
ORN 22: A Guide to Pro-Poor Transport Appraisal
(The inclusion of social benefits in road investment appraisal, including the use of HDM-4)
Problem: Rural transport investment has an important role to play in the eradication of poverty and achievement of the Millennium Development Goals. But many of the benefits are of a social nature and do not lend themselves easily to economic quantification in the same way as more ‘conventional’ road benefits (like improved vehicle productivity and time savings). And yet in the rural context, traffic levels are very low, and the sum of these ‘conventional’ economic benefits is unlikely to justify road investment.

Solution: Develop a framework that can identify the nature of social benefits, how they can be measured using indicators, and how they can be included in the appraisal process for rural transport. Allied to this, there is the need for a prioritisation process (in road fund allocations to rural roads) that involves participatory inclusion of the rural road and transport service users. ORN 22 provides a guide to such a framework, its application in rural road appraisal, and the process of prioritisation. It also introduces a stand-alone software tool that is compatible for use with HDM-4.
BACKGROUND

ORN 22 provides guidance on incorporating social development concerns into rural transport appraisal. These concerns need to be included in order to: 

· Emphasise the role of rural roads as a major factor in addressing poverty 

· Enhance their potential for selection against investment projects in ‘competing’ sectors. 

It describes an approach to transport appraisal within the new development context, by presenting:

· A framework for the inclusion of social benefits in technical appraisal of rural transport investment 

· Guidelines for the application of this framework 

· Its use with existing planning tools such as HDM-4

· Guidelines on an appraisal process that is participatory and inclusive.

The ORN promotes the development of a transparent, multi-layered and integrated planning process for rural transport investment that will equally inform macro-level budget allocation decisions, meso-level regional screening exercises as well as micro project appraisal exercises. 

TRADITIONAL APPROACH TO RURAL ROAD APPRAISAL

Traditionally, Cost-Benefit Analysis (CBA) is employed to assess the economic worth of a road investment, which is judged over its life-time using the discounted values of all current and future flows of costs and benefits associated with the project. The project is judged on the basis of comparing the costs of having the project (the ‘with’ case) as against a base case of ‘doing nothing’ (or doing the minimum – the ‘without’ case). 

In principle, all impacts of road development can be captured by economic theory, and hence included in a CBA. In practice, the valuation of many of the impacts is beyond the scope of current economic valuation tools. Thus CBA has tended to focus on so-called ‘economic’ benefits, which are those that can be valued in money terms. In this context, the non-quantifiable benefits are often referred to as social benefits and/or environmental benefits. The division between these so-called economic, social and environmental impacts is often blurred.

In practice, in a traditional CBA, the benefits and costs from a road project are typically confined to a series of discrete categories which can be quantified in money terms. These are:

· The initial costs of the road investment (rehabilitation, new construction, etc)

· The direct savings in the costs of operating vehicles on the new road

· Economies from reduced road maintenance requirements

· Time savings incurred by travellers and freight

· Resource savings generated from reductions in road accidents

· Wider effects on the economic development of a region from changes in transport conditions 

Non-quantifiable impacts are often assessed in a qualified manner, and the CBA may be modified to present option rankings (either in simple form, or in some form of multi-criteria or framework analysis). Many environmental impacts can be assiduously estimated, and in many cases roads will need to be designed to meet stringent environmental standards. In the case of ‘social’ impacts, there is less clear-cut understanding of impacts, and hence little or no attention is given to this category.  

For low-volume rural roads, economic justification for changes in transport condition rests mainly on the impact on local economic development, manifesting itself in extra, generated traffic. However, there are problems with current appraisal methods for estimating and valuing generated traffic, and as a result the rates of return on low-volume rural roads are often insufficient to justify expenditure compared to other public investments. 

WHAT ARE SOCIAL BENEFITS?

Social benefits are a wide range of multi-dimensional, interactive and complex non-economic benefits that arise from changes in transport conditions. These include such things as improved social networks and enhanced social capital that are acquired by maintaining links with family members outside of the immediate rural area; improved health and education through easier access to services, particularly with regard to maternal mortality and girls education; improved service delivery by clinics and schools and associated staff attendance. 

THE IMPACT OF TRANSPORT ON SOCIAL BENEFITS

By its very nature of providing access and mobility to a range of activities and opportunities, transport must inevitably have a social impact which is likely to be profound. Social movements cover (amongst others) trips to health centres, hospitals, schools, government offices and to visit friends and relations. They are important because they strengthen the social capital of the individual and may help in personal or community crisis. 

MEASUREMENT OF SOCIAL BENEFITS

Findings from case studies undertaken as part of the development of ORN 22 suggest that social benefits from changes in rural transport conditions can be seen as:

· Improved social networks and enhanced social capital from people finding it easier to maintain links with family members outside of the immediate rural area. 

· Enhanced community development may arise from the community working together to maintain or improve their own transport conditions. 

· Increased confidence in an ability to travel to access services and opportunities.

· Improved health and education through easier access to services.

· Reduced vulnerability to unexpected events and shocks from crop failure, accidents and poor security. 

· Greater reliability of clinics and schools in securing secure staff for clinics and schools and easier to maintain these services because drugs can be supplied and school supplies replenished.

· Reduced time burdens from engaging in mobility due to the improved environmental impact of roads (e.g. less dust) and increased transport service frequency. 

The social benefits of changes in transport conditions are best measured with the use of proxy indicators. These indicators are based on participatory enquiry which seeks to estimate a community perspective of how transport influences their lives and livelihoods.  Good examples are shown in Table 1.

Table 1: Possible indicators for social benefits

	Social benefit
	Possible Indicators

	Increased access to education services
	· Number of schools (primary and secondary) per 100 children in each settlement

· Enrolment into primary and secondary school (proportion of children)

· Actual attendance at school (frequency)

· Distance to primary and secondary school and tertiary college

· Cost of attending school (transport and school fees)

· Literacy rates

	Increased access and use of health services
	· Distance to health facilities (health post, local clinic, hospital)

· Number of health facilities (health post, local clinic, hospital) per 100 people in each settlement

· Attendance at health facility (frequency)

· Cost of attending health facility (transport and medical fees)

· Life expectancy

	Greater access to income and marketing opportunities
	· Proportion of expenditure on social/transport activities (well-connected compared to remote rural settlements)

· Economic growth measured by improved living standards and income/expenditure

· Access to/ownership of transport means by income group 

· Acquisition of credit – proportion of trips and cost of journeys to community associations

· Unemployment rates

	Improved transport and mobility services
	· Transport fare per km

· Proportion of expenditure on transport

· Proportion of sample that commute to work and commuting time 

· Improved mobility 

· Distance to transport pickup point

· Passability during wet/dry season

· Transport fare per unit of goods

· Cost of fuel per litre

	Enhanced social networks and improved social capital
	· Proportion of expenditure on social activities by income group

· Distance to social activities

· Frequency of social trip-making

· Cost per km of social trips

· Number of places of worship per 100 people in each settlement

· Proportion of social visits undertaken by men/women/boys/girls 

· Access to/ownership of communication means, by income group

· Rate of migration to/from settlement 


SURVEY PRINCIPLES

In order to identify perceived and actual social benefits for individual cases, and to undertake consultation and sensitisation of local communities for defining and assessing road appraisal options, it is advised that a robust methodological approach be adopted for measurement of social impact.  

The measurement of the social impact on the range of stakeholders listed below should follow a series of clear steps which are:

· Creation of study team

· Survey reconnaissance

· Surveys of key informants

· Focus group and questionnaire surveys

· Analysis

To measure the social impact within a settlement of changes in transport conditions, the following user perspectives should be assessed:

· Transport user 

· Livelihood earner

· Residents within the settlements living by or near the transport improvement 

· Community service user 

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

INCLUDING SOCIAL BENEFITS IN THE APPRAISAL PROCESS

Overview

The social benefits software tool, produced in association with ORN 22, has been developed using the Analytical Hierarchy Process (AHP) method. This method systematically transforms the analysis of competing objectives to a series of simple comparisons between the constituent elements. In particular, the approach does not require an explicit definition of trade-offs between the possible values of each attribute, and it allows users to understand the way in which outcomes are reached and how the weightings influence the outcomes. 

Input Requirements

The social benefits software tool requires three major inputs: 

· A clear definition of mutually exclusive investment alternatives (for each road section) to be compared; 

· The main goal, objectives, criteria and attributes under which the alternatives are to be compared; 

· A statement of preferences on the set of objectives.

Analysis and Outputs

A score is calculated for each alternative using the AHP. The scores can be considered as the utility index  in terms of social benefits value that each investment alternative could yield, and can therefore be used as an indicator for ranking or prioritisation of projects. The ratio of the utility index to the cost of implementing the investment alternative also provides a useful prioritisation index.

The operation of HDM-4

The social benefits software is designed to be compatible with well established road appraisal tools such as HDM-4. The investment alternatives analysed in the social benefits software can be exported to HDM-4. These can then be analysed together with the other investment alternatives defined in HDM-4 within the multi-criteria analysis framework incorporated in HDM-4. The scores (or utility indices) calculated in the social benefits software can be used in HDM-4 to combine social concerns with others (e.g. economic, environmental, energy efficiency, road safety, etc.). For project analysis at community level, the utility indices will be used to rank and select project alternatives. At national, regional or district level, the ratio of the utility index to the cost of implementing each investment alternative can be used through optimisation procedures as follows:

· Programme analysis to prepare work programmes under specified budget constraints

· Strategy analysis to allocate budget between road classes, administrative units, and work types

· Research, for example to assess the impact of including/excluding social concerns on funding for low volume road.

THE PROCESS OF PRIORITISATION: A PARTICIPATORY APPROACH TO TRANSPORT APPRAISAL

For consistency and transparency there is a need to develop a road project prioritisation process that incorporates both the appropriate appraisal tools such as HDM-4 (with the added value of including the social impact effects) and full participation of stakeholders in establishing the criteria for selection. Any process will need to be tailored according to the national context of each road authority and so will be unique to that country. However, there are set out some principles and common steps that should be followed.

STEP 1: A method of a-priori fund allocation from the centre for some of the resources. There needs to be established an agreed procedure to allocate fairly resources from the centre to the next level of the region. This could entail an equal distribution across all districts of 50% of the road fund or a distribution according to accessibility measurement for the whole region. Whichever approach is adopted there must be consultation. 
STEP 2: A method of drawing up an initial list of roads or routes to assess. This will involve both public consultation and technical analysis. Within a region, public consultation must take place with a wide range of stakeholders. Different communities can first nominate an initial list of roads for further discussion and assessment, so that every route considered will be a “wanted” road. At this initial stage some engineering advice will usually be required to ensure that the routes chosen are broadly feasible from an engineering perspective. In addition a parallel technical exercise can be conducted that could look at levels of accessibility or poverty within different parts of the region to see where resources could be targeted. 
STEP 3: Public consultation Public consultation needs to be undertaken with district authorities and local communities to determine their problems, needs and priorities. The aim of the public consultation is to identify the problems that people perceive to occur from poor access. The public consultation stage is also designed to draw up a set of priorities for action. The public consultation should, in particular, involve groups that are not traditionally involved in decision-making, especially women, young people, and low-income communities who are often most affected by the decisions made. 

STEP 4: Technical assessment exercise Technical assessments can be undertaken once a list of priorities (i.e. candidate roads) has been established through the public consultation phase. These include cost benefit analyses, engineering and social assessments. The Social Assessments explore in more depth the problems and issues raised by the public consultation exercise. More detailed accessibility analysis can be conducted to look at changes at a very local level specific to different communities and road links. Once this data has been collected and analysed, a technical priorities list can be established. This needs then to be taken back to public consultation. 

STEP 5: A further stage of Public consultation This second round of public consultation exercises should be designed to explain to a lay audience (from a wide range of stakeholders) what has been found in the technical assessments. Consultation should be seen as an iterative process to seek consensus on priority actions: seeking public views and analysing technical options, and then returning to the public to report on technical analysis before agreeing a way forward. As many rounds as is necessary should be undertaken in order to secure consensus between the public involvement and the technical assessment.  
STEP 6: Decision to implement improvements The next stage then involves a decision to act upon the agreed priority actions. The implementation of actions agreed between many stakeholders will maintain the confidence of those involved in reaching the priorities for action. There is also a need to allow everyone to be informed about progress towards implementing the agreed set of actions. Publicity may need to be used in this process, especially targeting those who could not be involved in the public consultation stages. 

STEP 7: History A record of the outcome of the public consultation, and the list of priority actions should be kept for future reference. While it may not be possible to implement all of the priority actions at the same time, they will still be seen as priorities as far as the stakeholders are concerned. When more resources become available, the previously agreed priorities can be used as the basis for deciding on further action. Retaining the list of priority actions from such a process could avoid spending the time and effort repeating the consultation process; however, it is always advisable to engage in more public consultation before further action is taken to ensure that priorities have not changed as a result of earlier actions.
	KEY REFERENCE

As part of the preparation of ORN 22, a group of invited experts were commissioned to prepare ‘think-piece’ papers that addressed various aspects of the social impact of roads. These papers can be viewed at www.transport-links.org. ORN 22 and the Social Benefits Software Tool can also be downloaded from this site.
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