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I. OVERVIEW OF SOCIO-ECOMOMIC SITUATIONS OF THE TWO SELECTED PROVINCES HUNG YEN AND lao cai

Hung Yen Province

Geography
Hung Yen, a province belonging to the Red River Delta, has borders with Hanoi Ha Tay, Ha Nam, Thai Binh, Hai Duong and Bac Ninh Provinces.

Located in the middle of the Red River Delta, Hung Yen has a relative flat terrain; its land generally declines from the North towards the Southeast with an average slope of 8m/km. Its average height above the sea level is 2-6 m.
Land Area:

The total land area of the province is 923km2; cultivated land is 862km2, of which land used for agriculture occupies 75% of the 862 km2.

Population:

The province’s population, from statistical data of 2000, is 1,105,268 (the average population growth is less than 1% per year).

The population density of 1,197 persons/km2 is the highest of all Provinces in whole country.  There are no ethnic minorities, most of its population are Kinh people. 

GDP:

During recent years the economy of Hung Yen has grown rapidly and rather solidly. Its provincial Gross Domestic Products (GDP) for the last 5 years, calculated by prices of 1994, are: 

Unit: Million VND
	Year
	Total
	Of which

	
	
	Agriculture
	Industry & Construction
	Services

	1998
	2,341,940
	1,297,741
	470,209
	573,990

	1999
	2,681,238
	1,380,136
	630,911
	670,191

	2000
	2,978,190
	1,428,798
	767,386
	782,006

	2001
	3,302,923
	1,471,934
	927,434
	903,555

	2002
	3,702,607
	1,567,912
	1,104,120
	1,030,575


  Source: Hung Yen Province Statistics year book 2002
The economic structure has been moving towards a positive proportion, the share of  the agriculture sector has gradually reduced, that of industry and construction sector has gradually  increased. The average GDP growth rate is 12.1% per year. 

Among Per capita income in 2002 reached 3.4 million VND per person per year (i.e. VND 280,000 person month). The growth rate is approximately 10%/year.

According to the new poverty line, the number of poor household is low compared to the average of the whole country and has been declining gradually; in 2000 the rate was 5.7% of poor household (the average rate of the whole country in 2000 was 17.2%).

Investments for Capital Construction:

Investment funds for annual capital construction have been increasing, particularly in the last two years. The funds from non-State sectors have increased significently dramatically. 

Investment proportions for transportation and communications are small, reaching only 3-5% of total investments (in 2002 it reached 5.1%).

Unit: Million VND

	
	1999
	2000
	2001
	2002

	Total investment for capital construction
	851,299
	909,120
	1,597,576
	1,700,000

	Of which:
	
	
	
	

	· State investment
	334,493
	400,991
	284,414
	299,720

	· Non-State investment
	475,046
	459,423
	1,296,637
	1382780

	· Foreign direct investment
	41760
	48706
	16,525
	17,500

	Investments for transportation & communications 
	39,542
	48,914
	60,230
	86,960

	Proportion (%) of total investment
	4.6
	5.4
	3.8
	5.1


Rural Transport Projects:

Hung Yen is one of provinces included in the second the Rural Transport Project (RT2).

Total investment of USD3,997,137 are used for rehabilitation  of 216.8km of roads and 707 m of bridges, in which the investment allocation by year is:

	RT2 
	Km of road
	Metre of bridges
	Fund (USD)

	The first year
	82.25
	120
	1,233,370

	The second year
	57.3
	250
	1,196,296

	The third year
	77.25
	337
	1,567,471


These projects started in 2000 and completed in 2002.

Present Conditions of Transportation:

Hung Yen has a relatively high road density compared to the whole country, 4.4km/km2 of the land area on average (excluding access roads to rice fields). Total road length 4,090 km, of which the national roads are 85.7km, provincial roads are 195.4km, urban roads are 48.61km, rural road (including district, village and commune roads) are 3760.5km. The proportions of asphalt paved roads, asphalt concreted roads and cement roads reach 40% (that of national and provincial roads are 100%).

The road system in Hung Yen province has been significantly improved during last years, in particular, national roads 5 and 39 have been improved and upgraded. The road system had   positive impacts on economic growth, income and attracting investments to Hung Yen. Present Conditions of Roads (as of 2002):

	Type of road
	Length

(km)
	Road pavement structure

	
	
	Asphalt, concrete
	Gravel
	Other materials
	Earth

	National road
	85.7
	85.7
	
	
	

	Provincial road
	195.4
	187.5
	7.9
	
	

	District road
	360
	203
	157
	
	

	Commune road
	866
	268
	324.7
	210.6
	62.7

	Village and hamlet road
	2489
	834.7
	834.2
	760.9
	59.2

	Urban road
	
	
	
	
	

	Township
	48.6
	43
	5.6
	
	

	Commune, ward
	45.5
	12.4
	33.1
	
	

	Total
	4,090.2
	1,634.3
	1,362.5
	971.5
	121.9

	Structure (%)
	
	39.96
	33.31
	23.75
	2.98


In the rural road system, the proportions of asphalt and concrete pavements reach only 35% (i.e. 1317/3760), the rest of gravel and earth roads occupies 65% (i.e. 2442/3760), These gravel and earth road tend to be in the communes and area furthest from the national roads. 

Recognizing clearly the important role of the positive impact transportation on socio-economic development, during recent years Hung Yen has mobilized various investment sources to develop its rural transport network. On average, it has improved and upgraded 360.8km every year, equivalent to VND 42.5 billion, in which the combinated investments from central government, the province and the Rural Transport Project 2 contribute about 35%, the remaining  65% is the contribution from local government (i.e. communes) and people. Provided from local Government budgets of contribution from local people.
Means of Transport:

As of 2002, the number of automobile registered in the province is 3,206 vehicles.

The number of motorcycles has a high annual growth rate, the number of motorcycles has increased 8 fold since 1998. There are currently on average of  54 motorcycles per 1000 people on average.
Unit Vehicle
	
	1998
	1999
	2000
	2001
	2002

	Automobile
	1,699
	1,873
	2,080
	2669
	3,206

	Motorcycle
	7,498
	9,593
	18,353
	38,312
	60,044


Lao Cai Province

Geography
Lao Cai is a mountainous province in the northern part of Viet Nam. It borders on China with the borderline of …km. The Lao Cai town lies closely the Vietnamese-Chinese border where is a river junction and a starting point of the Red River running into Vietnam's territory. In recently years, the Lao Cai town has emerged as a bright place due to the friendship and open policies of two countries. 

Terrain of the Lao Cai province can be classified into two different natural areas:

· A high mountainous area where its heights is over 700m above the sea level, the highest peak of Fansipan is 3,143m forming by a range of mountains and huge hills. The terrain of the high area has a high level of separation and rather big slopes of mainly from 15 to 200. 

· The low area is valleys. Small valleys lie on banks of rivers and streams surrounded by ranges of high mountains.

Land area
It is a province with a large land area. Its natural land area is 8,057km (that means 8.7 times higher than the Hung Yen province), in which the land for agriculture shares 11.08%, for forestry shares 31% and for housing shares 0.4%.

Population
As of 2002 the population of the Lao Cai was 633,790 people (the average growth rate of its population is 2.1% per year), in which the proportion of rural population is 82.93% and that of urban population is 17.07%.

Its population density, which is about 79 people/km2, is lower than that of whole country. There are 27 ethnic groups living in Lao Cai, of which the ethnic minority occupies 60%.

GDP

During last years the economy of Lao Cai has grown fairly with an average growth of 9-10% per year. All main economic sectors have grown rapidly and stably. The market economy and multi-sector goods economy all have grown fast in both high and low areas.

The Gross Domestic Products of the province calculated by the prices of 1994 of 5 latest years are:

Unit: Million Vietnamese Dong

	
	Total
	In which

	
	
	Agriculture
	Industry and Construction
	Service

	1998
	841,234
	420,196
	155,393
	265,645

	1999
	899,100
	445,762
	160,493
	292,845

	2000
	1,011,702
	466,408
	201,638
	343,656

	2001
	1,122,552
	518,522
	215,304
	388,726

	2002
	1,240,000
	556,000
	254,000
	430,000


The economic structure has been moved slowly, the share of the agriculture is over 44%; of the industry and construction is 19-20% and of the service is 34%.

In 2002 the average income per capita reached around VND 3 millions/person-year (i.e. VND 250,000/person-month). The average growth of income per capita is high, about 10%/ year.

During 5 years, from 1997-2002, the poverty and hunger rates reduced, poverty households were eliminated by 1.5-2% per year and hunger households were reduced by 2.5-3% per year. Lao Cai however is still one of provinces that have high hunger rates. As of 2002, according to the new poverty line, about 19% households are poverty ones. In communes where the Governmental Programme 135 are being implemented (i.e. 138/180 communes) the rate of poverty households is higher that is about 33.68%.

Lao Cai has not yet balanced its revenue and expenditure. Is revenue is not enough to cover its expenditure therefore it is supported by the state budget every year.

In recent years the relationships between Vietnam and China have been improved, commodity and service exchanges between two countries have been developed rapidly. An advantage of Lao Cai is that it has a big border gate with China so that economy and trade of two countries develop fast.

Capital construction investment

Investment for capital construction increases quickly. Foreign investment is still low.

Investment for transport is low, mainly comes from the central budget.

Unit: Million Vietnamese Dong

	 
	2000
	2001
	2002

	Total investment
	627,185
	750,000
	950,000

	In which
	
	
	

	State capital
	389,952
	477,532
	600,000

	Non-state capital
	229,278
	270,242
	340,000

	Foreign direct investment 
	7,955
	2,226
	10,000

	Investment for transport, communication 
	n.a.
	n.a.
	n.a.

	Proportion (%) compared to the total investment
	
	
	


Rural transport projects

Lao Cai carried some of Rural Transport Project 1 from 1996 to 1997 with total road length of ....km and total investment of ......... roads are mainly gravel, macadam. At present, however, conditions of these roads deteriorated due to lack of fund for maintenance.

Lao Cai is not allowed to carry out sub-projects of the Rural Transport Project 2.

Present situation of transport

Road density of Lao Cai is lower than the average road density of the whole country. Average road density of the province excluding mountain village roads is 0.310413km/km2, whereas that of the whole country is 0.62 km/km2.

Total road length is 4,056km, of which national roads are 490km, provincial roads are 272km, rural roads (including district, commune and village roads) are 3,294.11km. Proportion of asphalt, bituminous concrete paved roads reach 6.73% (that are mainly national roads.) Earth roads occupy a high rate, 51.13%.

In Lao Cai there are still 3 communes without roads to commune centers and commune groups’ centers. They almost do not have bridges. Total road length required a new construction to these communes is about 31km and 6 bridges with total length of 78km. estimated total investment is around VND 22,792 millions. According to the plan 100% of communes will have roads to centers of communes and commune groups.

Accessibility to high mountain, remote villages without road and communes with, but earth roads is very difficult, particularly in the rainy season.

Present situations of road transport as of 2002:

	
	Length

(km)
	Surface structure

	
	
	Sealed
	Macadam
	Gravel
	Earth

	National roads
	490
	223
	195
	72
	0

	Provincial roads
	272
	50
	120
	92
	10

	District roads
	697
	0
	0
	322
	375

	Commune roads
	1,042
	0
	0
	511
	531

	Village roads
	1,555
	0
	0
	397
	1,158

	Total
	4,056
	273
	315
	1,394
	2,074

	(%)
	100.00%
	6.73%
	7.77%
	34.37%
	51.13%


Transport means

As of 2002, number of registered automobile in Lao Cai was 2,620 vehicles; number of motorcycles was 40,419 units.

Number of motorcycles has a high growth rate, over 40% per year on average (since 1998 up to now). If compared the number of motorcycles in 2002 to 1998 it increased 4 times. As of 2002, there are 64 motorcycles per 1000 people on average.

	
	1998
	1999
	2000
	2001
	2002

	Automobile
	1,227
	1,433
	1,707
	1,852
	2,620

	Motorcycle
	10,208
	12,618
	17,844
	28,776
	40,419


II. The present socio - economic conditions of surveyed villages 

In Hung Yen Province

1. Dinh Cao Village
The Dinh Cao village belongs to the Dinh Cao commune in the east of the Hung Yen town and in the south of the Phu Cu town. The distance from its center to district center is about 3.4km, and to better roads (i.e. district roads) is 1.5km. Its natural land area is 330ha, of which land for agriculture is 198ha, for housing and other purposes is 132ha. Land of the Dinh Cao village has been utilized 100%; there is no uncultivated land.

At present it population is 3,835 people with 740 households; there are 5 people per households on average. They are mainly Kinh people. The population density is high, about 1,162 people/km2.

Ages of population: over 18 year-old male shares 15.7%, over 18 year-old female shares 16.43%, 12-18 year-old female shares 16.43%, under 12 year-old male shares 17.73%, and under 12 year-old female shares 18.51% of the population. In general, village population is at young age. Their income is low. They mainly live on rice cultivation, average cultivated land is 500m2/person, and highest annual paddy production reaches 600 kg/person-year. Poor household rate in the Dinh Cao village is still high, about 20%.

The village lies not faraway from the district center but in a flat area, its transport system is very bad causing difficulty for traveling. State investment for road construction is low; roads within the village are narrow. These roads are mainly gravel or cement concrete. They were constructed by the contribution of people but being deteriorated.

Average distances from the village to public services, commune and district centers are not far but the road quality is low: to the commune center is 0.5km, to the commune health station is 0.5km, to the secondary school is 0.5km, to the district center is 3.4km, to the district health station is 16km, to the high secondary school is 1km, to the better roads (i.e. the district roads) is 1.5km, to the province center is 16km.

Traffic density on village roads is rather high. The traffic consists of motorcycles, bicycles, and pedestrians. It specially crowded during the village market-days (two days per week).

2. Kha Duy Village
The Kha Duy village belongs to the Doan Dao commune, Phu Cu district in the east of the Huong Yen town. The village lies along the national road 39B from the Hung Yen town to the Hai Duong province. A main road of the village run in the middle of the village connecting the national road 39b with the district road 203; its length within the village is 98.83km. This it is cement concrete road with surface of 3-5m that has just funded by the Rural Transport Project 2.

The natural land area of the village is 98.93ha, of which the land for agriculture is 85.56ha; the rest (for housing and other purposes) is 9.28ha. Its population is 1,250 people, number of households is 320, and there are 4 people/household on average. The population density is high, around 1,276 people/km2 living concentratedly along the main road.

Ages of population: over 18 year-old male shares 25%, over 18 year-old female shares 30%, 12-18 year-old male shares 10%, 12-18 year-old female shares 15%, under 12 year-old male share 10%, and under 12 year-old female shares 10%. Their main income comes from rice cultivation; average cultivated land is 685m2/person, highest rice production reach around 750kg/person-year. Poor household rate in the Kha Duy village which is higher than in the Dinh Cao village is 25%. Lying closely the main road but before being improved, its quality was very bad and accessibility was difficult.

The Kha Duy village lies along the national road 39B and the district road 203. The main road running through the village has just been improved under the Rural Transport Project 2 therefore the travel is rather convenient and smooth.

Average distances from the village to public services and to commune and district centers are not far, road quality is good and travel is convenient: to the commune center is 1.5km, to the commune health station is 1km, to the secondary school is 1.7km, to the district center is 4km, to the district health station is 8km, to the high secondary school is 2km, to the better roads (i.e. district roads) is 0.2 km, and to the province center is 15km. 

In Lao Cai Province

3. Na Din Village
The Na Din village belongs to the Muong Vi commune, Bat Sat district in the mountainous area of the Lao Cai Province which lies in the west of the Lao Cai town. The same as 4 other villages, the Na Din village lies along feet of mountains. Valleys forming under feet of mountains can be used for water rice cultivation; part of land on hill slopes can be used for crop cultivation such as maize, cassava. The natural land area of the Muong Vi commune is about 27.15km2. Because of high terrain, it is difficult to identify the natural land area of each village. Land for rice cultivation of Na Din is 0.162km2. 

As of 2002, the population of the village is 434 people; there are 77 households with 6 people per household on average. There are 6 ethnic groups living in the village, they are Day, Kinh, Dao Do, and Mong people, among these group the Day people occupies around 65%.

Ages of population: over 18 year-old male shares 24.37%, over 18 year-old female shares 28.74%, 12-18 year-old male shares 8.97%, 12-18 year-old female shares 6.67%, under 12 year-old male share 17.93%, and under 12 year-old female shares 13.33%. Their income mainly comes from rice and crop cultivation; average cultivated land for water rice is low, 370m2/person, highest rice production reach around 450kg/person-year. Poor household rate in the Muong Vi village which is higher, about 25%. Intellectual standards of the people are low. 

Accessibility to the Na Din is still difficult; automobile cannot enter into the village. There are 0.9km without road for automobile and in order to access to the village people must pass over two streams. Only motorcycles and bicycles are able to access to the village. Most of roads in the village were constructed by the contribution from people. They are mainly earth and macadam roads. 

Average distances from the village to public services and to commune and district centers: to the commune center is 3km and roads are earth and macadam in very bad conditions, to the commune health station is 3km, to the secondary school is 3.5km, to the district center is 19km, to the district health station is 19km, to the high secondary school is 20km, to the better roads (i.e. district roads) is 7 km, and to the province center is 30km. Because the travel conditions is difficult and the village is far away the district and province centers therefore the travel frequencies are not high. 

4. Ban Xeo Village belonging to the Ban Xeo Commune, Bat Sat District
The geographical conditions of the Ban Xeo village are the same as that of the Na Din village. Belonging to a high mountain area but the Ban Xeo village lies in a valley area with more convenient transport. People live along a district road, this road was invested under the Rural Transport Project 2 during 1996-1997, and its surface is gravel with 3.5-5 m wide. However, due to limitation of maintenance fund and impact of the natural the road is in very bad. 

Land for water rice cultivation is 0.38km2, land for crop cultivation is 0.29km2; the population of the village is 574 people, there are 121 households with 5 people per household on average. Average land for water rice cultivation is 650m2/person. There are 5 ethnic groups living in the Ban Xeo village: Dao people (53.35%), Day people (32.79%), Kinh people (13.36%), Mong people (1.30%) and Ha Nhi people (0.20%). Among them the Dao people has the highest rate. 

Average distances from the village to public services and to commune and district centers: to the commune center is 2km and roads are gravel, to the commune health station is 1km, to the secondary school is 2km, to the district center is 25km, to the district health station is 25km, to the high secondary school is 20km, to the better roads (i.e. district roads) is 0 km (because Banxeo Village is located along district road), and to the province center is 35km. 
Rural Transport Policies and Management in Vietnam 

According to the Governmental Decree No. 167/1999/ND-CP of 26 November 1999 on organization and management of road, the Vietnam road system is classified into 6 classes: national roads, provincial roads, district roads, commune roads, urban roads and special-used roads.

National and provincial roads are main road systems of the Vietnam road system.

Rural transport is defined as the movement of people and goods on the district and commune area. The rural transport includes three main areas: infrastructures (road, bridge, waterway, port), means of transport, and people.

Infrastructures include: road network, encompassed of district, commune, and village roads and bridges, ferry, port; waterway and port facilities; lower level of infrastructures like foot path, in-the-field canal bank.

Means of transport include: of individual, go on foot, rural transport service providers, means of transport of state officers.

People involved: rural people, operator of transport services, state officers working in the rural areas, enterprises, individual, etc. who use rural transport infrastructure.

According to government decree #167 on the management of road network, rural transport is managed by district and commune authorities.

This study just deals with impacts of rural roads on social cost and benefits in rural Vietnam; Impacts of Rural water way transport is not studied yet.
The rural road system was constructed to meet travel demand and cargo transport of the local people and to link the rural road system with the provincial and national road systems. Surface structures of these roads are gravel, macadam. In some localities with developed economies and fair income, their people contribute to construct their rural roads as sealed, cement concrete roads. At present there are over 200 communes without road to their commune and commune group centers.

As of 2003, total length of Vietnam roads is 197,757km, of which the national roads are 15,882km, provincial roads are 17425.14km, rural roads are 164,450 km (excluding the rice field access roads). Sealed roads shares 11.84%; macadam roads shares 14.35%; gravel roads shares 28.54%; and earth roads shares 52.36%. 

The rural road system (164,450 km) has low surface, sealed roads shares 4.10%; macadam roads shares 7.28%; gravel roads shares 29.15%; and earth roads shares 59.47%.

Investment for construction and maintenance of the Vietnam road system, according to current regulations, is allocated as follows:

Investment for the national road systems is allocated from the central budget and other sources. Investment for the provincial and district road systems is mainly allocated from local budgets and other sources. Investment for the commune road systems is mainly mobilized from the contribution of local people and commune budgets, and it is supported partly by budget of higher levels and other sources. Rice field access roads are constructed by contribution of local people. 

Fund for road management and repairing is used for the following activities: (i) management and regular repairing, (ii) periodical repairing and (iii) unexpected repairing.

During last years due to fund limitation so that the investment have been concentrated on the national and provincial road systems.

Central budget investment for the rural transport is not much, mainly supported by materials and equipment (such as road-rollers, etc.), and this support is available when the natural calamity and flooding occurred causing damage of rural roads.

Since 1996 under the implementation of the government’s poverty reduction and growth programme the rural transport systems have been paid much more attention. Apart from local fund, contribution of local people in terms of money and labor force, the international organizations such as the World Bank and Asian Development Bank and some institutions of the developed countries such as the United Kingdom, Japan have provided investment sources for the rural transport. In addition, the government has also carried out some rural socio-economic development programmes: the Programme 135, the Programme for Remote and Border Communes, the Clean Water Programme, etc. in which there are investments for the rural transport.

Due to the investment demand for the rural transport is very huge, in order to achieve the efficiency policies of the government and provinces are, as follows:

Investing in the development of the rural transport by each stage with step suitable to the economic development situation of the country, of each locality, avoiding hastiness, skip a stage, and to be considered this development is a regular task that should be done in many years. The investment should be concentrated. Investment priority rank should be identified with suitable scales, according to approved projects and stipulated design standards. To be active in operation, management and utilization effectively resources: central budget, local budgets, and huge potential of the people, international donors, and domestic enterprises, oversea Vietnamese. Encouraging economic sectors involve in the BOT form if the local people accept.

The Ministry of Transport and Ministry of Finance have stipulated clearly the management of investment for rural road management and repairing.
Investment for rural transport development is mobilized from main sources that are:

· Contribution of people (in terms of money, materials, labor working day, etc.) shares a major portion. 

· ODA or grant aids of international institutions.

· Extraction from annual compulsory labor.

· Fund supported by the budget.

In addition, provinces and cities are allowed to borrow credits with grace interest of 0% to implement the rural road projects and to receive the contribution of enterprises, institutions, and individual in- and outside the country.

Investment structure: Compensation and land clearance are responsible of the people, construction of road formation is mobilized from the people contribution in terms of money or compulsory labor, domestic materials for road construction requires the people contribution, the government supports cement and asphalt to build road surfaces, bridges and culverts.

By these guidelines, the rural transport has been improved significantly, creating a rather convenient travel.

Rural economy and society have been developed considerably. People living has had much improvements, targets on social development and improvement of all class urban and rural people, particularly the target on poverty reduction have achieved remarkable results.

In face, however, there is still a problem that the proportion of poor households is high. According to surveyed data, the poor rate was over 37% in 1998 and about 32% in 2000. If based on the poor criterion in terms of food and foodstuff, the poor rate was 15% in 1998 and 13% in 2000. According to the poor criterion of the new National Poverty Reduction Programme, in early 2000 there were about 2.8 million poor households, occupying 17.2% of total household of the country. 

Poverty and hunger are popular in low and unstable income households, concentrating in the rural, remote, high mountain areas, and in ethnic minorities. 

Results of survey on poverty in 2000 are shown in the following table: 

	
	Number of poor households (1000 households)
	Compared to total number of households in region (%)
	Compared to total households of the whole country (%)

	Total
	2,800
	17.2
	100

	Rural
	2,535
	19.7
	90.5

	Of which: - Mountainous rural 
	785
	31.3
	28.0

	                 - Delta rural
	1,750
	16.9
	62.5


In order to carry out the comprehensive poverty reduction and growth programme, besides a series of synchronous solutions should be implemented. Regarding the transportation, its targets are to develop the transport system, ensure that having roads for motor vehicles linking to the centers of communes and commune groups, in mountainous provinces it is required to built roads for small and medium-sized motor vehicles linking to the centers of communes or commune groups; where difficult terrain is existing roads for two wheel motor vehicles or carts should be built at the beginning stage, later they will be widened for automobile. Step by step using public transport means to serve for transporting cargoes and passengers in rural areas and poverty areas. 

For remote communes and where rural industrial parks will be established, the government has special policies to construct new roads linking with main road sections and to improve deteriorated roads. 

Combining and integrating capital sources from the Programme 135, Programme on establishment of high, mountainous commune groups, socio-economic development programme for mountainous provinces in the Northern Part, Highlands, Mekong River Delta aimed at creating conditions for development of the rural transport. 

Our conditions are not allow to implement the study on a large scope, therefore the study on social costs in the rural areas in Vietnam can cover 4 typical communes in the Hung Yen and Lao Cai provinces. The Hung Yen province represents for the delta areas with a high population density. It lies closely commercial, industrial centers, main roads and travel to and from there is convenient. The Lao Cai province is a mountainous province, not close to commercial and industrial centers, and travel to and from there is difficult. In each province two settlement areas were selected, one of them has been invested and another has not been invested. Surveyed results reflected the rural socio-economic situations in Vietnam. 

For communes/settlements without investment, the travel to and from there is difficult, their economies and societies are undeveloped. The transport means is poor.

On the contrary, for communes/settlements with investment, their economies and societies are developed, people living has been improved. The transport means is diversified, motor vehicles there have grown rapidly. 

These can be seen through the following some analyzed results: 

Education
The enrolment rate into primary school, basic secondary school, and high school

Communes belong to Hung Yen Province have high income; rural roads are well-linked to the provincial and national road network. Their school percentages of Lower secondary, Upper secondary and University are higher than it is in Lao Cai .

                                                                                                       Unit: School rate per person
	
	Village

	
	Ban Xeo

(Lao Cai)
	Dinh Cao

(Hung Yen)
	Kha Duy

(Hung Yen)
	Na Din

(Lao Cai)

	Non
	0.224
	0.044
	0.027
	0.242

	Children
	0.114
	0.048
	0.031
	0.169

	Primary school
	0.303
	0.176
	0.125
	0.360

	Secondary school
	0.319
	0.452
	0.363
	0.194

	Uper secondary school
	0.038
	0.240
	0.375
	0.034

	College
	0.003
	0.036
	0.078
	0.003

	University
	0.000
	0.004
	0.000
	0.000

	Total
	1.00
	1.00
	1.00
	1.00


School in various grades in control and non-control settlements (Dinh Cao, Na Din; Kha Duy, Ban Xeo villages):
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Household income and expenditure

Income

There is a difference in households’ income and expenditure between Hung Yen’s Villages  and Lao Cai’s ones

In Hung Yen province, Setlements (here is villages)  well-connected to the national and provincial road systems have income from agricultural production (61.3-64.3%), self-employed trading, self-employed service sector work,... 

In Lao Cai province, Setlements (here is villages)  not well-connected to the national and provincial road systems compered wih Hung Yen, have income mainly from agricultural production (85.6-95.6%). There are small proportions of other sources of income
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Regarding expenditure, Settlements well-connected to the national and provincial road systems diversify expenditure with a low proportion for food and a high proportion for schooling. In contrast, Settlements not well-connected to the national and provincial road systems have a high proportion for food and a low proportion for schooling (see details in question 3’s tables in appendix)
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Economic growth over lastest 10 years in surveyed setlements
Unit: % of surveyed households
	HH’s Living Standard Experience (over 10 years) 
	VILLAGE

	
	Ban Xeo
(Lao Cai)
	Dinh Cao
(Hung Yen)
	Kha Duy
(Hung Yen)
	Na Din
(Hung Yen)

	Great improvement
	55.0%
	40.0%
	25.0%
	41.7%

	Some improvement
	33.3%
	50.0%
	56.7%
	46.7%

	Stable
	11.7%
	8.3%
	18.3%
	11.7%

	Some deterioration
	0.0%
	1.7%
	0.0%
	0.0%

	Great deterioration
	0.0%
	0.0%
	0.0%
	0.0%

	Total
	100.0%
	100.0%
	100.0%
	100.0%


Travel frequency and cost
There are differences in the frequency, time and cost of travel in surveyed setlements

(It is not completed, because Mr. Tuan not finishes analysis Question 5 yet; I will send it to you later)
Perception of people about factors affect rñal road usage

For most of the participants, factors affect them in the way they use roads are:

· Income: income of each social groups define means of transport they would use and resettlement. For some groups, they have to pay cost for their trips, especially when they use or hire motorized vehicle.

· Settlement: for those who live in the inner villages, so they go on village roads before going on others. For those who can move out to the road as they may have savings, business skill, social safety net, etc. and do other jobs, they use commune roads, district roads, and event provincial roads very often;

· Economically, it is people’s livelihood: Most people in the study rely on agricultural activities, they have to go to rice fields or maize hills, to gather firewood in the jungle, so they go very often on village roads and commune roads. For well-off, rich, businessmen they can move from disadvantaged to advantaged location; they go to sell and buy goods or provide services; they go far to buy in bulk with lower price, they retail near with a little bit higher price, even on credit; they use commune and district roads very often..

· Quality of roads: people go more often if the roads are in good condition, they may go less often if the roads are in poor conditions;

· Means of transport: for the poor, who can not afford a mean of transport, they have to  go on foot, for the poor in the uplands, they go barefoot; they may chose a short cut, small and empty roads. The rich have motor-bikes and bicycle, so they prefer roads with smooth surface and safety, they also calculate cost of each trip (most of rich participants counted cost of their trip, at least for gasoline). More men can drive motor-bike than women can, due to skill and courage to ride on a machine of two groups are different.

· Socio-cultural settings: women have to do their daily domestic chores, so they go on village roads and commune roads more often than any other; they go to district market not so often to buy and save some money for the family, they go to the market not only to sell and buy goods, but also to meet friends and relatives in their social safety net. Men are perceived the mainstay of a family, men often go farther than women, so they use commune and district roads more often than women do. The elderly are very weak, so they just care about and go on intra-village roads. Children are supposed to study at the school, so they go on village and commune roads more often than others.

· Naturally, it is weather conditions: whether the road is dry or wet, it rains or shines, it is dark or bright; and seasonality of agricultural production and then agro-business cycle. When the harvest time, more vehicles travel on the roads to serve the villagers or to buy agricultural produce from them. More farmers use transport service offered by vehicle owners during harvest time or in construction season.

Perception of people about impacts of rural road network

The main positive impact of the road network are as the following:

Economically: (1) boost and restructure local economy from agriculture-based towards agriculture, service, and cottage industry (in plain communes); and from subsistence to cash crop, from extensive to intensive farming; (2) create more off-farm cash-income opportunities, especially in the plain communes; (3) the road network open up market opportunities to the people, they know how to catch these opportunities; (4) create access to the markets, for both inputs and outputs; (5) easier, cheaper, and time-saving transport of goods, flow of people and vehicles; (6) goods and services are more available, more choices for the consumers, both rich and poor; (7) the rich and businessmen benefit the most from the improved road network as they have better means of transport and they use roads more often.

Socio-culturally: (1) household have better equipments and facilities (electrification, TV, telephone, motor-bike, bicycle, brick house, cement roof tile, clean water, etc.); (2) more children attend class, and they are self-motivated to study as they have brighter future; (3) social safety net preserved and built up, thanks to better roads, they can make more visits and attend more meetings or social events; and (4) more children get health care services, nurses make more visits to the villages, family planning is much more better than before.

Technologically: More and more people apply advanced techniques in cultivation, rearing livestock, processing agricultural produce, etc which increase productivity, reduce costs, and ease the  crunch of farmers, especially women, save time for doing other chores, eventually nurture better health.

�














�














�








PAGE  
8

