and representing a wide range of transport practitioners and donor agencies. These included the World Bank, Institute for Transport Studies, IFRTD, Ethiopian Roads Authority, WSP and DFID.

Copies of the workshop programme and the workshop minutes can be found in Appendices 3 and 4. Workshop presentations given by the core research team and think piece authors are on the accompanying CD.

2.4.2 Workshop summary

The identification of social benefits related to road investment and transport improvements more generally is highly contentious. There is a well-established specialist transport literature on the topic of assessing benefits arising from rural road investment dating back more than 40 years (see the literature review). On the other hand, recent development debates and the inexorable increase in poverty in developing countries over the last two decades have spawned new more inter-disciplinary approaches to spatial patterns of poverty and the mobility of the poor. It is in light of old and new thinking that there are a number of factors that make the further refinement of social benefit analysis pressing but problematic in scope. Based on discussions that took place in the project workshop, the following issues emerged:

· Roads versus transport improvements more generally. It was noted that expenditures on major trunk roads often dwarf that on rural roads and therefore analytical techniques to facilitate rural road budgetary allocations was needed. However, the idea that transport improvement for rural dwellers necessarily means roads has been roundly challenged over the past decade. Research and investment into modes of transport, rather than just road infrastructure, as well as other local means of transport like waterways should not be overlooked. Thus the consensus was that the proposed project methodology should give rural roads prominence in view of future utility considerations but not to the exclusion of considering other transport improvements. 

· Rural versus urban transport. For decades it has generally been assumed that the poor are concentrated in the rural areas and that development efforts should therefore be focused there. Now however urban growth rates have escalated and even an agrarian continent like Africa is projected to be primarily urban in a few more decades. Furthermore mounting evidence indicates that urban poverty is widely prevalent, especially in the unplanned squatter settlements of large cities. The current poverty focus of donors and the awareness that poverty is spatially differentiated in rural and urban areas further compels any methodology involved in identifying social benefits to encompass urban areas as well. In the interests of keeping the scope manageable however, it was emphasised that the methodology should root itself firmly in a poverty focus, thereby limiting urban considerations to those areas and modes of transport used by the urban poor.

· Costs as well as benefits need to be identified. It was overwhelmingly agreed that the identification of costs were just as important as benefits, while acknowledging that many social costs are even more vague and intangible than the social benefits. 

· Individual benefits and costs will appear at different times and accrue at different rates. There is a need to define a time limit in which identification and assessment takes place, otherwise analysis could be ambiguous vis-à-vis its temporal context, or unending in its timeframe.

· Experience/Perception of benefits are highly differentiated. Social benefits of roads will be experienced differently by gender, age, economic strata and social groupings. Furthermore, within any one socio-economic category there will be individual variation of experience and perception of benefits. This poses several challenges to the collection of representative data.

· Economic and social benefits are often inextricably linked making the separate identification, let alone measurement, difficult. This is an analytical fact, which translates into the problem of how to achieve precise measurement and avoid double-counting.  

While taking sufficient cognisance of the rich literature that already exists on the social benefits and costs of rural roads, most of the workshop participants appreciated the value of reorienting and expanding the scope to allow for the inclusion of new insights about poverty and development from a more local beneficiary perspective. This necessitates adopting a multi-disciplinary perspective and eclectic methodology. This is reflected in the experimental analytical framework that will be outlined below.

3 Project Planning

3.1 Output to Purpose Review

The next page indicates the project purpose and outputs using the format of the Output to Purpose reporting form. The outputs of the project will remain the same, but with less emphasis on ‘evaluation’ of social costs and benefits, rather the provision of indicators that may or may not be quantifiable (depending on the extent to which they require value judgements).

DFID KAR Programme Progress report

OUTPUT TO PURPOSE SUMMARY REPORT 
                                                                                                                                             R8123

Title: Framework for the inclusion of social benefits in transport planning

Country: UK with collaborators in Zambia, Ghana and Cambodia
                                                                                            MISCODE:

Report No. 1
Date: March 2003
Project start date: November 2002
Project end date:  May 2004
Stage of project: First year

Project Framework

Goal statement: : Improve the mobility of the rural and urban poor for meeting their livelihood needs

Purpose statement: To establish a universal framework for the identification, quantification and valuation of social benefits. This framework to support in the formulation and implementation of appropriate strategies with respect to the provision and maintenance of sustainable transport systems that serve poor communities.

Outputs:

1. Universal framework developed for treatment of social benefits in transport projects
2. TRL Overseas Road Note produced describing the incorporation of social benefits in the assessment and prioritisation of transport projects
3. Software toolkit developed to supplement HDM-4 and other prioritisation procedures for low volume roads.
OVIs:

1. Report from Thematic Network workshop setting out proposed framework for social benefits after 6 months

2. Final draft of TRL Road Note produced by the end of the project
3. Software toolkit for accessibility benefits completed by end of project.
Progress:

1. A Thematic Network comprising over 70 practitioners and donor agency representatives has been established as an email forum

2. Twelve ‘Think Piece’ papers were commissioned to specialists in the field of social benefits. A synthesis of the papers and literature review was also produced

3. The First Thematic Network workshop was held at the Hilton Hotel in Bracknell, 21-22 March 2003. 26 TN members attended.
Recommendation

Actions:

1. Draft the Way Forward document and submit to DFID for approval
Rating:

Purpose:

To establish a universal framework for the identification, quantification and valuation of social benefits. 
OVIs

1. Preliminary framework developed within 2 years of inception of the project. 

2. Findings mainstreamed in planning literature by 2 years from EOP

3. Donors promote findings in plans and projects by 2 years from EOP
4. Guidelines and processes actively used by road agencies by 2 years from EOP
Progress:

1. The project has received considerable interest by Thematic Network members, and also donor agency representatives

2. An abstract for a paper has been accepted by the PIARC C20 committee for the World Congress in Durban, October 2003.


Recommendations/action

Continue with project as per logframe








3.2 The Way Forward

3.2.1 Direction from the workshop

Several clear messages came out of the workshop. These were:

· Bring social assessment into all phases of appraisal:

· Macro

· Meso

· Micro

· At all levels, establish whether the social consequences are synonymous with the poverty context – can the PRSP’s be utilised to identify likely social consequences of transport sector policies and strategies? PRSP’s should not be the lynchpin of the research because they signify a top-down approach. Rather, there should be poverty targeting at the district (meso) level and community (micro) level.

· The target audience for the research is national governments and donor agencies; the former should buy into the framework produced, and the latter should ‘be servants of the government’s they help’. The district level is the most difficult in which a framework of social benefits can be generalised, because of context specificities. It is essential that the framework addresses all audiences in the prioritisation process. There needs to be selectivity in the application of a holistic framework incorporating macro-meso-micro.

· Many social benefits cannot be valued in money terms using current tools and techniques. The project should develop a framework that is flexible and allows for the need to combine both the monetised (which may be broadly classified as economic) and non-monetised (which may be broadly categorised as social) benefits into some rational system for appraisal.

· The study (given its finite resources) should focus on rural appraisal (where the ‘step changes’ in travel demand arising from road investment are very apparent), while ensuring that the framework is flexible enough to encompass other scenarios (urban and peri-urban).  

· For the transport sector at least, if social costs and benefits can be incorporated into an existing and globally accepted model such as HDM-4, it will allow the model to be applied on low volume roads for which cost benefit analysis is inapplicable. It will also provide a mechanism for prioritising road investment to networks traditionally neglected by conventional appraisal methods.

At present, an analytic hierarchy process (multi-criteria analysis), using criteria that are defined and selected by users of the transport network, can be used to include social impact performance indices for road investment alternatives as part of the HDM-4 program. However, the criteria used are very broad, and the rating of investment alternatives is currently inadequate to provide any meaningful score that can be used in strategic planning, for budget allocations. 

To address these issues it is proposed that the fieldwork encompass three levels of enquiry (macro-meso-micro) in up to three case-study locations. Hence, the framework to be tested in the field that will be used in conjunction with the HDM-4 model, will capture a more definitive index of social benefit indicators, based on a checklist that draws on the World Bank’s poverty dimensions commonly used in the PRSP:

· Economic opportunity (financial capital): Economic growth is the mechanism by which opportunities are created for new investment and employment. Transport contributes to economic growth by mobilizing human and physical resources. Improved productivity and output helps to “lower transaction costs, allow economies of scale and specialization, widen opportunities, expand trade, integrate markets, strengthen effective competition and eventually increase real income and welfare of society. Without efficient transport, economic growth is not possible, and without growth, poverty reduction cannot be sustained.” (Gannon and Liu, 2000). As well as contributing to growth, transport also provides access to employment opportunities.
· Capability (human capital): Transport can contribute to developing human capital and quality of life. Transport can play a big part in improving this attribute of poverty by providing access to education, health-care facilities etc. This constitutes access to the opportunities and means to improve human capital.
· Empowerment (social capital): The dimension of poverty that reflects the need (and inability on the part of the poor) for participation and inclusion in all the political and social processes and networks. Transport is a mechanism for supporting effective participation.
· Security (physical capital): Reflects the vulnerability of the poor to the uncertainties of life (particularly the vulnerability of the poor to sudden shocks), and the ways in which they cope. Transport should contribute to greater security by removing any sense of vulnerability through isolation. Transport is also a source of vulnerability in that it provides a location and environment for harassment.
A sample of this checklist that incorporates macro, meso and micro level operations is given in Figure 1.

Under the umbrella of the poverty dimensions (opportunity, capability, empowerment and security), a series of ‘headline indicators’ will be devised (samples are given in the column titled ‘transport issues’ in Figure 1), and beneath these, ‘local indicators’ identified. Using the case study research as a platform, performance indices will be developed, such that the ranking and subsequent scoring of social cost/benefit indicators apply appropriate benchmarks of influence for the context in which they are applied. Hence, performance will be measured on a more tangible scale than simple levels of satisfaction, and will reflect the requirements of communities impacted by transport.

It is not the intention of this research to produce a list of all possible social costs and benefits to be used for budget allocations and work planning, but rather in equipping HDM-4 and other road management models with the process through which social costs and benefits can be accounted for at national, regional and local government levels, and assessed by local communities. This process of enquiry constitutes the framework in which social costs and benefits can be considered for transport, and has three principle applications:

1. Strategic planning – using the scores to:

· Determine total needs for different road categories (primary, secondary, feeder, urban) 

· Allocate budget between road classes

· Allocate budget between regions

· Allocate budget between works types
2. Work programming – prepare multi year work programmes under budget constraints using the ranking scores calculated
3. Project analysis – for each road section select investment alternatives with the highest score
The schematic presented in Figure 2 illustrates how the framework will be operationalised.

Figure 1: Social Benefits Checklist

Poverty attribute
Transport issues (social costs and benefits)
Interventions impacting on the use of transport
Expected outcomes/ targets
Differential impacts/differential user perceptions



National policy (cross-sector) 
Transport sector policy and programmes 
Transport operations and planning



Opportunity 


1. Access to employment

2. Access to education and training 

3. Employment within transport sector

4. Affordability of transport

5. Access to farm inputs, raw materials, natural resources

6. Opportunity to own transport

7. Access to transport services

8. Access to markets, trading opportunities



Improved economic conditions


Capability
1. Access to health services

2. Incidence of HIV/AIDS

3. Access to education and training

4. Access to water



Enhanced human capital and quality of life


Security
1. Personal security 

2. Road safety / safety in operation

3. Environmental inputs

4. Time use / time poverty

5. Access to land and housing

6. Access to water

7. Access to energy

8. Access to social capital/ networks



Greater economic and physical security


Empowerment
1. Participation in planning/ policy-making/ management

2. Knowledge/ information – user involvement

3. Development of social capital / social networks

4. Participation in political processes at different level (community, regional, national)



Increased political participation and gender equality


Figure 2: Operationalising the social benefits framework
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3.2.2 Macro and meso-levels

At the macro and meso levels, there is a need to assess the way in which social benefits are currently accounted for by national government and district authorities, and what measures are used to weight them in strategic planning across sectors. The PRSP Sourcebook contains performance indicators across sectors, yet only 27 countries have, as yet, subscribed to the poverty reduction strategy program. Nevertheless, there are lessons to be learned from the way in which these countries  have incorporated social ‘consequences’ into their strategy documents and how they devised appropriate values of assessment to social costs and benefits.

As a result there is a need to explore further the processes around strategic planning in a variety of settings.  It is also necessary to better understand the policy processes in which software such as HDM-4 and other road planning ‘tools’ could and should be used. Therefore, in-depth enquires will be conducted of road planning processes at a national and regional level. In particular exploration will be made of how social benefits are incorporated into such processes currently and what scope is there for their incorporation in the future by the existing structures. Exploration and review will also be made of possible alternative institutional arrangements for strategic road planning and their potential for the inclusion of consideration of social costs and benefits.   

As part of this further exploration, the checklist presented in Figure 1 and process for appraisal in Figure 2 will be developed to incorporate the indices that are derived from the micro-level enquiries (described in Section 3.3). It is important that sufficient dialogue is activated between stakeholders at the macro-meso-micro level. Whilst it is requisite for local communities to devise the social benefit indicators and a measure for scoring and weighting them, it is equally necessary for national and regional decision and policy makers to buy-in to the indicators that will influence prioritisation procedures and budget allocations, both between and within sectors.

3.2.3 Indices for policy formulation at regional and national levels

Findings from the data collection described below will be analysed and presented to regional and national level figures for discussion of how they can best be incorporated into policy formulation at these respective levels of decision-making. In line with World Bank (2002) recommendations regarding social impact analysis the monitoring indicators should be:

• unambiguously correlated with the objective variable of interest

• sensitive to changes in the outcome or impact of interest

• timely, in that it can be collected in time to feedback into policy adjustment

• relatively insensitive to other unrelated changes in the sector

• relatively difficult to manipulate, either by target groups or policymakers

• not too costly to monitor.

3.2.4 Micro-level assessment of social benefits

Economic benefits and costs are usually quantifiable insofar as they are directly involved in or indirectly linked to market transactions. The existence of commodity exchange in inter-personal relations facilitates quantitative measurement through the direct exchange of money for commodities and services, or the possibility of indirectly estimating the monetary value of otherwise unpriced goods and services (as, for example, with time and life costs). 

Social benefits tend to be far more intangible as they so often entail subjective inter-personal relations of variable and incalculable value to individuals. Previously, such nebulous benefits would have been ignored, but current development theory has given pride of place to ‘social capital’ considerations. It is appreciated that interpersonal relations are important not only psychologically but also materially. Furthermore, the financially poor are often seen to have important social capital assets upon which self-reliant development efforts can be supported. Human capital benefits and costs realised through improved transport to health and educational facilities is also receiving increased attention

Thus, there is need to have a methodology which incorporates an assessment of social costs and benefits as perceived by national and local governments and target populations. As mentioned above, the perception of social costs and benefits can be extremely wide-ranging, necessitating a highly flexible methodology to encompass this wide range. We have therefore opted for an open-ended multi-criteria analysis as outlined in our proposed experimental survey methodology.

3.3 Implementing an experimental survey methodology in three case-study areas

3.3.1 Orientation of experimental survey

Our multi-criteria survey methodology analyses the impact of transport improvements in light of:

1) A rural road focus in the first instance but encompasses a wider comparative approach allowing for rural road improvements to be compared with other  rural non-road transport improvements.  

2) A poverty focus that concentrates on improvement of mobility of the poor, but which allows for data collection about the non-poor as well to afford means of understanding the nature and dimensions of the poor’s transport perspective relative to other groups.

3) A two-tiered assessment of immediate mobility as opposed to ultimate economic and social benefits and costs. The proximate mobility benefits and costs of transport users is analysed before considering the more indirect and multi-various economic and social benefits. 

4) Monetised quantitative and non-monetised qualitative measures are deployed. Monetised quantitative analysis is used when and where possible but the major share of the analysis is done on the basis of demographic and preference ratings.

5) Sampling is purposively selective with regard to transport user, resident, main livelihood earner, service user and main community service provider categories. A structured sampling procedure will allow comparison across different rural settings.

3.3.2 Purposive Sampling

The purposive sample is aimed at capturing the impact of rural road improvements and comparing it with urban and peri-urban transport improvements within the same settings. The sampling is tiered into national, settlement type and user categories as follows:

1) National level 

It is proposed that the surveys will take place in up to three countries selected from Ethiopia, Zambia and Vietnam. These countries are chosen on the basis of offering a wide array of geographical areas: rural mountainous areas (Ethiopia), savannah (Zambia) and tropical rain forest and river valley terrain (Vietnam) in Sub-Saharan Africa and Asia. In addition, all three countries have experienced rural road programmes in the recent past or currently that make social benefit analysis of rural roads possible.

2) Settlement level

In each country there will be three settlements sampled ranging from remote rural to highly urbanised settings including:

a) A remote rural settlement roughly 25 km off the main road on a rural feeder road built at least 3-5 years ago with 500-1000 people

b) A well-connected rural settlement at the junction of a new rural feeder road and a main road built at least 3-5 years ago with a population of between 3000-5000 people.

3) User perspectives

Within each settlement the following user perspectives will be explored:

a) Transport user 

b) Livelihood earner

c) Residents within the settlements living by or near the transport improvement 

d) Community service user 

e) Community service provider (school teacher, health worker, religious leader, local government official)

     Key informant interviews will be held with each of the community service provider categories (see Questionnaire A – Appendix 5). These four people will be asked to help in organising three separate focus group discussions of adult women, adult men, and secondary school students, respectively, numbering 30 people each (guideline questions A-C are included in Appendix 5). These gatherings will represent the user categories a) to d). Before participating in the focus group, each individual will have a short questionnaire administered to them (see Questionnaire B - Appendix 5). It is anticipated that data collection in each settlement will take roughly 5 working days. The first day devoted to establishing contact with the key informants and doing a physical reconnaissance of the settlement (see Settlement Reconnaissance Form). The second day would involve in-depth interviews with the community service providers. The third, fourth and fifth days would involve interviewing the focus group discussion participants, administering the focus group discussions and the individual questionnaires. Other participatory mapping techniques will be used to measure the development of social networks.

3.3.3 Survey instruments

Draft survey instruments are provided in Appendix 5. It is anticipated that the piloting of these instruments will result in alterations necessary for collecting more accurate and meaningful data, but such alterations will have to be devised in consultation with the other country teams so that the data collection procedures and the data remain comparable. Findings from the data collection described above will be analysed and presented to regional and national level figures for discussion of how they can best be incorporated into policy formulation at these respective levels of decision-making. 

3.3.4 From Project Appraisal to Project Feasibility Studies

The data collected in this study is in relation to the social benefits and costs of ex post facto project analysis. The difficulty comes in estimating social benefits and costs arising from future projects. This will require rule-of-thumb assumptions related to the gender, age and occupational configuration of the populations experiencing transport improvements. This will require the construction of qualitative background information as well as quantitative measures.

3.4 Linking the Outputs to HDM-4

The approach to the development of the software link (between the social benefits framework and HDM-4) is still to be developed. Much of the detail of the proposed software tools and the way in which they are developed will depend upon the form/nature of the social benefits models resulting from the first part of this study. Given that this project is still at its early stages, it is proposed that a more detailed design document is produced once the modelling logic has been finalised. Once the project partners have reviewed this design, and are satisfied with it, a prototype version of the stand-alone tool can be developed. Again, this will be distributed for project partners for review. Any changes arising from this review will then be incorporated in a final version of the tool. This design philosophy is discussed further in Appendix 6, and is intrinsically linked to the framework describing the process of enquiry in Figure 2.

It is proposed that the source code for the stand-alone tool should be provided as a further software deliverable of the project. It is envisaged that the source-code, which should be well-documented, will provide assistance to third parties who wish to interface the social benefits ‘package’ to their road management system.

3.5 The Final Output
Once exploratory enquires have been made into the national road planning processes of the sample countries and a review of possible different structures for planning has been undertaken, it is proposed that the guidelines (an Overseas Road Note) that will be prepared will include:

· Proposed indicators of social impact

· Guidance on good practice planning processes that incorporate social benefits and costs

· Using the proposed framework in HDM-4

4 Adjustments to project

Proposed adjustments to the project have been made to the logframe (see Appendix 7), along with the implementation schedule and responsibility matrix contained in the revised scope of work (Section 3) and project budget (Section 5). The scope of work and related activities have changed very little from the original, yet there has been a slight shift in emphasis that has required a transfer of sub-contracted time.

As Section 2.5.2 explains, the general consensus of the Thematic Network is that the project needs to expand its scope to establish whether social costs and benefits are synonymous with poverty; and to incorporate the social ‘consequences’ of transport sector policies and strategies. In doing so, the research should address the poverty dimension, drawing on the PRSP’s and reviewing the local beneficiary perspective. Consequently, the quantification of social benefits will feature less prominently in this research, as they are unlikely to be measurable in monetary terms, because of their intrinsic link to value judgements. 

There are a few staffing changes resulting from this change in emphasis, principally:

· Henry Kerali – replaced by Professor Martin Snaith following his departure from the University of Birmingham to the World Bank

· John Howe – brought onto the project as an ‘expert’ in the field of social costs and benefits in transport. He has written both the literature review and the overview of the think piece papers, describing key content and unresolved issues

The CV’s of John Howe and Martin Snaith are included with this report.

Any staffing changes resulting from the Inception Phase will not affect the total project cost, but will simply require the transfer of time between contractors, and from other charges, namely money saved from the first Thematic Network workshop. These changes are reflected in Section 5 of the contract.

5 Monitoring, evaluation and uptake

5.1 Monitoring and evaluation

The originally proposed monitoring arrangements are as given in Table 3.4.3 of the scope of work. There are no significant changes to this plan that result from the Inception Phase. The main indicators of progress are a series of reports that are produced at key milestones, the current document being the first of these. 

Monitoring Arrangements.

Source of information for:
Responsibility & timing for collection

Purpose indicators.

1. Findings mainstreamed in planning literature by 2 years from EOP

2. Donors promote findings in plans and projects by 2 years from EOP

3. Guidelines and processes actively used by road agencies by 2 years from EOP

Thematic Network, through regular papers and reports

Donor organisations, regular monitoring of project design.

Road agencies, regular monitoring of their procedures. 

Output indicators. 

1. Report from Thematic Network workshop setting out proposed framework for social benefits after 12 months.

2. Final draft of TRL Road Note produced within 18 months.

3. Software toolkit for accessibility benefits completed by end of project.


Core management team, end month 12

Core management team, end month 18

Core management team, end month 24



Activities and Budget.

1. Concept workshop and way forward document

2. A final report and workshop that details the survey planning, case studies, analysis and write-up.

3. Production of the TRL Overseas Roadnote, software toolkit  and final report.


Core management team, end month 6

Core management team, end month 12

Core management team, end month 24

5.2 Dissemination Strategy

In the original proposal the dissemination strategy was outlined as follows:

A dissemination strategy will be implemented throughout the research as a way of priming the TN and other stakeholders. A well maintained website (hosted by www.transport-links.org) and an on-line conference facility will be established to enable dialogue between all collaborators, the TN and other interested parties. The workshops will also enable full inclusion of the major stakeholders during each of the three stages of the project. The two major products planned for the project will be disseminated widely; (1) the Overseas Road Note (ORN) will be available in hardcopy, CD and on the internet to road and transport Ministries around the world (2) a software Toolkit that can be used both as a stand-alone tool or as a supplement to HDM-4 (Highway Development and Management tool) will also be available widely and promoted through PIARC and ISOHDM committee.

The project continues to hold to this strategy, though two points have arisen during the Inception Phase which need addressing. These are:

· The response of donors to joining the Thematic Network was not as positive as originally hoped; there are likely to be many valid reasons why they have not committed their support or interest, but the project will still endeavour to keep them informed.

· The email discussion forum has not yet fully ‘taken off’; the project needs to address the right way of moving this forward to best effect. We are aware that this platform of discussion needs a lot of commitment from both the organisers and the participants. 
5.3 Environmental, social and institutional impacts  

The project itself has no obvious impacts on environmental, social and institutional issues. Indeed, its purpose is to try to identify what the social impacts of roads are, and how these can be ‘captured’ within a road appraisal framework. 
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Appendix 1: The project ‘flyer’

Inclusion of social benefits in transport planning

Overview

The road sector consumes a considerable part of the overall infrastructure investments made by developing countries and, with an increased focus on poverty reduction, there is an increasing emphasis on those for low volume roads. But traditional appraisal frameworks do not cater well for the economic justification of these roads and poverty reduction and other social benefit issues tend to be ignored. The inclusion of social benefits within appraisal techniques has the potential to focus investments on the poor and hence the majority of the population.

Developing countries and donors are also increasingly asking for guidance on incorporating social benefits within transport appraisal as the emphasis on poverty reduction and social considerations increase. The non-existence of widely accepted methods for quantifying benefits from low volume roads and for prioritising investments is demonstrated by the diversity in the procedures currently used and is well recognised by DFID, the World Bank, PIARC and many other organisations. The ISOHDM technical committee also receives numerous requests from users of the Highway Development and Management Tool (HDM-4) for advice on how to incorporate social benefits in their analysis.

In the light of this, DFID has awarded a Knowledge and Research (KaR) contract to a consortium of partners with the objective of developing a commonly acceptable approach for the inclusion of social benefits in road appraisal.

Background

Over the last 20 years, road investments in developing countries have been planned and prioritised on the basis of economic appraisal models, such as the HDM-4, as well as prioritisation indices. The road appraisal models are mainly used to evaluate primary and secondary roads, and have an economic framework in which separately identified non-economic (or social benefits) play no part. In contrast, prioritisation indices/ranking procedures are more often used to plan rural access or feeder roads. These are less economic in orientation and often include a social benefit component. Although many different prioritisation indices have been developed in different countries they have not been widely discussed nor have they been subject to much independent scrutiny. There is no commonly accepted method of defining or incorporating social benefits into road appraisal criteria; furthermore, a simplistic addition of social and economic benefits is likely to lead to problems of double counting. 

Social benefits are most likely to be highly significant in the following circumstances:

· Where there is a desire to weight conventional traffic benefits to different classes of existing users (e.g. provide higher weightings to the poor).

· Where investment can provide a very significant improvement in vehicle access as in situations where there is no existing access at all or the access is at risk of being cut.

· Where existing traffic volumes are very low or where the population is very remote.

An additional reason for this research is the increasing interest by donors for appropriate methods of subsidising rural transport services to isolated and poor areas. A knowledge of the nature of social benefits provides a critical justification in this area.

Purpose of project

This project aims to provide a rational basis for assessing and measuring benefits and costs from access roads. There are circumstances under which quantification, let alone monetisation, of socio-economic benefits is not possible, and for this reason there is a need to review assessment procedures for low volume roads, and ways in which these may be standardised for road project prioritisation and appraisal more generally. The framework will take a broad approach to the measurement of social benefits and costs that will not be restricted to quantification, but rather will incorporate appropriate methods for diverse cultural, climatic and geographic contexts.

The Consortium and its programme

The consortium engaged in this investigation encompasses:

· TRL (Phil Fouracre and Annabel Davis)

· IT-Transport (Gary Taylor and Farhad Ahmed)  

· University of Birmingham (Henry Kerali and J B Odoki)

· Independent consultants (John Howe, Deborah Bryceson) 

The consortium intends to contact interested parties willing to comment and debate the issues in the context of a Thematic Network over the internet. A workshop will provide the platform for further debate in the hope of achieving some consensus of ideas that can be field-tested. The results from these field-tests will be reported at a later workshop. 

At the inception of the project, a number of eminent professionals will be invited and commissioned to write overviews or focussed think pieces on the subject from a variety of disciplinary and geographic perspectives. Commissioned authors will be invited to address a number of key questions and issues to prompt their response. In parallel, the consortium will be undertaking a comprehensive literature review. The initial aim is to synthesise these various strands into a thematic overview, and propose a field methodology to be tested during the second phase of the project. 

Key questions and issues

The social costs and benefits of roads are not self-evident. They will undoubtedly vary by gender, age, occupation and location of the road user. Thus before measurement procedures can be considered, the range of social costs and benefits of roads have to be identified and categorised. Some of the issues questions to be probed are:

Identification of social benefits and costs of road transport

· What are the social benefits and costs of road transport that should be measured?

· How have social costs and benefits been defined in the past, and how relevant are past social benefit definitions to the present day?

· Do donors' objectives assist or interfere with identification of social benefits and costs?

· Can social benefits and costs be pre-defined?

· Under what conditions are social benefits significant?

· How do social benefits and costs vary over space and time?

· Are assumptions and procedures deployed for identification of social costs and benefits in other sectors (e.g. water, health, education) relevant to the transport sector

Appraisal of  social benefits and costs

· At what point should social benefits and costs be considered in the appraisal process?

· Should economic and social benefits be considered together in the appraisal process?

· How and when should social benefits and costs be quantified?

· How and when should social benefits and costs be monetised?

· How is the problem of double-counting (economic and social benefits) avoided?

· What ratio of social benefits are public and private goods, and how should this be addressed in the analysis?

· What can we learn from other sectors about their approach to measurement of social benefits and costs in appraisal work?

Commissioned authors will be requested to address these questions, concentrating on those that they feel are most critical. They may also wish to add other thoughts beyond the scope of these questions. Examples and references will be welcomed.  Their citation of case study examples and key references will be especially welcome. Short papers of 4000 to 6000 words are expected. The deadline for submission will be January 15th 2003, in order that a workshop can be organised on February 27th 2003.

Outputs

For the inception phase, which culminates in the first workshop, the output will be a published workshop report, containing the responses from the commissioned authors together with a resume of the discussions and consensus on the way forward (to field-testing). The later phases of the project are subject to confirmation by DFID, and based upon the outcome of the inception phase.  

Appendix 2: List of Thematic Network members
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Appendix 3: Workshop Programme, 21-22 March, 2003

Framework for the Inclusion of Social Benefits in Transport Planning

Hilton Hotel, Bracknell – 21-22 March 2003

Draft Workshop Programme

Workshop Objectives

· Develop a commonly acceptable approach for the inclusion of social benefits in road appraisal

· Propose a field methodology to be tested during the Implementation Phase of the project

· Propose a way forward for developing a framework within which social benefits can be considered

Friday 21 March 

9:30


Tea/Coffee

10:00
Introduction to project team and purpose of the Social Benefits project and workshop

(Phil Fouracre)

Session 1: Focus and scale (Chairperson – Prof. Peter Jones)

10:30


Social benefits in the transport sector - context: Synthesis

(John Howe and JB Odoki)

10:45
Author’s views 



           

(John Hine)

11:00
Plenary discussion

12:30
Lunch

Session 2: Identification of social costs and benefits (Chairperson – Prof Peter Mackie)

13:30
Identification of social costs and benefits: Synthesis

(Deborah Bryceson and Annabel Davis)

13:40
Author’s views




           (Gina Porter)

13:50
Author’s views




       (David Seddon)

14:00
Plenary discussion

15:30
Tea/Coffee

Session 3: Appraisal of social costs and benefits (Chairperson – David Stiedl)

16:00
Appraisal of social costs and benefits: Synthesis

(Farhad Ahmed and Phil Fouracre)

16:10
Author’s views




      (Mary Jennings)

16:20
Author’s views 




            (Jo Leyland)

16:30
Plenary discussion

18:00
Close of day 1

20:00
Workshop dinner at the Hilton Hotel

Saturday 22 March 

Session 4: Research methodology and way forward (Chairperson: Ian Heggie)

9:00
Summary of Day 1 and unresolved issues

(Phil Fouracre)

10:30
Tea/Coffee

11:00
Outline for way forward and research methodology: priorities for field research: purpose, activities and outputs

(John Howe)

12:30
Closing remarks and Lunch

APPENDIX 4: Bracknell Workshop Proceedings, 21-22 March 2003

Structure

The workshop was structured in four key sessions:

1. Social benefits in the transport sector - context 

2. Identification of social costs and benefits

3. Appraisal of social costs and benefits

4. Research methodologies and way forward

In each session a synthesis was provided by the core research team, followed by a summary of the think piece author’s views on the topic of that session. A plenary discussion followed, and points of consensus and divergence recorded.

Workshop presentations and discussions section by section were as follows. 

Social benefits in the transport sector - context 

In his synthesis, John Howe pointed out that research on the social and economic effects of road projects has existed for some forty years. TRL (formerly known as the Road Research Laboratory) provided two seminal works. These were A pilot study in Uganda of the effects upon economic development of the construction of feeder roads (Smith, 1959), and a series of reports on The relationship between road building and economic and social development in North Borneo and Sabah (Bonney, 1963, 1964). The topic of socio-economic impacts came back into prominence in the 1990s with a focus on social mobility, including Pankaj’s work on socio-economic analysis in the Bhutan Rural Access Project (1999), which attempted to quantify the social benefits of improved access to schools, health centres and markets. In this study, broad quantification was made, for example attendance at school and incremental life time earnings of educated children, as well as reduced sick days and death valued at average income lost. 

The most recent published work on the subject is Van de Walle’s paper on Choosing rural road investments to help reduce poverty (2000). This paper (also listed as a think piece) recognises that there is a potentially sizeable share of the benefits from investment in rural roads that cannot be measured in monetary terms so as to be aggregated consistently with monetary measures of other costs and benefits. Consequently, it calls for further research to measure the existence and magnitude of ‘so called social benefits from rural roads’.

The synthesis concluded by highlighting that social benefits are often the only means for money to be expended on rural accessibility, where physical access is most difficult in isolated areas that are marginalised from access to health, education and other services.

John Hine provided a summary of his paper entitled Are social benefits the missing component of road appraisal, in which he asks whether the social benefits and livelihoods approaches will provide the same disappointments as past alternatives to conventional appraisal, such as the producer’s surplus approach. Drawing on examples from Ethiopia (where 40-50% of the population live more than 5km from a road) and Ghana, the following key issues were raised in his presentation:

· International development has moved away from a narrow definition of economic development towards concern with ‘livelihoods’ and meeting ‘Millennium Goals’ which do not contain transport as a goal or indicator, even though isolation is a recognised characteristic of poverty.
· There is no agreed definition of social benefits – hence there are specific problems with forecasting (ie. Social analysis) and valuing (ie. Poverty weighting) social benefits.
· A social analysis is concerned how different groups are affected by an intervention; valuation is based on expressed community consultation
· There is no clear division between social and economic benefits – human welfare is indivisible.
· Use of Sustainable Livelihoods Approaches is problematic because the trade-off between different types of capital are not suited to simple quantitative analysis. Need to consider the displacement effects of benefits.
· Social benefits are a function of population and transport costs, not trip purpose – if people were to make the trips regardless of the road condition, there are no additional benefits. The emphasis should not be on ‘normal’ traffic, but on ‘generated’ traffic (trips that are made only if road improvements are made).
· For researching the effectiveness of different methods and evaluating the utility of social benefits in road appraisal, impact studies are proven to be ineffective because of a poor theoretical framework. Rather it is more constructive to give ownership to local communities by providing them with a sum of money to budget for their own needs. This would prevent wastage of public monies on roads of too high specification.
The plenary discussion that followed is summarised here:

· It is recognised that there are different kinds/levels of social benefits – there is a need to look at the distribution of the benefits

· Transport covers more than roads – other mediums should be considered eg. waterways, paths and tracks. There is a need to differentiate between social benefits for roads and for other sectors

· Social costs should also be considered (as a negative benefit).

· Social benefits are not static, they are fluid and change over time, and this must be considered in their identification and appraisal. There is not perfect information at the local level, communities are heterogeneous, therefore a blanket approach to applying a ‘universal framework’ may not be appropriate.

· Both rural and urban accessibility requirements should be considered in a framework for social benefits – poor access is especially problematic where pockets of poverty, characterised by isolation, exist in suburban and peri-urban townships, for example in South Africa. Here, any accessibility improvements will affect large concentrations of people living in high-density areas.

· The plenary recognised that the scope of the project is not large enough to incorporate both rural and urban populations in the field research, but that the software toolkit produced on the project should be applicable to both low and high-density areas.

· There are lessons to be learnt from developed countries. In Sweden for example property owners pay for transport under their jurisdiction, by way of private road associations that manage the roads at less cost and with better results than the Government road agencies. It provides legal and financial incentives for local property owners to associate and assume responsibility for their roads, leading to prompt intervention and preventive actions in response to road deterioration (Ivarsson and Malmberg Calvo, 2003).

· Similarly, in Zambia, the community initiated cost sharing programme (Mabenga, 2002) introduced in 1999 by the National Roads Board has succeeded in giving ownership of local access roads to the communities that use them. Under this arrangement, a community would identify a road project (not exceeding 10km), form a committee, estimate the project budget and organise the labour force. The National Roads Board pay 50% of the cost estimate, under the condition that the project must employ more than 50% women. As a result, formerly isolated areas have opened up and encouraged the proliferation of transport service operations.

· Traditionally, most benefits of investment are received by wealthier populations, particularly so because of monopolistic practices in Africa. The plenary agreed that, whilst we need to bring social benefits to the local level, the distributive dimension of social benefits is difficult to evaluate and would be beyond the scope of this project. The objective is to improve the planning procedures, and to include appropriate road standards for low volume roads where social benefits can be generated.

· Integrated Rural Accessibility Planning (IRAP) is being taken up as a process for raising awareness of social costs and benefits, but has not been operationalised effectively, and therefore has not actually made improvements to rural accessibility.

· Given the scope of the project, it should concentrate building on existing planning frameworks/models eg. HDM-4 and IRAP, and evaluate lessons of good practice.

Identification of social costs and benefits

In her presentation, Deborah Bryceson discussed the current assumptions and thinking in social analysis, main methodological issues, and problems of measuring benefits and costs:

· Issue of whether there should be parameters on the range or nature of social benefits that are identified by the project, in view of the difficulty of appraising the value of some costs and benefits.

· In an institutional setting of government budgetary allocations - ‘social welfare’ is equated with education and health expenditure. However current donor agency focus on ‘social capital’ and the importance of social networking goes far beyond limiting social benefits to the realm of health and educational welfare.

· The emerging development paradigm has seen a convergence of two very different analytical traditions:

· Transport and economic appraisal

· Social and development analysis

· Social benefits identification should proceed on the basis of a sociological perspective (which is in tune with current development thinking), rather than the tradition of budgetary expediency, which reduces social benefits to health and education welfare.

· ‘Social’ refers to patterns of group relationships and activities - social benefits enhance group interaction and welfare, whereas social costs detract from group interaction and welfare.

· Identification methods can proceed on the basis of:

· Deductive approach - researcher hypothesising benefits on basis of project purposes, previous experience of area, awareness of literature, whose validity is tested with surveys and structured interviews 

· Inductive approach - would be best pursued through participatory research in which local populations would be asked what they consider to be the benefits of rural transport improvements/maintenance programmes - importance of getting a cross-section of views 

· Impossible to separate economic and social benefits or even assume that they will correlate positively - how can one speak about benefits, without considering ‘costs’? Far too often in the past the rural transport literature and its road bias have assumed that roads are an unmitigated benefit.

· The burgeoning transport literature on social costs is geared mostly to developed industrialised countries and is mostly focused on traffic accidents and environmental pollution
· The social benefits of rural transport is an extremely under-researched area. Eclectic observations of developing countries show that increased political domination, spread of epidemics, youth out-migration, and divided families etc, are more pertinent to the debate.
· The difficulty of standardising social benefit and cost measurements and monitoring is the:

· Lack of monetary valuation - because commodity transfers are not usually involved

· Time valuation - possible in some cases but problem of weightings arising from multi-purpose journeys, and other methodological issues arise

· Preference ratings - cumbersome and ambiguous
· Anticipating the following problems of appraisal

· Varying perception of benefits and costs by social groups - over time, over space, and relative to each other

· Issue of individual as opposed to collective benefits and costs - conflicting vested interests

Gina Porter’s paper highlighted that social costs and benefits are very nebulous because of the diversity of perceptions and value judgements generated by them. However, it highlighted that socio-cultural perspectives and local politics are of paramount importance to research in this area, in particular social (female) exclusion, the impact of critical mass on cultural change, and diversified livelihood opportunities. Direct benefits to women include reduced porterage, improved health, time and energy savings, expansion of productive work, increased leisure time, creativity and innovation, and exposure to new ideas. Conversely, transport improvements (such as removing the cultural impropriety of IMT use) can exacerbate social costs for women, and these are most obvious with regard to lost income (for example by women porters), and heavier workloads where activities that require transport are transferred to women.

Children are particularly exposed to neglect by the transport sector, and are often subsumed under ‘women’s work’, for example children that porter on their way to school. Similarly though, improved transport can also result in increased workloads for children.

Spatio-temporal perspectives are most visible in remote rural areas where local communities live off-road, have periodic access to understaffed services that suffer from staff absenteeism, and where residents are stigmatised as ‘bush’ people. Specific socio-cultural contexts in combination with specific spatio-temporal contexts can bring social costs when transport conditions change. Paved roads for example, can have a positive psychological impact with people given a much higher social status when located on or near paved roads. Yet, road improvements can lead to negative externalities such as increased road traffic accidents, increased criminality, increased incidence of prostitution and HIV/AIDS etc. It can also lead to a spiral of economic and social decline in off-road areas elsewhere, with the removal of local markets, and can destroy existing social networks. Nevertheless, there is a tendency for off-road residence to breed powerlessness – social benefits do not just imply physical access to services, but also to political decision makers who have the power and influence to make change in remote areas.

The plenary discussion that followed highlighted the role of social networks as a form of safety net, which falls outside the traditional understanding of social benefits as the social service sector (health and education). Social safety nets include welfare, unemployment and risk management; and at the macro level, justice, rights versus needs, inclusion and exclusion etc.

There are measurement tools that exist to measure social networks and social capital using ‘social network analysis’, but what we have not yet been able to measure is the socio-economic benefits of roads with less than 50 vehicles per day. 

The first step in establishing the purpose of identifying social costs and benefits is who needs the information? Clearly, the process of identification must begin by clarifying macro, meso and micro level decision making, and whether strategic choices should be made at ministerial level, or local authority level. Should the identification of social benefits be left to local people? And can we give definitions to social costs and benefits, in order to undertake detailed measurements, including changes in people’s travelling behaviour?

Appraisal of social costs and benefits

In his synthesis, Farhad Ahmed identified some key research questions surrounding appraisal of social costs and benefits (as listed in the ‘Flyer’ in Appendix 1): 

1. Whether economic and social benefits should be combined, or whether they should be considered separately
2. Measurement or quantification of benefits, 

3. Forecasting of benefits 

4. Valuation of benefits
1. The think piece authors had very disparate views of measuring social and economic benefits. Social and economic factors are intertwined and they tend to impact each other in a complex way, hence a working definition of social benefits is difficult. Some authors opined that the concept of cost benefit analysis is to include all benefits, such distinction is not fundamental, the fundamental issues are what can be measured, what can be forecast and what can be valued in monetary terms. However, concern was also expressed for mixing the two benefits, with some authors arguing for targeting of benefits to the poor, with emphasis given to social impact analysis and identification of beneficiaries.

2. The majority view is that social and economic (costs and) benefits are linked. For example, improved access may lead to increased school enrolment. This will in turn generate increased future income for service users. Should it therefore be considered as a social and economic benefit? In these instances, we must be careful to avoid double counting if a transport activity is deemed to have both a social and economic benefit. Certainly, there are too many influencing factors (eg. political influence, interest groups, institutional contexts, perceptions and judgements) that make measurement difficult. 

3. Forecasting generated traffic is cited as one of the main problems in appraisal. For example, in the case of rural roads the bulk of social and economic benefits come from generated traffic. Even now we do not have any sound basis for generated traffic forecast, let alone the problems of predicting the social and wider economic response from investments. 

4. The benefits that are missed during cost-benefit analysis are not only social. Benefits arising from improved income generation and increased accessibility are often not included. Cultural dimensions may also play a role in the valuation of social costs and benefits. Only few authors shed light on the valuation techniques. Their view is that stated preference is the most suitable method for estimating values of benefits.

Mary Jennings’ discussion centred around the social benefits of implementing labour standards, and is summarised below:

· A certain and controllable way of generating social benefits is through the construction process. Reviewing the benefits of the construction industry, which is one of the biggest employers globally – livelihoods can be improved with labour rights and safe working conditions.

· Labour standards apply in the following three contexts, not just in labour-based projects:

· Formal contractor, competitive bidding sector

· Decentralisation – formal community contracting, unpaid work

· Unpaid work and community contracting in urban settlements

· Rights and costs associated with the construction sector include:

· Unions supportive but not active in rural areas
· Where unpaid labour is required, it is usually undertaken by the poorest people in a community
· There are child labour issues – ranging from child-care whilst parents are working in construction, education of children who are brought with their mothers to the workplace, to child labour in construction.
· Gender discrimination still exists in the construction sector - poor rates of pay for women, women denied access to work, especially if they are HIV positive. By refusing to address labour rates, women’s livelihoods are undermined.
· The International Labour Organisation (ILO), advocates global labour standards, including:
· Freedom of association
· Elimination of forced/compulsory work
· Abolition of child labour
· Elimination of discrimination
· DFID labour standards for infrastructure focus on health and safety and social security issues:

· There is often little experience of safe working practices – there is no insurance cover for victims of accidents

· Working hours should be limited and overtime paid – in practise the fear of dismissal impedes people from refusing to work overtime at no cost

· Health and safety needs to be built into labour projects, along with risk management, for example skilled workers undertaking ‘high-risk’ tasks instead of unskilled labour.

· In most countries, labour legislation includes labour rights, but in developing countries the cost of labour standards cannot easily be transferred to the contractors, because they simply won’t implement them.

· For the construction sector, the social costs should be emphasised as the result of not dealing with labour standards – this makes social costs/benefits a rights and social justice issue.

Jo Leyland drew on examples from East Africa (the Western Uganda road maintenance capacity building project, and the UNCDF district and feeder roads project in Tanzania) to illustrate the role of community participation in prioritising rural road improvements. Prioritisation depends largely on the capacity of local authorities to maintain and carry out improvements to the rural road network, and the stakeholders’ influence on resource allocation. She highlighted that appraisal is not an exact science and that the influence of a road impacts on it’s appraisal. Appraisal should be part of the decision making process through community participation, to increase the sense of local ownership and responsibility for the road network.

In order to make an informed judgement at the Sub-County level, prioritisation and appraisal of roads should incorporate the following:

· Mapping and listing of roads

· Criteria for judging importance of roads

· Group ranking of important roads and applicability and ranking of criteria

· Costing of spot improvements

· Agreement on road improvements to be made

In summary, Jo emphasised that assessment procedures for prioritising rural roads for improvement need to recognise:

· The importance of local communities’ role in the decision making process (with good representation and facilitation)

· Importance of the prioritisation process in enhancing local planning capacity and overall knowledge of the road sector

In plenary, the term ‘social costs and benefits’ was discussed in brief and it was agreed that it might be more appropriate to bring social ‘concerns’ into the appraisal process (social ‘consequences’ was also discussed as a possibility). A structured process is required that incorporates social benefits at the macro-meso-micro levels. 

· Macro-level: checklists/screening at the national level

· Micro-level: participation and local democratisation at the district level

Rather than devising one methodology for use on trunk, secondary and primary roads, a different method is required, combined with participatory approaches to capture nuances of social costs and benefits associated with mobility, such as communities having to walk 0.5 km chest deep in water in Ghana. It is possible to combine technical analysis with community participation, yet there is currently no specific tool to do this:

· Initial identification – by the community

· Technical analysis – by the practitioners

· Identification of priorities – by the community

Here a community facilitation expert is required to complement technical competence.

Social benefits need to be justified to a lower economic internal rate of return (ie. <12%), otherwise interventions will never be implemented in remote areas on the basis of conventional economic returns.

Research methodologies and way forward 

The outcomes of the first three sessions, along with a resumé of unresolved issues are summarised below:

1. Context - social benefits are important:

· In remote areas (but also urban areas)

· For disadvantaged groups

· Anywhere where access is restricted

· All forms of transport (paths, tracks, feeder, roads, waterways, transport services)

2. Identification of social benefits:

· There are costs as well as benefits

· There is no real distinction between social and economic benefits

· Cultural interpretation of benefits

3. Appraisal of social benefits:

· Forecasting is the major problem

· Social benefits are unlikely to be measurable in money terms

· Endorse need for participatory appraisal

· Need for a structured process

4. Unresolved issues:

· Lessons from other sectors

· Rights issues

· Relevance to investment models eg. HDM-4

· Transport and poverty impacts eg. affect on PRSP’s

The problem with measuring social benefits in urban areas is that travel will take place with or without transport intervention. In rural areas there are step changes in transport mode e.g. walking to bicycle, bicycle to motorised transport etc. A step change in mode will accrue actual benefits (economic and social) to the user because they will begin to make trips that they could not previously undertake. However, each step change in mode will require a range of forward and backward linkages, such as the provision of spare parts suppliers and mechanics.

For this reason, the framework that will be developed needs to be consistent across rural and urban regions, to be applied across interventions and forms of transport. The framework should be applicable to both rural and urban contexts, but its application as part of this study should remain in the rural domain.

There are currently no good proxies for social benefits, one might argue that if you can monetise social benefits they become economic benefits, and this can be achieved through use of stated preference and delphi techniques.

JB Odoki was given the opportunity to present how the appraisal of social benefits can be incorporated into HDM-4 (Highway Development and Management), which is itself a decision support tool for road investment choices. HDM-4 currently works on an economic basis for selecting appropriate infrastructure interventions, such as full rehabilitation or spot improvements. 

HDM-4 predicts road networks performance as a function of:

· Traffic volumes and loading

· Road pavement and strength

· Maintenance and improvement costs

Hence, HDM-4 is not currently used for low volume roads because the traffickability of roads that receive less than 200 vehicles per day does not warrant such a complex tool, which is based on purely economic criteria. Minimum levels of accessibility should represent an implicit valuation of social access. More recently, HDM-4 has adopted multi-criteria analysis as a means of defining criteria and allocating relevant weights to the criteria, where social concerns are disaggregated at micro-level analysis. 

Multi-criteria analysis is an analytic hierarchy process that uses a 5-point scale as a measure of user/stakeholder satisfaction. However, social and political concerns remain very much a black box, particularly since the 5-point scale is based on subjectivity, and takes social concerns as an aggregate criteria, rather than breaking it down into different social (vulnerable) groups. Clearly, the strength of the model is in densely trafficked (urban) networks, and is not necessarily the most appropriate tool for incorporating social benefits to prioritise road (infrastructure and services) investment choices.

Towards the compilaton of the way forward document key issues were highlighted::

· Bring social assessment into all phases of appraisal:

· Macro

· Meso

· Micro

· At all levels, establish whether the social consequences are synonymous with the poverty context – can the PRSP’s be utilised to identify likely social consequences of transport sector policies and strategies? PRSP’s should not be the lynchpin of the research because they signify a top-down approach. Rather, there should be poverty targeting at the district (meso) level and community (micro) level.

· The target audience for the research are national governments and donor agencies – the former should buy into the framework produced, and the latter should ‘be servants of the government’s they help’! In the past, international ‘frameworks’ such as the Millennium Development Goals have been imposed by donors, and have not necessarily been accepted by beneficiary governments. The district level is the most difficult in which a framework of social benefits can be generalised, because of context specificities. It is essential that the framework addresses all audiences in the prioritisation process. There needs to be selectivity in the application of a holistic framework incorporating macro-meso-micro.

The process by which social benefits could be included into a transport planning procedure was captured by Ian Heggie in the following diagram:
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Appendix 5: Surveys and instruments

Survey reconnaissance procedure

1) Obtain maps of anticipated catchment area of transport improvement

2) Get latest detailed census and household budget data of the area

3) Collect government, donor and NGO reports for the last 10 years on the transport infrastructure, services and conditions in the area

4) Collect government, donor and NGO reports for the last 5 years on service provisioning to the area 

5) Collect PhD and Masters theses and academic monographs about the area

6) Obtain the findings of all previous relevant surveys carried out in the area over the last 25 years

Survey team composition 

The team leader in association with his/her national counterpart will construct a survey team that includes post-graduate expertise of a sociologist, an economist, and an engineer, preferably with specialist knowledge in the field of transport. In addition, three university graduate survey enumerators are required. The tasks of each are as follows:

1) Team leader and national counterpart

· Selection of study areas –three localities with the characteristics earlier outlined.

· Liasing with local officials 

· Local-level interviewing of key informants

· Finalisation of background contextual reports on the area 

2) National counterpart and 2 specialist team members (covering the disciplines of sociology, economics and engineering)

· Compilation of contextual background reports on the case study areas based on data provided by local-level key informant interviews and secondary data collection from official documents, census data, household budget surveys, agency reports, and published case studies.

· Survey enumeration

· Analysis of survey data

3) Survey enumerators

· Administering survey questionnaires and helping with the focus group discussions

Questionnaire A: Guideline Questionnaire for Key Informants within the Settlement

(to be administered to a gathering of 1 senior administrative leader, 1 teacher, 1 health worker, and 1 religious leader)

Settlement

What are the settlement’s boundaries?



     km2________

What is the total population? ________
How many households?
________

How many:  men
________women ________male children ________


female children________

Local Accessibility

Distance to:

• main road? 

________km

• main local town?
________km

• regional capital?
________km

• national capital?
________km

Service availability


• number of primary schools
________
distance to each ___________km


• number of secondary schools ________
distance to each ___________km


• number of health dispensaries ________
distance to each ___________km


• number of religious places of worship ______ distance to each: ________km

Local Economy

Major occupations in settlement (list 5 main ones in order of importance with estimate of % of total adult male population involved)

Adult men:___________________________________________________________

Adult women: _________________________________________________________

Male youth:___________________________________________________________

Female youth:__________________________________________________________

Major sources of local tax revenue (list 5 main ones in order of importance)

Description of Transport Improvement 

What is it? ___________________________________________________________

Established 
• By whom? ______________________________________________

• When? _________________________________________________

• Where? _________________________________________________

• How? __________________________________________________

• Why?___________________________________________________

Nature of funding: Original outlay ________ Maintenance costs:________________

Impact of Transport Improvement

What have been the advantages/disadvantages of the transport improvement for the settlement: 


Advantages
Disadvantages

In the first year?





In the second year?





In subsequent years

 until last year?





Until last year?





Differential Social Impact 
How have different categories of people been affected by the transport improvement?


Advantages
Disadvantages

Adult men

Overall (mark X for correct choice)

    Positive (+3)

    Negative(-3)

    Neutral   (0)





Adult women

Overall (mark X for correct choice)

    Positive (+3)

    Negative(-3)

    Neutral  (0)





Male youth

Overall (mark X for correct choice)

    Positive (+2)

    Negative(-2)

    Neutral   (0)





Female youth

Overall (mark X for correct choice)

    Positive (+1)

    Negative (-1)

    Neutral   (0)





Male children <12 years

Overall (mark X for correct choice)

    Positive (+1)

    Negative (-1)

    Neutral   (0)



Female children < 12 years

Overall (mark X for correct choice)

    Positive (+1)

    Negative (-1)

    Neutral   (0)



Differential Economic Impact 
How have different economic strata of people been affected by the transport improvement?


Advantages
Disadvantages

Wealthiest (25% of

local population)

Overall (mark X for correct choice)

    Positive (+3)

    Negative(-3)

    Neutral   (0)





Middle-income (50% of

local population)

Overall (mark X for correct choice)

    Positive (+3)

    Negative(-3)

    Neutral  (0)





Low-income poor

(25% of population)

Overall (mark X for correct choice)

    Positive (+2)

    Negative(-2)

    Neutral   (0)





Estimate of range and depth of impact:

Geographical coverage (GC):    

____________km2 

Total population (Pop): 
    

____________

Accessibility (Access)

    

____________

Tally of Differential Social Impact (DSI): 
____________

Tally of Differential Economic Impact (DEI): ___________

Population density X

Focus Group Discussion Guidelines A: Questions for Gathering of Adult Women

May need to separate high and low –income women and men in separate focus groups as responses may not be forthcoming from each group in the setting of a focus group – people do not like making it clear that they are too poor or too rich in a public setting.  

Social networks and social capital – one way of measuring the enhancement of social capital is to map the network of people who the villagers have contact with – does the road make it easier to contact relatives in the urban areas or get money from relatives overseas? A participatory mapping of these links before and after may show the development of social capital by road.  

1) What is a woman’s typical mobility pattern during a weekday?

2) How does this vary for: 

• wealthy women?

• middle-income women?

• low-income poor women?

3) How accessible is this settlement and why?

Rating:


0
Inaccessible,

1
poor accessibility

2
moderate accessibility

3
good accessibility

4
excellent accessibility

• Health care

• Schools

• Places of worship

• Other vital places (list and rate)

4) How has transport mobility in this settlement changed over the past 5 years?


• For wealthy people in the settlement?


• For medium-income people?


• For poor people?

4) What are the defining characteristics of:

• Wealthy people in the settlement

• Medium-income people

• Poor people

5) Indicate the proportional area that each economic stratum occupies in the settlement (drawn on the attached circle)

6) Re. the transport improvement understudy, how were people’s mobility affected by income strata?

Rating:


-2
very bad effect

-1
bad effect

0
no effect

1
some improvement

2
very good improvement

Mobility Effect
Wealthy
Medium
Poor

Proximate Mobility Benefits




Frequency of transport




Reliability of transport




Accessibility of place




Cost of transport




Distance




Speed




Safety




Ultimate Social Benefits




Livelihood Enhancing (specify)




Life Prolonging – health (specify)




Life Enhancing – education/human capital




Socially Enhancing (specify)




7) What are the major mobility problems of:

• poor people in this settlement?

• medium-income people in this settlement?

• wealthy people in this settlement?

8) What transport improvements would you suggest for the area?

Focus Group Discussion Guidelines B: Questions for Gathering of Adult Men
1) What is a man’s typical mobility pattern during a weekday?

2) How does this vary for: 

• wealthy men?

• middle-income men?

• low-income poor men?

3) How accessible is this settlement and why?

Rating:


0
Inaccessible,

1
poor accessibility

2
moderate accessability

3
good accessibility

4
excellent accessibility

• Health care

• Schools

• Places of worship

• Other vital places (list and rate)

4) How has transport mobility in this settlement changed over the past 5 years?


• For wealthy people in the settlement?


• For medium-income people?


• For poor people?

5) What are the defining characteristics of:

• Wealthy people in the settlement

• Medium-income people

• Poor people

· Indicate the proportional area that each economic stratum occupies in the settlement (drawn on the attached circle)

· Re. the transport improvement understudy, how were people’s mobility affected by income strata?

Rating:


-2
very bad effect

-1
bad effect

0
no effect

1
some improvement

2
very good improvement

Mobility Effect
Wealthy
Medium
Poor

Proximate Mobility Benefits




Frequency of transport




Reliability of transport




Accessibility of place




Cost of transport




Distance




Speed




Safety




Ultimate Social Benefits




Livelihood Enhancing (specify)




Life Prolonging – health (specify)




Life Enhancing – education/human capital




Socially Enhancing (specify)




· What are the major mobility problems of:

• poor people in this settlement?

• medium-income people in this settlement?

• wealthy people in this settlement?

9) What transport improvements would you suggest for the area?

Focus Group Discussion Guidelines C: Questions for Gathering of Students
1) What is a student’s typical mobility pattern during a weekday?

2) How does this vary for: 

• students from wealthy families?

• students from middle-income families?

• students from low-income poor families?

3) How accessible is this settlement and why?

Rating:


0
Inaccessible,

1
poor accessibility

2
moderate accessibility

3
good accessibility

4
excellent accessibility

• Health care

• Schools

• Places of worship

• Other vital places (list and rate)

4) How has transport mobility in this settlement changed over the past 5 years?


• For wealthy people in the settlement?


• For medium-income people?


• For poor people?

5) What are the defining characteristics of:

• Wealthy people in the settlement

• Medium-income people

• Poor people

6) Indicate the proportional area that each economic stratum occupies in the settlement (drawn on the attached circle)

7) Re. The transport improvement understudy, how were people’s mobility affected by income strata?

Rating:


-2
very bad effect

-1
bad effect

0
no effect

1
some improvement

2
very good improvement

Mobility Effect
Wealthy
Medium
Poor

Proximate Mobility Benefits




Frequency of transport




Reliability of transport




Accessibility of place




Cost of transport




Distance




Speed




Safety




Ultimate Social Benefits




Livelihood Enhancing (specify)




Life Prolonging – health (specify)




Life Enhancing – education/human capital




Socially Enhancing (specify)




8) What are the major mobility problems of:

• poor people in this settlement?

• medium-income people in this settlement?

• wealthy people in this settlement?

9) What transport improvements would you suggest for the area?

Appendix 6: Software Development

J. B. Odoki

Introduction

One of the main deliverables of this research project will be a “software toolkit” for quantifying social benefits. In the project proposal document few details were given on the form or operation of this toolkit. The purpose of this section of the Inception Report is to describe the project teams’ initial proposals on the scope, structure and design of the software toolkit, and in doing so, to provide some of the detail missing in the initial proposal. The section begins with a background to the need for a software toolkit and a review of its stated requirements. Identification and awareness of the key requirements is an essential pre-requisite to developing a tool, which meets end-users needs. The review of requirements is followed by a description of the proposed design/approach to be adopted for development of the toolkit. The section ends with a description of the proposed development plan/schedule.

Background

The Highway Development and Management Tools, collectively referred to as HDM-4, provide a powerful system for the analysis of road management and investment alternatives. It incorporates three main areas of applications: project level analysis, road work programming under constrained budgets, and strategic planning of long term network performance and expenditure needs. 

The three main areas of HDM-4 applications are well related with the highway management process in terms of the following functions:

· Strategic Planning

· Work Programming

· Project Preparation

The concepts of strategic planning and work programming together describe the network based planning approach in HDM-4.

Strategic Planning

The concept of strategic planning requires that a road organisation (or administrative unit) should consider the needs of its entire road network asset and forecast road network performance in terms of key indicators such as riding quality, road user costs, and budget requirements. This involves an analysis of the road system as a whole, typically requiring the preparation of long term, or strategic, planning estimates of expenditure for road development and preservation under various budgetary and economic scenarios. Predictions may be made of expenditure under selected budget heads, and forecasts of road conditions in terms of key indicators, under a variety of funding levels. The physical road system is usually characterised at the planning stage by lengths of road, or percentages of the network, in various categories defined by parameters such as road class or hierarchy, traffic flow/capacity, pavement and physical condition. The results of the planning exercise are of most interest to senior policy makers in the road sector, both political and professional. Work will often be undertaken by a planning or economics unit within a road agency.

Work Programming

This involves the preparation, under budget constraints, of multi-year road works and expenditure programmes in which those sections of the network likely to require maintenance, improvement, or new construction, are identified in a tactical planning exercise. The programming activity produces estimates of expenditure, under different budget heads, for different treatment types and for different years for each road section. Budgets are typically constrained, and a key aspect of programming is to prioritise works to find the best value for money in the case of a constrained budget. Typical applications are the preparation of a budget for an annual or rolling multi-year work programme for a road network, or sub-network. Programming activities are normally undertaken by managerial-level professionals within a road agency, perhaps in a planning or a maintenance department.

Preparation

This is the short-term planning stage where road schemes are packaged for implementation. At this stage, designs are refined and prepared in more detail; bills of quantities and detailed costing are made, together with work instructions and contracts. Typical preparation activities are: the detailed design of an overlay scheme; the detailed design of major works, such as a junction or alignment improvement, lane addition, etc. For these activities, budgets will normally already have been approved. Preparation activities are normally undertaken by relatively junior professional staff and technicians in a technical department of a road agency, and by contracts and procurement staff.

At present, the scope of HDM-4 version 1 is built on the long established economic analysis framework that emphasises the consumer surplus approach where benefits from road investments are derived primarily from reductions in road user costs. Thus other potential benefits from road investments are treated as externalities and are therefore excluded from the analytical framework. Conceptual completeness would require that these externalities, which form a very significant proportion of benefits that may accrue from low volume roads, should be included within the investment decision framework. Since its release in early 2000, the international study of highway development and management (ISOHDM) technical committee have received numerous requests from users of HDM-4 for advice on how to incorporate social benefits in their analysis. Developing country governments and donors are also increasingly asking for guidance on incorporating social benefits within transport appraisal as the emphasis on poverty reduction and social considerations increase.

A computerised software tool should be developed to provide a means of assessing social consequences of different road investment policies and standards, both at the project and network level. At the project level, the software tool can be used to estimate social and economic benefits accruing to communities that live along side roads. At the network level, it should enable users to assess the social (or socio-economic) impacts of different road network development, improvement and maintenance strategies and of budget scenarios on the welfare of a wider set of communities within a region.

Requirements for a Software Toolkit

The design of the toolkit is intrinsically related to the form of the modelling logic and technical relationships that will be developed during the first part of this project. A number of general or high-level requirements for the proposed software toolkit have been stated in the various project proposal documents, which assist in determining the best overall design approach to be adopted. These requirements have been summarised below:

· a framework for incorporating social benefits into road planning models

· a software toolkit for quantifying accessibility benefits and social benefits to supplement HDM-4 and other prioritisation procedures for low volume roads

It is envisaged that the current research will consider social consequences of road investments in three categories as follows:

1. those that can be quantified and valued in monetary terms;

2. those that can be quantified but are difficult to value; and

3. those that can not be quantified and should only be treated qualitatively

The social consequences could therefore be included within the road investment decision framework either as optional costs and benefits where it is possible to quantify these in monetary terms, or as decision variables within a multi-criteria analysis framework if it is difficult to estimate monetary equivalents. This would provide a transparent decision framework for analysing various types of investment projects and programmes in the roads sub-sector. The software toolkit should therefore provide the capabilities to more effectively deal with low traffic roads, and hence emphasising their importance within a road network.

Proposed Approach

This section outlines the approach, proposed by the project team, for the development of the project’s software deliverables. At this point it is worth clarifying what these deliverables will actually be. The project proposal document repeatedly states that a ‘software toolkit’ will be the main software deliverable of the project. The term ‘toolkit’ is perhaps not the best to use, as it implies a range of tools. In fact, it is now proposed that the software deliverables will comprise only two software components. Therefore hereafter, the term ‘tools’ will be used in preference to ‘toolkit’. Reference to Figure 3 should help to make clear what is actually proposed. It is proposed that this project will deliver two new software components as illustrated in Figure 3: a dynamic link library (DLL) and a stand-alone tool. These are described in the paragraphs below.

Dynamic Link Library 

It is proposed that the models (or logic) for quantifying social benefits that result from this project will be encapsulated in an MS Windows Dynamic Link Library (or DLL). In basic terms, a DLL is a software module that contains functions and data that can be used by another module or application. DLLs provide a way to modularise software applications so that functionality can be updated and reused more easily. A common application of DLLs is as a library of functions/routines that can be used by other applications. In HDM-4 for example, most of the ‘business logic’ (e.g. road deterioration, road user effects, works effects, and economic analysis models) is encapsulated in DLLs. As a result, the various HDM-4 models can be readily used in other systems. Encapsulating the social benefits modelling logic developed during this study in a DLL will have a number of benefits, and help satisfy some of the requirements listed above. One of the key stated requirements is that the resultant social benefits models “can be used both as a stand-alone tool or as a supplement to HDM-4”. Encapsulating the models in a DLL would provide a ready means of using/re-using the models both in a stand-alone tool (see below), and in road management tools such as HDM-4.

An alternative approach would be to not use a DLL, but instead to encode the models directly in both the stand-alone tool and in HDM-4. The disadvantage of this approach would be that whenever the social benefits models were updated, new versions of both the stand-alone tool and HDM-4 would have to be produced and distributed. In the case of HDM-4, with over 800 registered users, this would clearly not be practical/desirable. In addition, by having two separate versions/encoding of the models, the possibility would arise of an error in one encoding resulting in a discrepancy between the results of the two implementations. In the case of the DLL-based approach, changes to the social benefits models would in most cases simply involve the production and distribution of just the DLL. Users of the stand-alone tool, and of HDM-4, would simply need to replace the existing version of the DLL with the new one. In addition, the provision of a single encoding of the models would eradicate the risk of different implementations giving different results.
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Figure 3: Overview of Proposed Software Architecture

Stand–Alone Tool 

The stand-alone tool will provide a simple front-end (or user interface) to the social benefits analysis framework (encoded in the DLL). A simple tool is envisaged, with simple data-entry screens, and simple outputs / reports. It is envisaged that a relatively small number of data inputs will be required, and reasonable default values will be used wherever possible. The tool should suit the purposes of local governments/communities, and those involved in rural development planning. As such, the tool should facilitate the extraction of outputs/results for re-use in subsequent planning activities. The tool should also have a “small footprint” (i.e. should not require a high specification PC and additional third party software), and be easy to install. The tool will be distributed together with the latest version of the model DLL.

The two software components described above will support the use of the social benefits models in the two ways envisaged in the project proposal document. Firstly, the models will be used via a stand-alone tool. This tool will support the activities of all involved in rural transport and development planning, and facilitate the re-use of outputs in other systems (e.g. for reporting purposes). The tool will essentially act as a front-end to the underlying social benefits models that will be encapsulated in a Windows DLL. The advantages of the DLL approach are described above.

Secondly, the models will be used as a “supplement” to road management tools such as HDM-4. This particular aim will be achieved in two ways:

(i) results generated using the stand-alone tool can be entered manually as inputs into the road management tool (in HDM-4 for example, this would be achieved using the “Exogenous Benefits and Costs” facility); and

(ii) those systems capable of interfacing with external systems (such as HDM-4) will be able to use the model DLL directly.

Development Plan

As stated above, much of the detail of the proposed software tools and the way in which they are developed will depend upon the form/nature of the social benefits models resulting from the first part of this study. Given that this project is still at its early stages, it is proposed that a more detailed design document is produced once the modelling logic has been finalised. Once the project partners have reviewed this design, and are satisfied with it, then the model DLL will be implemented, and a prototype version of the stand-alone tool developed. Again, this will be distributed for project partners for review. Any changes arising from this review will then be incorporated in a final version of the tool.

It is proposed that the source code for the stand-alone tool should be provided as a further software deliverable of the project. It is envisaged that the source-code, which should be well-documented, will provide assistance to third parties who wish to interface the social benefits DLL to their road management system. On a more technical note, it is proposed that the model DLL should be developed using the Microsoft Visual Studio .NET development environment in an appropriate mix of Visual Basic (VB.NET) and C++ (C#.NET). These tools are the latest incarnation of the popular Microsoft Visual Studio environment. The popularity of this environment will help to simplify the interfacing of the model DLL with other systems. In addition, the VS .NET framework incorporates powerful rapid development tools, which would be extremely beneficial given the limited amount of effort currently allocated for the various software development activities.
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APPENDIX 7: LOGICAL FRAMEWORK -  REVISED

Framework for the Inclusion of Social Benefits in Transport Planning



Narrative summary
Measurable indicators
Means of verification
Important assumptions

Goal:
Improve mobility of rural and urban poor


Improved access to health, education and markets measured by progress to international development targets
UN, World Bank and bi-lateral donor development indicators
No input required. 

Purpose:
Establish universal framework for the identification, quantification and valuation of social benefits to support strategies to provide sustainable transport systems to the poor


1. Preliminary framework developed within 2 years of inception of the project. 
2. Findings mainstreamed in planning literature by 2 years from EOP

3. Donors promote findings in plans and projects by 2 years from EOP

4. Guidelines and processes actively used by road agencies by 2 years from EOP
Road agency, donor and consultants report.
(Purpose to Goal) 

1. Road agencies and funding institutions accept methods recommended by the project.

2. Project team adequately disseminates findings.

Outputs:
1. Universal framework developed for treatment of social benefits in transport projects.

2. TRL Overseas Road Note produced describing the incorporation of social benefits in the assessment and prioritisation of transport projects and two page technical information note summarising the main aspects of the research.
4. Software toolkit developed to supplement HDM-4 and other prioritisation procedures for low volume roads 

5. Production of guidelines for national road planning process
1. Report from Thematic Network workshop setting out proposed framework for social benefits after 6 months.

2. Final draft of TRL Road Note produced by end of project.

3. Software toolkit for accessibility benefits completed by end of project.
1. Project report

2. TRL Overseas Road Note on Social Benefits

3. A software toolkit compatible with HDM-4


(Output to Purpose) 

1. Thematic Network accept proposed framework and approve proposed  prioritisation methods. 

2. TRL Overseas Road Note is widely distributed.

3.  Software toolkit becomes a standard tool for practioners and is implemented as a component of the HDM-4 system.



Activities:

Project Management:

1. project co-ordination and dissemination 

Inception:

2. Establish Thematic Network (TN) of leading professionals

3. Commission papers on social benefits 

4. Review papers and organise TN workshop

5. Develop methodologies for field work and produce way forward report

6. Review meeting

Implementation:

7. Undertake up to 3 field trips to collect data and test methodologies

8. Analyse and document findings from field visits.

9. Produce discussion paper on framework for treatment of social benefits

10. Undertake second TN workshop to gain concensus

11. Review meeting 

Final Reporting:

12. Produce TRL ORN on treatment of social benefits and Technical Information Notes

13.Develop software toolkit for quantifying social benefits

14. Final workshop

15. Final reporting
Inputs:  

TRL staff:

Phil Fouracre

John Howe

Dr. Deborah Bryceson

Annabel Davis

UoB Staff:

Prof. Martin Snaith

JB Odoki

David Wightman

IT Transport staff:

Gary Taylor

Farhad Ahmed

International Collaborators:

Ethiopian Roads Authority (ERA), Ethiopia

DISS, Zambia

Transport Development and Strategy Unit, Vietnam
Performance Budget: (Excl VAT)

1. £36,077

2. £5,779

3. £18,570

4. £25,862

5. £20,694

6. £1,051

Total Cost Inception Phase: £82,866

7. £89,835

8. £35,883

9. £21,487

10. £15,946

11. £1,051

Total Cost Implementation Phase:

£181,130

12. £33,690

13. £12,757

14. £15,160

15. £5,786

Total Cost Final Reporting: £75,632
(Activity to Output)

1. Availability of named staff or suitable replacements can be identified

2. Core project team meets regularly and communicates effectively with collaborators

3. An agreed Thematic Network of professionals can be assembled






Pre-conditions:

Staff, TN of professionals and collaborators are available and in agreement on activities.

Risk of personnel working overseas will be evaluated using FCO and local knowledge.

 OPPORTUNITY





CAPABILITY





SECURITY





EMPOWERMENT





POVERTY


DIMENSIONS





HEADLINE INDICATORS





‘LOCAL’ INDICATORS





   Access to


   employment





    Access to 


   social capital    


   networks





 Participation 


 in design,   


 planning &  


 implementation





 Access to


 education





 Access to 


  land and             


  housing





MACRO LEVEL


(National Government – Strategic planning)








MESO LEVEL


(District Authorities – work programming)





MICRO LEVEL


(Local Community – Identification of social benefits and assessment of indices)





Remote rural settlement


Well-connected rural settlement








Feed into HDM-4 model to assist in budget allocation and prioritisation 








Distance to formal/informal place of work





Mode of transport required to access employment





Cost and frequency of  transport service to place of work




















Distance to primary/secondary school





Duration of journey to school





Financial access to school (fees, transport cost, uniform, books)














Size of land tenure





Leasehold or owner





Proximity to road network, transport and social services











Social mileage 





Attendance at place of worship (church, mosque, temple)





Membership of social networks (womens groups, credit groups)











Membership of local councils





Frequency of local council meetings 





Financial investment in local council meetings











    Participation in        


    identification and   


    assessment of 


    social benefits 





Dialogue between:


Community stakeholders


District planners


National decision makers
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