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EXECUTIVE SUMMARY

The evaluation encompassed a wide variety of study topics
important to assessing the several USAID/Honduras rural roads
projects: inspections of +the 1roads themselves, measurement of
social and economic impacts as perceived by the beneficiaries,
and two special studies, regional impact and that on the growing
shrimp -cultivation enterprises. Environmental impact was probed.

Summary

iest project roads was nearly impossible to

The impact of the earl
~nst of these had since been rehabilitated or

measure because m

reconstructed, causing confusion in the minds of the
beneficiaries. The principal target of the impact measurement
was Rural Trails and Access Roads, new enough to be remembered

and completed with sufficient time for impacts to be evident.
Inspections of some Rural neads II and some roads built by other
institutions were conducted to furnish basic informaticn on them.

The research found the roads to senerally have been properly
constrncted. Seme faults were found with lack of completion of
some elements in the Rural Trails and Rccess Roads project; the
supervision was improved for Rural Roads II and the contractors
had finished their work. There were some design problems
detected, mainly on those roads subject to flooding; the roadbeds
were not high enough to overcome +the problem. Tco, a few created
dams which increased the flooded areas. Probably the major
weakness in  both projects was that on some, insufficient select
material had been used on the surface and on others, the surface
had not been propeuwly compacted.

The overwhelming problem found was the lack of proper
maintenance. The three district maintenance offices have nearly
no equipment, small budgets, and insufficient personnel to effect
+he routine repairs necessary to prolong the life of the 1oads.
The national maintenance office has experienced reduced budgets
the last two vears while more and more roads were being built.
The problem is a seridus one that must be faced if AID is to
protect its investment.

FEconomic benefits were studied via two main approaches: from the
view of the beneficiaries, and through two special studies of a
macro nature. The heneficiaries engaged in agriculture, shrimp,
salt, transportatien, and commerce had reaped unusually high

DEVELOPMENT ASSOCIATES, INC.




ii

benefits from the roads. First, the roads opened areas so that
more land is devoted to crops and livestock, and to the shrimp
and salt enterprises. Second, the opening of the roads was

quickly followed by many technicel assistance services and these
further spurred the development of the region. That expanded
development, more land and higher yields, then stimulated many
small businesses. One of +the major beneficilaries of the
combination of opening the roads and the provision of technical
services was transportation. Services grew from horses to modern
buses and trucks, all operating profitably in the new areas.
That, in +turn, brought still another benefit to the communities,
the additional opportunities to associate with other people, to
bring in their supplies at lower cost, and to haul their produce
to better and farther markets.

The study of the Northwest Region showed that the effects of the
development after road construction are greater than the sum of
the heneficiary effects. Commerce, inter-regional
transportation, credit institutions, and many other services are
considerably enhanced. That is, there is a benefit beyond the
farmers and their families; the impact spreads to a series of
Lusinesses that are spawned or operate at a higher level.

The attention to the burgeconing shrimp cultivation enterprises
showed impacts on two sectors: the small producers and the larger
national and internaticnal growers. While +the small operations
lack technoleogy and credit, they still increased their incomes
csubstantially. The larger growers, with sufficient capital and
considerably higher techneology, were increasing rapidly in number
and moderately high in production. That production was being
marketed in the United States, providing valuable hard currency
for Lne nation. The study also detailed the very large potential
remaining for the shrimp industry, at least 10,000 hectares that
could be put into shrimp farming if the access roads were in
place.

The social bhenefits were mainly measured via the perceptions of
the beneficiaries of their situation before and after the roads.
They reported more primary schools, more children enrolled in
school, more vyouths traveling to other towns where secondary

education was available. Some adult education has now reached
the communities and the people are participating in that
opportunity.

Health benefits were equally evident. More rural clinics had
been built, nutrition was being taught in some communities,
travel to hospitals and other health facilities was easier. Some
organizations had entered many communities and were helping with
the constructicn of latrines and potable water systems. More
needs to be done in health but a substantial beginning has been
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made. Family planning information is now available in some areas
but there are many others where that is still lacking.

Women tended to benefit somewhat less than men but they, too, had
found more employment, some new occupations, and opportunities in
commerce. They perceived the increased education and health
facilities as particularly benefitting them. The participation
of women in local councils, volunteer work, and other community
efforts hud increased.

A major thrust of +the rural roads projects has always been the

rural poor. These were the primary beneficiaries of +the AID
efforts. They made up an overwhelming proporticn of the
beneficiaries. They gained economically and sociaily from the
opening of the roads. This included some small businesses and

processing industries, almost entirely lacking when there was no
road.

Few ncgative environmental effects were found. Loggers had come
in when roads opened and despite the rules, had deforested some
areas. The access roads they built were cited by the forest
service as detrimerital for they often violated the construction
standards and soil erosion occurrea. For some time after the
opening of the roads incto the areas where shrimps are now grown,
the mangroves suffered devastatiorn. Their cutting for fire'iood
to helr evaporate the water in the salt extraction process
hastened the losses. The forestry service is now controlling

these valuable as:sets much more closely and reported that little
damage is now being inflicted.

The ~valuation team examined the goals and objectives of the
several projects and tentatively assessed their accomplishments.

In almost every case, the inputs had been wisely used and they
had produced the expected outputs. The general view is one of
considerable achievement. The major flaw was that because of the

lack of maintenance expected from that directorate in the
Secretarial of Communications, Public Works, and Transportation,
the anticipated life of the roads had been shortened, causing a
great deal of the effort of subscquent projects to go into
rehabilitation, and in some cases, reconstruction. The ecoconomic
and social goals, as summarized previously, more than met the
expected outputs from the projects.

Conclusions and Recommendations

Fach cof +the TrTesults chapters contains 1its conclusions and

recommendations. Those are summarized here sc that they can be
reviewed easily. Obvicusly, some of the conclusicons are
interrelated and thus so are their recommendations. When they
were exact duplications, one was eliminated. If +they contained
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elements important to their wvaluation task, they were retained
even though they are partly in restatement.

Inputs and Qutputs

There were many variations within the goals and objectives of the
six AID projects. The ex-post evaluation could not, of course,
quantify these in absolute terms. In relative terms, however,
the findings were as follow:

Goal: Increased agricultural preduction.

There were substantial increases in production.

The increases, of course, are not solely due to the roads; many
agricultural and other services contributed. Nevertheless, most
of those services had not worked in these areas bheftore the roads
were constructed; their arrival, too, is at least in part, an
output, which in turn facilitated the expanded and improved
production of crops, shrimp, and livestock.

Goal: Greater commerce serving the areas.

Many businesses, although mostly small, were established in
the served communities. Small fruit canneries had been
installed.

Some larger businesses were also established: +the many new
shrimp farms, the hundreds of manzanas of new coffee
plantings and their processing plants, a sizable cheese and
butter plant was 1in operation, and many others such as
factories toxr tiles, blocks, tools, equipment, grain silos,
and a small shoe factory.

The roads were not the only inpute that helped make these
possible. BAgain, however, they were the beginnings - the other
institutional (including AID) efforts arrived after the roads and
the final results were positive outputs.

Goal: Improved access to education and health.
The access was definitelv ennhanced:

More schools and teachers.

More children enrolled in primary school.

More vyouth traveling to secondary schools.

More health centers.

Easier and faster arrival to these centers and to
doctors and hospitals.

Many beneficiaries stated that they now had improved
housing, potable water, and latrines.
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While these are but indicafons, they are important in the,
minds of the people served by the AID roads.

Not all of the prrnjects specifically mentioned the rural poor bhut
this was implied; only the mnst recent prejects stated goals for
women and minority groups. Whether or not these were listed in
the project papers, there were benefits to these segments of the
population. In very general terms, these outputs can be stated:

Rural poor: All of the project roads benefitted the rural
poor; as stated in a previous evaluation, the larger
farmers and businesses also profited, and often more,
but that does not detract from the basic ingredient;
the rural poor received many benefits.

Women: This segment benefitted mostly from improved access
to education and health, in finding some additional
employment, and in several ways enjoying a reduction in
their hard work and lives in general. This was not a
strong goal achievement of the projects but an output
was felt.

Minorities: The greater numbers of these populations are
among the rural poor and their economic, educational,
and hezlth opportunities were enhanced. The two larger
groups, blacks and Indians, directly benefitted from
the 1roade for the=ze were constructed 1n many areas

whers they live.

Thece Lhree cpecitically mentioned groups perceived that they had
benefitted from  the rvoad ceonstruction projects. They were as
appreciative of them as any other portions of the population.
Some, if differing degrees of output, were achieved for the rural
poor, women, @and minorities.

Tn the most  recen- rvoads projects, one other goal has been
includsd:  that  of  increasing the production and marketing of
export crops. Moo quantification was attempted in this brief
survey fut  many examnples  were found where "without" roads, none
was produced and "with"  the rosds, the crops were being grown,
snld, and exported.  Chief ameong these were: cantaloupes, squash,
watermelons, shrimp, sesame sesd, frulft, onions, green peppers,
and cashew  rmmto, Again, the roads were not the only influence
but wirhont them, these products would never have been produced

1 DERG
and entered inta the export marketo.

i

Ir, a  woery opecitfls  sense, baere were zccomplishments toward all
of the goals ctoared in the several projects.  They varied in the
degires  or lovement  (somebimes  due to inclement weather and
other uncont 1zhle variables) but  all  were directly chserved
and verif i-d. While it weuld have been desirable to havs done

T
e
1 i
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more quantitative measurements, their lack does not detract from
the general conclusion that the goals were achieved.

Roads and Highwavs

It must be recognized that the team saw the roads under far from
ideal conditions: torrential rains further damaging roads that
had deteriorated because of lack of nmaintenance. Nevertheless,
some construction problems were also in evidence; they had not
heen erased. Those problems caused by faulty construction should
have been found during supervision and certainly during the final
inspection.

The team suggecsts that the inspection procedures be
reviewed. The two review facets are:

(1) FEngineering should review its final inspection
procedures tao assure that they are totally
covering the completed roads.

(2) Since it is also possible that after making the
inspections and recommendations, some corrections
are not being carried cut, that phase, too, should
be reviewed and modificd as needed.

The problems of maintenance are so severe that some of the AID
investment is lost and thus "rehabilitztion,'" more often "recon-
struction, must be done frequently. The problem is complex and
ne easy solutions will present themselves. The basic elements in
any plan should be as follow.

The USAID/Honduras Mission should, through policy dialogue
and other means., bring GOH tc realize the futility of the

present inadequate maintenance and then appropriate
sufficient funds for continuance of service o2 the roads.
This is, of course, a lLong term solution.

A medium term exerciie should be that of assuring that any
monies provided by RID for maintenance do not supplant the
GOH bhudget. Cooperation with the other international
agencies might be an effective means to achieve this.

Counterpart funds are not &ll being provided as agreed. Measures
to remedy this problem would helyp toward bettex maintenance.

I short term solution must also be sought to assure that the
roads de net centinue to deteriorate even as they are being

buil+. Some possibilities suggest themselves:

(1) Provide funds for maintenance under contracts with
trustworthy local companies.
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(2) The minimal labor progmam should be continued;
strengthening through closer supervision will be a
positive asset.

Some other alternatives, of medium to 1long term effort, are
suggested:

(1) Continue to explore the mechanism of providing
some maintenance monies under the direction of the
municipalities; that will not be easy since thcse
bodies do not now have that power.

(2) Continue the efforts to strengthen the tax collec-
tion abilities of the municipalities so that some
local monies can be used for maintenance.

(3) Further decentralization of the maintenance
districts 1is highly desirable; that must be
accompanied, however, with a separate budget for
them so they can better manage their own
maintenance efforts.

These recommendations should not be taken as a condemnation of
the AID rural road construction projects. Quite the opposite,
the team found that a great deal of good construction had been
done and that many of these 1roads were surviving despite the
maintenance and traffic problems. Furthexr, it found that the
social and economic benefits accruing from the rToads was very
high. The roads are sincerely appreciated by the beneficiaries,
by commercial entities that use them, and by the agricultural,
health, and educational services that travel them in order to
make their contributions to the development of the 1rural areas.
This leads to a final, cverall, recommendation:

USAID/Honduras should prepare and execute a new rural roads
project and it should encompass as much of the not now
served rural population as can be financed.

The efforts of agricultural and other rural development, the
provision of health and educational services, and the long term
economic stabilizaticn of +the Honduran economy will be well
served by such a proicct.

Economic (onsiderations

The s+udy of these sample roads and some of the wvillages they
serve showed that the network was indeed constructed where there
was a potential for economic ben=zfits and that those benefits are
already 1in evidence. The AID-SECOPT and the small sample of
IHCAFE roads are serving their intended goals and purpeses.
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Every community within the study had progressed economically,
thus not only the network but also the access to these
communities had equalled or surpassed the anticipated benefits.

The socioeconomic studies on file in the Mission and AID-SECOPT
offices in the field were in the files. Those in the AID-SECOPT
field offices were complete and well done. The better organized
files in the Mission were summaries of the field reports, and
while somewhat brief, correlated with these in the field.

Only ne recommendation needs be made concerning the economic
studies and the road projects:

O

The Mission and AID-SECOPT should continue their
efforts to conduct sociceconomic studies for new
construction and for 1rehabilitation projects. They
have served well in the selection process.

The excellent IDB-RRNN project in the Western Region
should be incorporated into the AID LUPE project if the
present negotiations with IDB fail.

The economic benefits of the roads projects are far in excess of
the costs of the projects. USAID/Honduras can be assured of the
impact these projects have on the beneficiaries. It can
strengthen the documentation by combining the summary and detail
study files.

Regional Impact

Most of the conclusions and the recommendations drawn from them
are obvious and were briefed under Inputs and Outputs. They
merit reiteration for emphasis.

The building of new 1roads and the rehabilitation of others have
brought enormcus changees in  the agriculture of the Northwest
Regicn. Manzanas in crops has greatly increased. The tradition-
al crops, corn and beans, have increased in vyields but they are
still primarily for home or local consumption. Potatoes, coffee,
and vegetables, on the other hand, have not only improved in both
amount grown and vields, bhut have al=o entered the national and
international markets because of greatly facilitated
transportation.

There are still some productive areas without roads; the
entire municipality of Dolores is unserved and a road should
be built e it from San Miguelito.

Some of the reoads that were built have not been properly
maintained and sever=ly limit or slow traffic; these should
be repaived and then kept up.
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The road between San Juan dc Intibuca and Gracias, Lempira,
is nearly useless for the transportation of farm produce.
The +trip from San Juan to San Pedro Sula, the principal
coffee and cattle market, would be cut in half if this road
were reconstructed.

IHCAFE has built many penetration roads into the new coffee areas
around San Juan and these have had almost explosive effects on
the amount of coffee planted there.

These roads serve well at the beginning but the traffic soon
outstrips their capacity; many of these should be widened
and improved.

Theve are severe limitations on how many and of what type
roads IHCAFE can build; consideration should be given to
passing this function to the AID-SECOPT project so that the
yoads would serve better and for a longexr time.

Potate production in the westerrn part of the region is a highly

successful cash cror that serves much of the nation. Its
transportation needs are heavy at harvest season. The needs for
technical assistance, too, increase vyearly and the present

services have been unable to keep up with the work load.

LiD's Private Sector office should look into the possibility
of making loans to private transportation companies to help
them upgrade and increase their vehicles to meet this need.

The RID LUPE project, now in the planning stage, should
include additional technical assistance to the potato
farmers, such as that now furnished by the Japanese
Technical Mission to fruit and vegetables growers.

The Swiss project in La Paz, MARGOAS, has had an admirable
program of technical assistance to agriculture and the main-
tenance of the roads that serve those areas. The comdination has
fostered more plantings and higher yields, while cut*ing the cost
nf transporting the produce.

The new projects of AID-SECOPT and LUPE should use this same
combination: technical assistance and road maintenance.

The LUPE project should incorporate the La Paz area when the
MARGOAS project ends; a great deal more improvement can be
ergendered with more time and resources.

In additicn, the LUPE project should conduct a marketing and
transportation study  to determine how the two can be hetter
facilitated; there are currently problems that can be:

resolved.
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Rural Roads I and 1II projects, and to a lesser degree the roads
of IHCAFE, have had a stimulus effect on the agriculture of the
Northwestern Region. This effect is not only wvisible at the
micro economic level but also regional; commerce, transportation,
and general services have incrsased notably. The work should be
continued and, if possible, in close cooperation with the efforts
of the divisions of Rural Development and Private Sect

Shrimp, Salt, and Transportation

The southern coastal zone shows great contrasts. These include
the huge investments of the larger companies growing shrimp and
the small amounts put in by the small growers. Without the
shrimp, the small growers would bhe trying to exist by extracting
salt. There is little land availakle for additional agriculture.

it is obvious from the figures presented in this study that the
small, as well as the large, growers can benefit substantially
from the investment in roads. The cost-henefit ratios are
positive.

The Mission should invest in access roads in the studied
areas.

AID-SECOPT should undertake a design study for the roads

into the lying areas; the present design is inadequate in
view of the heavy container truck traffic and the frequent
flooding.

These roads should favor the shrimp growing areas but those
for agriculture should not be neglected as they, too, offer
sufficient economic impact to Jjustify the roads.

Rural Development should collaborate with RENARE and the
Taiwan Technical Missicn to assure appropriate developnent
of the shrimp industry within LUPE.

At the same time, the agricultures and private sector divisions
should design and execute complementary preiects that will help
the area reach its potential. Similarly, USRID/Honduras should
do all it can to strengthen the participation of Natural
Re sources, Renewable Natural Resources, COHDEFOR, and the foreign
assistance organizations to intensify the transfer of technology
and obtain supervised credit for the beneficiaries.

Social Impacts

It is obundantly clear +that the rural road projects have
generated & great deal of favorable social and other changes in
the communities along the roads built and within the area of
influence. Specifically, the roads have enhanced the
opportunities for education and have contributed to the
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improvement of health conditions at Loth the family and community
levels. They have also helped to increase mobility and instill a
sense of coemmunlty, generating in the process village
organizations and leadership. In all other categories of social
impact such as population changes and impact on the rural poor,
women and developmen®, environment and government policies, the
road projects have had positive impacts. The near unanimity of
favorabl:: replies and obsevvations and the high congruence of
views between the heneficiaries and the conmunity leaders on most
of the discrete items of  inquiry in  the survey reflect the
spread °f changes occurring in the communities served by the
roads. 3ome changes are not yet perceptible or in extreme cases,
have not vyel come ahout. These differences in degree can be
generally expected in the context of social development. The

results sugeect the following recommendations:

It wculd preatly facilitate future evaluations of the social
and other impacts of the road projects if, at the time of
selecting the 1roads to be built and the communities to be
served, a community profile that would provide the baseline
data were prepared.

It would also be useful if future project design formats
included more elements of the logical framework so that
specific rather than general social goals are listed.

Social benefits would be maximized 1if there were more
coordination and/or integration of road huilding with other
AID projects and those of the government services so that
all the efforts could bring maximum benefits.

Finally, the near unanimous social lament on the conditions
of the 1roads and +the wurgent need for their repair and
maintenance should be attended to without unnecessary delay
in order to ease increasing social frustration. This would

suggest that government. policy should concentrate on
rehabilitation and maintenance rather than on construction
of new roads. The social study also suggests that we could

bz helpful to maintenance if some mechanism could be found
to incorporate the municipalities and the communities into
that effort.

The overall conclusien is  that the USAID/Honduras rural roads
projects have performed well in their construction programs and
in engendcring a greater degree of economic and social impacts
than might have heen envisioned. In reiteration of an earlier
recommendation:

It iz urged that the Missinn develop and execute a new rural
roads praject; the rural people and the nation need the
roads.
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CHAPTER I: INTRODUCTION

USAID/Honduras has been very active in the financing of rural
roads in Honduras, beginning in 1946, but with renewed impulse in

1964. These efforts have involved three major types of
assistance:
(1) Direct finance of five projects with the Secretariat
of Communications, Public Works, and Transportaticn
{ SECOPT), one with the Secretariat of Natural
Resources (RRNN), and one with the National Agrarian

Institute (INRA).

(2) Finance (through local currency) f{or general operations
or specific subprojects for government agencies or
privat. voluntary zagencies (PVOs).

(3) Provision of the Government of Honduras (GOH) counter-
part funds for projects financed by other bilateral
and international agencies.

In 1981, an external evaluation was condncted by BRID of its rural
roads projects and in 1982, AID/Washington prerformed a project
audit (described in a later section). The Mission has also
produced many internal reports and studies in the preparation of
projects and for the designation of specific roads to be built.

In 1988, the Mission decided to conduct a general review of all
of its previous projects plus an indepth study of the
infrastructure and the socio-cultural and economic effects of
these rural roads and trails projects. This report is the result
of that effort.

A. Evaluation Setting

The projects have been implemented in all of the departments
(departments in Honduras are similar to states in the US)
although only one small subproject was carried out 1in the
Department of Graclas a Dios. As a generality, the work has
concentrated on the provision of farm to market, access, and
penetration roads and trails that would increase che economic
activity of the areas. ATD has also sought to enhance the
social, health, and educational services to the residents at the
same time. The projects were also designed so that benefits
acecrued te women and to  the rural poor, thus spreading the
effects +o +the most needy segments of the population. It is
within this context that the evaluation design and methodology
were develcped.
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1. Objectives of the Evaluation

USAID/Honduras stated the objectives for +this study as "to
ascertain the effectiveness and impact of AID rural 7road
activities in Honduras and to improve the implementation of rural
roads projects in the future." It elaborated these two general
objectives by stating that the evaluation would determine the
extent that agricultural, social, and economic development has
been accelerated in the areas served by these roads.

These directions were articulated into separate facets of the
study, each of which was investigated to the extent possible.
The separate components included:

(1) Economics (agricultural, transportation, forestry,
commerce)
(2) Socio-cultural (health, education, community partici-

pation, organizational participation)
(3) Services (of all types operating in the area)

(4) Environment (forests, parks, wildlife, soil erosion)

Within these, the research specified those effects accruing to
women, youth, the rural pocr, and other segments of +the
population.

2. Methodology

The plan for the evaluation included a broad scope of work
designed to furnish the required information via the most
important sources: the documents of the projects, previous
evaluations, interviews with the techrical staffs involved, on
site inspections, and questicnnaires far the personnel of the
services given to the area, for the leaders in the communities,
and for the beneficiaries themselves. That is, it sought both
professional and local resident information and opinions. This
combination was expected to yield the most important data on both
the roads and their effects.

a. Conceptual Framewvork

The long history of AID road building in Honduras had resulted in
some construction much earlier than meost residents could recall.
Tono, those currently under construction or just completed would
have had insufficient time for majcr impacts to have occurred.
I+ was therefore determined that the primary target of this
evaluation wounld be what is commonly called "Rural Roads I" with
its roads built from two to five years ago. At the same time and
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within the sampling strategy, combinations of road projects in an
area made it possible to see what happened, for example, as a
result of a 1574 project and later ones that added to the network
and/or widened or otherwise improved some of those built earlier.
This part of the framework could not be addressed completely
(specific road information was nct available on some projects)
but as & generality, it worked well, giving as broad a view as
possible of the AID rural roads activities.

A5 noted in an earlier setting, the contextual framework also

scught =2 combination and opinions: professionals in roads,
services, and environment; and the direct data on opinions of the
beneficiaries. This two pronged approach was geared to obtain

the technical information as well as the appreciation, or lack of
it, of the people the roads purported teo serve.

b. Overall Methodologvy

while the many documents contained highly useful information, the
primary sources of valuative data were judged to be those
emanating from the direct field approach: inspections and the
administration of questionnaires in face to face interviews.
This direct field approach was found to have been wisely chosen
since in certain aspects of the roads, the effects varied
significantly. Generalizations would have served poorly the
objectives of the eva.uation.

The second general methodological approach was that of

contrasting the '"before the road was constructed/rehabilitated"
wi*h the '"present situation." In other words, a '"with" and
nwithout" comparative focus. Much of the humanitarian effects of
the road construction came from this contrast of times and
conditions. It aided greatly, too, in the determination of some

economic benefits of the projects.

The final general approach was *to utilize to the fullest the
expertise of the evaluation team and to do so in conjunction with
the AID enzineering and agriculture personnel, and with the field
staffs of the collaborating institutions, principally SECOPT.
This application of the talents of the major actors assisted
greatly in producing a broader picture of the program across the
years,

i

c. Site Selecticn

Three sets of sample sites were chosen for the evaluation: the
roads constructed, communities that were served by them, and some
communities wheve potential reads could benefit a productive

area. Each of these sets of sites were considered together while
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assuring that the needs of each were met. (See Bnnex C for the
list of selection criteria utilized in the process.)

The roads themselves were the primary objective of the site
selection since it was desirable to study as many as possible
within the AID projects. Each was to be inspected by the team
engineer; these, then, included those from earlier activities and

from the present project. These 1roads also were considerably
greater 1in length than those just between the communities
selected for the indepth socioeconomic study. wWhen it was

possible to arrive by vehicle, the entire length of the
constructed road was surveyed, as well as some auxiliary access
roads from these. When new roads, and those built by some other
organizations of interest could be reached within the allotted
time, these, too, were inspected. The team engineer also visited
as many of the sites where road communication had been
interrupted in order to ascertain the exact condition and cause
of the problem. (See Chapter 1III for the total list of those
inspected.)

The several road projects with the lists of specific roads
constructed were studied in detail. From them, those that
of fered opportunities for measuring impacts were selected. These
primarily came trom the Rural Trails and Access Roads Project hut
information on others as added. To this new listing was added
the information on the Rural Roads 11 Project, those constructed
by IHCAFE and other AID related projects. In conference with the
advisers to the evaluation, the final selection of areas to be
included was made: Western PRegilon, Northwestern Region, and
Southern Region.

Upon arrival in the regions, the lists and maps were discussed
first with the RAID-SECOPT and/or the SECOPT Maintenance personnel
to obtain infeormation on the relative conditions of the roads and

the populations served. The communities were 1isted in a
tentative target group that would allow reasonable travel and
+hose with problems. The names of the communities served by
these roads were then discussed with the personnel of the
Secretariat for Natural Resources (RRNN), the Agrarian Reform
Institute (INA)Y, the Honduran Corpeoration for Forestry

Development (COHDEFOR), the Honduran Coffee Institute (IHCAFE) to
obtain information on the wrelative development of the areas.
Where important activities were being conducted, many other
organizations were consulted: Rural Technologies Program (CDI-

PTR), Vision Mundial and CEDEN (Evangelical church
organizations), Pueklo Global (Mercy Corps), Caritas (Catholic
Relief Services), Plan en Honduras (Foster Parents), and Save the
Children. geveral international and bilateral project offices

were consulted in the areas in which they work.
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The suggested areas were stratified by department to assure that

some samples fell within each of them. Variations in the
production of crops, livesteck, and shrimp were taken into
account. With these officials and those from SECOPT, a final

list was drawn up as the sample communities for the field
studies.

Necessarily, because of travel and interview time required, the
sample communities were chosen so that two could be completely
canvassed each day. While this sometimes demanded 12 hour days,
it was achieved. Table I.1 contains the 1list of regions,
departments, municipalities (a literal translation of municipio,
which contains one or more towns, villages, and rural areas, and
is thus eimilar to counties in the US), and the communities.

While in conference with the collabeorating institutions, the team
also probed for productive areas near or in route to the selected
communities that should be considered for future projects. Many
were mentioned and are included in Chapter VIII. Because of the
time limitations, only those that could be reached relatively
quickly were selected. The studies on these were completed, in
three cases, by the local extension agent.

All of the selected sites were studied by <he team; none had to
be excluded. In addition, Table I.1 includes locations other
than those selected for the indepth study. These were necessary
in order to obtain information from government and private
officials with knowledge important to the evaluation. These
primarily include department capitals and municipal centers but,
too, when research or production installations were of utility,
they were visited and interviews conducted. (The 1list of
contacts, Rnnex D, shows these institutions and businesses; it is
organized by region.)

d. Measurement Instruments

From the list of obhjectives and further articulation of them, the
iiea.n prepared questionnaires, opservation instruments, and
summary sheets, as appropriate, to address each of the topics.
These included:

Soeim-Cultural Questionnaire: Leaders
Socic-Cultural Questicnnaire: Beneficiaries
Eronomic Survey: Beneficiaries

Goneral Peview Instrument: Agriculture Services
General Peview Instrument: Municipal Authorities
Dotential Pomd Survey: Buthorities

Potential Road Survey: Beneficiaries

Freight Transport Instrumernt: Trucking Companies
Pascenger Transportation Instrument: Bus Companies
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Technical Road Information Guide: SECOPT Officials
Road Inspection Form: Team Engineer

Summary Inspection Form: Team Engineer

Project Analysis Matrix

A1l of +ihese instruments were prepared in Spanish, reviewed by
the other team members and the evaluation advisers, given a trial
administration with local people, and then revised as needed.
The final vercions are located in Annex C.

The questions and the instruments served appropriately to their
purposes. No major difficulties were found with the wording of
the questions although with some farmers, the interviewers had to
rephrase some *to make themselves fully understood. One question
in the potential area form was not analyzed because too few
interviewees knew the answers.

When at all possible, the questions were stated so that they
could be answered simply through choices. In other cases, of
course, it was necessary to include open ended questions so that
the respondents would have full opportunity to state their
opinions or give additional information.

The questionnaires were precoded, in so far as possible, and the
instruments included the coding formats. The interviewers marked
the appropriate response blanks. rach night, these were
reviewed, revised as required, and the appropriate precoded
numbers were inserted. The open ended replies were not precoded
since there were too many possible options for them. Their codes
were determined in the offices of the International Executive
Secretarial Service, the codes added, and the results entered
into the computers utilizing the Statistical Package for the
Social Sciences. The primary analyses were then performed by
this program, which also prepared the tables per the evaluators'
instructions. The team member in charge of each evaluation phase
also reviewed these replies for further information and for
evamples to be cited in the narrative.

In the two special studies, regional impact of the roads and that
on the shrimp industry, no formal questionnaires were developed.
Each of the twe specialists designed his own open interviews and
nhservation guides, and conducted the study as necessitated by
the requirements of that reseavch

Except for the technical questicns posed by the team engineer
with the SECOPT affiecials, most of the engineering study was also
conducted through direct observation and measurement. While he
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prepared a guide for his work, he also employed careful notes and
other explanatory materials to complete his research.

e. Interviews and the Samples

Since each of the instruments involved differing audiences, the
interview samples varied according to their requirements and to

the availability of the audiences. The final totals for each
instrument, by region, department, and community, are shown in
Table I.1. The variation, other than availability of services,

is due to the following factors.

The beneficiary forms for the socio-cultural and economic
ipterviews were designed to be administered on a geographic
sampling, every second house in the town, village, or rural area.
A minimum of 20 ben=ficiary forms was sought in each community.
Two reasons accounted for the cases with fewer than that number.

(1) The village did not contain enough houses. {2) Since the
primary focus of the economic benefit form was to elicit
information on agriculture, livestock, and shrimp, there were
some residents that were not involved 1in any of these and they
were excluded. The samples, when taking these factors into
account, were accurate and representative of the intended
audiences.

The numbers of interviews with municipal officers, agricultural
and other related services, freight company owners, bus company
owners, and community leaders varied from none to many in some
communities. In come communities, there simply were fewer
leaders than in others. Absence from the community during the
interview period accounted for scme losses since the team cculd
not return beciuse of the pressure of time. Despite the small
numbers in some cases, the interview information is wvalid since
it sought specific data available orly from these audiences, and
their information was useful in queslity rather than quantity.

The communities and their production areas that do not now have
access roads were, of course, difficult to enter, occupving a
great deal of time. Since this was a secondary emphasis in the
evaluation, the interviews were administered to those people who
could be reached within the time limits. Therefore, these are
fewer than is the case with the regular sample communities. The
information received, however, was so similar among the
respcndents that the lower numbers are not expected to in any way
reduce the validity of the replies.
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Table I.1: Number of Interviews Completed by Instrument, Region,
Department, and Community {(abbreviations at table end)

Econ Soc Soc Agri New New Tran Tran
Location Bene Rene Lead Serv Muni Auth Bene Psgr Carg TOT.
WESTERN
Copan
Nueva Rrmenia 20 20 9 1 1 0 0 0 1 52
Las Flores 19 20 6 1 1 0 0 1 0 38
SJoaquin/PBlanca 0 0 0 0 0 1 12 0 0 13
Ocotepeque
Gualtavya 20 20 L 1 0 0 0 0 0 L5
Azacualpa 21 19 11 0 1 0 0 0 0 52
San Felipe 0 0 0 0 0 0 0 1 1 2
Lempira
Cayquin 17 21 L 0 1 0 0 0 0 43
La Campa 21 19 9 1 0 0 0 0 0 49
Las Flores 0 0 0 0 0 0 0 1 0 1
NORTHWESTERN
Intibuca
Rzacualpa 24 30 11 2 0 0 0 2 0 69
Chiligatoro 24 30 11 1 1 0 0 0 0 67
San Miguilito 26 31 13 1 1 0 0 0 0 72
San Juan 264 31 15 2 1 1 11 1 1 87
Dolores 0 0 0 0 0 1 7 0 0 8
Rio Grande 0 0 0 0 0 0 0 0 1 1
Cataulaca 0 0 0 0 0 0 0 0 1 1
La Paz
El Cerron 22 25 L 0 0 0 0 0 51
La Florida 25 27 8 1 0 0 0 0 0 el
Florida 0 0 0 0 0 0 0 0 1 1
SOUTHERN
Cholut=ca
Monjaras 29 31 13 1 1 0 0 0 1 56
Guapinol 31 30 2 0 2 0 4 1 1 71
Tierra Blanca 30 30 22 1 1 0 0 0 0 84
Namasizue 31 36 17 2 1 0 0 0 0 87
Brisas del Mar 10 10 L 0 0 0 0 0 0 24
Tulito 0 0 0 0 0 0 0 1 1 2
La Tajeada 0 0 0 0 0 0 0 1 1 2

...continued on next page...
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. .continued from previous page...

Econ Soc Soc BAgri New New Tran Tran

Location Bene Bene Lead Serv Muni Auth Bene Psgr Carg TOT.
Valle

El Conchal 32 30 13 0 1 0 0 1 0 77
Cubulero 31 31 7 0 0 0 0 1 1 71
Bure Abajo/Chinga 0 0 0 0 0 1 7 0 0 8
Nacaome 0 0 6 2 0 0 0 0 0 8
San Lorenzo 0 0 0 1 0 0 0 0 0 1
TOTAL L47 489 192 18 13 5 43 11 16 1234

Column Abbreviations: Econ Bene=Economic study: beneficiaries;
Scc Bene=Socic-Cultural: Beneficiaries; Soc Lead=Socio-
Cultural: Leaders: Rgri Serv=Agricultural Services; Muni=
Municipal Authorities; New Auth=Potential New Roads: Autho-
rities; New Bene=Potential New Roads: Beneficiaries; Tran
Psgr=Transport of Passengers; Tran Carg=Transportation of
Cargo (freight). SJoaguin=San Joaquin; PBlanca=Pena Blanca.

In addition +to the team members, the interviewers included field
staff experienced in census, social, and economic surveys that
had been trained for and had worked in the interview field. In
the first region, Western, six interviewers were chosen, trained
in the specifics of the questions and the form of applying them.
To reduce recruitment and training time in the other two regions,
five of these were rtetained. Then, to assure appropriate local
knowledge, three otherz were recruited and trained in each of the
other regions, Northwestern and Southern. (See the list of field
staff at the beginning of this report.) Team supervisors were
present or nearby, available for consultation should any problem
arise. Only occasionally did this occur. The further scrutiny
of the instruments each evening increased completion and
accuracy. Very few gquestions remainsd unanswered, due almost
entirely to the inability of the interviewee to respond. One
question in the instrument for authorities in the areas where
there was no road but was thought to have potential (New Auth) in

Table I.1) was abandocned because of a wide variation in price
quotations; it was decided to use those given by the agricultural
services interviewees, since these people dealt with produce

prices regularly.

It is important to emphasize that no interview was refused.
Every intended responden’. answered to the best of his or her
ability in every community in the sample. The community members
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and officials were eager to talk about the roads and about any
benefits or problems they hadi occasioned.

The 1,234 interviews, accomplished in a three week period under
difficult conditions of weather and +travel, represent an
unusuzally strong sample. Similarly, the 447 economic and the 489
socio-cultural completions with beneficiaries are very high
proportions of the residents available in their villages and

towns. Representativeness cannot be questioned. Similarly, the
number of leaders in the communities literally represents the
totality of those available. Finally, the method of interviewee

selection, invariable across the communities, plus the completion
of nearly all the questions, suggest high validity.

f. Review of Dcoccuments

USRID/Honduras provided a preliminary list of required documents
to be reviewed. In addition, during the preparatory stages,
others were found and made available to the team. The Central
American Integrated Development Bank and the Inter-American
Development Bank provided others. Other divisions of RID, ARID-
SECOPT, SECOPT Maintenance, Natural Resources, Renewable Natural
Resources, COHDEFOR, INA, and several private voluntary and
bilateral agencies also gave the team useful documents. All of
+the references are listed in Annex B, Reference Documents.

The primary documents of interest to the evaluation were those
dealing directly with the projects: project papers, Progress
reports, inspection reports, socio-economic studies, an
evaluations, and an audit. One additional form was developed to
summarize the information from the projects: Project RAnalysis
Matrix (included in Annex C and with the completed matrices in
Annex J). Each of the major project documents was reviewed and
the appropriate information inserted in its matrix. Summary data
from the field studies were added later.

When the reviewed materials were utilized in the narrative report
and when data from them were extracted for the tables, the
sources are listed. They contributed heavily to the background
information for +the report. They are not reviewed further in
+his section.

The external evaluation, even though it is also cited in the
text, merits a brief review herein. In 1981, AID/Washington
conductsAd =a2n evaluation of +*he rocads done under two projects,
those bhegun in 1965 and 1974. Although that team found that
maintenance had been neglected, +they genevally Judged the
constructicn to have been satisfactory. They also found that a
considerable social and economic impact had been engendered by
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the presence of the roads but they pointed out that the addition
of agricultural development services to the areas during and
after the road construction had further spurred the impacts. It
was their opinion that large land holders and commercial people
had benefitted more than the small farmers but felt that this did
not detract from the stated objective of aiding the rural poor.
A major section in that evaluation showed that transportation
costs had been greatly reduced for the farmers. That 1is, the
costs of freight by vehicle was much cheaper than when carried by
horses and mules.

In 1984, an audit team from AID/Washington conducted an interim
study of the Rural Trails and Access Roads project. The field
inspections found generally good construction but with some
dzficisncies in drainage ways and soluble soils used in some
curface foundations. They noted that both had caused excessive
erosion. They also vreported that in a few cases, the right of

wav had besn toc narrow and that the surrounding vegetation was
causing some damage to the rcad surface.

The audit team also interviewed 117 farmers, teachers, officials,

and businessmen. These expressed considerable satisfaction with
the construction of the roads. Rt the same time, the respondents
voiced nearly unanimous complaint about the inadequate

maintenance, noting that the deterioration over the years was a
serious threat to transportation in the future.

Global Village (Mercy Corps) conducted a brief review of two of
its project areas, Belen-Gualche in Lempira and the Yure River
area in Yoro. Although the project's roads had only recently
been completed, or were still under construction, the PVO found
many early impacts. Agricultural services were entering the
areas and both new and expanded crops were having beneficial
sffects. Health and education, they stated, were being affected
positively. Seme  small businesses had begun and these were
anticipated to aid the residents with reduced i -anspertation
costs.

Although still in construaction, the emergency relief program
within PLANDERO, in the Western Region, was also cited as
producing almost immediate results. Chief among these was the

utilization of the many unemploved in wuseful tasks, including
road puilding by hand, but the Netural Resources team also found
+hat additional crops were being planted, fertilizers were being
brought in  at  lower rransportaticon cost, and that the general
perspective for this formexrly drought siricken area was positive,
cven considering  the small amount of work that had gone into the
construction of these access roads.
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Preliminary studies by the Honduran-West German project (COHARAT)
demonstrated many salutary effects of their roads (manual laber)
in the Southern Region. BAgain, these were early results but they
found similar improvements to those in the other studies. The
Belgian sponsored project, CORASUR, is also noting almost
immediate results: more crops being planted and mere technical
assistance to the farmers in the Choluteca area. The long term
MARGORS project in the Department of La Paz has both completed
many roads and has maintained others. It, too, cites increased
production, more health centers, and more teachers in the
schonls. The AID-IHCAFE project has constructed many penetration
roads into the new and renovated coffee areas, especially in
Copan, Santa Barbara, and Intibuca. An earlier study by Morris
of Development Associates found that in five to seven years, the
increased production would pay for the roads. Jones, Mejia &
Osorio, in a 1¢88 survevy of transfer of technology, cited the
opening of several new Natural Resources extension offices once
roads had been built inte the areas.

Finally, the Inter-American Development Bank, in its proposal for
a rural access roads project, cited a number of findings from its
own studies in Honduras and elsewhere in the RMAmericas. These,
the report stated, were universally positive but net always
equally distributed among differing segments of the population.
It noted, particularly, that small farmers alwavs benefitted but
that these impacts were not necessarily sufficient to cause a
major change in the living standards of the people.

3. Limitations to the Evaluation

Obviously, had more time been available, greater breadth and
scope of +this ewvaluation could have been achieved. The
confinement of the study to three regions and to a relatively few
communities, somewhat reduces the generalizations that could be

drawn about the 1roads and their effects. This limitation,
however, is not of sufficient magnitude to cause doubt about the
findings of the present report. The impacts on the samples were

well documented and thevy serve as useful indications of what can
be expected in other projscts.

Blthough the team produced some comparisons of costs and
benefits, these were limited by the +*ime available. Extracting
verifiahle data from small farmers, when they must recall
"hefore" and "after" changes, is time consuming. Again, however,
the laclr of these date on 1he micro-economic level does not
dstract from the findinzso: there were indeed economic impacts in
the opinion of these bheneficilaries. The regional and shrimp
studies, witl their more indepth loolt at costs  and benefits,
supported the opinions of the farmers and the professionals
working in the areas under study.
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In summary, although there were some limitations, the uniformity
of the results from this study demonstrates the utility of the
findings. While more data might give more exact results, they

would not change the overall conclusion: the roads have helped
create economic and social benefits for the residents of the
studied areas.

B. Project Setting

When the more concentrated road building began by AID and other

agencies in the early 1960s, the almost completely agrarian
nation, although accessible by the Pan American Highway, air, and
ship, was considered to Dbe relatively underdeveloped. Its

people, mostly small farmers, engaged 1in commerce and agriculture
Fut both to a limited extent. The possibilities of development,
especially in agriculture and forestry, however, were evident and
it was within this potential +that the several rural roads
projects were conducted.

1. Ceographic Setting

Honduras is located in Central BAmerica and 1is bordered by El
Salvador and Guatemala on one side and by Nicaragua on the other.
Its 11.2 million hectares are, for the most part, characterized
by mountains and rolling hills. The major level areas are along
the coastal plains (64% of the farmed land), some small but
important river valleys are located among the mountains.

It must be emphasized that the geographic setting for road
construction is a difficult one throughout the mountainous area
because of the steep slopes and rushing streams. These
conditions raise construction costs fcr the roads, not only from
the general topography but also because many bridges and major
culverts must be included - the heavy rains cause drainage
problems. In some parts of the coastal plains, the costs are
high because of the threat of fregquent flooding. Most of the
highland area and some of the coastal plains, when viewed 1in the
dry season, belie the need for expensive drainage systems but
those are very cost effective throughcut the country.

A considerable effort has been made during the vyears to improve
the econditions: some dams, channel corrections and riprapping,
and reduction of the road construction slopes. Despite these,
however, many problems still remain. A chief detriment to these
improvements has been the deforestation that has gone on during
the period. Erosion is widespread and heavy. Efforts to curtail
the indiscriminate logging are having some effect but the prohlem
remains critical in many areas. A great deal more needs to be
done.
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b. Health
Honduras is one of the least favored countries in Latin America
when measured by the usual social indicators. Health 1s no
exception. Nevertheless, the changes in the healtl indicators

since 1960 demonstrate that progress is being made (sources:
Cecretariat of Public Health, USAID/Health Sector Profile):

1960 1987
Life expectancy 52 62 (years)
Infant mortality 96 70 (per 1000)
Piped water 11% 25%
Inadecauate housing 88% 75%

Unfortunately, bhoth in 1960 and 1987, the rural population
suffered even more than the country as a whole. Nevertheless,
the chang=s acrcss time must Dbe emphasized. The rural roads
programs of AID and the other donors have been vital to these
changes. And since health changes occur slowly, the increased
access to rural health centers, clinics, and generally to medical
facilities is making and will continue to make a significant
contribution to the health of the rural population. As will be
shown in the results chapters, rural people now enjoy greacly
improved communications with health services.

c. Education

The early education statistics were as problematic as those for
health. The nation had few schools in the rural areas and these
were far apart. Teachers were scarce and many of those laboring
in the rural areas taught in one room schools with too many
pupils, few bcoks, and no supplies. The 1963 Alianza para el
Progreso documents listed the statistics for 1960; the
Secretariat for fducation and the most recent USAID/Honduras
Action Plan for Education supplied numbers for the most recent
pericd:

1960 1987
Illiteracy rate 89% 69% (over age 10)
Primary enrollment 28% 4L 5%
Primary schools 1481 6205 (87% rural)
Primary classrocms 4260 15000 (78% rural)
While many programs have helped increase the positive aspects of
education, the rural roads activities are high among them. The

materials te build schools can be transported in, teachers can
reach the seheols, and  the children can arrive at a reasonable
hour in many places. There are still rural schools that have no
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access road. There are also many areas where there are no
schoeols. The improvement is noteworthy but there 1is still a
great deal to bhe done.

d. Cormunications

. more difficult to measure but at
2 the ight of the rural

s ovw that improvements

I An0, there wers six dep;rmment capitals without

new there is none.  The number of munic lp?l]tle: with

telsgravh;

noy telegraph (and gome with nearly no postal services) in the
ecarlier times is ot irnown sxactly  but older residents in many
zrezs stats  they had no access, There are still many sizable
villagss without sfervice nodav but messengors now Carry telegrams
and letterz fFrom lﬁrger centers to  them, o  that although the
communication may take some time, it g=nerally doess arrive.

Telephcne services in the rural areas were nearly non-existent in
former davyz: and, indeed, there are still some large towns and
villages that do not enjcy that service today. Hondutel has
vastly improved its telephone netwerk inte the rural areas so
that at least through the tele hone central in  the major towns,
communications can be =sffected.

Rurzl roads have had an influence on these services. While some
telegraprh services were available before the roads, they were few

and far between. But as scon as a road 1s constructed inteo a
populated area, the telegraph is nct far hehind. Postal services

also are besun or are sped up. Improvement is still needed but
communica:ions is being felt.

e. Pnlitical Particivation

Although some numbers are quoted on  voting percentages  1n the
elections of 25 years aco, no absolute records were found., Tt is
cevrtain +*hat few amcng  the smail, independent  farm populace
noted One newspaper article (quoted in a recent La Prensa
editinr, staved that "rresidential elections then drew less then
20% of the potenkticl voterﬁ.” In ~ontrast, the lazt presidential
clecticn in Hoadnrasz wzes caid to have counted  the preforences of
meaye than 72%. Where there were no roads, the candidates did not
sy ive, tho ballod heoxes were far away, ard the rural people knew
lit+tle anout such things as electionz,

Yoring is not the onlv measure of  political participation.

Meotings, disoussions, campaiening.  and  2dvertising are all a
rart of  in.  The 1947 =sctivity can be ssen in svery village with
a yoad - visits frem candidates, the local partisans gather £or
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meetings, and signs are posted everywhere. The countryside has
changed; it now participates fully.

3. Economic Perspectives

Honduras in the early 1960s was, as previously noted, known for
its agrarian economy. Bananas, cattl:z, coffee, sugar, and some
tobacco and cotton were its principal exports. Small industries,
both agricultural and others, were making a good beginning under
the Central American Common Market. Some import substitution
industries were included. Unemployment was lower than at present
but underemployment was chronic in the nation, sometimes
estimated at about 50%. This latter problem was especially acute
in the rural areas where the small, non-technical farming was for
the mosi. part subsistence, furnishing eonly seasonal work for the

owners and contributing little to the money economy. There were
many large farms and ranches, and these provided wage work for
many small farmers and landless laborers; these larger holdings

provided almost all of the domestic and export products offered
for sale.

a. Economic Indicators

The view of Honduran economics in terms of 1its Gross Domestic

Product (GDP) is one of the clearest indications of what has
occurred since 1960. (See Figure I.A that follows and Table F.1
in Annex F for the actual numbers.) While it is certainly not

allezed that the several rural roads projects of the Agency for
International Development account for the progress, they most
assuredly contributed substantially.

In 1960, the GDP, stated by the Honduran Central Bank in constant
1966 Lempiras, was 712 f{for the economy as a whole. It grew
relatively slowly for the next two vears and then took a large
leap, slowed through 1967, and then began a steady growth period

except for the weak 1980-1985 vyears. It then recovered its
momentum, terminating in 1987 with more than 2,011 million at
constant 1966 Lempiras. (The GDP in present Lempiras 1is more
than doubhle the constant.) Thus despite the two weak periods,
the total change from 1960 through 1987 amounts to 280%,
averaging exactly 10% per vear. The growth for the 1986-1987

yvear was &4.2%, one of the best in Central America.

The EID roads henefit the rural areas most, thus the agriculture
GDP  is an important index of the roads' contribution to that
targeted sector. (hgain, see Figuwe I.A in the text and Table
F.1 in Annex .) As would re expected from the enormous
fluctuations in the prices of agricultural products, particularly
coffee and sugar, the progress through the vears is much less
uniform. Inde:d, as occurred in most of Central America, the
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1974 and 1975 vears showed regression: it was not until 1977 that
the agricultural GDP (cconstant 1966 Lempiras) regained its 1973
level. Even the 1980s have not been exempt from world prices and
difficult natural conditicns, recording a loss for a short time.

Despite these problem years, the agricultural GDP grew 246% 1in
the 28 vear period. A part »f this rise was due to expanded
production areas. Increased production per manzana also rlayed a
part, especially in coffee and the new export crops. The huge
increass in farm to market and rural access roads contributed teo
path: supplies and services c¢ould reach the areas, the products
ceuld come cut te  the markets, 2and  the agriculoiaral sexvices
co1ld reach  the farmers. The rural roads played an important
role in the improved sgri +ural  GDP across  the nearly three
decades.

The number of farms listed in the early census, when cocmpared to

those of today, do not permit exacst comparisons. Many larse
farms were broken up through irnheritance to several children;
cthers were divided up for agrarian reform settlements. Even

small Ffarms have been subdivided ameong the surviving heirs.
While in theory it should he possible to compare +the number at
least roughly, the lack of ownership titles beclouds the issue of
how many farms there were then and how many there are today.

What can be said about rural roads and fayms iz that when roads
are put through to an area with sparse population, farmers
follow. Many instances of +this were seen during the evaluation.
Not all of this influx is positive. When those that move in are
squatters and live from s=lash and harn agriculture, there may be
inestimable damage to forests and o the soils. This is at lezast
partially offset, however, with the increased services that enter

the areas: with the roads. BRlthough in anticipation of the later
resultsz chapters, the "with" and "without" roads times contrazsted
. the surve: choawed  almnst  irmediate  entry of agricultural
cervice personnel., Bs those achieve thelir zoals, sc0il eroszion 1is
leszened., When COHDEFOR, +he forsstry service, <an enter,
sreatsr controls are pessible on fimber losses. NMone c¢f the
services hars sufficient rewrzonnel sr vehicles +o  totally
accomplish 1ts ission, they do  =nter and  they o exert a
poasitive influence - when sned only when there is a road that
z2llowz them efficlent aocess.

nescsss obf any

Roribuszi =~ are scarce in the rural areas b
Ao ewist  in limited numbers in the larger towns and citi
amrve them. A vecont survey of o pornion of the countr
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the Western Region by Development Associates found an 11% rise in
that area; but it also found that the vast majority of these w
very small, mostly part time family operations. Those are
important, however, and some will ercw into larger enterprises.

15
5]
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Industiries are seldem located in the rural areas unless they are
small and henefit from 2 local supply of material that allows a
profit despite  the searoity  of services.  As with agribhusiness,
they are much movre likely to be lacatad in the cities and larger
towns ., Fven then, however, t re mostly dependent on farm to
market and access roads for the arrival ~f the raw materials and
the marketing of the final products.
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While & combination of an agricultural processing plant and an
industry, the LEYDE milk products factory near La Ceiba in the
Department of Atlantida. is =z worthy example of what can nappen
when a sm=zl1. local service orszsanization benefits from a netwﬁrk
of rural roads., The MID-SECOPT reoad projects have now connecte

many formerly isolated communities in  this dairy area To the
plant. Ttx colle Z r and wide - its producers ave
LY, ore the roads. The plant has
1icks, not 2ll of them rela -ed to mllk, and

iy
b?anched £s,
laregest private industry rfor its preducts in Honduras.

is the

N Commer:e
Commercs For Heodurans the entreprensuriszl
spirit 1 oy e commerce mav bn a small travy or sack
an the back in size, or it mzv  involve a huge quantity of
products deztined  tor forslzn  SxporT. Buying and selling is a
vital addition te other employment or it may serve as the

principal  wocztion of  many others, including paz
commissicn personnel. It is, in many areas, one of the few
sourrces ol cutside employment for women and youth.

T+ must be noted that even when there are no rcads, scme hardy
srul will arrive at a village or leave from one, on his daily
sales wounds, I+ is equally noteworthy that when 2 road
penetrates an  area, Ccommerce immediately experiences & sharp
increase. (hs the results chapters will later show, this usually
is aceomranied bv reduced prices to the consumers.) Food,
clothing, toiletries, tools, fertilizers, and many other
necessitiss come intce the willages by read; and the produce From
those cammunities is purchased and leaves by the road. While
come authorities decry these '"intermediaries," +they perform a
valuzhla service, whatever their deficiencies.
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CHAPTER II: THE ROARD PROJECTS

USAID/Honduras has been an active partner with the Government of
Honduras in the construction of rural trails and roads for at
least four decades. Indeed, the first known project, 1946, was
conducted under the Alliance for Progress. No doubt there were
some other efforts during the next several years but no records
remain on them. A concexrted effort began with a series of rural
roads projects in 1964 and continues to the present.

A, Road Projects in Honduras

Many donors have helped towards a complete network of roads in
Honduras, not only in the rural area but also in the towns and
cities. Some have concentrated their collaboration on the Pan
American Highway and other major highways throughout the country.
The 1list of those known to date is presented in Table II.1. That
listing shows the concern of the United States Government, that
of other donors, and of the Government of Honduras for the system
of communications in the nation.

As is readily apparent from Table II.1, the USAID/Honduras thrust
has been in the farm to market and community access trails and

roads. This major effort stems from the interest of the agency
in rural development in general and in the economic improvement
of the farmers. Every project begun since 1964 was aimed at

facilitating the entry of production supplies to the farmers and
the transportation of the goods produced to the markets
thereafter. The selection of the sites for roads has always been
based on studies of the economic potential of the proposed areas,
on facilitating market access, and connecting these regions to
sites where agricultural services are available: extension
services, experimental stations, agricultural universities,
processing and industrialization sites, and market information
sources. Forestry, soil and water conservation, and the wise use
of the natural resources have been of primary interest.

At the same time, the Mission has always reaffirmed its concerns

with the economics of the rural poor. As will be discussed
later, the Mission has aided independent and agrarian reform
farmers via its road projects. Women, too, have been targeted
with specific gnals. Rural schools, health «clinics, and

population planning, too, have been included in the projects of
the various offices of the Mission.

It is important, therefore, to view the rucal roads projects as
one of several related efforts within the Mission. That is,
attempts have been made to attack the problems from several
fronts at the same time, recognizing that a single concept
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Table II.1: Roads and Highways Projects by Year Funded, Insti-
tution, Project Number, and Funding (US$ 000)

Year Project Insti- Project Funding
tution Number
1961 Construct Ceibita-S.Barbara FIDA 1-HO 8,428
1964 Build Puerto Castilla-S.Est. RID 522-L-012 482
1965 Build R.Hombre-Potrillo IBRD Bi1-400-HO 5.975
1965 Build Rg Zones Roads AID 522-L-013 5,027
1965 Continue R.Hombre-Potrillo FIDA 71-1-HO 4,222
1966 Build Tela-La Ceiba Road CABEI PCTE-&4 9,507
1967 5a Sec West+Reconstruct Study IBRD 1B-490-HO 8,599
1968 Nuewva Ocotepeque-Guatemala CABEI PCTE-16 2,719
1968 Danli-Las Manos Road CABEI FCTE-13 2,813
1968 Puerto Cortes-Guatemala Road CRARBEI PCTE-12 5,400
1968 Choluteca-Nicaragua Border CABEI PCTE-14 2,700
1970 Tegucigalpa-Danli Road CABEI PCTE-26 14,733
1970 Tela-La Ceiba Road CABEI PCTE-24 2,703
1973 Tegucigalpa-Talanga Road IBRD 1B-896 18,672
1974 RAgriculture Sector Program RID 522-T-025 11,834
197% La Ceiba-Jutiapa Road CABEI PCTE-93 3,800
1975 RAirstrip/RAirport/Access CABEI PCTE-90-0 3,335
1976 Ceibita-S.Barbara-Taulabe CABEI PCTE-175-1 8,700
1976 Jutiapa-Descombros Road CABEI PCTE-118-0 3,192
1976 Tegucigalpa-Talanga Road IBRD B1-134-HO 28,000
1976 RAg.Credit-Reconstruct Hwy. AID 522-T-030 7,500
1976 Talanga-Catacamas IBPD 1B-1324-HO 7,000
1976 Descombros-Planecs-Saba CABEI PCTE-119-0 2,800
1977 Bridge, Aguan River CABEI PCTE-119-1 1,200
1977 Reg.Interconnector-Superv. CABEI PCTE-133-0 5,755
1978 Reg.Interconnector-Superv. CABEL PCTE-133-1 3,600
1978 Tegucigalpa-Jicarc Galan Re. CABEI PCTE-133-2 9,500
1978 Reg.Interconnect. Terminate CABEI PCTE-133-3 3,365
1979 LaCeiba-Jutiapa-Planes-Saba CABEI PCTE-93-1 2,400
1979 Roatan Reoad Study CABEI PO-555-0 325
1980 Tegucigalpa-Rio del Hombre CABEI PCTE-165-0 10,600
1980 Rural Trails, Access Roads RID 522-T-035 21,700
1980 8a Road Project IBRD 1B1-901-HO 28,000
1981 Ceibita-SBarbara-Taulabe CABEI PCTE-175-0 8,000
1983 Siguatepeque-Jesus de Otoro CABEI Unknown 10,000
1983 Tegucigalpa-Rioc del Hombre CABEI PCTE-165-1 1,500
1985 Maintenance, Rehabilitation AID 522-0214 20,000
1985 Asphalt Equipment Venezuela 7,000
1985 Equipment and Training Japan 32,000
1986 Construction, Various IDB HO-0096 2,626
1986 Counterpart for CABEI Lecan RID 522-0230 190
1987 Counterpart for IBRD Loan AID 522-0323 8,896

Principal Source: Inter-Bmerican Development Bank
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project has much less chance of effecting substantial development

than do jointly planned activities. Indeed, several of the early
projects were in conjunction with the Ministry of Agriculture and
the National Agrarian Institute. Whether directly integrated

multiple approaches in a single project or in several, the
Mission's objectives have sought socioeconomic development.

It is unlikely that the table contains all of the loans and
donations that have been made, especially in the early part of
the period. There were probably several more counterpart
contributions of AID through the Economic Recovery Fund and PL
480 but only the most recent records could be located during the
time available. The list, however, includes a high proportion of
the donor efforts and is thus indicative of the collaboration
teing made with the Government of Honduras to imprcve its network
of communications.

Rural Trails and Access Roads was the focus of the study since
the later one, Rural Roads II, constructions were too recent for
solid impacts. In addition to these, sections of roads built by
IHCAFE, COHAAT, and CDI-PTR were also examined. They are
discussed in the narrative but do not constitute a part of the
primary analyses.

B. Honduran Transportation: 1960-1987

The economy of Honduras developed slowly during the first half of
this century and consequently, the government had little to
invest in 7roads and highways. The earlier Ministry of Public
Works built some and donors (BRID in 1946, for example) helped
with a few others, especially those interconneciing the countries

of Central America. The railroads and ships were privately
owned, mostly by foreign companies. When the economic conditions
of Honduras began to improve, the need for more and better

transportation became evident.

1. Koads and Hishwavys

When the Central BAmerican Common Market gave impetus to
internationz]l vehicle traffic in the beginning of the 1960s,
Honduras listed its total network at 3,300 kilometers, only 112
of which were paved (3.4%). A 1963 Rlliance for Progress survey
listed only 383 kms. as all weather roads, suggesting that the
rest were trails and rough roads.

A 1985 Inter-American Development Bank publication detailed the
roads and highways of that time as totalling 16,350 kms. About
2,060 were paved (12.6%) and 7,890 (£8.3%) could be traveled in
all weather. The remaining 6,400 kms. were passable only during
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the dry season. The 1986 and 1987 constructions, as can be
observed from the repetitions in Table II.1, somewhat reduced the
additions, perhaps 2,500 kms., but the all weather extensions
were increased. The present system, as compared to two decades
before, represents a remarkable achievement, especially when
Hurricane Fifi and many other storms and floods are taken into
consideration. The Government of Honduras has had a great deal
of assistance but it, tono, has invested heavily in its present
network.

2. The Railroads

During +the banana boom of late last century and early in the
present one, private fruit companies built three, separate rail

lines, all in the Northern Region. The three total 1,178 kms.
The La Tela Railroad Company owns a line from La Lima to Puerto
Cortes. The United Brands Railway Company (formerly Standard

Fruit) owns a narrow gauge line that runs at the opresent time
from La Ceiba through the banana plantation towns and to the
port. The third 1line, Ferrocarriles San Pedro, is primarily a
passenger carrier that was formerly for the workers and families
in the banana industry; the latter 1line 1is suffering economic
difficulties. The other lines appear to be operating at a profit
and it is expected that they, at least, will continue to run. No
plans for any expansion of the railway system are evident.

3. Water Transport

The coastal and international route carriers call frequently in
Honduran ports. While many of the vessels are small, only boats,
they provide an important connection for freight and passengers
around the Caribbean and along the Pacific coast.

The most important port of the nation is Puerto Cortes on the
Caribbean. The well equipped facilities account for 60% of all
cargo entering and leaving Honduras. Smaller Atlantic ports at
Tela and La Ceiba primarily serve the banana trade. Puerto
Castilla, recently constructed, serves the agricultural zone of
Bajo ARguan and lumber from Olancho. Only two minor ports are
located on the Pacific, Enecan, San Lorenzo, and BAmapala,
important mostly for fishing wvessels and small amounts of
produce.

b, Air Traffic
The main ai-port is Toncentin, at the capital, Tegucigalpa. It
is served by many airlines that provide domestic and
international passenger and air freight sarvice. The San Pedro
Sula airport is growing in importance, serving that productive
area. Smaller airports at La Ceiba and Reatan are connection
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points for tourists to the Islas de la Bahia and the surrounding
sone. Earlier there were many airstrips throughout the country
but many of these have disappeared or are used primarily for crop
dusting and charter flights.

5. Mule and Horse Transportation

Because of the very rugged terrain in much of the country, beasts

of burden are still highly useful. Some areas cannot yet be
reached by vehicles and the animals are vital to commerce to and
from them. Even where there are roads, however, the animals

continue to serve many families for personal and produce travel.
As will be noted in Chapter IV, beasts of burden are not
decreasing in many areas; the farmers declared the roads as more
efficient for horse and mule =ransport.

C. Roads and Highwavs Projects

Table II.1 listed the many projects of other donors during the
past two and one-half decades. Those are not the only efforts to
improve the system; the Government of Honduras also invests in
it. While neither these nor those of donors other than
USAID/Honduras are the subjects of +this report, they are
described briefly as backgiound to the evaluation since the
combination has made the present stage of progress possible.

1. Government Projects

The present Testrictive economic situation has severely limited
the roads and highways itne government can construct or
rehabilitate. Few of the donor projects provide assistance to
city streets, thus GOH must expend much of its available funds on
these. The extremely rapid growth of the major cities
Tegucigzalpa, San Pedro Sula, Cheluteca, Santa Rosa de Copan, and
Comavagua - brings with it the necessity of many new streets and
the amplification of cth=rs. The drain on the budget is heavy,
leaving little for othexr areas.

The government has and is building some highways and
reconditioning others. The Santa Rosa de Copan to Gracias of
Lempira stretch 1is an example of meeting an important need. The

La Pas-Marcala widening and paving project is still another. And
there are a numher of these across the country.

Few mural roads could he built if only the government resources

were avallable, Furthex, the pressures from the lAarger
communitics and industries cause them to be favored in the
selection of projects. The assistance programs for rural roads
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are vital to the strengthening of agriculture and agribusiness,
the economic lifeline of Honduras.

2. International Assistance

A listing of AID and other doneor assistance was provided in Table
IT.1. The RID projects will be described in a separate section
thus they will only be discussed in a general way herein. As a
generality, until recently, USAID/Honduras was the major provider
of help to Honduras on rural roads. Most other donors
concentrated on paved highways and important roads to secondary
cities in the country.

The Central American Bank for Ecconomic Integration (CABEI) has
financed the construction of many highways in the natien. One of
its first concerns was the Pan American Highway, to facilitate
the transportation from the United States south to Panama, and
except for a problem stretch between Panama and Colombia, well
into South America. The bank has and continues to exercise a
strong influence in its sphere of highway construction. It has
several projects underway or under consideration at the present
moment. The paved highways it has built are important to the
rural areas since they speed the products to market once they
have reached the z.phalt roads and the return of supplies for
agriculture and commerce back to +the rural sector. CABEIL's
stated purpose for the future is to continue with its present
assistance on highways.

The Inter-American Development Bank 1s a relatively newcomer to
the roads and highways field in Honduras. It presently has a
subs+tantial project with SECOPT, one that concentrates on farm to
market roads, especially the more important, but secondary ones.
It is currently negotiating some other construction with GOH and
it is expected that loan agreements will be reached. These do
not include the access rTeads to the more isolated areas. The
bank also financed the Western Regional agricultural development
project, PRODERC, that included the construction of some rural
rcads. These were few but did contribute to the network in that
area.

The International Bank for Rural Development (IBRD) has funded
both rural roads and highways in the past but with an emphasis on
highwayes linking the major producticon areas with their markets.
This international arm of the World Bank, with 1tes interest in
facilitating economic development, expects to continue with its
present types of influence. Wwhile it constructs scme roads, it
celdom conziders +the emaller accesz to villages nor the shorter
1inks of these to secondary marketing and transportaticn centers.

[
O
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The Government of Venezuela, through its plan of assistance to
its primary oil market countries, furnished asphalt for a useful
project in Honduras. This help enabled some new paving and the
repair of some streets and highways. The Japanese provided much
of the machinery for the work with the asphalt and conducted
intensive training for its use. This complementary projiect made
it possible rfor SECOPT to advance more rapidly with construction
and repailrs.

Tn a previous context, mention was made of some bilateral help in
road building, all of it in the rural areas. The Swiss financed
the MARGOAS development preject in La Paz Department which
included the maintenance and some rehabilitation of existing
rural roads within its project area. The AID roads there were in
the best condition of any examined 1in this ewvaluation, showing
the economic impact of continual maintenance.

The Belgians sponsor a project called CORASUR in the Southern
Region. Through hand laboer, it has built some rural access roads
and performed some malntsnance in that same zone. While the
efforts are relatively limited, they have helped some farmers and
shrimp growers. Financing for this project came from the
European Economic Community.

A development project (COHAAT) financed by the Federal Republic
of Germany has alsc contributed in some small ways te hand labor
penetration roads and tn the basic maintenance of a few others.
The beneficiaries are impressed by the help.

3. The USAID/Honduras Rural Roads Projects

21l of the AID roads projects have been designed to further the
development of the rural areas. (See the listing in Table II.1
and the finance and kilocmeters constructed in Tables III.1 and
II1.2.) As noted in & previous section, they concentrated on the
farming areas but did not neglect +the auxiliary services of
extension, research, marketing, and education.

The earliest known project connected the Pan BAmerican
hgricultural Scheol in Zamorano with Tegucigalpa, and improved
some important nearby production area reoads. Most of the rest of
the early proiechs assisted through the provisien of farm to
markst roads, ecopecizlly  those that linked with the secondary
markst and troansportoatlon cenvers, including a port.

One indication of ths preoccupation of the Mizsion with the farm
cconomy  was  the several combined projects. One was with the

National Agrarian Institute and the others with what 1s now the
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Secretariat for Natural Resources. Credit and technical
assistance were provided to the beneficiaries the rocads served.

A partial exception to this thrust was the rehabilitation of some
of the farm to market roads ruined by Hurricane Fifi. While in
general within the realm of the AID thrust, their purpose was of
an emergerncy nature.

AID alsc helped with maintenance, both through equipment and
training. One project had this as its primary aim and others
included components of these two inputs.

Rural Trails and Access Roads (RR I) was a very large effort
encompassing many rural areas in the nation. Some rehabilitation
was done but by and large, the project constructed new community
access. Farm to market roads were not neglected.

Rural Roads IT is also a massive program and its effects will be

long felt. The estimates on what percent of the work was in
rehabilitation or reconstruction vary with the definition, from
40 to 60%. A part of this rehabilitation was required because

the productive areas had experienced more growth than was
originally contemplated, reguiring that the trails and some of
the roads be widened and otherwise improved. Unfortunately, some
of the rest was reconstruction, brought on by the iradequate
maintenance. Not all of the areas isolated by interruption have
yet been brought back into the system and that is urgent in many
cases. The new construction opened many new productive areas:
crops, livestock, and shrimp. Zones with export oriented crops
have been favored when possible. When the project ends, it will
have accomplicshed a great deal for the development of Honduras.

Three other programs have bensfitted from USAID/Honduras help.
Althougn discussed earlier, they are mentioned here to provide a
fuller description of +the BAID effort. The Fural Technelogies
Drogram (CDI-PTR), financed by the Mission, is constructing some
roads  in the Southern Fegion to provide access to communities
where the organization is introducing appropriate technoloeogies.
The Western FRegion development program received bridze funding
from PI. 480 during the interim hetween IDBE financing. It, too,

== Fuilt seme hand labor roads, alse with the help of the World
Feod Program. RID alsc funded some portions of the TIHCRFE and
Slobal  Villape programz; those, too, have Luilt roads within
their resular LYOaTames., The Mission alsa furrnished the GOH
counterpart for an IDE leoan and two hilateral programs; the first
WA cnd construction program and  the others included some in

.~
their achivities.
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D. Aericultural Development Programs

Rural roads and economic development are clesely linked in most
projects, not only of USAID/Honduras but also in those of the
Inter-American Development Bank, the Central American Bank for
Economic Integration, and +the International Bank for Rural
Development. Even further, many other donors have included the
combination in their programs: Global Village (Mercy Corps), West
Germany (COHAAAT), Switzerland (MARGOAS), and Belgium (CORASUR).
A+ least twn GOH programs unite the two factors: Honduran Coffee
Institute (IHCAFE) and the Western Regional Development Plan

(PLANDEROQ) . Tncreasingly, organizations view the 1roads as
indispensahle to econcomic improvement, especially in the rural
areas.

1. AID Econemic and Road Development

In some of the earlier preoijects, the Mission funded programs that
incorporated rcads and other developmental activities, chiefly in
agriculture but with some contributions to forestry. Since that
time the two aspects have been addressed in separate projects.
In addition. AID has provided financing for general or special
operations in projects that included road construction. The
present perspective is to develop parallel projects that will
meet the needs of the various sectors.

a. Past Projects

During the las nine vyears, two major road construction and
rehabilitation/maintenance projects have greatly furthered the
network in the rural areas: Nural Trails and Access Roads and
Bural Roads IT1. These have been described, thus no further
details are needed.

At the same +ime, the Mission has had intense agricultural
projects desicned to further the advance of the rural sector.
The MNatural Resources Management Program, Agricultural Credit
Azsistance, Eunorf Crap Promation, Land Acquisition Loans, Small
Cotfee  Farmer Titling, and Integrated Pest Management are
important within thess efforts. (The IHCAFE project will be
ezoribed later. ) Seme  of these are still in progress but most
Af them  terminate durine the naxt  year. A Rural Technologies
Program has  beoen financed by the Missicon for nine years. Its
“hyust is  bo bying sopropriate scuipment  and techniques within
Fhe veach of the small farmers, ac well as improve scome facets of
their zrvandarsd ot Living. O 2 nther projects were undertalken
o oty e the eyl rural economy via improved
crvanicanione: ther Pon American Agricultural School, the export
11um~tw'n wyoeney, and the private agricultural experiment station
Ao mmons tieess
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The composite of these rural programs has had far reaching
effects on many sectors of the economy. They enabled the farmers
to farm more land, obtain credit, improve their farming
practices, and manage their production more rationally. Much of
the impact from these is long term, several years, but already
some important advances have been made.

As a generality, the road construction efforts served the same
areas as those of agricultural preduction but in some cases, the
coordination did not produce an optimum combination. Special
efforts, through Joint planning, are now envisioned as a means
whereby direct linkages can be created between the two types of
effort.

b. Future Rgricultural Thrusts

While some of the wvarious programs will be continued as general
support to agriculture, the main emphasis for the next several
years is expected to be that of the Land Use and Productivity
(LUPE) project, now in its preparatory stages. Essentially, the
goal of LUPE is to:

- increase the socioeconomic wellbeing of the rural
Honduran family.

Its purpose is stated as:

improve agricultural production and productivity
on a sustainable basis, including the management
and effective protection of Honduran natural re-
sources on which production depends.

The project will address the constraints faced by marginal and
commercial farmers as they till the Honduran watersheds.

The primarv cemponents of the project will encompass a wide range
of closely related activities:

Natural resource conservation in farmed watersheds (conser-
wvation techniques and structures, and on farm

reforestation)

Sustainable hillside farming production (enhancement and
Aiversification technologies for fruit, other tree crops,
vegetables, basic grains, livestock)

Post harvest protection, processing, and packaging on the

farm and in the nearby community

Facilitate marketing through information and credit

DEVELOPMENT ASSOCIATES, INC.




33

Improved small scale mareculture (shrimp) at the bases of
the watersheds, and in combination with salt extraction

At the same time, two other divisions will be designing cr
modifving projects +to further the goal and purpose of LUPE.
Private Sector will continue its work in the development of
viable agriculture related businesses and industries.
Engineering is designing its anticipated Rural Roads III, with
specific inclusions of those areas of concentration of LUPE, the
"ecentral corridor" of the nation.

2. Related RID Assisted Projects
A major effort during the past few years has been the improvement
of the Honduran coffee farmers. This took two forms: that of
helping the small farmers to obtain title to their land (8Small
Coffee armer Titling), and, the renovation of older coffee
plantings, appropriate management of pests and diseases, and
planting new areas in coffee (RAID-IHCAFE). One of the

constraints to the latter project was the lack of access to many
of the existing farms and to the lands that could be profitably
planted to coffee. To overcome part of this problem, IHCAFE was
empowered to construct penetration roads (not directly rfunded by
AID). The Mission did assist by the provision of farmer
technicians, vehicles, credit, and technical assistance. The
organization built a large number of mostly short accesses, did
some rehabilitation of important coffee market roads, and
performed some maintenance of these. While many problems have
become evident with the heavy rains, these roads served to open
up many new areas for Honduras' most important export creop.

The Western Regional Development Plan (first denominated PRODERO
and later PLANDERO) was financed by a loan from the Inter-
American Development Bank. As its firrst phase funding ended, the
Honduran government had not vet net all of the conditions
preced=nt of IDB. The Mission +w«cognized a wvital Natural
RPesources effort in this drought plagued area and provided bridge
funding from PL 480 wuntil the 1IDB financing could become
available. That program built a few access roads during the
first two years of its operation. During AID assistance, it
reached an agreement with the World Food Program that would allow
the construction of some manual labor roads via Food for Work

commodities. About 105 kilometers were built or underxr
construction by the end of July 1988. Bgain, while thre funding
for the rToads was not directly by the Mission, the combined

efforts helped make them possible.

Global Village (Mercy Corps), too, received some funding from
USAID/Honduras in several phases of its operation. With Food for
Peace, other donztions, and strong wvillage participation, many
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roads have been built in the Yure River area of the Department of
Yoro, and in the municipality of Belen-Gualcho in Lempira
Department. These networks are quite extensive and have made it
possible to enhance the production of potatoes and to plant fruit
orchards, as well as the general development in basic grains and
vegetabhles.

The Mission funded, as noted in an earlier context, the
Industrial Development Center's Rural Technologies Program for

more than nine years. That program, especially in the Southern
Reecion, has not only delivered appropriate technology to small
farmers but has also built several roads. The combination of

roads with rural technolngy is one of the joint efforts toward
farm improvement in the nation.

USRID/Honduras also provided the Honduran government counterpart
for a substantial West German project (COHBAT) in the Southern
Region. That program has constructed several roads and trails,
and enhancing agricultural production. Mostly done via manual
labor, these have had an effect on farms and shrimp cultivation
areas.

Food for Peace, through Food for Work commodities, has also
played a part in the building and improvement of some other,
mostly shorter, access roads. A special program in the Florida
municipality of Copan, in Belen-Gualcho of Ocotepeque, and in
several other sites have contributed to the rural road network of
the nation.

These many efforts, when combined with those listed in the
beginning section of this Chapter, denonstrate a commitment of
the Mission to roads and to agriculture. The continuance of the
assistance through the contemplated projects will further enhance
the production and marketing of agricultural products.

E. The SECOPT Organilzation

The Secretariat for Communications, Public Works, and Transpor-
tation (SECOPT) is the 1legal entity of the government charged
with the construction and repair of city streets and of roads and
highways. It consists of several gzeneral dJdirectorates and
directorates, each with distinct functions under subsecretariats:

Subsecretariat for Public Works
General Directorate for Roads and Highways
Ceneral Directorate for Maintenance
Ceneral Directorate for Civil Works
General Directcrate for Urban Deselopment
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Subsecretariat for Communications and Transportation
Civil Aviation General Directorate
National Geographic Institute
General Direcltorate for the Postal System
General Directorate for Transportation

Only two of these are of specific concern in this evaluation,

those general directorates for roads and highways, and for
maintenance.
1. General Directorate for Reoads and Highwavs

This organization 1is composed of many departments and sections
that plan, design, and execute the construction programs of GOH
and the outside donors. The doneors maintain implementation units

within the directorate: AID, IDB, IBRD, and CABEI. These are
primarily charged with cocordinating the information and execution
of the donor projects with the departments. The AID unit

includes field offices responsible for the field work in support
of the projects.

The Ludget of Roads and Highways has grown steadily across the
years. With the increasing number of loans and grants, the work
has increased considerably, accounting for a high proportion of
the total budget. GOH does put in some monies, partly from its
own resources and partly from the counterpart funds provided by
the Economic Support Fund and PL 480 local currencies.

2. Jeneral Directorate for Maintenance

This general directorate (DGM) was created in 1973 because that

function was being neglected in favor of construction. Its
responsibilities are those indicated by the name: planning and
executing the maintenance for the roads and highways. It also

services and repairs all of the equipment of the secretariat.

A 1985 report described the equipment of DGM as: just over half
in gouod or fair condition and able to operate; 30% as in need of
major Trepair or overhanl and was sitting idle; some 18% was
inoperable and could not be repaired. In 1987, the Government of
Japan loaned GOH &322 million to replace almost one-third of the
equipment. Some of this arrived and most of the rest is thought
to be con shipboard toward Honduras. It must be pointed, however,
that this is only a partial solution. In 1988, DGM estimated
that even when that ecuipment arrives, it will have only the
capacity to service 40% of the roads in the country, which is far
snperior o the apeorozimatelv 5% caracitv it now has.
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The average budget for DGM from 1982 to 1985 was about US$ 17
million. Tnat was reduced in 1987 and again in 1988, even though
the number of kilometers of roads it must attend grew each vear.
The original sum for 1988 was US$ 20.5 million but through
various actions, that was reduced to $13 million. BAnd this was
in spite of heavy counterpart commitments on the part of GOH,
money obligated in order to receive the loans.

F. ARID Reoad Evaluation Process

The sample roads were chosen as the most representative of those
constyucted in the selected areas in conferences between the
team, the 1local SECOPT construction and maintenance cofficials,
and the regional offices or local agencies of Natural Resources.
Roads from the earlier RID-INA proiect, Rural Trails and Access
Roads, and Rural Roads II were included. Additionally, one set
of IHCAFE penctration roads was observed as examples of that
effort.

A questionnaire was prepared to gather the basic information on

each road. An inspection form was used to record the technical
data from the inspections and a summary form grouped the data
from the several observations. (See BAnnex C for the
instruments.)

Rll of the information was collected through direct inspections
of the roads, always accompanied by one or more of the personnel
of the local AID-SECOPT and/or from the SECOPT General
Directorate for Maintenance. BRll of the distances were measured
via the odometer of the vehicle since some of the documentation
provided only estimates. Inspections were recorded at least
every five kilometers; many others were conducted at bridges,
culverts, and any site presenting unusual conditions. Field
notes were taken during the trips and these were converted to
fuller information each evening.

The observed characteristics were compared to the established
norms for each type of road, taking intc account the time since
construction, traffic, and any unusual weather conditions. The
materials utilized in the construction were examined for adequacy
at the sites. Bll culverts, fords, and bridges were examined.
The condition of roadside drainage was noted. Cuts were
estimated and their slope noted, as was gradient of the road
itself. Further details can bhe found 1in the i1nspection
instrument and when vital to the discussion, are included in the
narrative.
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The sample roads from the two projects are listed in Table II.2,
with their location, department, and length. Maps with the roads
marked are included in Annex E.

Table II.2: Sample Roads Inspected by Department, Project, and
Length in Kilometers

Road Designations Department Kilometers
RRI RR 2

Western Region

Florida-El Paraiso Copan 25.5
Las I lores-Nueva Armenia Copan 23.2
Lepaera-Las Flores Lempira 11.5
Gracias-La Campa Lempira 16.7
La Campa-San Manuel de Colcete Lempira 17.6
Access to Cayquin Lempira 5.3
Sensenti-San Francisco Cones Ocotepeque 5.6
Sensenti-Azacualpa-La Loma Ocotepeque 12.0
Access to Gualtaya Ocotepeque 3.2

Northwestern Region

La Esperanza-Togopala Intibuca 21.6
Marcala-La Esperanza Intibuca 35.0

Bccess to San Miguelito Intibuca 2.1

La Esperanza-Malguara-El Rodeo Intibuca 24 .6

San Miguelito-San Juan¥** Intibuca 39.3
Marcala-Florida-V.Angeles La Paz 22.5
Southern Region

Fortuna...La Tronconada Choluteca 20.0
Monjaras...Guapinol Choluteca 37.6
Namas igue-Tierra Blanca-Tajeada Choluteca 7.8

El Cohete...Puerto Nacional Valle 21.7
Puerto Nacional...Valle Nuevo Valle 11.0

Total 273.0 80.8

¥ Apparently the first penetration was made by IHCAFE and that
was later improved by AID-SECOPT.

%% This road was built by GOH; some beginning portions were
improved by AID-SECOPT.
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G. Evaluation of the Sample Roads

The roads that had been in place long enough to have facilitated
social and economic impacts were the primary targets of the
study. The sample was mainly made up of those from Rural Trails
and Access Roads, concluded in 1985 or before. The sample also
included some that had been built earlier but almost all of these
had been rehabilitated within RR I or RR 1II; these are treated,
then, as components in RR I.

The details of the measurements are provided in Annex E in the
summary forms completed after the myriad individual inspections.
Distilling those down to the basic indicators, Takle 1II.3

presents the conclusions of the engineer on the team in
conference with the local SECOPT officials, of the number of
kilometers by relative conditien, of the most important

components of the <roads in Rural Trails and Access Roads.
Although a scoring system was used and is included in Annex E,
those calculations are not included here for simplicity of
presentation.

Table II.2: Conditions of the Major Components of the Inspected
Sample Rural Trails and Access Roads

Component Condition

"Good" "Fair" "Bad" Interrupted
Surface (kms) 78.7 L6.2 10.2 L.2
Shoulders (kms) 21.7 57.0 : 40.8 10.0
Ditches (kms) 20.5 50.2 60.7 8.1
Drains (#) 23 80 23 12

The definition for "gocod" was that vehicles could travel over the

road at a Treasonable speed for a country road. "Fair" was
applied when there were a few places where passage was difficult.
nBad" indicated that +travel was possible only at a very slow

speed and that in some places, the vehicle could continue only by
passing through ditches, swift streams, or leaving the roadway.
Interrupted was assigned only when a vehicle could not pass.
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The terms were applied +to the other compcnents in much the same

fashion. Proper operation for the conditions, a few problems,
many problems, and the component did not operate, were the
criteria.

The conditions arc quite obvious from the table. The road
surfaces had generally been constructed properly and remained in
veasonable condition. 'The ditches at the roadside, however, were
most often not well constructed or slides had blocked them,
indicating that the original preparaticn had been faulty. As

would be expected from the conditions of shoulders and ditches,
many drains ware only Jjust functioning; they needed cleaning
because they could not pass the sediment; they were too small or
improperly placed. The drainage, as a system, requires a great
deal of repair.

The interrupted roads included a wide variety of problems. One
section could not be traveled because a bridge had not been built
even though the plans called for it. On another road, a section
had been left undone. Most of the others had bLeen passable at
some time but rains and lack of maintenance had converted them
into barriers over which vehicles could not travel.

The Rural Foads II stretches were in much more serious condition

generally. In part this was due to the excessive rains and
flonds. Often, however, the damage could have been avoided had
the construction been better done. A very serious problem was

evident in some lower areas, especially along the coast, where
the roadbed had not been built high enough. Since the rains and

accompanying flooding occur every few vyears, that eventuality
should have been included in the plans. While only 17.6
kilometers were found to be interrupted, 83.4, nearly 37% of the
224 .3, were Jjudged "bad." And some were very bad. Again, the
height of the roadbed was a part of the problem but the wuse of
improrer select material as a surface, and faulty bases,

contributed to this high amount of unsatisfactory construction.

A higher proportion of the RR II shoulders tended to be well
built but there were also many that were improperly built and not
maintained. Drainage, however, was, in 47% of the observations,
in bad condition. A part of this problem was the shoulders but
too few and too small channels and culverts contributed.

The maintenance and AID-SECOPT office personnel that traveled
with the engin=zer, and the rest of the team that used these same

roads, agreed with the condition judgments. There are so many
problemz en come of the roads that traffic is slowed far below
the speed expected on even a rural road. At the same time, some

were in generally very good condition, permitting reasonable
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travel. Those maintained by MARGOAS and some of those attended
by THCAFE were outstanding examples. They showed what
maintenance can do on the roads, even when in some cases the
construction was simple or even deficient.

H. Conclusions and Recommendations

It must be recognized that the team saw the roads under far from
ideal conditions: torrertial rains further damaging roads that
had deteriorated because of lack of maintenance. Nevertheless,
some construction problems were also in evidence; they had not
been erased. Those problems caused by faulty construction should
have been found during supervisicn and certainly during the final
inspection. Some problems were cited in the 1inspection reports.
What was not clear was whether a further inspection had been made
to assure correction of the problems.

Recommendation

The +team sugggests that the inspection procedures be

reviewed. The two review facets are:
(1) Engineering should review 1its final inspection
procedures to assure that they are totally

covering the completed roads.

(2) Since it is also possible that after making the
inspections and recommendations that some are not
being carried out, that phase, too, should be
reviewed.

The problems of maintenance are so Severe that some of the RID
jnvestment is lost and thus "rehabilitation," more often "recon-
struction," must take frequently. The problem is complex and no
easy solutions will present themselves. The basic elements in
any plan should be as follow.

Recommendations

The USAID/Honduras Mission should, through policy dialogue
and other means, bring GOH tc realize the futility of the
present inadequate maintenance and appropriate sufficient
funds for continuance of service on the roads. This is, of
course, a long term solution.

I medium term exercise should be that of assuring that any
monies provided by AID for maintenance do not supplant the
GOH Dbudget. Cooperation with the other international
agencies might be an effective means to achieve this.

Counterpart funds, because of the nature of present local
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currency Tregulations, are not being provided as agreed.
Measures to remedy this problem woirld lielp toward better
maintenance.

A short term solution must also be sought to assure that the
roads do not continue to deteriorate even as they are being
built. Some possibilities suggest themselves:

(1) Provide funds for maintenance under contracts
with trustworthy lecal companies.

(2) The manual lakor program should be continued;
closer supervision will further strengthen this
component.

The team also suggests that some medium to long term, efforts be
pursued:

(1) Continue to explore the mechanism of providing
some maintenance monies under the direction of the
municipalities; that will not be easy since those
bodies do not now have that power.

(2) Continue the efforts to strengthen the tax collec-
tion abilities of the municipalities so that some
local monies can be used for maintenance.

(3) Further decentralization of the maintenance
districts 1is highly desirable: that must be
accompanied, however, with a separate budget for
them SO they can better manage their own
maintenance efforts.

These recommendations should not be taken as a condemnation of
the BID rural road construction projects. Quite the opposite,
the team found that a great deal of good constrvection had been
done and that some of these roads were surviving despite the

maintenance and traffic problems. Further, it found that the
social and economic benefits accruing from the roads were very
high. The roads are sincerely appreciated by the beneficiaries,
by commercial entities that use them, and by the agricultural,

health, and educatienal services that travel them in order to
make their contributions to the development of the rural zreas.
This leads to a final, overall, recommendation:

Pecommendation

USAID/Honduras should prepare and execute a new rural roads
project  and it should encompass  as much of the not now
cerved rural populaticn as can be financed.
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The efforts for agricultural and other rural development, the
provision of health and educational services, and the long term
economic stabilization of the Honduran economy will be well
served by such an additional project.
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CHAPTER III: INPUTS AND OUTPUTS OF THE PROJECTS

USAID/Honduras began its rurzl rcads activities in 1946 with some
improvements to roads already constructed but inadequate for the
postwar increases in agricultural production. Little is known
about these roads except that at least some of them were in the
Tegucigalpa, Comayagua, and Zamcorano areas. One informant stated
that the major part of this effort was the Tegucigalpa-Zamorano
road, now a highway, to facilitate the communicatiens with the
Pap American Agricultural Scheol, begun in that seme year. It is
possible than some other rural roads were included in projects
with mrher titles during the next 15 years but the information is
no longsy available.

A series of projects was begun in 1964 and there has been one or
more in operation since that time. The present study dealt
generally with this series. The concentration, primarily due to
the demands of impact, were on those completed with sufficient
+ime for the benefits teo become obvious to the interviewees. The
older roads, because of insufficient information about some of
them, and dus to problems with memory abecut conditions before
they were constructed, zre described narratively for the most
part. Similavly, the current project, in which most of the roads
i1l in process or wers Jjust completed, do not lend

are st
lves to direct impact evaluaticens.

themse

h. Inputs

Six directly funded AID rural roads projects are included in the
series. The basic input informatien on them 1is presented in
Table III.1. Those rural roads funded within, or facilitated by
assistance to some portion of an  organization's operations, are
discussed separately for the sake of clarity; they have made some
impertant contributions to local neaeds.

The finzncing tor these six projects appears to total $46,943,000
but in fact it was somewhat less than that. Funds were sometimes
Jeft+ over and werec incorporated into later projects. The total
ie ar  lsast $45 million. (Additicnal details on amendments and
pwtensions o1 presented  in Rnnex I, the Project RAnalysis
Matrices.)
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Table III.1: Identification of AID Rural Roads Projects by Year,
ARgencies, Project Designatien, and Funding Level

Year* Agencv** Proiect Number Funding Level
1964 AID-RRNN 522-L-012 $ 482,000
1965 AID-RRNN 522-L-013 5,027,000
1974 RID-INA 522-T-025 11.834,000
1976 AID-RRNN 522-T-030 7,500,000
1979 AID-SECOPT 522-0137 400,000
1980 AID-SECOPT 522-T-03% 21,700,000

*  Hareinafter, the projects will be designated by the year the
agreement was signed.

**¥ The present designations of the agencies are used even though
in some cases, they had different designations at the time of
the agreement.

Although the exact funding cannot be determined from the records
of some of the projects, it is important, too, to note that the
Mission has invested both loan and grant funds, and in direct
assistance through USAID/Honduwras personnel, to institutional
improvement throuzhout the period. This assistance has included
help on c¢adastre, maintenance, equipment repair, contracting
procedures, construction technology, and general administration.
Its funding for tae central and several regional AID-SECOPT
of fices has been on= of these efforts during the last two years.
Some construction, maintenance, and supervision vehicles and
other equipment were included in some of the projects. These
contributions are important to the continusd general activities
of the Secretariat, as well as to the specific outputs of the
Mission construction, maiitenance, and rehabilitation objectives.

B. Direct Outputs

The cutputs from the six projects invelve a wide variety of
accomplishments, which while they wvary considerahly among the
six, also come together te form some important components. This
section will concentrate primarily sn the 7roads and the
institutions but the chapters on the conditions of the roads, the
economic~ impacts, and the sccic-cultural impacts must also be

perceived as parts of the outputs.

1. The Poads and Trailcs

The most claarly delineated outputs in  this type of prciect are
the roads and trails themselves. Additionally, thev are the
starting point from which all other outputs begin or which
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provide the basis for those, such as institutional improvement.
The basic information on these factors is shown in Table III.Z2.
Some caution is advised on some of the data since there were,
naturally, differcnces between "expected" and "realized." Since
the final data wers not available on some of the projects, the
expected output details are used for them.

Table III.2: AID Rural Roads Projects by Beginning Year,
Locatian, Number of Reoads, and Extension in

Kilometers
Year Region or Number Length in
Department of Reoads Kilometers
1964 Colon#* 5 54
1965 NMorth Central/Central 16 602
1974 North 67 304
1976 General 48 400
1979 General 122 1383
1980 General 54 %k 1023
¥ Different sources disagree on this area; some say only
Colon while others insist that some in the Comayagua
area were also undertaken. (See the later discussion.)

¥4 S-ome roacds left in the 1979 plans were passed to the
following project; neither the number of roads nor
kilometers can be taken as absclute.

Attention is called to the 1964 project. As stated in the table
note, there are differences of opinion on the content of that
project. It is certain that e road was built from San Esteban to
Puerto Castilla in the Department of Colon. A reference 1in a
later document describes it as having been destroyed in Hurricane
Fifi (1972) and then reconstructed under the 1974 project. The
veference states that the new road approximately followed the
route of the old. A  COHDEFOR employee worked on one phase of
thar project when forestry was :-.ill in Matural Resources. He
states that three fire prevention trails were built in Comayagua
under the same project.

The cum of the siw projects 1is 3,766 kilometers (2,354 miles).
Had 211 +the lean and grant funds been spent on  the roads,
Lridges, and culverts, the overall average across the years
(dizrezarding changzes in the exchange rate) would be $11,949 per

kilemeter, whether new or rehabilitated.
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Not all of the money went for roads but within the early
projects, on which there is no detail of cost breakdowns, there

were other components. For evample, a summary statement for 1974
states that "most of the funds were destined for agricultural
credit." Other early loan summaries contained a similar
statement. Present project roads, including bridges and

culverts, cost between L.30,000 and L.45,000 ($15,000 to $22,500
at the present official exchange rate of $1=L.2) per kilometer.

These costs, whether considering +the 24 vyear average or the
present rates, are 1reasonable under the circumstances of the
construction. While Chapter II details the terrain and gquality
of the roads, it is useful to point out in this chapter that the
areas in which these roads were built are, for the most part,
very difficult. Many of them are in the mountains: rocky, steep,
and brokenrn by many creeks and arroyos. The installation of
drainage, fords, and bridges is a costly part of the
construction. (In recent projects, these structures have been
bid separately.) In some areas, select materials are very
scarce, requiring long distance hauling. Thus even though many
of these roads were simple accesses, and some were only trails,
the topography causes relatively high expenditures for them.

It must also be pointed out that almost all of the projects have
completed the number of kilometers anticipated. 1In a few cases,
of course, real distances varied from the estimates, bringing
about minor variations - sometimes more and scmetimes fewer,
kilometers. That is to be expected. In a few cases, the final
socioceconomic study gave differing priorities to the original
lists and choices had to be made. Emergencies occurred, too,
demanding attention to remedy urgent problems (Hurricane Fifi,
for e:xample). In the overall context, the projects met their
targets.

2. Rehabilitation

One of +he important points about the series of AID and other
agency projects 7relates to the anticipated economic growth and
subsequent prcject activities. In several instances, the first
construction was of trails or simple penetration roads, as
planned. As the agricultural production grew (this is also
becominz the case where shrimp are grown) in number of and yields
per manzana, +the original accesses rno longer served the areas
approrpriately.

Some evampless of this include AID and IHCAFE construction into
the cemmunities where new coffee plantings were in progress and
where renovation was strengthening the vields. Another example

is that of the roads into fruit and potato regions. In these
examples, as the increases in the harvests became evident, much
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more vehicular traffic occurred. The simpler access was no
longer adequate. Too, the heavier traffic caused the roads to
deteriorate faster than planned. The need for rehabilitation

became evident and the Mission projects responded, widening and
otherwise improving the trails into roads.

Unfortunately, some »f +the rehabilitation was required due to
inadequate maintenance. While those problems will be discussed
in the next section, it is useful to include a mention of it in
the present context. This does not reflect negatively on the AID
projects; indeed, 1t represents responsiveness to the econcmic
needs of the areas served, the basic premise of the roads.

In conclusion, the need for rehabilitation, in the wvast majority
of the cases observed, democnstrated that an output had been
achieved. The trail was put in, production grew, and the
transportation requilirements increased. Rehabilitation is a

logical part of the developrment sequence.

3. Maintenance

USAID/Honduras incorporated maintenance into several of the
projects. The premise was, and is, that construction without
upkeep poorly serves the objectives. In some situations, all
maintenance activities would be considered an obvious task of the
government and generally that is the expectation in Honduras.
GOH, however, has suffered many economic reverses, some of them
beyond its control: lowered prices for 1its agricultural exports,
disasters such as Hurricene Fifi and tue present flooding caused
by Hurricane Gilbert, excessive military requirements brought
about by events in neighboring countries, and a flood of refugees
from those neighbors, only a small portion of which was attended
by the United Nations. The circumstances are by no means normal.

The Missicn, in an effort to assure that the roads it constructed
were maintained, assisted the Maintenance Directorate in several
ways over the vears: equipment, vehicles, planning, and road
worlkers. Maintenance was also sometimes listed by GOH as its
counterpart funding.

Despite the assistance, the Maintenance Directorate has not
properly maintained the roads. MAs detailed in Chapter 1I, some
work had hkeen done over the vyears, occazicnally in substantial
ameunts. Other roads were given minor repairs by the road
workers (many were observed at work during the field study). But
far teoo many roads appeared never to have been touched and the
lecal residents affirmed this.
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The amount of maintenance output, therefore, can eonly be said to
be limited. On the evaluation sample roads, the part to be done
by the road workers appeared to be generally accomplished; only
one was said to have no workers at all. Often, the manual labor
was insufficient for complete maintenance; some egquipment work
was also required. There is also a group of roads, especially
the trails, that were not accepted by the Maintenance
Directorate, citing that they did not meet their specifications.
Generally, this was true. 1In a few instances, it appeared to the
team that the original construction had been satisfactory but
they had not been accepted into the maintenance network. The
combination of factors severely Jlimited the expected output in
this part of the projects.

Although a@gain in reiteration of some sections of Chaptexr II, it
is important to state clearly that the two maintenance districts
and the subdistric-. that fell within the sample were, to describe
their capacity accurately, '"poverty stricken." They did not
possess all of the types nor the numbers of equipment required.
They poss=ssed onc or no vehicle to conduct supervision of the
road workers. They had insufficient personnel. The GOH cuts in
the maintenance budget have made it impossible for the
directorate to function adequately. This only explains the weak
maintenance output. It does net eliminate the problem of the
output that was not obtained.

L, Instituticnal Strengthening

The outputs from efforts to strengthen an institution are seldom

easy to observe and even more difficult to measure. Personnel
change positions, equipment wears out, and administrative
procedures are modified over time. That does not signify that

they are unimportant nor that they should not be done. With
relatively major projects such as of the USAID/Honduras rural
roads activities, +the growth of the network alone demands
purposeful efforts to assist the organization so that it can
evpand its operation sufficiently to accomplish the work.

As noted 1in an earlier context, the exact inputs could not be

ascertained: some were more obvious and this section will
concentrate on those. Although of only two years duration, the
BID-SECOPT Project Implementation Units are in place and
functioning. Twoe were closely involved with the study. One of
the first items for emphasis is that these offices are 1in the
field, have transportation and other facilities, and the

personnel appears to be sufficient to carry out the major tasks.
This, in itself, of course, is an input under normal conditions.

However, when it is recalled that without these offices, there
wonld ke few if anvy planning and supervisory personnel directly
located in the project construction areas, that input then

converts itself into an output.
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In cach of the two implementation unit offices, the team had the
opportunity to examine some of the work performed by the
personnel. Sacioeconomic studies had been produced. They were
mostly of good quality. Engineering studies had been conducted;
the descriptions, specifications, and rough maps were there for
use. The supervision reports were available. Other examples of
all of these were in progress. All of these represent important
outputs in the work of constructing reoads.

The team also saw the road workers (hand labox) doing minor
repairs to the RID 1rcads. They were in evidence in many sites
and with few exceptions, were working hard. They possessed the
tonls (picks, shovels, wheelbarrows) with which to carry out
their labors. It was reported that not enough have been
available but +that with time, the supplies will arrive. The

repairs effectad by these workers was reasonably well done for
manual lahor; they were of considerable help (even though in some
places, equipment was needed to do some of the heavier earth
movement ).

Another output related to the road workers is the local
employment that this arrangement has generated. Whether full or
part time, these positions are of great importance in these often
isolated areas where paid employment is scarce.

The personnel of SECOPT cited what to them was a crucial output
of the Mission assistance - the provision of training, technical
sssistance, and equipment so that the Cadastre Directorate could
carry out its survey and other measurement work. They noted that
the main cadastre agency of the government helped little or none.
Had it not been for the strengthening of the inhouse capability,
the surveys would have been done slowly if at all.

Some ecuipment had been purchased in earlier projects but the
feam saw almost none that could be identified as from this help.
Older emplovees remembered that some had been purchased and felt
that no doubt many were still being used. With time and
transfers from one area to another, they could no longer say
which thev were. They insisted, however, that the egquipment had
resulted in increased ontputs in construction and maintenance.

Two engineers were interviewed that had received training from
AID funas. They expressed great apprecia*ion for the opportunity
to study and averred that they were much better able to carry out
their Jobs than hefore. While an opinion, it stands as an
indication of an  output frem the USAID/Honduras rural roads
afforts.
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C. Goals of the Projects

There were many variations within the gecals and objectives of the
six AID projects. The ex-post evaluation could not, of course,
quantify these in absolute terms. In relative terms, however,
the findings were as follow:

Goal: Increased agricultural production.

As Chapter IV, V, and VI will specify, there
were substantial increases in production.

The increases, of course, are not solely due to the roads; many
agricultural and other services contributed. Nevertheless, most
of those services had not served these areas before the roads
were constructed; their arrival, too, is at least in part, an
output, which in turn facilitated the expanded and improved
production of crops, shrimp, and livestock.

Goal: CGreater commerce serving the areas.

Many businesses, although mostly small, were
established in the served communities (Chapter
IV). Small fruit canneries had been installed.

Some larger businesses were also established:
the many new shrimp farms, the hundreds of
manzanas of new coffee plantings and their
processing plants, a sizable cheese and butter
plant was in operation, ai:d many others such
as factories for tiles, blocks, tools, equip-
ment, grain silos, and a small shoe factory.

The roads were not the only inputs that helped make these
possible. Again, however, they were the beginnings - the other
institutional (including AID) efforts arrived after the roads and
the final resulis were positive outputs.

Goal: Improved access to education and health.

The details are given in Chapter VII but in
summary, the access was definitely enhanced:

More schools and teachers.

More children enrolled in primary school.
More youth traveling to secondary schools.
More health centers.

Fasier and faster arrival to these centers
and to doctors and hespitals.

Many beneficiaries stated that +hey now had
improved housing, potable water, and latrines.
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While these are but indicators, they are important in the
minds of the people served by the AID roads.

Not all of the projects specifically mentioned the rural poor but
this was implied; only the most recent projects stated goals for
women and minority groups. Whether or not these were 1listed in
the project papers, there were benefits to these segments of the
population. In very general terms. these outputs can be stated:

Rural poor: All of the proiect roads benefitted
the rural poor; as stated in a previous
evaluation, the larger farmers and busi-
nesses also profited, and often more, but
that does not detract from the basic in-
gredient; the rural poor received many
benefits.

Women: This segment benefitted mostly from
improved access to education and health,
in finding some additicnal employment,
and in several ways enjoying a reduction
in their hard work. This was not a strong
goal achievement of the projects but an
output was obtained.

Minorities: The vast majority of these popula-
tions are among the rural poor and their
economic, educational, and health opportu-
nities were enhanced. The two larger
groups, blacks and Indians, directly
benefitted from the roads for these were
constructed in many areas where these live.

These three specifically mentioned groups perceived that they had
benefitted from the road construction projects. They were as
appreciative of them as any other portions of the population.
Some, if differing degrees of output, were achieved for the rural
poor, women, and minorities.

In the most 1ecent roads projects, one other goal has been
included: that of increasing the production and marketing of
export crops. Mo quantification was attempted in this brief
survey but many examples were found where "without" roads, none
was produced and "with" the roads, the crops were being grown,
snold, and exported. Chief among these were: cantaloupes, squash,
watermelons, shrimp, sesame seed, fruit, onions, green peppers,
and cashew nuts. Again, the roads were not the only influence
but without them, these products wonld never have been produced

and entered into the export markets.
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In a very specific sense, there were accomplishments toward all
of the goals stated in the several projects. They varied in the

degree of achievement (sometimes due to inclement weather and
other uncontrollable variables) but all were directly observed
and verified. While it would have been desirable to have done

more quantitative measurements, their lack does not detract from
the general conclusion that the goals were 1in larsge part
achieved.

D. Sustainability of the Efforts

Sustainability must be viewed from both the construction and the
maintenance standpoints since new rural roads are still needed
and because all of the recads, cld and new, must be maintained if
they are to last. Lt the present time, the Government of
Honduras is investing in rural roads. In addition, several
donors have programs in progress and some of them are planning
further efforts.

1. Construction

There is a considerable interest among the funding agencies to
construct new roads in the country. GOH, MARGOAS (Swiss), COHAAT
(West Germany), the European Economic Community (manual labor
roads in the Southern Region), the Belgians (mostly hand labox
roads in the same region), the Inter-American Development Bank,
the International Bank for Rural Development, and the US Agency
for International Development directly and through several other
programs. While this list appears impressive, the reality is
that all of these efforts together wilil not satisfy the needs of
the economic development in rural Honduras.

Chapter II discussed the SECOPT General Directorate for Roads

budgets for the past sevevral years. These have increased every
year. While +the wvarious deonors are furnishing much of these
monies, GOH is also increasing its share. While there are, as

noted, many more needs than the budget will cover, the situation
for construction of new rural roads shows promise of continued
activity.

One of the conclusions in several chapters is that the efforts to
provide all weather rural roads to facilitate the growth of the
agricultural and agribusiness economic sectors is that USAID/
Honduras should develop a new project and implement it. With the
concentrated thrust toward agricultural development, with special
emphasis on export Crops, it is imperative that the areas not now
served receive road communications. Without the roads, the
progzress will be slow and inefficient. While AID should continue
to encourage other donors *o participate in this effort, the
Mission should also develop 1its new project and put it into
operation.
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2. Maintenance

The picture is not nearly as encouraging for the General
Directorate for Maintenance. As Chapter II detailed, the budgets
for the 1last two vyears have been reduced. The maintenance was
already deficient. Each year, many kilometers of new roads are
built. The deficit, then, is compounded: an inadequate budget to
maintain the existing roads, more rcads being constructed, and
less money to carry out the maintenance.

This situation exists even though several organizations are
contributinz to the maintenance effort. The Inter-American
Development Bank and the US Agency for International Development
beth contributed funds for maintenance. Japan facilitated the
purchase of equipment. MARGOAS conducts its own maintenance.
The West Germans, the Belgians, and the European Eccnomic
Commundily conduct some maintenance work. Some of the
vahabilitation component to the Mission's program serve, in fact,
to again place roads into service, a very substantial maintenance
effort.

Yet, with all of these contributions, many rural roads are 1in a
bad condition and a few cannot be traveled at all, some in either
the dry or the wet season. The recent heavy rains and those of
some years ago, cbviously cause unusual damage. A part of that
damage, however, 1is dus to inadequate regular maintenance. The
combination of poorly maintained roads and the severe storms has
wreaked havoc on many rural rocads.

1+ must ke concluded, therefore, that under the present GOH
policies and budgeting, the prospects for sustainability of
effort on maintenance are weak. Chapters II and IX contain some
alternatives for consideration, chief among which 1is policy
dialogue with SECOPT and the other intervening agencies such as
SECPLAN, to remedy the problem of declining maintenance budgets.
That is, for the long term future, Honduras must gear itself up
to handle this work and some moves toward that eventuality should
he made now. Decentralizing some of the maintenance work by
directly giving budgetary control to the maintenance districts
and/or to the municipalities is still another possibility. i}
stopgap measure, during the life of the AID projects, might be
the inclusion of monies in the SECOPT budget but earmarked for
contracted maintenance. It would appear desirable to attack the
problem on several fronts at once: assuring immediate attention
.o the roads while pursuing one or more of the other alternatives

-
as & longer term solution.

—

DEVELOPMENT ASSOCIATES, INC.




Sk

CHAPTER IV: ECONOMIC IMPACTS OF THE SAMPLE PROJECTS

The sample road projects and the communities selected for this
study presented a wide range of agricultural and other related
enterprises, topography, and climatic conditions. The nearly
temperate mountains of Copan and Intibuca, the arid areas of much
of Lempira and Ocotepeque, and the tropical zone of Valle and
Cholut=ca offered the opportunity +to view the effects of the

rural roads within a variety of settings. The timher areas of
the West an«. Northwest, shrimp cultivation along the Gulf of
Fonseca, and the small industries scattered through the three

regions added a special dimension to the potential effects.

The results presented in this chapter are micro-econcmic: the
farmers, shrimp growers, and transportation companies. The wider
effects of regional stimulus from the roads in the Northwest are
given in Chapter V. Those specifically pertaining to the shrimp
and salt areas as a whole, together with transportation, are
detailed in Chapter VI. The combination of micro and macro
studies offers an indepth perspective of the road impacts.

Three sources of information were utilized in this study:

farmers, agricultural service technicians, and municipal
authorities. The data from the farmers were used as the primary
base for the micro-economics. These were supplemented with

information from the other two. While all +three sources usually
agreed, there were some differences; those are pointed out in the
discussions.

A. Rericulture, Roads, and Economic Indicators

The long history of the USAID/Honduras rural roads projects, in
conjunction with those of other donors and the Government of
Honduras, has led to an encormous increase in the rural network.
As detailed in Chapter II, the system has multiplied nearly
twenty fold since 1963. The service area covered is huge and is
growing every vyear.

Obviously, rural roads are not the only incentive factor in the
agricultural improvements during this period. As will be shown,
however, they are an enabling factor. Once a road has been
built, the government and other sponsors send their technicians
into “he area served, further facilitating new and enhanced farm
production, marketing, and consequently, increased incomes for
the 1ural population.
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In Chapter I, the overall and agricultural economic indicators
(Central Bank of Honduras) were presented. To set the stage, the

basic picture 1is repeated. In the 27 vear period, the overall
Gross Domestic Product (measured in 1966 constant Lempiras) grew
280%, averaging 10% pexr year. Agricultural Gross Domestic

Product grew lesz, 246% for an average ot 9.1% annually; this was
by no means uniform across the period (much of the increase
occurred in the early vyears) but the total increase 1is
encouraging. During that same 27 vyears, BID and other donors
have constructed thousands of kilcmeters of rural roads. It was
precisely when this expansion took place that agriculture surged
forward. Thus despite reverses in world prices for Honduran
export goods, agriculture expanded and improved.

B. Dericultural Enterprises
The micre approach to the economic comparisons centered in the
"before" and "after" status of the sample farmers. Respondents

were asked to recall facts about their farms in the days when
there was nco road (in a few cases before a trail or rough road

was rehabilitated) and describe their operations. Subsequently,
they were asked the same questions about the present. These data
were compared and the results are herein reported. The farmers

were also requested +to answer some questions narratively to
obtain further qualitative information about their farms with and
without the road. The information from the agricultural services
and the municipalities was generally corroborative; they often
added dimensions that were not mentioned by the farmers since
their views were more toward macro than micro.

1. Land Ternure

The 447 interviews were conducted only with those residents in
the sample communities that conducted some farming or shrimp
cultivation activities. Some of them worked elsewhere or had
other economic pursuits in addition to agriculture (agriculture
and farming will he used to simplify the narrative even though
some of the respondents grew only shrimp). Members of agrarian
reform groups were interviewed; their data are aggregates of the
portion of each from the collective farming or shrimp cultivation
plus any held individually when that was the case. Table IV.1
shows the average farm size of the sample farmers before and
aftey the construction of the roads.

The chang= from the +time when these farmers had no road o now
(Table IV.1) is substantial, 3 manzanas more in 1988. Much of
the incresse is due to those in the Western Region where the
total farmed rose 7 manzanas, nearly doubling the farming area.
The rtize wa=z smaller in the other two regions but is still
significant in terms of income possibilities.
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Table IV.1: Mean Manzanas Farmed by the Respondents
Before and After the Road Construction,

by Region

Average Land Farmed
Region Farmers Before After

Mean M=z Mean M=z
Western 118 8.7 15.7
Northwestern 146 6.4 8.4
Southern 183 6.3 7.5
all b7 7.0 10.0

Oone of the factors involved in the increase is the change for

those few farmers (42) who had no land earlier. Most of these
were in +the Western PRegion and exactly half had joined an
agrarian reform group that had acquired settlement land. Since
all of +them were residents of the area, the income generation

from the 1land, as compared to scarce wage labor, represents a
worthy improvement for the communities.

The questionnairss for the agricultural services and officers of
municipalities included a third dimens:on, the future prospects.
Almost all of these felt that there would be few changes in land
tenure in the future: little land was left for new agrarian
reform groups; land for purchase was scarce and expensive. One
exception to this generality is that of shrimp farming; there is
<till some available government land on which this enterprise can
be located if leases or permits can be obtained. Although only &
in number, a useful trend was pointed out by a mayor, a forester,
and two extension agents. They noted the continuing division of
land holdings ameng the farmers' children. They suggested that
over the long term, the holdings will become smaller. Six
farmers in the study quoted reducticns, all but one because of
this family division of property. (The other was a woman who
1ost one manzana to the road construction.)

Blthough the numbers of manzanas are smaller, the changes in land

possessed with title constitute an important indicator. (Table
VI.2) The overall differences were 1.9 Mz hef-re and 3.7 after.
A small group of these were wenaficiaries of the RID Small Farmer
Titling as well as of rToad corstyuction in Copan Department.
Manv others had acquired land with title through purchase in
ather, newly opened aveas of the VWestern Fegilon. That region's

upward titled property movement was from 1.% to 6.2, a sizable
improvement.
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Table IV.2: Mean Manzanas with Title among the
Farmers Before and After the Roads
Were Constructed, by Region

Average Titled Land

Region Farmers Before After

Mean Mz Mean Mz
Western 118 1.9 6.2
Morthwestern 146 2.8 3.9
Southern 183 1.1 1.9
all L7 1.9 3.7

The numbers of manzanas occupied without title before and after
the road were also surprising in the Northwestern and 3outhern
Regions - the amount has increased since the road was put in.
(Table IV.3) Some of these farmers were also shrimp growers who
had moved into government controlled coastal areas. Others were

those who, when a rcad had been built, found government land
unoccupied and occupied it. There was a decrease in the manzanas
occupied in the Western Region - some due to titling and some to

purchase.

The amount of rented land was not a major factor when the farmers

in the Northwest and South are viewed a< a group - less than 0.2
man-anas before - although 1t was important to “he individuals.
The averages changed little in the MNorthwest but grew to 0.7 mz
in the South. In the Western Region, however, renting became

much more common and more land was rented after the road. Just
over 0.1 mz was rented before the road but 3.7 is the average
now.

2. Azricultural Procduction

The tenure patterns were repeated in those for land dedicated to
agricultural and shrimp preduction. That factor grew from a mean
ot 2.0 to 4.2 manzanas. The growth was small in the Northwest
(4.1 te  4.6) 2nd in the South (1.1 te 2), although these changes
meant, in the words of the interviewees, greater income. Twelve
of the vespendentsz in the Southern Regilon had formerly only made
calt and now utilized small extenzions  for shrimp growing; that

additicr, even thncugh not large, brought income during the rainy
SEQABOTI; they  had  earned  little  ox nothing before. The
acquisition »f land in the West, however, was also accompanied by
proport lonal ohanges in land in cuitivaicion - hefore the road
there was 2 mean of 4.6 and that rese to 7.5 in 1988, Almost all

of the lond purchzsed, rented, or occupied by the farmers in this

region was put into crops.
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Table IV.3: Mean Amount of Land in Cultivation on
the Sample Farms Before the Road and
Now, by Region

Land in Cultivation

Region Farmers Before After

Mean Mz Mean Mz
Western 118 L .6 7.5
Northwestern 146 4,1 4.6
Southern 183 1.1 2.0
all L7 3.0 4.3

The increases 1in cultivated land indicate the possibility of
hizher incomes and that will be bLorne out in later sections
directly addressing that aspect.

a. Coffee

Ninety-six farmers in the sample now have coffee plantings. Over
half of them, 54.6%, now have meore planted +than before the road
was constructed, and a third of these had had no coffee before.
The figures on production increases were of little wutility to
this discussion since a high proportion of the land now in coffee
had been planted during the last two vears and production had not
vet Lb=2gun. Rll of them stated, however, that they either are
experiencing greater yields or expect to do so when the harvests
begin. They also reported that the new and improved coffee
plantings were due, in addition to the road, to extension work by
Natural Resocurces and the Honduran Coffee Institute, plus credit
rrom BANADESA, Banco de Occidente, or Banco Sogerin.

A more secure analysis of the eccnomic benefits of road
construction when measured by coffee production was carried out
in early 198&. Although it examined 211 of the roads constructed
by IHCAFF, not just the sample ar<as, the findings are indicative
of the cest-henefit expectations in coffee production areas. In
Table IV.4, the increasze: derived from the manzanas renovated,
and the ocverzll anmal net benefits are displayed for a ten year
neriod. ('The interim calculaticons are suppressed for simplicity

of presentation. )

Even though the assumptions on which +the benefits in Table IV.&4
were calculated may be  cverly ortimistic, *t is clear that in a
relatively short time, the simpler roads constructed by IHCAFE
have the potential of engendering sizable benefits in relation to
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Table IV.4: Number of Net Beneficiaries, Manzanas Reno-
vated, anc¢ Net Annual Benefits from IHCAFE
Road Construction, by Year

Year Net Bene. (1 Mz) Mz Renovated Net Benefits
1 - - 0
2 (1,666) 300 (499,800)
3 383 400 (551,500)
L 1,934 500 (99,600)
5 2,090 600 592,500
6 2,868 340 2,326,760
7 2,898 - 4,352,300
8 2,183 - 5,159,660
9 2,183 - 5,408,500
10 2,183 - 5,333,520
Net Benefit - 2,140 22,022,280

Source: Tem Morris, Development Associates, 1988

NMote: The original calculation was based on a longer road
viability; that was shortened after the team's in-
spection of them in Copan and Intibuca.

their cost. While it could be assumed that the better roads done
by AID-SECOPT would last more vears, the overall perspective will
change little since their construction costs are also higher. In
summary, the cost-benefit ratios are favorable for roads built
into cocffee producing areas.

b. Basic Grains

The area planted to corn increased 37% for the 237 farmers now

growing this ciop; they also reported a rise in vields., Many of
the others had just suffered from one to two years of drought
during which little was havvested. Better seed and the addition

of fertilizers were cited, all ~redited to Natural Resources and
BANADESA. At the same time, almost all of them noted that these
institutions did neot work in their areas before the access was
constructed.

Beanz were cnltivated by relatively few of these farmers and they
had experienced only =zmall increases in yields. The manzanas
dedicated to this crop were few, averaging less than one manzana.
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Rice was prescented a similar picture; few of those interviewed

grew that crop. These stated that they had had an increase in
yvields but the sample was too small for analysis.

c. Othexr Crops

Vegetables, however, presented a very different picture. None of
the interviewed farmers had grown vegetables before +the roads
came to their areas. The extension devoted to them is still
small but because of the intensity of their cultivation, the
eight growers experienced substantial yields and earnings. Their
costs are also relatively high but the profit was stated as just
over L.B867/mz. The <small sample does not permit analysis in
relation to road construction costs but there 1s an obvious
benefit derived: technicians help the farmers, supplies can be
brought in, and most importantly, the heavy weight of the product
can be shipped to market by vehicle. In a potential area that
does not now have a road but produces vegetables, the cargo cost
by mule was cited as three times that by pickup and truck. The
difference, thev averred, is often equal to the margin between
production costs and market prices.

Fruit production is limited to those areas temperate enough for
profitable cultivation. The 17 respondents with commercial fruit
orchards were mostly new to the business; only three had trees
before the road. These latter had not experienced a rise in

vields. The new orchards, however, were all of improved
varieties and the grouers received considerable +technical
assistance: the Mercy Corps group, those working with the

Japanese Technical Mission, and a few with Natural Rescurces.
Most of the orchards are Jjust coming into production and the
farmers view them as vastly improved over what they have seen in
the old orchzards. Roads, they stated, have been critical to the
arrival of technical aid, to acquiring and planting the trees,
and to marketing.

The technicians in the agricultural services were much more
optimistic about the future perspectives for fruit and
vegetables. The see a considerable expansion in both,
particularly if irrigation and roads can be expanded.

da. New Crors
The farmers licsted few other crops produced before the road was
intrnduced: vuca, hananas, potatoes, sugar cane. Since access

was facilitated, however, several new ones had been added: ayote,
cantaloupes, watermeleons, sesame, sorghum.
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Among those grown for many vears, two had increased in
productien: bananas and potatoes. All of the bananas (including
plantains) were grown with coffee and yields could not bhe stated.
They are for home consumption and for sale. Potatoes, on the
other hand, have tripled in extension with roads. BRIl of those
growers enumerated were from Intibuca. Transportation of this
heavy crop is vital +teo profit - indeed, as some reported, the
trip by mule took so long that this factor alone limited how much
thev could produce. A great deal of work is being done by two
organizations to improve potate production, Natural Resources and
MHPROPAPA (a producers' association), which work together with
mast farmers. The extension agents in the area reported a larsge
increase in plantings immediately after the road and some more
gradual increments since then.

Among the new crops, sorghum was the highest in number of
manzanas and in yields in the Northwest; yields were lower in the
West because of the drought. This crops is usually planted in

the second vrainy season, which often has less rain, because of
its resictance to dry weather. The 22 farms that had this crop
last vyear produced it on 117 manzanas,; they had planted none
before and the growers stated that it had added significantly to
their vearly incomes.

Only five of the sample planted cantaloupes and/or watermelons
last year although many had done so previously. All five were in
the Southern Region and had scme form of irrigation, a must for
their production. The five g¢rew the melons on contract to
packers who also provided technical assistance, supplies, and
credit. The total income was listed as L.38,050, nearly L.2,000
per manzana last year although every one noted that they seldom
realized that much. Nevertheless, for those farmers with
suitable land and irrigation, these two products make the
difference between near subsistence and comme::cial farming.

Sssame was grown on only two of the farms. They could furnish
little informaticn except that they '"made a profit" each year and
that little else would grow on the land dedicated to it. The two
respondents bemoaned the lower price this year but stated they
would plant sesame again. The agricultural agents see a dim
future for this crop.

e. Livestack

The general pilcture for cattle production has two main features:
formers with a few head, mostly for home consumption, and the
very large rroducers. None of the latter was interviewed. Most
af the animalzs are mived breeds with Breown Swiss  and Brahman
blocd prodominating. The =valuation team did not expect much
incresse in the cattle herds but  the "with" and "without" roads
comparisons showed otherwise. (See Table IV.5.)

DEVELOPMENT ASSOCIATES, INC.




62

Table IV.5: Number of Farms with Dairy and Beef in the Sample,
by Number of Animals, Before and After the Roads

No. of No. Farms Dairy No. Farms Beef
Animals Before After Before After
0 361 286 380 328

1 16 139 8 14

2 20 31 11 24

3 8 13 14 20

4 6 14 11 5

5 9 8 3 11

6 4 6 7 8

7 4 2 1 2

8 A 7 2 6

9 3 2 1 0
10 3 7 5 9
12 0 7 1 2
13 0 0 1 0
14 0 1 0 1
15 3 3 1 2
16 1 1 0 0
18 0 0 0 1
20 1 3 0 2
22 1 0 0 1
25 2 3 0 5
28 0 1 0 0
30 1 2 1 1
321 0 0 0 1
35 0 2 0 0
36 0 0 1 0
40 0 1 0 1
50 0 0 0 1
75 0 0 0 1
85 0 1 0 0
160 0 1 0 1
186 0 0 0 1
Total Animals 473 1267 373 1227

The number of dairy animals rose from 473 before the road was
built to 1,267, an increase of 794 animals (268%). The change
had taken place over a period varying from 2 to 6 vears.

Beef animals likewise grew in numbers: from 373 to 1,227, a
difference of £54 animals. This represented a growth of 329%.
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The distribution of dairy and beef cattle varied little among the
three departments before the roads were built. The growth in
their numbers, however, differed substantially among them. The
1988 average numbers owned, by department, were:

Department Dairvy Beef
Western 11.8 10. 4
Northwestern 3.1 5.3
Southern 7.0 10.6

In part, these variations in averages are a vresult of available
pasture, not only in fenced grasslands but also on the road sides
and in the villages. Too, loose animals are a problem for some
crops, especially grains, vegetables, and potatoes. The latter
accounts for the small average numbers in the Northwestern
Region; the former, availability of pasture, applies particularly
to the Western Region.

Ls can be seen in Table IV.5, most of the surveyed farmers still

had only a few cows, whether dairy or beef. Nevertheless, the
rice boded well for new lncome. Probably more important, the
increase in *the number of farms with dairy cows was a good sign
for the nutriticon of the families. Production was not measured
but the 62% of the farmsrs stated that vields had improved. 'The
decreace in the number of farms with no dairy cows and the
concomitant rise in the number of those with one, attest to the

possibility of milk for the <hildren.

Swine growing is a minor enterprise in the study areas. Before
the roads were constructed, 79 of the farmers possessed 244 hogs,
averaging abcut 3 per farm. (For the 447 farms in the sample,

the average was only one-half animal per farm.) There was a rise
in the number of hags raised on the farms by 1983; 153 farmers
now had 441, averaging about the same per farm as befere. The
change was in the number of farms with swine, not in augmented
numbers per farm. The increases are useful to income and
probably to family food supplies, e\ zn though the numbers are not
large. Swine were more numerous in the Southern Region before
and after the roads; they also increased more in that area.

Goats apoeared only in the Scuthern Region sample. Three farms
reported they owned a total of 18 before the road. By 1988, the
number of owners grew to 13 with 136 goats. The increase is of
importance to  the families, especially for home consumption of
milk and meat. Seme small income 1s no doubt derived from this
household enterprise.
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Poultry (mostly chickens but a few ducks and turkeys) also grew
in number between the "with'" and "without" comparisons. Before
the roads, 219 (49%) of the farms possessed 2,900 birds, about 13
each. The 1988 count of farms with poultry had climbed to 335
(75%) and they had 4,192 fowls, averaging about the same per
family as previously. Th~ most important change 1is the 116 new
farms with poultry, a rise of 52%. In terms of family food,
these represent a worthy improvement. Rnother factor 1is those
with 30 or more, which could ke termed a small enterprise: 17
were in that category without the road and 32 with. There were
only small differences among the departments on the number of
poultry owned with and without the roads and the proportions
remained roughly the same even though they increased.

The livestock specialists in the Secretariat of Natural Resources
and the Honduran Forestry Development Corporation do not view all
of the 4increases in cattle and goats as necessarily beneficial.
They cited over grazing, cutting of forests for pasture, and the
subsequent erosion as potentially serious problems. Two
livestock specialists insisted that improvement in blood lines,
feed, and vaccination would be preferable, in most cases, to
increased hexrds.

The ewvaluation team had anticipated that the number of farms with
horses and mules would decrease with the advent of the roads.
That was not the case. The "before" number was 110 (25%) farms
and "after" was 141 (32%). Two explanations were given. First,
some of the communities were so difficult of access before the
road that even horses could not enter - all communication was on
foot. Second, with the improved economy, more farmers said they
were able to afford horses and mules. The number of animals alsco
grew: 161 to 316. There were more horses and mules in the
Western Region before and after the road projects; the growth was
roughly propcrtionate and did not modify the relationship with
the other twon. Some of the discussions with ownexrs of riding and
pack animals provided unexpected information: the roads made
travel by animal, and on foot, much easier than without the road.
They cited less work, and less time involved in transportation by
animal once the road was constructed.

In summary, livestock production prospered once the road was in
place. In the opinion of the extension agents in the area, the
change was due to two major factors: (1) improved income from
crop production allowed funds to purchase and care for livestock;
and (2) +the greatly augmented campaigns on animal nutrition and
care had encouraged farmers to invest in them. They noted,
particularly, that the social agents were more numerous and spent
more time teaching about nutrition and small animal production.
The dangers to soil and forests, however, must be considered and
remedied if sustainable production is to be obtained.
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f. Ascribed Reasons for Agricultural Improvement

First, 369 (76%) of the 447 interviewed farmers stated that they
now earn more inceme than they did before the roads came into
their areas. The few that said their income had remained the
same (none said it had dropped) blamed drought, lack of credit,
death of the principal wage earner, or inflation for the problem.

Those who reported an increase (the actual amount could not be
determined from the short interviews) cited several reasons. Some
mentioned more than one cause thus the total percent is more than
100. The listings (aggregated to similar categories) corroberate
much of the discussion given in conjuncticon with the crops and
livestock.

Reason Pexrcent

Ease of transportation L6

Reduced cost of transportation L8

Increased agricultural production 61

More technical assistance L7

More businesses and sales 18

More access to credit 21
Obvieusly, many of the separate listings are interrelated. If
these could be desegregated, a high proportion of the ascriptions
of greater income could be traced to the roads. In the minds of
the farmers, and even more sc in the opinion of the agricultural
services officers, the roads have had a very positive effect on

azriculture and on the income from it.

g. Technical and Credit Services to Agriculture

A high proportion of the farmers reported technical assistance
from one o more organizations - indeed, only 18% =aid that no
technician had ever visited them. There were huge differences,
however, between thosze citing such assistance before the roads
and after. (Table IV.6) The farmers in the West and Northwest
were scmewhat more likely to have been visited than those in the
Scuth.

The area specific prejects were named frequently in their areas

of influence, as would be expected. The only widespread agency
was Extension of Natural Resources and these encompassed agents
for agzriculture, livestocl:, and social development. There were

few unusual patterns with the exception of INA, which was named
only occasionally in the West, slightly more in the Northwest,
and fairly often in the South. The overall picture of technical
assistance is that of considerable attention to the needs of the
farmers.
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Table IV.6: Technical Bssistance Institutions
Serving the Farmers by Percent of
Mentions (totals = more than 100%)

% Farmers Assisted
Institution Before After

61
22%
21
17

Natural Resources (Ext) 1
MARGOAS Project

IHCRFE

INFOP

Rural Technologies

National RAgrarian Institute
Plan en Honduras

Vision Mundial

Caritas

AHPROCRAFE

CORASUR

AHPROPAPA

Peace Corps

COHAAT

Save the Children

Natural Renewabhle Resources
COHDEFOR

Others*x*

PPRPPOORPPRPRORRPRLORLROFEFWRFROODON
¥*

R O NN WWE o
*

¥ MARGOAS was only mentioned in La Paz; CORASUR
RENARE, and COHAAT only in the South.

*x Others, with less than 1% in 1988, were CEDEN,
La Hermandad, and the National Welfare Board.

The +two columns in Table 1IV.6 give strong evidence of the
influence of roads on the entry of technicians in an area. Only
a few institutions were said to have visited before the roads

while almost invariably, the percentages rose, sometimes
dramatically, once the road had been built. The interplay of
roads and technical assistance, cited previously by the

AID/Washington evaluation team, continues to this day.

The credit pattern was much the same as that for the technical
assistance institutions - few farmers had formal credit before
the road and many more now. (Table 1IV.7) The financial
institutions, however, did not cover as high a percent of the
farmers - 31% stated they received no lecans other than from
family, friends, and credit for goods purchased at stores.
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Table IV.7: Percent of Farmers with Formal Credit
by Mentioned Financial Institution,
Before and After the Roads

Institution Before After
% %
BANADESA* 11 58
Intermediaries 61 42
BANHCAFE [ 8
Cooperatives** 1 L
Banco de Occidente 1 4
Banco Sogerin 0 1

* Many farmers ascribed their credit to Natural
Resources, INA, IHCAFE, AHPROCAFE, and RHPROPAPA,
but these institutions only assist, they do not
loan directly; the loans were credited to BANADESA
although they could also have been via the private
banks.

¥*% Five separate coops, including savings and loans,
were cited.

As the note to the table explains, many other institutions were
named but those do not directly make loans, they only help the
farmers process the paperwork necessary to receive the loans.
Savings and loans and other cooperatives are apparently becoming
more active in the finance of certain kinds of investments. Four
of the five listed were in the Western Region, one in the South.

The second 1listing, intermediaries, is of particular importance
to this discussion. These are almost always traders who buy the
farm products directly, usually under informal contracts. They
frequently furnish weorking capital at the beginning and/or at the
harvest, and the farmer promises to sell the product to the
trader, who discounts the 1loan and interest from the payment
price. Attention is called to the reduction in the number of
mentions before and after the road was constructed. Since the
interest rates of these traders are normally higher than those of
the financial institutions, the reduction constitutes an economic
benefit accruing from road construction.

Two municipal officers informed the interviewers that the roads
had brought a branch of Banco de Occidente into their towns.
They felt that this was a major improvement in farm credit.
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C. Other Economic Activities

Other than direct crop and livestock activities, a wide variety
of other economic endeavors was discovered. While the processing
of agricultural produce was chief among them, there were many
others. Few, however, were of major importance in the overall
survey even though they often contributed significantly to the
family incomes.

By far the most commen processing activity was that of converting
milk into cheese, butter, and sour cream. (Table IV.8) This
processing was nearly always done as a part of the family dairy
enterprise but a few purchased milk from neighbors to increase
their output.

Table IV.B8: Percentage of Processing of the
Bgricultural Products among the
Sample Farmers

Product Before DAfter
Cheesec 3 4
Butter 2 2
Sour Cream 1 2
Bread/Tortillas 1 1
Mats (reed) 1 1
Fruit Juice 0 1
Canned Fruit/Veg. 0 1
Rope (henequen) 1 1

A special feature of the items in Table 1IV.8 is that there is
little difference between the before and after categories. The
major reason given by the respondents was that there were few
opportunities to earn cash when there was no road; the processing

of a lighter weight product, cheese from milk for example,
greatly reduced the transportation costs, thus yielding higher
profits. The new items in the list (those with 0 in the before

column) were said to have been introduced by some organization
that entered the community after the road was constructed.

It is important to note that even though there was little change
between +the before and after columns, 62% of the processors
reported that they had expanded their production, impreoved it,
and were making mere meney now than before. They usually cited
improved access to inputs and opportunities in new markets as the
chief reasons for the increases, all attributable at least in
part to the roads and highways.
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There were few industries in the studied communities. One
ceramic industry, existing from colonial and perhaps Indian
times, was found. The women o. the community operated it through
a cooperative. A tile and block factory, assisted by Rural
Technolongies and La Hermandad, has grown substantially. One
respondent. spent part of his time as a member of a shoe making
cooperative that was begun after the road had entzred the area.

Although there were forests near some of the commun.ties in the
West and Northwest, only two interviewees reported any industrial
activity from them. One cut firewocod for sale, the other
produced small quantities of hand worked lumber. Both ascribed
economic benefits to the road.

Only three kinds of mining were mentioned: salt, clay, and lime.
The first was most important and 18 of the interviewees either
worked as a part of an agrarian reform ceooperative in this
enterprise or as independents. These had all worked salt before
the road buz they were guick to point out that much of their
earnings had gone to transportation before the road came into the

area. The lime producer had begun his operation when the road
contractor made a cut through a hill, exposing the calcareous
mineral. The clay extraction was coupled with the making of

ceramics by the women of a cooperative.

D. Emplovment

Two sources were utilized to probe the changes 1in employment
before and after the road construction: agricultural services and

municipal officers. The employment for women will be treated in
Chapter VII, Socic-Cultural Impacts; only the employment for men
will be discussed in detail in this section. The two sources
agsreed almezt  entirely on employment opportunities; data will be
presented combining the two except when a useful difference
occurred. The exact amount of employment could not be
determined, thus relative, cualitative summaries will be
utilized. (Fmployment waz defined as off the owner's farm.)

The first observation must be that almost all ¢f the respondents
stated that employment was usually occasional and though there

had be=n increases, the majority of the work was low wage. The
second iz that a great deal of wunder and unemployment still
evists in the communities.
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Table IV.9: Incidence of Employment by Type and Percentage
of Interviewees Citing Source Before and After
Road Construction

Source of Employment Before After
Manual labor on farms 22 56
Manual labor on cattle ranches 18 23
Coffee harvest 6 11
Lumber industry 6 10
Transportation/mechanics/gas station 2 9
Tonkacco planting and harvest 2 3
Fishing 1 3
Commerce/trading 1 3
Labor in salt processing 1 2
Labor on shrimp farms 0 2
Professional/paraprofessional 0 2
Housing/tile/blocks/lime/rope/mats 1 2
Barber/clerk/accountant/security 0 1
Sugar care planting and harvest 2 1

The rise in farm and ranch labor was ascribed to more manzanas in
production and more intensive cultivation. The increase in work
in the coffee harve +s was =aid to be due to the same factors (in
Chapter VII, the employment for women jumped enormcusly in the
coffee harvests). Two scurces of work decreased: tobacco and

sugar cane; this appears to be typical across these crops.
Lumbering, roth in the woods and in the sawmills, had existed
before but the opening of roads had augmented this employment.

The new ar sizably increased categories of shrimp, salt,
transportation, professional /paraprofessional, and the trades are
noteworthy. They were non-existent or at a very low level prior
to the roads. Most of these are still small in numbers employed
but they represent new opportunities feor the residents of the
communities.

An interecsting difference occurred between the 1eporting of the
service fechnicians and the municipal officers. Only the latter
reported the clerical, accounting, barber. general ottfice help,
and scome of the other trades. Their more concentrated experience
in the villages probabhly accounts for these inclusions.

E. Transporhtaticn Enterprises

In addition to the benefits derived by the farmers and those in
rommerce from the road projects, transportation companies have
also reaped economic returns. Two *ypes were surveyed 1in the
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communities (and in nearby towns when the +transportation
companies were headquartered there): passenger carriers and those
that haul freight. These were not totally exclusive so the
interviewers asled the combined enterprises to separate the two
kinds of business. They were able to do so.

1. Passenpgey Transwportatlon

Eleven companies were included in this survey but one of them had
temporarily terminated service because his vehicle was in the
garage for extensive repalrs. One other declined to answer some
of the questions althcugh he provided replies to many others.

The basic facts about these enterprises include the following:
9 companies reported an average of 571 passengers pex day
8 companies reported making trips every day of the year

Approximately 205,000 passengers are transported each vear

The average price per ticket was given as L.2.3C
The yearly income amounted to L.464,000 per year

The mean cost of operation was calculated at L.206,000/year
The net returns for the enterprises is L.258,000/year
The enterprises use three types of vehicles for carrying
passengers: cars, pickups, and buses. None of these uses their

vehicles exclusively for the +transport of passengers; they also
haul freight and make perscnal trips with them.

Only two ot these companies conducted any transport business in

these areas before the roads were in. ©One had mules for carrying
agricul tural produce and some commercial goods into the
communities. Tre othey had a four wheel drive pickup in which he

could haul passengers during the dry season only.

The roads have obviously permitted & sizable transportation
enterprise, one which has not aonly henefitted the owners but alzo
the residents. The latter are able to attend to business, seeck
medical help, and wvisit friends and relatives. Although leow in
volume, many wpassengers often caryry small quantities of goods
they have bought or produce to be sold. The combination 1s a
Fenefit from the roads which continues throughout the life of the
system,
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2. Freight Transrport

Sixteen freight companies were canvassed in the sample areas.
Two use only pickups, one only trucks, and the other 13 use both.
Two primarily haul coffee, one potatces, two shrimp and fish, and
one lumber:; the other 10 have a very mixed trade of every kind.
Four serve long distance customers (trips of four hours or more)
and the others on local to nearby town or city. ©Only two do not
take on freight during their trips; the others often pick up
additional loads along the roads and highways.

The price charged per hundredweight varies from L.1 to L.8
depending on the distance with some surcharge for small amounts
that entail extra stops or because of the conditions of the
roads. The L.8 per hundredweight 1is for a road that takes &
hours for 11 kilomecers during th2 ralny season. The average
freight charge amounted te L.2 per hundredweight, and excluding
the high priced carrier, the average for 100 pounds per kilometer
was about L.0.23 ($0.10 with some allowance for varying exchange
rates).

Oonly two carrier:s reported year round trips. One was a shrimp
carrier that takes the product from the Gulf of Fonseca area to
puerto Cortes on the Atlantic coast, a journey reported tc be
zbout & Thours. The other runs a regular route once per day

except during the peotato harvest when two +trips a day are
frequent.

The cnst price information included the following, although 11 of
the 16 carriers said they had to estimate since they do not '"have
an accountant."

Total estimated income per vyear = L.2,137,000
Total cosrts were =2stimated as: L.1,013,500
Mot return for the 16 carwiers = L.1,123,500

These costs do not take the owners' laber into account. The team

doubts that the net return is  so high. The lack of accounting
data 1s probably mere general than these small companies
suggested. N return of nwore than 100% over costz  is highly
unlilkely. Nevertheless, the owners view the companies as very

profitabhle; there is little doubt abou: that.

1t must be emphasized that not all of +hie inceome 1s totally new
and therefore ascribable  to  the roads. There were previously
many owners of horses and mules that performed the freight
seyrvices. They are, Cor the most part, out of business on the
roads that can he traveled all year round. Since the farmers
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consistently reported that mule/horse fresight charges are higher
than by vehicle, the 7rTeplacement not only serves the companies
but alsoc the farmers and owners of stores.

. Nscription of Cost-Benefit

The calculation of cost-benefit ratios from the road projects was
attempted but it must be stated from the outset that it is only a
tentative effort. There were several difficult tasks with
inputting the data end with determining what portion of the costs
applied to  the economic  data. The figures given herein must be
taken as indications of cost-benefit, not absolute figures.

Probably the most usefnl study data are those which simply show,
in  summary, some quantification of the benefits derived, as
presented in the previous sections of this chapter:

Category Before After
Total land held by sample (mz) 3,129 4,470
Total titled land (mz) 760 1,654
Land in cultivation (mz) 1,341 1,922
Land in coffee (mz) 114 358
Number of dalry animals 473 1,267
Mumber of beef animals 373 1,227
Number of processing enterprises 40 58
Small industries 9 13
Sourcas of off farm empleoyment (% named) 62 128
Pascenaoy companies lncome/year (L) 0 208,415
Freight adiunsted income/yr (L)Y 68,000 561,750

¥ Estimares of labor, investment, and depreciation were
made: thoese, plus an allowance for faulty memory, led
the tenm ta divide the reported freight earnirzs in
halt.

Cpecial attention  is called 4o the number in  the sample: 447.
While the prerortions of the sample in tpe individual communities
wvas very hich, approaching 204 L ecaleulation of  what this meant
served by the sample roads was

asn oo poact of the whell areas

fepuous bt pooke® v, aces pot o exceod 12%. Viewing these numbers
in that 1..uc, th=n, gives an impressive set of benefits for the

roead projects.,
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Similarly, the ascription of c¢osts of the roads was also proble-
matic since some of them had been built and then rehabilitated, a
few sections were constructed many years ago, and some few
portions were no longer usable.

Bssuming a five year life of the roads (the maintenance problems
prohibit a longer span), +the tcotal income gained from cnlv the
comparative benefits in the previous chart, the total benefit
derived equals L.125,406,225 for the period. 1A division of the
road costs (including those applicable more than once but
excluding whatever 1little maintenance costs were involved) would
give a cost figure of L.16,334,000. The 1ratio would then be at
apout 1:7.8, or 25%. Since some of the roads will last longer
than the five vyears used (lowering the cost factor), and
new/expanded enterprises will raise the benefit portion of the
ratic, even with these very conservative calculations, the roads
have produced a substantial economic benetfit.

G. Conclusions and Recommendations

The study of these sample roads and some of the villages they
serve showed that the network was indeed constructed where there
was a potential for economic benefits and that those benefits are
already in evidence. The AID-SECOPT and the small sample of
IHCAFE roads are serving their intended goal and purposes. Every
community within the study had progressed economically, thus not
only the network but alsc the entries to these communities had
equalled or surpassed the anticipated benefits.

The socioceconomic studies on file in the Mission and RID-SECOPT
offices in the field were in the files. Those in the ARID-SECOPT
field offices were complete and well done. Those in the Mission
included summaries of field reports, and while somewhat brief,
correlaed with those in the field. Copies of the field office
repurts were filed bhuc it was often difficult to relate them to
the cummayries.

Only two recommendations need be made concerning  the economic
stiudies and the road projects:

(1) The Mission and  BID-SECOPT should continue their
efforts teo  conduct  socioeconomic studies for new
construction and  feor rehabilitation projects. They
have served well in ithe selection process.

jo]

(2) To ccmplete the files, onoe a road cite has been
selected, a  copy of the field study should be attached
to the updated summary in the UsShAID/Honduras files.
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The second recommendation is perhaps superfluous since the field
studies can always be consulted in those offices. Should an
office be moved or eliminated, however, later documentation might
be difficult to obtain.
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CHAPTER V: NORTHWESTERN REGIONAL STUDY

For the developing countries, one of the basic objectives is that
of food production destined to satisfy the growing demands of the
populatien. In the same way, it is important to emphasize the
role of the activities in agriculture and the repercussions of
positive economic development such as the intensive use of labor,
the development of rurzl areas, its impact on the halance of pay-
ments as a source of hard currency from agricultural exports, as
well as for investments from the sector.

During the last few decades, one of the alternatives for facing
the problem of sustained agricultural develcpment has keen the
implementation of roads projects. This 13 the subject of the
resent ex-post evaluation. This kind of study permits the
identification of the successes and failures of the projects and
the causes of them so that the knowledge =serves not only as a
corrective measure but also as indications of how to improve the
planning of future projects.

From this point of analytical view, it is crucial that attentiocn
be concentrated on the determination of any repercussions that
road projects may have on the increments in economic activity.
It is important to note that when changes are outside agricul-
tural development programs, or independent of community control,
it must be assumed that they are for improvement, reconstruction,
or construction of the xyoads. It is with this in mind that the
present study of the Northwestern region was undertaken.

n. Rgricultural Production_in the Region

h

a

agricultural production in the areas of the sample roads (La
and Intibtuca Departments) 15 composed primarily of basic
vainz (corn. heans), coffee, potateces, cattle, and hogs. Thexre
ar some  other preoductive  activities such as vegetables, the
first products of diversification. These are not frequently
found. In fact, production is =till +raditional, limited, mostly
non-commercial. Mevertheless, the cultivation of potatoes and
coffes in  thiz regicrn has provided important produce for the

e o3
SUNEE SN 4]

Q

nztion.

The foregeing is the result of the comparacive advaniages in
cortain  subareas, primarily due  te  climzte, in comparison to

other arcas, for the growth of these products  In additien, there
evists & high possibility of intensifying these crops as well as
the develepment of other new ones. RAmong these, for this region,
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are dairy cattle and temperate climate fruit, neither of which is
sufficientlv developed technically at the moment.

This area is also favored by forestry rescurces which offer an
econemic avenns even though the leck of good farm land makes the
forests desirable forxr azriculture. The soil characteristics
determine that more than 88% of that resource is primarily apt
for fores and only  about 1.3%  is apt  for intensive cropping.
The rest iz in & combination of occasional crops but mainly in
pastmre.  ‘The small amount of  farming land  does not imply that
the best use is now being made of  at, On the contrary, many
steep clopes are now in grain onltivation while some valley snils
with areater capacity are used in extensive cultivatiocn or in

pasture.

A 2 conseouente, and despite the favorable factors clted for the
arca, there are many difficulries in providing the vast maiority
of the population with minimum  subsistence. The unequal dis-
tributinon AFf the land leaves many with no means of producing food
nor of finding paid employment.

on +he obther hand, the national food production problems are also
evident here. ‘The necessary techniques are seldom found and with
the rapidly growing population, feood has become a crisis. The
factors thot  cuplain thic  situation, here  and elsewhere in the
Aation. wre based mostly  on the  structural conditions  in which

agricnltural prodneticon hazo developed.

The distribnbicn of the principal resouvce, the soils, shows that
Blh : =  than 10 hectares of land. The
AV E AT “orm sioe lso 2.9 hectares. This group has only 30% of
the ! i

m1le

\ el

!\1' A rr‘\r|r'v -

nearly every Farmer plants corn, the principal
crop of  hhe m It iz importznt, ton, to state that & Ty
hizgh proporvicon of the Farmersz plant only corn, & food ctaple f o
the familics.  For most of there, corn ic totally consumed in the
heme . Thic coroup compoice: 724% or the rmall produocers (lew= than

10 ayEc) i Fhee siwdy ares. Theso same farmers alzo own the
pocoest Larnd - the sides of e meuntains., These ayeaz wWere
Almeoct  comoletoly deforestea in Zome zones, bringing about &
e ideran e dostrietion of the csoil rescources  and making v ubsis-

foenees more sl mopre precarioas.

rast oA f thic small farymer group (27% beeides hasice grains,

' "mmw‘r~1a1 SRSk potatoss  or cofiee, These
Ay sl 1 omere fertile areas, cuch as potarn growvers
vho haeso ovalley ow o gentle S}“wiﬂ“ landd. van for these
farmers, heerswvey,  there are high vicks of soil dep letilon because
af Ehe Loacl of adequatoe practicos of soll consevvatlon.
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The region's crops, in oxder of value, are corn, coffee, and
potatoes. {See Tahle V.1.) Despite the dominance of corn, a
high proportion of it is consumed at home. Potatoes and coffee
are hoth cash crops, oc¢ontributing most of the monev for the
purchase of necessities and for reinvestment.

Liveztack production 1s  of much more economic impact in com-
parison to creps. It is, howsver, concentrated in the hands of
families with greater economic means. These have meore land and

many more catzle. 2mall livestock producers are limited by land
for rasture: the lack of technical alternatives do not permit

them more than a few head.

Forestry utilizstion is  principally  carvied on by specialized
businesses dediczted ta  vhe prolduction of  lumber. Very few
farmers, whether large or small, participate in this endeavor. 1
few individnals and agrarian reform groups harvest some trees for
firewnod and posts as a secondary activity.

B. The Study Procedures

Generally an ex-posct evaluaation is conducted once the project is
completed. The fundamental purpose is to identify the products
and measure their zlebal impacts so that lessons learned may be
applied to future prcjects. In the present case, not zll of the
construction had bheen completed on all of the roads but some had
been done with sufficient time so that part of the effects could
be meacsured.

The interdisciplinary research +team, after previously studying
the pertinent  documents Tnd Aeveloping the formal instruments,

conducted on site interviews in the zample communities within the
Bural Pﬁ;*” I prolect aren, lhﬂ”ﬂ construction and reconstruction
had bheen zltwonteq Ophservaticons supplemented the interviews,
zlving A bugajer view of the commenzalities and divercities of the
cample cormmunities. The study trip to the Northwestarn Fagion

was sl dqvc in length with visits o some 14 communities in five
mun1c1pa]3 les of two departments.

In general terms, the roads constituted +the hasic sample. The
study CUmmnn;tﬂes wers selected as subsamples of the areas served

hy these roads.

The selected rnads were the following:

DEVELOPMENT ASSOCIATES, INC.


http:subsamp.es
http:constructi.on
http:individ:-.ls
http:carri.ed

79

Intibuca Department

- La Esperanza - Togopala

- La Esperanza - Rodeo - RAzacualpa
- La Esperanza - San Miguelito

- IHCAFE roads near San Juan

La Paz Department

- La Esperanza - Marcala
- Marcala - El Cerron - Florida

The first +task was to establish the parameters within which the
study would ke carried out. This began with the identification
of the residents that had lived in the region before and after
the construction or rehabilitation of the roads, becausz of the
economic and social factors teo be investigated.

In verification of the obtained information, data were also
collected in the municipal and department capitals to which the
villages pertain. These interviews, too, utilized the compara-
tive before and after approach. The variables for the regional
study were production, income, areas cultivated, transportation,
and marketing.

C. Agricultural Production

Production is restricted here as elsewhere to the conditions of
climate and soil. In this case, they permit a wide variety of
crop and animal enterprises. The forests, too, have a great deal
of importance for the region.

The traditional crop of the area is corn, followed by beans.
These were formerly destined for family and local consumption.
Only occasion&lly was corn used for animal food.

Vegetables are produced mainly as a commercial crop. The
principal product 1is the potato. Cabbage and lettuce follow.
Tables V.1, V.2 and V.3 present the situation of the crops by
department, with and withcut the road. The data on area planted
to the erops and their yields are included, as well as income.

Small extensions are planted ta gardens, strawberries, and
apples. The Japanese Technical Mission has stimulated their
production through experiments, nurseries, and demonstration
plots. This group is also evperimenting with green peas and
aszparagus as a potential crop for the region.
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Table V.1: Changes in Production of the Principal Crops between
the Before and After Pericds of the Road Projects:

Intibuca
1974 BEFQRE
# Manzanas Yield/Ma (aq) EProduction(qq)

Corn 4,268 7 29,876
Beans 1,045 5 5,255
Potatcees 356 150 53,400

1938 AFTER
Corn 8,218 i3 10,834
Beans 1,873 14 26,222
Potatoes 2,151 250 537,750

Source: Regional Directorate for Natural Resources, La Esperanza

While there were few regional statistics available, three
institutions provided indicators of progress before and after the
roads. In Table V.1, there are three components: increase in
manzanas planted in each crop, vield per manzana, and the
production. When "before" is compared with "after," even though
the partial cost-benefit ratios cannot be calculated with
confidence, the profitability rise is obvious.

Corn 254%
Beans 502%
Potatoes 1007%

The roads had a decisive influence on the economics of the area.

Table V.2 gives the dramatic changes from the accelerated
development of the new crops when the road was opened. Coffee
plantings require four years before they produce a full harvest.
IHCAFE estimated a value of L.7 millions by the end of that
period in the San Juan de Intibuca area.

The area of Marcala in La Paz has benefited from a triple

development thrust. A simple road was opened, then widened and
improved. The MARGOAS Swiss) project then stimulated agricul-
ture and at the same time maintained the rocads. IHCRFE has

worked actively in this same are=x.
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Table V.2: Coffee Production in the San Juan de Intibuca Zone,
Before and After the Road Construction

1974 Before ¥ M=z, Yield/M=z. (gqa) Production(aq)

Coffee -0- -0- -0-

198¢ After

Coffee 350 20 7,000

Sources: 1974 Agricultural Census:; 1988 information from IHCATE,
San Juan de Intibuca

The results have been very satisfactory. The area presently
generates about L.10 million as compared to "before."

Table V.3: Manzanas, Yields, and Production Before
and After the Road, Marcala of La Paz Department

1974 Refore # Mz Yield/Mz (gq) Production (gg)
Corn 764 14 10,696
Beans 346 12 4,152
Coffee 443 12 5,376

1988 After

Corn 1,425 35 49,875
Beans 650 25 16,250
Coffee L 48 25 11,200

Sources: 1974 Agricultural Census; 1988 informatinn from MARGOAS
Project, Marcala, La Paz

D. Indications of Regional Cost Benefits

The partial report on the agricultural producticn generated since
the openinz of the roads is ample evidence of the amplitude of
the cost-benefit ratic. The examples, perhaps rertaining to 20%
nf the cerved arez, show that the wroads will have paid for
themselve= five times just in coffee, by 1992.

DEVELOPMENT ASSOCIATES, INC.




82

The regional effects of increased harvests of corn and beans are
more difficult to quantify since a high proportion is consumed by
the farm families. An assumption will be made that the increase
does move into the local and other markets. Potatoes are mostly
for the market. when the higher value of all three preducts are
added to ceoffee, and adding in the cests of roads not now serving
coffee, the overall cost ratio is 1:24 for a five vear period.
Those Troaus that last longer, and many will, improve the benefit
ratio preoportionately.

Bevond this faverable finding are the services and commercial
benefits to the region, as estimated by the local government
officials, BANADESH, and Banco de Occidente, from thelr records,
for Intibuca:

Tvoe 1987 Value (L.)
Transportation 1,268,000
Stores 12,612,000
Trades activities 14,120,000
Service offices (salaries) 8,000,000
Sawmills and logging 11,000,000
Banking, Savings & Loans 13,500,000
Trades, personal services 1,000,000
TOTAL 61,500,000

The informants repeatedly emphasized that these were conservative
estimates for 1987. The impoertant point is that they insisted
that these amounts are probably ten times those of 1980 when the
first roads were completed.

Intibuca is an important beneficiary of roads in that althongh
their construction costs were not high, they literally opened the
whole department to the rest of the country, thus the stimulus

was great. Bdditiconal roads. then, while vital to the continued
economic greowth, will not have the same proporticnal effects. A
combination of roads, credit, and technical assistance will,

however, further augment this starting beginning.

E. Technical Assistance for Negriculture

A major factor in the growth of agriculture is the availability
o~f technical acesistance, together with the roads. In fact, the
cervices., for the most part, did not arrive until the roads were
in place. Every one queried except INA  had begun work in the
communitiss <nly when they could arrive by vehicle. Even INA had
greatly expanded itz visits to its groups when transportation was

facilitated.
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The fundamental approach to technical assistance given in the
area is through groups, whether agrarian reform or independent
farmers in agricultural committees. The work with these groups
has, in conjunction with the roads, stimulated the families to
additional self improvement, reported Natural Resources, the
National RAerarian Institute, and the National Institute for
Professional Formation. Additicnal benefits will be realized
with time.

Further improvement of the crops requires more time plus addi-
tional inecrements of fertilizevrs and pesticides. These practices
are being tauszht by Natural Resources, the National Agrarian In-
stitute, and the National Institute for Professional Formaticn.
A greab deal of work is deone on potatoes by the Honduran Potato
Qrowers' Azsociation. Improvement in livestock programs 1s being
fostered bv  livestock extension specialists, veterinarians, and
fhe Farmers and Cattlemen's NAsscociation. Crops and livestock
C

Another service that is helping farmers increase their production
is that of the Rgricultural Mechanization Program (PROMECA), run
by Natural Resources. INA also has equipment that can be used
by the agrarian reform groups for major land preparation. The
larger faimers have machinery of their own. Extension notes that
these equipment services are having a positive effect on yields.

The coopsratives too, described greatly increased services to
their members after the roads were constructed. Before, a farmer
could obtain advice by going to the headquarters but no farm
visits were made by the technical personnel. Now they are active
in direct farm assistance.

Still =nother advantage when communications are easy is that of
technical assistance provided by the agricultural supply houses.
There are soveral that sell many kinds of chemicals and equip-
ment: their representatives call on farmers and this adds to the
quality of the advice since they can see the problem.

I, ransrortation

A decade age, the major form of fransport of produce and supplies
waz pack animals: horses and mules. Ranchers who needed horses
fay their cattle worl also hauled produce for farmers for a fee.
aw medinm eized operators had strings of mules especially as a

PR/

I
huzinees. The charzes were very high, and still ars. With the
cpening of the voads, pack anim=1 +ra’fic was vreduced. Vehicles
maul  produce ot about  half  the price per hundredweight as by
animal. Thiz reduction hasz incrsased farmer profits.

borh
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Vehicle transport also allows a much wider range of marketing
possibilities. TFarmers can accompany their produce to markets in
Tegucigalpa or San Pedre Sula or can consign them via the
truckers. Many farmers, especially those with uniform and high
quality produce, stated that truck transport had increased the
price and thus augmented their profits.

Farmers had two complaints about transportation of their produ:e.
One was that at peak harvest times there are insufficient trucks
available, causing them to have toe wait sometimes several davs.
The other was +that the road between San Juan of Intibuca and
Gracias of Lempira is impassable during the rainy season and
difficult evern when dry. This cauvses them to have to ship via La
Esperanza then north again to San Pedro Sula, greatly increasing
their costs. (See the presentation on that road in Chapter VIII,
sites for recommended roads.)

G. Conclusions and Pecommendations

Most of the conclusions and the recommendations drawn from them
are obvious from the text. They merit reiteration for emphasis.

The building of new 7roads and the rehabilitation of others have
brought enormous changes in the agriculture of the Northwest
Region. Manzanas in crops has greatly increased. The tradition-
al crops, corn and beans, have increased in vields but they are
still primarily for home or local consumption. Potatoces, coffee,
and vegetables, on the other hand, have not only improved in both
amount grown and yields, but have also been able go enter the
national and international markets because of greatly facilitated
transportation.

Recommendations

There are still some bproductive areas withcut roads; the
entire municipality of Doleores is unserved and a road should
be built to it from San Miguelito.

Some of the roads that were built have not been properly
maintained and have been ceverely limited to slow traffic.
These should be repaired and then cept up.

The rrad betwesen San Juan, Intibuca, and Gracias, Lempira,
is nearlyv useless for the transportation of farm produce.
The trip from San Juan to San Pedro Sula, the princiral
coffee and cattle mariet, would be cut in half and this road
chould be reconstructed.
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IHCAFE has built many penetration roads into the new coffee areas
around San Juan and these have had almost explosive effects on
the amount of coffee planted there.

Recommendations

These roads serve well at the beginning but the traffic soon
putstrips their capacity; many of these should be widened
and improved.

There are severe limitations on how many and of what type
roads IHCAFE can build; censideration should be given

to passing this function to the RID-SECOPT project so that
the roads would serve better and for a longer time.

Patato production in the western part of the region is a highly

successful cash crop that serves much of the nation. Its
transportation needs are heavy at harvest season. The needs for
technical as=zistance, too, increase vyearly and the present

services have been unable to keep up with the work lead.

A1D's Private Sector office should look into the possibility
of making loans to private transportation companies to help
them upzrade and increase their vehicles to meet the needs.

The LUPE project, now in the planning stage, should include
additional technical assistance to the potato farmers, such
as that now furnished by the Japanese Technical Mission to
fruit and vegetables.

The Swiss project in La Paz, MARGOAS, ias had an admirable
program of techniczl assistance to agriculture and the main-
tenance of the roads that serve those areas. The combination has
fostered more plantings and higher yields, while cutting the cost
of transporting the produce.

Recommendations

The new projects of AID-SECOPT and LUPE should use this same
combination: technical assistance and road maintenance.

The LUPE proiect should incorporate the La Paz area when the
MARGOAS project ends; a great deal more improvement can be
engendercd with more time and resources.

in additi-n, the LUPE proiject should conduct a marketing
and trznsportaticn study to determine heow the two can be
better facilitated; there are currently problems that can
be resolved.
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Rural Roads I and 1II projects, and to a lesser degre :
of IHCAFE, have had a stimulus effect on thebagr&cﬁifgrgheozfo%gg

Northwestern Regioin. This effect 1is not only visible at the
micro economic level but also regionally; commerce, transport-
ation, and general services have increased notably. The work
should be continued and, if rossible, in cleose cooperation with
the efforts of the divisions of Rural Development and Private Sector.
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CHAPTER VI: SHRIMP, SALT, AND TRANSPORTATION

During the last tive years, there has been a great deal of
interest in the development of shrimp cultivation 1in captivity,
particularly in the Pacific shore areas of the country. This
intersst has b2=n manifested in many government institutions and
in the private sector. The production of shrimp by large
enterprises, baoth national and foreign. has brought heavy
investment in  the necessary installations for this business.
Additiorally, many independent and agrarian reform groups have
entered shrimp  cultivaticon in the rainy period, otften combining
this vroduction with that of salt in the dry season.

In the past, there wera few access roads to the shore areas where
shrimp could be grown, severely limiting this -one's development.
In the last twe USAID/Honduras road proje ts, several penetration

roads were constructed. These have stimulated many more
applications for access roads into the areas perceived as apt for
shrimp growiling. Becavse of this interest, the coast of the

Southern Region was selected for this special study, not only to
ezamine the feasibility of building the roads but also to obtain
reliable information on the cost-benefit ratios aimed at
determining the profitability of such projects.

A. The Study Zone

The Pacitic coastal zone of Honduras is bordered by low mountains
of metamorphic rock that extends in some places to the edge of
the ocean. Nezr San Lorenzo, in Valle Department, several hills
surround swampy coastal areas; the lowlands are flooded almost
every vear by the Choluteca, Macaome, and Goascoran Rivers,
extending across this nearly sea level area. This area, with
little vegetation, is in marlyed contrast tc the higher lands to
the east. The coast has only salt lands, sand, and mangroves.

n is characterized by poor management of iteg
natiural resources, giving Tise to a situation f permanent
poverty. The watersheds that protect the water sources have been
completely logged long agoe. Those hills have been put o cattle
grazing ox subjiected to vears of sla=zh and burn agriculture.

In general, the ragio

0

A1l ~f the coastal reglon can be classified as trepical dry land
forest aveas with an Average annual oprecipitation of 2,000
millimeters. The solls on the zlopes are only & few millimeters
thick. e flecd  plains, however, are adequate for intensive

annual ovops and can produce heavy vields.
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Until quite recently, the Departments of Choluteca and Valle
which make up the Southern Region, were dedicated almost
exclusively to 1livestock ranches. Some corn and beans were
grown, mostly as subsistence crops.

Due in part to the high degree of deforestation, the region
suffers from long and intensive droughts in five year cycles,
causing great scarcities of food and hunger. Consequently, the
region 1is, in general, poor with a hign percentage cf
un=mployment and a low per capita income.

The central and local governments have promoted several projects
to improve the standard of 1living of the inhabitants, mastly
using the resources of the area in order to slow the rapid
migration of the people to other cities perceived as having

greater cpportunities. Several international missions cooperate
with the government through develcopment programs, especially
those in agriculture and road construction. Among the

international projects +that seem to offer the most promise for
the development of the zone under study, is the growing of shrimp
in captivity. This activity has brought about a fever of
interest at every level, from small farmers that see in shrimp &
hope for leaving the present precarious position, to the large
national and +transnational businesses that have thousands of
hectares in shrimp production. At the same time, it has led to
the issue of further road construction projects in the area.

B. Shrimp and Salt Production

The production of shrimp. particularly around the Gulf of Fonseca
is favored by four factors:

(a) The protection that the coasts of El Salvador and
Nicaragua give against the strong waves of the Pacific;

(b) The large and small islands located just ntf
the Hondure: beaches, besides serving as natural
protection, contain valuable mangroves;

(¢) The river sediments nourish the waters of the Gulf »of
Fonseca;

(d) High tides, ranging from 7 to 12 feet, have formed many
canals that attract and nourish sea life szafely away
from the ocean waves.

There is alse & negative factor, according to binlogists and
shrimp experts, and that is the hizh degree of s=2linity in the
waters of the hays and inlets, accentuated during fthe drv season
when the rTivers are nearly dried up. That same factor, however,

provides raticnale for the rroduction of salt in these same
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areas. Thus c¢hrimp and salt production go together in many
cases.

The technical details of shrimp and salt preduction in the area
of study are presented respectively in BAnnex H-1 and H-2. 1In the
case of shrimp production (H-1), the details cover both low
technology production and production on large scale, technical
farms. including the stages of collection of the pre-larval
shrimp, acelimatization and seeding, care and management, harvest
and saleg, tank investment (involving cost estimates in Lempiras
~f investment per hectare), costs of operation and maintenance,
and average income.

Annex H-2, on salt preduction covers the methods of producing the
product (e.g., combined sun-fire method, the coocked salt process,
the solar plate process), data on investments, costs of cperation
and maintenance (using a 2-hectare collection or work area in
sach case), production, and product value in the normal work
period of 120 davs.

Small shrimp farms have limited financial resources and neglect
some of the hasic production techniques, such as ceontrol of water
flows inte and out of the tanks, and feeding the larvae. They
generally harvest when the shrimp are at a size acceptable in the
~ocal markets. That means that there are many sizes and they do
little or no sorting excert for picking out the largest ones.

¢mall growers harvest between 300 and 500 pounds per hectare.
The sizes range from U-50 to U-60 (50-60 per pound) and are
destined for the domestic markets. The price per pound is
usually L.3 (31.50). It is estimated that there are about 120
small growers (1-5 hectares each) in the area, with some 1,000
ectares in tanks. That would make the production of shrimp from
he <mall farms from 3,000 to 5,000 hundredweight, nearly all of
h

The estimate on total investment per hectare is L.2,200 with a
useful life of up to ten vears. Total operation and maintenance
costs per vear amount to L.3,000. If ths average vield is 4,000
pounds and the shrimp from each harvest bring a gonod price, say

L.4/1b., (it can he 1L.3) on the farm, the income leave a small
profit, some L..£800, which may be reinvested in the operation,
amoriize debt, or used for tfamily living.

In econtraszt > +he small growers, the large shrimp enterprise
cperate with complete  equipment. Their extensive rponds are
divided inte well managed tanks, which often permit 3 and &

harvests per vear. As a rule, they have the facilities to handle
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each stage of production more efficiently from the capture of the
larvae until harvest, quality control, packing, cold storage, and
export. There are currently some five large plants in the area
with a coembined total of about 3,000 hectares. New farms are
undexr construction.

C. Commercialization

The sales procedures are very different between the small and the
large producers. A part of this is because the former do not
produce an exportable shrimp.

1. hrimp: Small Producers

N

The shrimp of the small, and many medium, producers, because of
the low level of technology, do not meet the export quality
standards. In addition, they lack refrigeration (freezers and
cold rooms) that are necessary for the maintenance of quality.
Their norms for deheading and pracking are far from the hygiene
requirements <of the US Food and Drug Administration. The only
market left to them 1is domestic. All these (aggravated by lack
of good roads and transportation facilities) mean that small
growers receive low prices.

Since these growers lack the refrigeration and transport
facilities, they must get the product to the market in a very
short time. The most common outlet, +then, 1is that of the
traders. The producer makes an agreement with the trader ahead
of +time so that the latter's +truck 1is at the farm for the
harvest, allowing almost direct +transportation to the markets.
The buyer transports the shrimp packed in sacks. The farm price
varies from L.2 to 5 per pound, depending primarily on size.

1

2. Shrimp: Large Producers

The large farms with millions in investment, poszsess all the
equipment and support necessary to produce and cell a shrimp of
larger size and the quality desired in the foreign market. Their
processing and packing methods are strictly controlled. These
enterprises often transport their own, or contract, roll on-roll
off refrigerated containers that quickly carry the product from
the farmes to Puertoe Cortes where they are lcaded directly aboard

z ship. The principal sizes of the product is U-35 to U-40 (35
t5 40 shrimp per peound) and the price generally runs about
Uste/1b.
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D. Estimated Medium and Long Term Potential

Despite the large catches of wild shrimp and the ever growing
cultivated shrimp industry in Ecuador, Mexico, and Asia, there
secems to be no slack in +the market for Honduran shrimp. The
forecasts do not see any significant decline in demand or price.

1. Potential
The estimated potential, as calculated from air photographs taken

recently, outline the following for the Southern Region In
hectares):

Mangroves 35,254
Salt ponds 32,910
TOTAL 68,164
(Source: Honduran Ecological Association: Shrimp

Environment Study. Sept. 1985)

Total production area (in hectares):

Salt ponds 1,600
Commercial farms {(concession) 15,000
Small shrimp farms 3,400
TOTAL 20,000
Potential available . 47,264

These calculstions show that only 30.7% of the potential is now
in use. This leaves 69.3%, 47,264 hectares, yet to be exploited.
That figure would require, of course, a great deal of care so
that the environment not be damaged, especially the mangrove
stands.

2. Medium and Long Term Expectations

The present explosion of the growing of shrimp in captivity by
+he small, medium, and large growers shows no sign of abating.
At least in the medium term, the application of better technology
on the small 2nd medium farms could double the vields without
much difficulty. Even the larger growers, according to the
Natural! Renewable FEesources experts, can be doubled with a more
appropriate formula of the feed. At the same time, new areas can
be cpened but most of these will regquire a considerable effort in
road construction.
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In the long term future, it appears that the investment in large
enterprises will rise higher and higher, according to the
predictions. The causative factors include: lack of road
infrastructure, rougher terrain of the land available, and
greater competition for the best sites. All of the present large
growers are located in what is termed "sweet land," that with
lower levels of salinity. They are also, for the most part,
outside the areas that are often flooded. Expansion will recquire
the utilization of less favorable terrain.

It is anticipated that during the next five years., the technology
will be sufficiently developed to allow optimum use of the
resources. This would measurably increase the vields, and tfor
the most part, reduce the costs. Yields, according to the
experts, could increase 4 to 5 times thelr present levels.

The Taiwanese Mission, with Natural Renewable Resources, has an
experimental farm near San Lorenzo, Valle, operated by Honduran
and Taiwanese biologists. This farm is the only one that is
dedicated to rigorous scientific research on raising shrimp in
captivity. They carry out development studies on: the care of
shrimp by growth stages (pre-larval, larval, juvenile, and
adult), appropriate feed formulas for each stage, water
chemistry, oxygenization. Emphasis is on the practical
information needed to increase survival and growth. The
achievements are notable.

In 1987, the vields were 2,000 pounds per hectare. In 1988, an
average of 3,000 nounds is the goal and appears to be in
progress. In 3 to 5 years, a yield of 5,000 pounds 1is expected.

The personnel of this experimental farm continually offer courses
on production to small growers and give technical assistance to
the medium and large 2zrowers. Those working closely with these
experts are already experiencing higher vields but there is still
much teo be done.

3. Technical and Credit Assistance

The evaluation team found a fair rnumber of institutiens offering
technical assistance in azriculture and more recently, for shrimp
grovers. Credit has only recently been made available, and that
primarilv to the small growers. The chief institutions are:

Mational

Renewable Matural Resources. RENARE

National Agrarian Institute, INA

Honduran Corporation for Forestry Development, COQHDEFOR
Central Bank of Honduras, BANMTRAL

Mational Agricultural Development Bank, BANADESA

DEVELOPMENT ASSOCIATES, INC.




53

International

Rural Technologies Program, financed by AID

CORASUR, financed by the European Eccnomic Community
and operated by Belgium

COHAAT, financed by EEC and operated by West Germany

Taiwan Mission working with RENARE

The details of the assistance given to shrimp and salt producers
by the naticnal and international institutions are presented in
innex H-1 and H-2.

L. Problems in Shrimp Production

The problems facing the small producers are many and complex.
They include inadegquate finance, weak technology, poor
commercialization, and poor concepts of the operatiocn. Those
visited complained difficulties with high salinity in the tanks
in the dry season. This problem is costly to overcome, probably
outside their financial capabilities. That problem and some of
the otfF:rs will be difficult to solve since one of the obvious
solutieons is pumping and aeration which require electricity, not
yet available in the coastal regicons. They cannot afford a
diesel generator nor diesel pumps.

while the small growers did not mention it, an obvious problem is
the lack of proper techniques in management; they are, in fact,

very rudimentary. They have little knowledge of why their
production is 1low, why the salinity is high, nor why they should
use formulated feeds. Indeed, the knowledge deficit 1is very

great with some - those who provide no_ feed to the shrimp at any
stage of development so that +the shrimp have to fend for
themselves. Others throw in strips of animal hide, birds they
1-ill, manure, and other garbage. Sorghum, not a satisfactory
feed, is still the best used.

As described earlier, the present form of commercialization does
not yield the highest income. The intermediaries, of course,
invest considerable money in theix trucks, drivers, and through
the credit thev gzrant the producers; they expect to make a pro7it
on these coperations. Cne suggestion to partly remedy this weak
sales operation was a2 marketing center, near the major producing
areas, where the shrimp could be hauled by the owners and offered
for zale to the highest huver. That would be, however, an
t pr

expensive plan and at c=ent the farmers could not finance it.
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E. Transportation Services

Some mention has already been made of transportation of shrimp.
There are, additionally, some factors that go beyond costs and
deserve attention.

1. Infrastructure

The principal roads that lead from the City of Choluteca and San
Lorenzo, Valle, to the coastal zones where shrimp are produced,
are, with the length in kilometevrs:

Intersection CA-1, El Triunfc-Namasigue-La Tajeada: 78
Intersection CA-1, Monjaras, Brisas del Mar, Guapinol: 47.6
Nacaome-Los Comales-Cubulero-El Conchal: 16.8

In general, these roads are of low specifications, with a travel
surface five meters in width. The drainage is inadequate, the
maintenance has been insufficient, and in scme cases the roadbeds
are too low, allowing flooding. Some 1roads were observed to

serve as dams, creating huge lakes during the recent rains. A
general pronlem is that the surface materials, and perhaps the
bases, have not been properly compacted.

Vehicular traffic on most of these stretches is scarce; most of
them are pickups, trucks, Jjeeps, and cars. The heavy container
trucks of +the large shrimpers also use these roads. Passengers
are transported in buses and in the other types mentioned; the
latter also carry cargo.

2. Passengers

The bus companies reported that in the area of El1 Triunfo-
Nemasigue-Tierra Blanca, the roads can be travelled all year
round and about 100 passengers per day are hauled. The price is

L.1.60, one way. Two round trips are made each day. The trip
down to +the beach areas averages only 20 passengers and 1is
sometimes interrupted by flooding. Prior to the rcads, those

living near the gulf had to walk or go by horse to Tierra Blanca,
or via the community of Tablones, a trip that required 3 hours.
There they boarded the buses; that trip, tco, was slow since
before the reconstruction, the road was in bad condition

The reconstriaction of the main road and the opening of the access
to the shore areas have increased agricultural, shrimp, and salt
producticon. Additionally, more commercial goods enter the area,
facilitating a better standard of living. The social benefits
include more and better education and health care.
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The transport companies must carry enough fuel to allow them to
enter and return from the communities since none is available in
them. Many users are not satisfied with the services, citing
poorly timed schedules and complex rules about freight that can
be carried. They also complain about the prices.

The traffic on the yoad from Meoniaras to Brisas del Mar and on to
Guapinol, was measured as:

Annual entry into Monjaras: 300 vehicles per vear, mostly
pickups and 5 jeeps.

Brisas del Mar: 200

Guapinonl: 100 vehicles

The primary passenger traffic is wvia +two buses completing six
round trips per day. These are 60 passenger buses, more than
adequate for the traffic; they reported a 60% rider load average.

The rate per passenger, one way, is L.1.60 from Guapinol to
Namasigzue, and L.3 tco Choluteca. ;The time to Choluteca often is
two hours, even though the distance is short, mainly because of
the frequent stops to pick up passengers. Before the road

reconstruction, the trip teook up to 8 hours on foot or on horses.
This road does have gasoline staticns, a boon to the bus drivers.

The cpening of the road permitted substantial economic benefits
via increases in agricultural and shrimp production. The lowered
cost of transportation gave higher profits. In addition, new
shrimp farms were developed and the clder fishing enterprises
wvere able to moarket their catchcs much more rapidly and at less
cost. A new health center, three new schools, and the entry into
the area of several assistance agencies were all regarded as very
beneficial by the lccal residents.

The Nacaom=-E1l Conchal rcad has a traffic of about 100 vehicles,
mostly freight carriers. Four wheel transmission vehicles
predominate since the passage is difficult part of the year.
Buses carry most of the passengers, one round trip per day. The
rate on El Conchal-Naczome is L.2; El Conchal-Monjaras is L.3; El
lonchal-Tegucigalpa is onlv L.5. The lccal fare is considered
high by the residents.

s are possible all vear round. That from El

it  precent, trip

fonehal to Monjaras takes 1.5 hours, to Nacaome 3.5, and to
Choluteca is 5 hours. Before the road rehabilitation, the trip
was very costly because of the 8 hours needed. A part of that

trip was made with oxen and horses.
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With +the advent of the good road, the population experienced
improved agricultural and shrimp productlon, less cost for
transport of these rproducts and of fish. Both education and
health benefits were derived. There are now gasoline stations in
the towns and the returns from the sale=s are high.

3. Freight
The freight +traffic in the El Triunfo-Namasigue-Tierra Blanca
area is vyear rcund. Pickups and small and medium trucks carry
most ot the produce. Shrimp and fish are the most frequently
hauled produce. The most common destination of shrimp and fish
is Cholutecsa. Shrimp deminate in the rainy seascn, fish in the

ary perind.

The freight 1ate from the beach area to Choluteca 1is L.1,
considered just by the users., Before the road, the produce was
carried on mules and horses, took 5 te 7 hours, and cost up to
LL.7. The present cost is obviously much more satisfactory.

Near the community of El Tulito, shrimp production has grown by
leaps and bounds. Where there were only two small producers
before the road, there are now a dozen. That increase, plus the
better transportation for fish, has raised the standard of living

of the area. Agricultural production has also increased,
becoming a major enterprise where before there was little
cropping. Some increase has also been noted in livestock

raising.

The cost of freight to Choluteca is L.1.50 per hundredweight.
The small and medium trucks talke about 3 hours. During the
harvest of corn, up to 8 trips per day are made by many vehicles.
There are several service stations and three garages along this
road.

In general terms, the rozd has been of great tenefit to the
paople whe live in this area. The increase in agricultural,
shrimp, and cattle producticn has made an impact on commerce and
the growers. Improved fish marketing has raised the net income
of thies zector. Socially, the building of new schcols and health
centers vas cited as of & major advantage.

On  the rourte from  Nacaome to Los  Comales, Cubulero, and El
Conchal, the freight hauling is active. The cost from the lattexr
to Macacme iz 1,.1.60 per hundredweight and fakes abocut 2.5 hours.
1 further advantage is that some produce enters this area from El

alvador, increasing  the business of the trucks znd buses. The

freight from =211 of the arzas includes farm and s=2a produce.

[ 1>]
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Previous to the opening of the 1last part of the road and the
improvement of the first portion, a freight trip commonly took 8
hours. Some four wheeled vehicles could enter in the dry season
but when the rains came, only oxen and horses could travel. The
heneficiaries in this area, in addition to citing farm, fish, and
shrimp increases, also noted the greater amount of employment,
especially that from the shrimp farms.

4, Financial Returns from the Roads

A common way to measure the financial returns from a road is to
determine the excess of production above consumption. There are
also manv indirect econcmic benefits; these are more difficult to
ascartain and quantify.

In each of +he rcads analyzed along the coast, the tentative
estimates of incrsase are:

w1 Triunfo-Namasigue-Tierra Blanca-Tajeada Road

The passenger and freight situation along this road before the
present infrastructure was as follows:

Passengers: The trip tock 3 hours by animal to arrive at the bus
stop. The cost varied with the activity (whether they carried
produce) but ran to about L.0.75 per hour, averaging L.2.25.
Presently the rate is L.1.60 to Choluteca giving a savings of
L.0.75.

situation con freight was similar. The cost was previously
and now is L.1. & margin of L.1 per hundredweight results.
most common measures For excess production are: lowered costs
inputs and the relesase of resources for investment in the
rroductive activity.

h

=3
D oD

h
t

0

E]l Triunfo-Moniaras-Brisas del Mar-Guapinol

Bafore the cpening of the road, the follcwing was the situation:

Passengers: Fieht heurs in the trip with an oppertunity cost of

ig!
L.6/working day. The service now costs L.1.60, leaving & consumer

evcess af L.L.40,

Cargo: Defore, freight was hauled bv horzes and mules at a cost
~f L.2/hwt. plus L.1 for the wvehicle part of the trip. The
rreszent cost  1s L.1.50, leaving & ceonsumer excess of L.1.50 pex
hundredweigzht.
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Los Comales-Cubulexro-El1 Conchal Road

The situation before the road was:

Passengers: The previous trip by horse toeck 5 hours, with an
average opportunity cost of L.3.75. The present L.2 leaves an
excess of L.1.75.

Freight: The prior trip took 5 hours and the cest was LL.2/hvt.
The present rate is L.1.60, le=aving a consumer excess of L.040,

v, The Shrimp Potential and the Needed Roads

The estimated shrimp pot=ntial was calculatsd at 47,264 hectares.
A part of that extension is con small islands, which for the most
part, cannot be connected by road. Some canals, and certainly
the roads, must be constructed teo these areas.

Logically, the small producers will continue to occupy mostly the
lesser desirable sites and the large growexrs, because they can
invest in the infrastructure, will cbtain the best land.

1. The Potential

San Bernardo Zone

Distance Potential Area

Roads Kms. Hectares
(1) Montecriste - San Bernardo 1 200
(2) Azacualpa (COPROMISUR) Village
nf San Bernardo 2 150
(3) Tierra Hueca San Bernardo 9 75
{4) La Costita (El Faro) ESan Bernardo L 100
{5) Los Prados del Sur-El Playdn 10 500
{A) Gracias a Dios (Los Prados)-Playon 7 350
(7) Hacizanda La Fleorida- San José 13 250
{8) San Bernarde - El Carmen 20 300
{9) Tiexra Hueca - 0Ojo de RAgua 13 150
{10) El Tulite - El Playéhn 15 200
Total a4 4,075
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Monjaras Zone

Distance Potential Area
Roads Kms. Hectares

(1) Piedra de Rgua - Las Pozas -

Las Conchas 18 150
(2) Arena Centro - Conl. 10 de Mayo -

el Playén 6 125
(3) Marineros del Sur - El Guapinol

{ COPROMAGUAPI) 3 100
(&) El1 Camardn Grupo - El Guapincel 2 400
{5) El Ojochal - El Playdn 2 350
(6) Las Tijeras - Col. Carbajal Torres -

El Plavén L 150
(7) La Guipo - Monjaris - El Playdn 3 400
(8) Los Micos - El Plavdn 6 240
(9) Las Tijeras - El1 Zapote L 75

Total 48 1990
Nacaome Zone

(1) Col. Siempre Unidos -

El Plavén [ 50
(2) El Junquilleo - Marcafierrco 16 350
(3) Tela de Gédmez - E1 Playdn 6 800
() El Naranjo - Aure Abajo 15 700
(5) Vecinos del Tambor - El Playédn 2 300
(6) El1 Cubulero - Las Plavitas 9 1000
{7) Los Luises - El1 Playdn 9 600
(8) La Baraja - El Plavydn L 260

Total 88 4060

The total of these 27 roads sums to a length of 230 kilometers
with a total served area of 10,125 hectares, equivalent to 21.4%
of that available.

2. Tnvestments Required

The investment per kilometer aof road, with the same
specifications as the present ones, was said to be L.30,000 to
L.40,000 per kilom=ter with the necessary drainage.

With the future rises in costs, an average ¢f L.50,000/km. was
used. ‘The previcusly described roads would then require the sum
of L.11,500,000, and thes=s are assumed to be possible within 3
VEITS .
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The smail shrimp growers, utilizing the full 10,125 hectares

would produce L.2,500 per hectare, giving a total of L.25,312,000
within the three years.

3. Expected Benefits

At the present time, each hectare produces a net profit of L.300
per harvest under their 1low technology conditions. With
technical assistance and training, the yield could ris2 somewhat,
easily coming to L.500, according to the shrimp experiz at the
experiment station.

There would also be other benefits from the suggested roads.
That complementary benefit could easily reac! 50%, according to
the surveys conducted.

Additionally, there would be many social benefits. No attempt
was made to determine their value but that should be obvious of

curline,

5. Indices of Benefits over Costs

The calculations on cost-benefits were made, using the standard
formulae. Their results were:

San Bexnardo

Internal rate of return 23.6%
Cost-benefit at 15% return 1.47
Net Value (L. 000) at 15% L,940

Internal Fate cof Return L7.4%
Cost-Benefit at 15% 3.45
Net real value (L. 0Q0) at 15%) 7,765
Nacaome

Internal rate of return 15.6%
Cost-benefit 1.03
Net real value (L. 000), 15%) 159

The indices for each zone analvzed indicate that the projects are
srofitable in that they are greater than the opportunity costs.
Further details of the ca2lcul=z=tions are exhibited in Ennex H-3.
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G. Conclusiens and Recommendations

The southern coastal zone shows great contrasts. These include
the huge investments of the larger companies growing shrimp with
the small amounts put in by the small growers. Without the
shrimp, the small growers would be trying to exist by extracting
salt. There is little land available for additional agriculture.

It is obvious from the figures presented in this study that the
small, as well as +the large, growers can benefit substantially
from the investment in roads. The cost-benefit ratios are
positive.

Recommendations

The Mission should invest in access xroads in the studied

areas.,

These roads should favor the shrimp growing areas but those
for agriculture should nect be neglected as they, too, offer
sufficient economic impact to justify the roads.

AID-SECOPT should conduct a design and specification study
for the roads into the lew lying areas; the present
construction is inadequate for the heavy container truck

m
trattfic ard the fraquent flooding.

At the sam2 tims, the agriculture and private sector divisions
should design and execute complementary projects that will help
the area reach its poiteantial. Similarly, USAID/Honduras should

do all it carn to strengthen the participation of Natural
Fesources. Renewakle liatural Rescurces, COHDEFOR, and the foreign
assistance organizations to intensify the transfer of technology
and cobtain supervised credit for the beneficiaries.

DEVELOPMENT ASSOCIATES, INC.




102

CHAPTER VII: SOCIAL AND OTHER IMPACTS

The task of evaluating the social and other impacts of the rural
roads projects essentially involved the generic approach of
measuring to the extent possible the degree to which broader
project purposes and gcals are being achieved. The standard
referents for evaluation in this regard include long term pgoals,
such as improvements in the quality of life, family welfare and
wellbeing, education, health, nutrition, and access to other
social services. Effects on mobility, the rural poor, pepulation
changes and family planning, women and development, envircnment,
and impact on government policies were alsn probed in this
evaluation.

Accumulated experiences on the subject show that road projects
can generate a wide range of social impacts such as those

indicated. It is also not uncommon for a social impact to become
manifest in areas that often resist categorization. This is

particularly the case of +the many visible signs of changes in a
community which independently mizht not seem significant but
cumulatively would indicate & major impact.

Social changes and impacts are of course difficult to measure
since thesy are generally qualitative in nature. They are also
clow to emerge and are revealed only gradually over time. At
certain stages, they may cnly be reflecting trends. Undeniably,
some impacts are more difficult te collect information on than
others. Some impacts, such as improved health or living
standards, are coften the ones of most interest and significance.
in such cases, an examination of what actually has occurred,
rather than what differences have been made, can provide the
infermation necessary +to infer social impacts of the projects.
The eame is true when no baseline data exist for comparison of
social changes bhefore and after the construction of a road
project, In both cases. retrosvective interviews with

beneficiaries and local experts have often been found useful.

A. The Socion-Cultural Study Brproach

Within this framework, the purpose of this chapter is to present
the results of the field survey conducted in conjunction with the
other components of the study to determine the social and other

impacts of the rural roads proiects. The evaluation focused
mainlv on two levels of impact information: (1) at the
peneficiary level and (2) at the community or local context
level. The first was aimed at resident individuals and their

families as & primary target group to determine what changes at
the personal or household (micro) level had been brought about or
stimulated by the projects. The second was meant to assess
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changes in the envircnment and local community as a whole (macro
level) and was addressed mainly to village community leaders,
mayors, municipal representatives, agrarian reform groups, social
workers, extension service agents and local functicnaries of the
other government services, school directors and teachers,
business owners, leaders, representatives of private voluntary
organizations and cother aid agencies and other local experts.
The underlving assumption in this two-pronged, complementary
approach should provide reasonable if not absolute basis for
determining the social and other related impacts of +the road
projects.

¥or ease of reference, the main areas of investigation and
corresponding indicators pursued at each level of impact are
indicated helow:

BReneficiary Level

Areas of Investigaticn Key_Indiczators

(1) Family Wellbeing Education; health; housing;
food.

(2) Attitudes Self help; communications and
interaction.

(3) Solidarity Cooperation; collective activ-

ities, economic support.

(4) Participation In a group; in projects:;and
community activities.

(5) Rccess to services Agricultural extension; educa-
tion; health; nutrition;
family planning.

(6) Miscellaneous Other visible signs and indi-
cators on the quality of life
{e.g., mobility, travel,

women's role).

Community Level

Areas of Investigation Kev Indicators

(1) Communication Contact with central towns:
other travel.

(2) Village Leadership/ Establishment of organiza-
organization tions, associations, coopera-
tives.

DEVELOPMENT ASSOCIATES, INC.




104

(3) Community development Participation in community
projects, programs and
activities: volunteer

activities.

(&) Migration Population changes and mobili-

ty.

(5) Other areas, e.g., Existence and availability of
education and health the services:; visible effects
facilities, nutrition and on environment such as de-
family planning services, forestation, soil erosion,
environment. floods.

Accordingly, two sets of questionnaires were developed: one for
the beneficiaries and the other for those at the community level.
As much as possible, similar or parallel questions were designed
to augment data and check-offs on congruence of respconses.
Sample copies of these survey instruments are available in Annex
C. Both instruments were administered via one to one interviews
with respondents during the three week field work conducted for
the study. Site observaticns complemented the structured

interviews.

As stated in an earlier context, the survey was carried out in
communities within selected regions and municipalities of the
sample areas of the rural roads projects. Visits were made to
representative communities in the Departments of Copan,
Qcotepeque, Lempira in the Western Region, Intibuca and La Paz in
the Nerthwest, and Choluteca and Valle in the Southern Region.
For maximum impact study, the survey roads site observations
concentrated on the communities in the Rural Trails and Access
Roads, but some in older projects were also included.

B. The Socio-Cultural Context

An overview of contemporary social life and residential patterns
typical of the regions provided a useful background to this part
of the study. Although many changes are being e¢ffected, the
overall traditional patterns are still discernible.

1, Western and Nerthwestern Regions

Available data show that the Western and Northwestern Regions of
Honduras are the most mountainous part of the country with only
some 1.2% of +the valley land of Honduras. It is a thickly
populated area, wiih a density of about 1,218 persons per square
lzilometer, compared to the national average of 105. Farms in the
area are smaller in average size but significantly less
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subsistence oriented than the rest of the nation, ostensibly due
to the importance of coffee. The settlement pattern consists of
major market and administrative centers (located in fertile
valleys), smaller market towns, and villages. Most wvillages ares
accessible by road but some only by foot trail.

The regions have an agrarian economy with the flow of
agricultural preduce following communications routes from
villages and farms to markz2t towns and major consumer centers.
The traditional social pattern of this flow has been from peasant
producers to small traderz and landed elite. Where all weather
gravel roads have been constructed, much of the flow 1is now

handied bv truckers and traders.

The class structure of the regions generally consists of peasant
agriculturalists, & group of small business people, artisans and
small traders, and a thin layer of larger 1land holders -- all
linked in a variety of social relationships that are part of the
agrarian economy. The smaller market towns are primarily
inhabited by peasants, with a 5 to 20% complement of small
business and large farmers and ranchers. Subsistence, semi-
subsistence, small scale market oriented farmers 1live mostly in
villages scattered throughout the regions.

The typical wvillage cocial structure in the mountain areas of
Honduras is based primarily on the family, which 1is also the
principal economic unit for both production and consumption.
There is generally no all-encompassing politico-religious
community structure. However, there are usually two types of
community organizations with both political and administrative
functions. The 1loczal government 1s the municipal structure,
represented in most villages by a municipal representative who is
responsible to ths mayor (alcalde) in the municipal seat. R
second organizational structure is the councils (patronate) which
are associations of villagers charged with carrying out certain
commuinity improvement projects (e.g., scheoel facilities and
repair, introduction of potable water service), and other small
community develcopment proiects.

Patronatos can be found in almost every village in Honduras. If
data collected from Ocotepeque are representative of the picture,
more than hzlf of the adult villazers helonz to a patronato and

probably, a vast majority of residents bhelong to patronatos
sometime curing their lives. In s3ome cases, the patronate is
formed in response to zome stimulus external to the village. The
village schocl teacher iz often the orzanizing force avound which
the patronato 1is established, mainly hecause the most frequent
counrtcil furnction is related to school construction and
maintenance. However, social workers and extension agents from

various governmant ministries also use these councils to carry
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out projects. As a rule, a patronato has a president, who is
also often the municipal representative, especially in small
villages.

2. The Southern Region

Much of what has Jjust been described of the social scenario and
residential patterns in the Western and Northwestern Regions also
prevails in the Southern Region, where communities were also
surveyed. In fact, there 1is a strong commonality of village
sccial setting and characteristics in all the regions visited,
althouszh equally strong differences exist among them in terms cf
climate, geography, terrain, housing, farm preduce, and the
extent of development. Particularly in those far flung villages
where 1ife 1is manife=ztly hard and is a constant battle against
nnpredictable weather and nature's immoderzte ways, the
differences, if any, are largely a matter of degree, not in kind.

In the Southern Region, the farming communities were organized
almost identically as those in the other regions: villages to
small market towns to larger consumer ceanters. Small business
people and traders provide the same important functions: credit,
marketing, and retail =sales. The municipal governments are

pretty much the same evory where and the various village councils
worls on local improvemsnts.

Most of these are also true for the cecastal village:z. There are
some important differences. Housing 1is often simple, and
sometimes rudimentary, because of the mere favorable climate.
Cleothing requirements are fewer. Food consumption patterns vary
considerably from those of the farming areas, primarily due to
the availability of fish and shellfish. Labor is divided among
several activities: some minor farming, fishing, sales of these
products, and the construction and repair of nets and boats.
Recently, work in shrimp cultivatioen has alsc become important in
many communities.

cC. Survev Samples

The social impact survey covered a total of 489 respondents at
the beneficiary level. The distribution by departments and other
identification data are shown in Table VII.1. Of the total, 330
or 67% were males and 159 or 33% were females. Heads of families
numbered 426 (87%). Average family size was 6.2. The number of
interviewees who had been residents before road censtruction was
406 (£2%); "After the read" residents interviewed numbered 83
(17%). The average length of 1residence was 21 vyears. The
overwhelming majority consisted of =mall farmers and housewives
who, overall., compose the rural poor.
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At the community level, the number interviewed came to a total of
192. Table VII.2 shows the distribution by department and by
occupation. Choluteca and Intibuca accounted for the highest
numbers, 58 (20.4%) and 51 (26.2%) vrespectively. Relatively
speaking, +those twc¢ departments had the most exposure to road
building in the early 1980s under Rural Reads Project I. The
spread of the interviewees by occupation covered some 23
positions and lines of work. Teachers and school directors
composed the highest number, followed in descending ordexr by
officers of clubs/organizations, ccoperatives, patronato
officers, municipal officers, nurses. socilal and health promcters
and femily planning perseonnel. The list included an alczlde, 3
medical dectors, a dentist, a 1religious leader, and some
representatives of the Peace Corps and external private voluntary
organizations.

What was strilking about the interviews at both levels of the
impact study was the enthusiasm and willingness of the
respondents to give part of their busy time to participate in the
survey. Their readiness to answer gquestions and volunteer
information was most commendable. Most unfergettable was an
occasion when one of the members of the survey team had to climb
a ladder +to the edge of a house rocf to interview men working
thare.

D. The Socio-Cultural Impacts

Siegnificantly, site observations and careful analysis of the data
gathered provided no reason for separate discussion of the
findinegs by region or locale. The differences in physical,
environmentazl, and other local characteristics did not cause
reply differences. Responses and impact findings generally
followed a similar pattern with conly minor deviations in degree
rather thar in vind. Hence, the presentation of the findings is
mainly by category and area of social impact.

The ewistence and current status of a school, as well as other
types of educational prozrams in & community, usually provide
clues to the educatinnal impact that may have besn brought about
hy a road project. Fortunately for +the survey, all sampled
communities had at least a primary school tor boys and girls.
Twn of them had two schools. The beneficizries and community
leaders interviewed at “h site were asked specifically 1if they
and theiy families had ~ived educational henefits, directly ox
indirectly from the project through a number of possible
indicators. In both caszes, long time residents were especially
requested to  recall and compare conditions bkefore and after
completion of the roads.
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Table VII.3 shows the results of the responses to the specific
items of inquiry designed +to determine the impact of the road
projects on the field of education. As can be seen, practically
all the interviewed beneficiaries responded favorably in their
perception of the benefits they derived. Almost all of them said
they benefitted either directly or indirectly through the
establishment of schools (99.6%), better school building
construction, and more facilities (97.3%). More teachers worl in
schools (94.9%) and more educational supervisors (88.1%) visit
the schenls. Ninety-seven percent of those interviewed also said
their children now stay more vyears in the primary school because

it was possible, in most cases, to expand coverage to the full
complement of first to sixth grads. It was also found that
enrcollment in the schools had increased 1n many cases. s\

mountain willage school feacher was found teaching a multi-grade
group of pupils (CGrades 1 to ¢) because of increase in enrollment
attributed to the access road., Any of the schools visited were
constructed after the roads were built. Those that existed
before the rcads had since been improved.

Quite & number of +the beneficiaries added that their older
children are also now able to attend superior education in nearly
towns. Although they comprised only 49 or 10% cf the sample.
Rlmost none sent their children to secondary scheocol before the
road existed.

Those interviewed at the community level were likewise near
unanimity in the view that the =road preojects have enhanced the
oppcrtunities for educaticon. Some 64.6% alsc observed that more
people are attending adult educztion and literacy programs where
these activities are being conducted. Additionally, in a
majority of cases, other independent types of educational
rrograms have been facilitated by the roads project. Examples of
these other types included =zctivities of the Secretariats of
Hezlth. Matural Resources. INR, INFOP, COHDEFOR, Peace Corps,
Visidn Mundial, Save the Children, ASHONPLAFA, CEDEN, and other
voluntary agencies

A Honduras F

mily Development Education Center (undexr INFOP
augpices) was o

&
found conducting ccurses in sewing and canning for
n 1in Azacualpra,

voung  Women, and agriculture for voung me

Intibuca. arnd immediate envircns. It was at this site that the

interview team had to pursue, actually, via foot trails and mud,
= The centex,
1

& 2
an agrarian refeorm group worlking in  the field
according to the instructeors, has been in oper
three vears., Still, at the time of fhe visit, =som
were enrnlled in sewing znd canning and 27 vouas men were interns
etudying  azricultural technolosy. I'n the vords  of  the
instructcrs, the esztablizhment of the center would not have been
possible without the rural road bnilt for the community.

ion fer the last
2 12 young wWwomen
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Table UII.3: Educational Impact Indicators

: : YES : M ¢ Mo Replyrs H
Ao Beneficiaries : H i Dorn’t Knows :
r Derived directlysindirectly educational Sttt et e | :
: berefits Fron road project? N = 489) v Mumber | o i Number | A v MHumber) pd :
. a. Eszlablishment of schocls? : 487 | 99.6 | 20 0.4 ¢ : :
: h. More teachers i1n schoolis)? ‘ 464 1 34.9 ¢ 29 0 S.1 . :
: c. Letler shool buillding/construction? ' 476+ 37°.3 1 12 1 2.7 3 : .
: d. More wisits by Educ. SupervisorsT . 431 88.1 | &3 7 11.9 | : :
. 2. More years of slay in primary school® : 474+ 96.9 | 15 3.1 ¢ . :
: . Children able fto atternd superior educ.? | 43 1 10.0 ¢ 440 1 Q0.0 | : :
‘B Connmunmii by : H
1. Paad improved copportunities in : ‘
: education? M = 192) ‘ :
: a. Hew schools built? : 182V 9&.2 . 31 1.7 3 : :
: b. HMore teachers i1n schools? ‘ 174 + 20,6 172 1 2.9 1 1 0.5 |
: c. More children 1 primary school? : 190 + 99.0 ! 1 0.5 1 1 0.5 ¢
: d. More attendarnce in superior schoals? : 181 § 94,3 1 10 ¢ S.2 1 13 0.5
; e. More attendarnce adult education? : 124 T B4.6 . E3 1 3G.4 : :
: f. More visikts of schools by supervisors? : 180 : 133.8 1 S 2.6 1 [ 3.6 1
: g. Other educational programs 7 : 159 © B2.G | 30 ¢ 15,6 1 3 1.6 1
. h.o It so, what types?: tPublic information aclivities conferences training.
: lactivities adult education and informal courses by.
: isuch agencies as Plan en Honduras; CEDEN, Vision |
: ‘Mundial, RRHN: Save he children, THCAFE; CHRE; :
\ COI-PTR and others. :
: VRRNN had highest frequency followed by INFOP, :
H tAdult Education, Public Health. R
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Specifically for +them, the existence of the road was a major
reason for accepting their jobs as instructors because it enabled
them to commute daily from heme to worlk.

The nezar unanimity that the beneficiaries had derived educational
henefits directly or indirectly, and that the roads projects have
enhanced educaticnal opportunities, should not becloud the fact
that there was actually an uneven distribution of the impact
ameong the study cites. The significance of the findings is in
the overall perceptiocn that the roads project was an impertant
contributer o the general improvement of 2ducation in the areas.

8]
I

;
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It is noteworthy that the sampled communitiss for the evaluation
study were in the regionz of the country where health conditions
are relatively worse than 1in others. Decording to a 1987
Mational MNutriticn Survey, moderate to severe malnutrition
affects 44% of children under the age of five in the country.
The worse affected area is the mountainous west, particularly the
Departments of Lempira, Intibuca, Copan, Ocotepeque, La Paz, and
Santa Barbara. In these places, apprcoximately 60% of the
children under the age of five show growth stunting as measured
by height for age, and 54% show chronic wasting as measured by
welight for asge. The southern part of +the country is the next
worse with respect to wastingz. In these places, too, 1ufant
mortality rates are high due mainly to acute recpiratory
infections and diarrheal diseases. These rincipal pathologies
are exacerbated by the lack of basic hcalth services, and water
and sanitation facilities.

Against this baclkgrocund, the field survey team had +the most
difficult +ime in making interview appointments with staff of
health centers where these existed because the centers were
always full of people sesking help. The team nevertheless
succeeded in obtaining the views of nurses, some medical doctors
and some suardianas  de  salud (health auxiliaries) in the more
remote communities.

The questions asked hoth at the beneficiary and community levels
sought +o find out through a series of possible indicators
whether the road projects have contributed to the improvement of
individuzl and family health, as well as of hezlth conditions in
the community az a whole. An open-ended question allowed for any
negzative or unintended effects. Table VIIi.4 zhows the results of
the responzecs.

Az in the area of education, an overwhelming majecrity, said the
road projects have definitely helped to improve individual and

DEVELOPMENT ASSOCIATES, INC.
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family health, as well as health conditions in the community.
One intformant ‘sed the term "indiscutible" without question to
banish any doubt. High consensus was found on now having more
accses to nealth installations such as  c¢linics and heospitals in
nearbv centers  (92.4%). This was followed in descending order by

maore XS v health personnel  (90.0%), more accegs to
information en familvy planning (86.0%), and more access to
medical ~nd nurtriticon programs (77.85%). Only 47.9% noted the
establichment of healih centers. Just 59.3% saw derived benefits
fyom better acoess toe potakle water.,

At the commanity leval, more visits by he2alth personnel received
the  hilghest  freguency  (958%), ollowed by more visits by
promorsre of extension, and more access  to health install=astions
thoth 96, %40, and construct i ot latrines (93.8%). One hundred
sivmv-six (or 96.5%) of the 192 people interviewed concurred on

: 5

ween To rutriticon education, while 157 (81.8%) noted more
aceess o Fzmilv planning and 160 (83.3%) for the supply of
potahle water, One  hundred and twenty (62.5%), however, saw
henefits frem the establishment of hesalth centers

In & sampled village in Copan, a dentist with a travelling bag of
equipment  and  de 1 supplies was found in a scheool servicing
: :eme older  individuals. He had come to the scheel
much =arlier +*han the survey team through the rural road sampl=d
for the study. In La Campa (one of the villages visited in
Lempira) a male nurse in charge of the community health center,
was found conducting & meeting of a health committee, with the
help < srezident  of & village cocperative, a family planning

ﬂ:ili-”" 2nd seme council members. An interview with the nurse
______ hat he would not have accepted his present position 1if
the rural roazd te the community had not been built. At the time

ot

ja
<l
' ‘r‘

Af +the wvisit., he was already in his second year of service The
reoad alsa mads it possible for representatives of  cother V1llc.v_

e
in the orea +o  attend that meeting. These encounters are cited

ey they  cernzinly  reflect  derived benefits from the road
prodects in the area of health and related services.

It is that m 3,1 roads strengthen villages or
TOWINS A% : and nconomic centers, promoting commuting
for permanent oy chort  v2rm :l from surrcunding areas. The
previously ocived cane of the male narse in  La Campa. Lempira,
readily  suprorts thilsc general aroumetion. A maliority »f the
trarhers  dinteroiewed  were found to ke dailly  commuters from

relatlively nonvhsy Towns, Tar example, out of the tive teachers

: ' : . Thelutecs, four were from nearby
11e4 that the two instructors in the
intilbuca, were also commuters. A

}

inherviewst o
town:s. Tho il
family cenmer
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Table VII.4: Health Impact Irndicators

Mpetionnaire

: : YES : NO { He Replys
He Bereficiamg M = 489 : : ¢ Bon*t Knouws
0 Rry benefFits From the road in P Tttt P e
: relation to health of gour Family?y v Humber | = v Numbeze- z + Number) pd
. . Bstabirshaent of Health Centers/Clinics? ¢ 234 1 47,3 9% 0 Lzl 4

: . More visits by health personnel? ' 440 T 90,0 43 0 1. g ]

: c. Morv access tu health installations Ce.g., ! 452+ 92,4 ad N :

' climlicz /hospitals) : : ' : : :

: d. More access to medical nutrition programs?. 373 0 FTLS 0 1o 0 22,85 1 1

. 2. More scceszz to info. on fanily planning? | 421 7 86,1 60 1 SIS :

. f. BEetter sanilationshealth conditions? : 331 ! B80O.0 93 1 20.0 0 H

' 3. belter access bo potable water? ' <90 7 S9.3 133 T 4007 | :

L Has road dtoperoved beslth
: conditions In bl communi Ly

Vil
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: a. BEzfablichinent of health CenterssClinics? | 120} 6(2.S 63 | 5.9 . 3. 1.6
H b Mare wicits by health personnel? : 184 | 935.8 ! a . 4.2 H
: oo Mare vicats by promoters of extension? : 181 ¢+ 94.3 9. 4.7 20 1.0
H d. More access to health installations (e.g.,! 181 7 94.3 11 SV 1
: clintesshospitals) : : : : : :
: 2. More accessz to rmutrition educ. svs. 7 : 186§ @6.5 | 26 1 13.5 1 :
: F. Hore access to family plarmang? : 15?2+ a1, 34 0 177 1 0.5
: g. Construction of latrinee? : 180 ¢ S3.8 | 12 6.0 0 :
: h. Supply of potable water? : 160 ¢+ 43.3 320 1.7 :
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great number of the extension promoters and some municipal
functionaries encountered were likewise commuters. In all the
above cases, the rural roads project indeed promoted mobility.

Mobility 1. of courszse, esgentially a two-way phenomenon. It
includes non only coming inte, put 2lso going out of, a village.
I[n the latter sarnze, *mﬂds are alsc suppeosed to provide the means
for the raral i o commete more 23s3ily or come and go
to enijov  the ot  nearby villages and towns witheout
migratine. F ! asked 1if they or
membhers  or  thoiy famalies “raveleg mere  in  and  out of the
commun it - i ' and contact with people
nr Leal more awaren=ss of public

"J

1 o1laries in

]
—
—
Ry LR
ey
]

in =5 Thev were alszc asked about
t= ation  in oommunity svganizations and associations
oy groups oumsidn orf the oommunity. Parallel ¢guestions were

the ocommunity  leaders. Table ¥il.5 shows the
lqvnf'*- l"' S Eals!

As can be  =een, an  overwhelming majority at both levels of
ingquiry responded  very positively  to the questions. Ninety-six
percent of the heneficiaries saild thevy now have more
communicartion and contact with neighboring towns. More travel in
and out ~f the community than before was observed by 83.4%. BAn
equal number  (also 82.4%) indicated more awareness of public
informaticon =nd sector issues. Family participation in community
tions wvaried. Tnvolvement in patronates had the highest
) 91.6%), followed by community groups (87.5%) and the

mreh (73.¢7). Only 47% indicated participation in cooperatives
] lightly higher number (52.6%) said women participate

more in  women's groups such as  Club de Bmas de Casa, parents'

associationg, Chr*~+1g groups, patrenatos, Plan en Honduras,
peasant groups, an J VlblOﬁ Mundizal. Club de Dmas de Casa was the
mozt populasly Only 12 vrespondents (2.5%) indicated
family narticipatlon in assnociations or groups outside of the

menrnr”. such &3 BHPROPARPN, public health committees and unicns
e

evel were near unanimity on all
All +the irterviewees except one (G¢.5%)
communication and contaco hetween their
towns, and that more peopl2  travel more
'

community 1

siv-five percent concurred on more awareness of

ien and other sector issues. An  almost eqal

pevcoont o (%) indicated  th=zt  the rural »oads proiect has
STaima aTee oo o zelf Thelp. Some of the
AR SRED R WA T b : projects have., generated not
ol <o alao s mobhility, Mcora frequent travel
in -f the  willac haz engendered opportunities forv
|STES SRR with eople influence and improved social
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TRABLE YII.5: Mobility Impact Indicators

Berwficiary Lewvel TH = 4835
Rues=tions
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a. Patronatos?

-

b Eooperatives’
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. Fanily women in women®s groupst
. Hhat type?
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L, Population Changes and Familv Planning

Some indicaticn of population changes in the surveved communities
can ke gleazned initially fxrom the identification data on the
beneficlaries previously cited in Table VII.1. Out of the 489
people interviewed, €2 or 17% indicated that hey had become
residents in their respective commanities only after the roads
had been built. Two fellow-on  questions bearing on population
changes were posed at the ceoemmunity level. One asked whether the
project had stimulated pecple? to a) engage in business in the
area, b) move and live out of the area, c¢) move in and out of the
area, anrd &) form other settlements. The other asked if the
project had =ltered models of settlement and land tenure among
the intabitants

Table VI1.6 gives +the results. Ninety-cne vpercent of those
interviewed indicated +hat the preject has indeed stimulated
reople to engage in business in the area. Seme come and go and

others have «chesen to reside in the area Almost an equal
percentage said people just move in and out of the area. Sixty-
rine pevcent believed that the rcad project had also stimulated
recple to move and live out of the area. On the other hand, 62%
noted that people have aiso moved in to form new settlements. As
to whether the project has altered models of settlement and land
tenure the views and observations were almost equally divided.

Overall, the copinions and cobservations of the interviewees on the
question of population changes resulting form the roads project
are not 1in total agzreement. In the absence of available "before

and after" data on the issue, the discordance should be under-
standable. Site observaticons and conversations of the team with
municipal officials and patronato members, as well as the many

vizible siens of changes in the communities surveyed, however,
indicate that the bulk of the people in the rural areas do not

generally move out, strongly wedded as they are to the lands they

own and Lill, either a=s individuals or as members of a village
cooperative, Hence, any population change would come most likely
1

fyrom ou-side people moving into the area as evidenced by the 82
people i the survey who described themselves as residents of

their respective communities after ithe roads had heen built.

3

Family planning in the communities surveyed was found to be still
a wealk factor on the issue of population change. The team, as
earli~y indicated, met with not a few family planning promoters
and distributore  of contraceptives in the field to have an idea
ofr the ontresth on the zubject. Both the government's Ministry
of Healt} ond ASHONPLARA,  to he =ure, are activelv pursuing the
progran. bt thlf stase, howovor, no hard data are available on
the euxtent  ta  which family planning has actually resulted in
populaticn changes in the rural areas, much less on the specific
communiti=s vigiterl.
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Table YIT.&: Population Changes and Family Planning

Indicators

)

1

H Communmity Loavel M = 192D
10: Has Project stimulatad people Lo
1
1

' a. Engage in busines=ss in the area®

H b. Mowva anmd live out of the area?

H =. Mowe 1imm and cut of Lthe area™

H d. From other setllemernts?

1Q0: Altered Models of setblement and land tenure

YES ! M i Mo Replys
H H Dont Knows
— - == -1
Number | - t Number | o H Humber | bl
———————— Rl e B ettt At
17 ' S0.6 | 13 | a.4q | H
132 | 68.68 | 55 0 28.65 | S i 2.6
1rz | 89.6 | 13 i Q.3 i H
119 | 62.0 | €S 33.9 | 3 1 4.2
gl 472.4 | S5 | S0.0 s | 2.6
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5. Rural Poor

When it is recalled that the great majority of the interviewed
beneficiaries are amcng the 1rural poor, then most of what has
been covered in previous discussion should peint to a strong
impact on tnis specific segment of the populace. Later questions
to determine further road impact on the rural poor asked
beneficiaries if they have better meals for themselves and their
families and whether or not the roads have facilitated access to
buving better foods and other necessities.

at the community level asked if the preject has
village concern and leadership, b) growth of
aciaticons and cooperatives, c¢) participation in

Related guesticons
)
a=
ams, 4) community m2etings, and e) voluntary worlk.
a
i

stimulated:
organizations.
community progr:
Additionally, a

[IEY] !

n

vwestion sought observations on whether the road
projects had mulated increases in: a) the number of street
vendors, ») buving and selling activities, c) opening of stores,
d) other business, and &) community activities. The assumption
is that responses to the above questions would shed further light
on the iscue. Finally beneficiaries were asked if mere directly
if the rcad projsct had contributed to increases in tueir familvy
income, bett=r housing and their being able to buy more clothes
and food.

st
1

Table VII.7 shows the results of the inguiry. Most beneficiaries
atfirmed et+er meals for their families and access to better
fond. ©Only 75.5% indicated satisfaction with the road project.
Practically =211 community interviewees indicated that the roads
project had stimulated village concern and leadership, growth of

~J

organizaticons and associations, participation in community
programs and community meetings. A slightly lower percentage
obszrved positive effects on volantary work. They stated that
the project has increased the number of street vendors, buying
and sellinz of commodities, and community activities. Consensus
was much lower with reference to copening of steores and other
husiness, Rpparently in  some  of  the communities. trade and

buziness have not as vet increased substantially, although there
were more renorted at every site.

Most noteworthy is +that practically all those interviewed
concurred ~n improvements in the ona11_y of 1life, as indicated bv
increases in family inceme, better housing, and being able to buv

more food, mere clothing and  food. In all the communities
visited, <thewrs were many visible signs of  home and family
improvement, e. 1. 211, latrines, radios, stone construction,

9] .1—-

D

1
sood furniture., hicyc ez, =nd some had electricity.
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Table WII.?: Impact Indicators on Rural Poor

A, Reneficiary Level (M = 4892 ! YES t MO : Con®t Krnow
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Many children of the rural poor were seen happily walking to
school (although covering 1long distances), quite fittingly
clothed. Some had Coca Cola shirts and occasionally a Miami Vice
or "Superman'" shirt! Two TVs were seen in one village: one in a
store and +the cther in a hcuse where a truck was also parked in
the yard. VFairly nice houses were also seen in some villages.

6. Wemen and Development

On this categorvy of possible impact, people at the beneficiary
level were asked if women in their families are now more actively
involved in: a) obtaining an occupation or improving status, b)
helpinz othexrs wvoluntarily, «c¢) starting a business/trade, 4)
seekinz emplovment, and =) other benefits for women. At the
commur:ity level, a similar question asked if the proiect has
stimulated more women participation in the community and if women
are now more active in: a) looking for an occupation, b)
voluntary services, ¢) starting & small business (e.g., small
store, beauty shop, d) employment in business, and e) other types
of employment.

o
2
0
1

Table VII.8 details the results. BAbout 87% of the beneficiaries
indicated that women in their families are now more involved in
obtaining occupations, in helring others voluntarily (89%),
starting a business or trade (87%) and seeking employment (83%).
A lower percentage (62%) concurred in other benefits for women
such as work opportunities, more transport facilities, feelings
of more security and protection while +travelling, occupational
and skills +training, commercial activities, and easier access to
health and emergency services.

The community leaders, 91%, agreed that the project has
stimulated more women participation in  the community. Also,
women were observed to be more active in looking for an

occupaticn {(83%), wvoluntary services (85%), starting a small
business {(72%), employment in business (59%), and other
emplovment (54%) such as  secretarial work, agricultural help,
domestic helrp, potter, weaver, <colk, custodian, nurse aide,

baker, nurservy help, and fruit processing.
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Tatile VII. 8: Homen and Oevelopment Impact Indicators
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Information collected from 18 wvomen interviewed, especially on
the kinds of female employment before and after completlon of the
road project include:

Before After

Sawing logs
Sales lady
Pottery

Salt Prccessing

* Harvesting coffee * Harvesting coffee
¥ Farm lakbor * Harvesting melon
* Pottery * Shrimp raising
* Salt processing * Fisheries
X Tobacce processing * Commexrce
* Fruit preservation
* Sewing
*
'
#
x

This listing provides some insight into the expansion of work for
women in new areas of employment.

Site observations and conversations with other informants
indicate that women generally are beginning to acquire more
feeling of importance and that the roads are providing them with
more cppocrtunities, more choice, and perceptibly more freedom
from traditicnal restraints. Women are benefitting siznificantly
from more access to informal education, nutrition eduction,
family planning, and emergency services.

G. Environment

Literature con road projects warns that rural rocads can accelerate
deforestation a&s a result of the expansion of agricultural land
and the exploitation of timber for firewocod, charcoal, and
building lumber. This leads to increased soil erosion, leowering
of the water table, higher incidence of flooding or drought, and
eventuzl elimination of wildlife. While uncontr-olled
expleoitation for lumber, firewced, and charcoal may increase
incomes for somez, the 1resultinz deforestation would have a
countervail i

Two c¢uesztions were asked in the survey to determine the impact of
the rurzl rcads project on environment. ©One sought directly from

those at  th2 community level whether +the road project (on the
basis of their hknowledge and ohservations) has cause ed some damage
to forestz: and wildlife. The other asked if +he 1rozd has
prermitted aithoritiss to more effectivelv control =01l erosion,
detcrestation., forezt fires, 1iliegal cutting «f timber and
logging and floods, and te supervise water managem=nt and

A

preservaticn of natural rescurces.

&)
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Table VII.9 contains the results. Sixty-five percent of the

espondents indicated no damage to forests, while 32% saw
otherwise. ©On damage to wildlife, 65% also answered no, compared
to 29% who indicated yes. Twelve interviewees (7%) either didn't
know or gave no reply. There was therefore a dichotomy of
opinion on the issues: some had occurred in a few communities but
not in all of them.

Concurrence of obhservations and opinions was markedly higher on
the second questicn. An overwhelming majority of the respcndents
believed that the 7road has permitted authorities to more
effectively control soil erosion (90%), deforestation (88%),
forest fires (89%), illegal cutting of timber and lozgging (28%),
floods (78%), water management (84%), and preservaticn cof natural
resources {(26%).

Site observations and further talks with leccal experts and
functionaries on +the environmental issues revealed that some
degradations of the environment had indeed occurred indirectly
from the road projects. However, these were explained as largely
transitory and minimal construction damages which were evxpected
to be far outweighed by the econcmic and social advantages from
the project. The survey team did see wugly spots such as
landslides, deforestation on some hills, &and flecoding in some
places. However, these were explained to be due largely to
national disasters and to the continued practices of illegal
logeging by private individuals or groups. The exploitation of
the forests by lumber companies with their penchant to penetrate
into the interior has especially caused further deforestation in
some areas. The most persistent problem was slash and burn
agriculture. poorly controlled in some areas.

To what extent the rural roads w»roject may have contributed to
these environmental i1impacts bevond normal constructieon and
development 1is a matter of opinieon. On the other hand, the
belief +hat the roads have permitted authorities to more
effectively exercise contrel and supervision of environmental
izsues may have a countervailing effect. There 1is enough

cl
evidence to support the salutary effect of the roads project on
government centrol and supervision cof the forests in particular.
However, scarce technical personnel limits such efforts.
Rccording to a COHDEFOR informant, the generally existing ratio
of personnel to area of supervision is one to 100,000 hactares of

forest land -- indeed too large a2n area for one superviscr. In
the cireumstonosz, +the practice of deforestatien and its chain
effects is bound teo continue. In this rezard, COHDEFOR 1is
somnding an zlzym on damages to enviroenment and ecology czucsed by
the opening ard improvement of roads in forest zones. I+ weuld
be usefnl  foy SECOPT  teo consult  with COHDEFOR on the matter if
only o determine how road projects  can result in environmental
impacts.
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Table VII.9: Environmental Inpact Indicators

"ONI 'SFLVIDOSSY LNINJOTIATA

‘B, Commurity (M = 1922 : YES : HQ i Dor’t Know

: : : : Ho Reply

0 Has the road project P e e P e P

: cavused some damages to + Humber | % v Humber | pl v Mumber: “

‘ a. Farects? : 62 2.3 1 125 ¢ B5.1 | S 2.6
: b. Hild Li¥e? : S5 1 2B.6 1 124 1 64.6 1 13 6.8
I Has road permitted authorities to : : ' , : :

: monme effectively contral and supervise ‘ ' : : :

: a. Soil erozion? ; 72 1 B3.6 . 20 ¢ 1004 :

: b, Deforestation? : 166 ¢ B87.5 | 21 0 1009 a1 1.6
: =. Forest fires? : 1v1 ¢ 89.1 1 21 ¢ 10.9 :

: d. Illegal Culting of Limber.logging : 162 ¢ BB.0 | 13 9.9 4 2.1
: e. Floods ‘ 150 ¢ 7801 230 1V.2 0 = 4.7
: t'. Hater HManagement ' 1e1 ¢ 83.9 | 22 1 11.5 N 4.7
; g. Preservation of Hatural Resources . 165 1 85.9 1 14 1 7.2 13 €.8
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H. Impact on Government Policies and Services

The general impact of the 1rural roads project on government
policies and c=ervices is readily manifest in the continuing
concern and prierity being given by +the government tc the

extension of the proiect. Under +the new nomenclature of Rural
Roads Project 11, the program now covers the period till mid
1989. I+ is understood that plans for a Rural Roads III are also

being develored.

Two coren ended but related questions in  the survey asked
beneficisries and community observers to indicate what problems,
if any, have originated from the road project and what else would
they want to s3=zv  about the project. These cquestiong were
designed purposely +to elicit =zny information that would have
useful implications on government policy and services, either
retrospoectively or prospectively.

The grea= majority of the respondents both at the beneficiary and
community level said that no preblems at all have originated from
the project. Some of the problems indicated by & few were either
too minor, teoc personal and/er toe insignificant to mention.
Many praised the government for the project and repeated many of

the benefits derived. One significant remark was that in most
cases, with oprobably just 2 few exceptions, government services
generally follcowsd the constructicn cf the roads. This was seen

as a very geood component of government policy.

icznt. however, was the consensus that the recads
are badly in need of repair and maintenance. There was near
unanimity in this regard ard it was feared that if the government
continued to ignecre the need, the roads would create frustration
and despair. Extended discussion on the sublect revealed that it
will he cossible, with proper incentives and motivation, %o
enlist voluntary community participztion in miner road repair and
maintenance if the government will provide necessary equipment
and tools. The idea ic indeed worth pursuing as part of current
and future gcvernment policy on rural roads construction.

Eqgqually signifi

-+

1t iz abyvndannly cleax that +he wural road proiects have
genprated A greant deal  of fauvnranle soecial and other changez in
fhe communitics along the readsz  kailt and  within the arsa cf
influ=nce Specifically, the roads have enhanced fhe
apportunitice  for  education  and have contributed o the
improvement of health conditions. They have alse helped to
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and impact on the rural poor, women and development, environment
and government policies, the read projects have had positive

impacts. The near unanimity of favorable replies and
nhservations, and the hizh congruence of  wviews between the
reneficiaries and  the communitvy leaders on many of the discrete
itams rveoflecting the spread of  changes o-~curring  in  the
communities  served bhv  the roads. On the other hand, the
frequency of NO answers in the survey should reflect for the most

part that changes in  gpecifis instances are not vet perceptible
~r in extrems caszses, have not vet come about. These differsnces

in deayes can be generally eupected in the contaxt nf social
develospment. I+ is alsos lagical to expect that while the roads

may e benafitrting the arsa as & whole, there 1z somehow alwavs a
gyoup - wvery often the poorest and most disadvantaged -  who will

not ke weacohed,

snsidered, +he bulk of information gathered from the survey
21y supports the general conclusion that the Tural road
cte have improved the guality of family and community life.

roj=cts alone could not have heen responsikble for all of
alutery changes. Government services, which generally
i ing, zlso daserve credit.

The folleowing reccemmendaticns resulted from the survey:

(1) It would greatly faci zre future evaluation of the social
and other impacts of the roadl projects if, at the time of
selectiny t a) t he built and the communities to be
served, eff 5 . in ea~h case to compile or develop a
community protile. 'hees  would provide baseline date and
epanle more indepth evaluztion and quantitative measurements
nf pertinent changes after rozd construction.

g
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(2) I+ would 2lsc be useful if fature project design formats can

components in which geale and
carly, followed Ly objectively

include more 1 ical f

LU - are oia
verifianls: indic=tors n4i means of verification for each.

This weonld promote hetie frrns and  concentration on items

(2) ©On the question of social lmoact, it would maximize henefits

if thers ie more cooridination  and/or  integraticn of road

spcdecte  with  crher  AID and govsrnment services

A thase  of  the Ministries of Education,

g IMe, INEOD, COHDEROR, THCRFE,
+

ing
Pt
—
$ae
¥
—
1
-
o
.
2

and/sor  iptezvation  with cthay devaelopment
i cman manimize social benerlits.
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CHAPTER VIII: POTENTIAL FOR NEW PROJECTS

The study of potential sites feor roads was s2condary to the
research on impacts of reoads already constructed. 1t was added
to the evaluation, however, so that when the ft=am was in area
where & reoad was recommended by a reliable source, the area ccould
he surveved. The results, therefore, are examples, not samples

They mer:ly illuztrate sone opportunitiez  for further prolect

development.,

Genzral Ohservarions

T4 must be notad rfirst that the team Jdid not seek Just isolated
reas but those about which zome information was lknown:
gricultural or other prcduction in the area, & reas onable number
of recidents and some prospect for impreoving the economic and
ocial benefit: to the inhabitant

";

n

I

, as these communities were studied, several
ez began to communicate with the team,
ey should re included in the studvy. Thus
e n

At the same time
adiacent commun
explaining why

although in two casesz, only a single community was set for ztudvy,
others were incg the evidence presented. It is
important to ~f these vresidents had 2ady

n
._J
H

%

was
the
the

-
a rcad although at the time, the
hat fact. Thoze applications had
farmation ahont the communities
ant informaticon was relatively ezasvy.

te
made application fo
not always aware of

residents o =2 i
collection of the im

(1NN

jo Y

ot
@]

w

[nEEeN

The team alss no site
: cary to conduc
inde

B. Szmole Prosects for
The survay of potentizls  for new  prolects sought to
necessary intormation mainley trom  two sources:
Ne  with  o~bber oomoonents of th

Fhie twe-leon appraach war  Sesiinedil oot only :
information it alea too aotermines  congrusnce  and ohtbzain
cayrabe et i o8 aplinions and obesreaUions, A+ +the guthority
lewval | cousy  cenperal ars ot cach cortalinine 3 zeries
CUoEpe 1o lor, weEre DTS Ror  smage of  rerersnce, rhese are

et zed A
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1) Information on the possible new roads (location;
distance in kms. invelved; number of bridges necessary;
wisting construction difficulties, if any: degree of
possible community collaboration)

2) Informatinn on the area (population: size of cultivated
areza, pasture forest: division of land tenure-large,
medium, and small: other sources of income;
unemplovment  rate;  existing ervices-h=alth centers,
schools, amricultural faCllitleS)

) Information on agriculture (posszible economic
improvenents that can be developed--new products
expanzion of existing produce; processing of produce:
expunsion of cazttle raising)

4) Other scourcss of income that may be developed

5y Social ba2nefits that can be £ litated

6) Current means of +transportation (geing to health
centers, schools, selling produce)

Four general areas of inguiry were developed for the
beneficiaries. These are summarized as:

(1) Information on current services (travel distances when
buying cleothes, food, seeking medicael/health services,
gainz to  a primary schoel; nearest supz2rior school and
means  of transportation: women participation and
cyganlizations)

(2) Inferimation or farms (distances involved in buying farm

surpli=g; m2aAns of transpoxrt; transvort costs;
Aistan-es inveolved in selling produce; transport costs;
to whom produce 1z sold; hetter prices in ntL_: places)

(3) Tnfoarmation ~n commercs {anybody in the community doing

; o2 invelved in buying business
~f markets whers goods are sold;
arci

(4) Informaricon on rpoesihle new roads (location; possible
Family benefits: dispcsition to  help in construction
anvd maintenancs of yoads)

Nermezezri v, = wrean dezl cf screening of poszibls new projects
had Lo e omade The urvey  nzd  initial

]
potentizl  new voad projects zathered fro A

tallk:z

v a lecnz list of
scumentary Ssources,
with people and  frem sgencies  including THORFE {which in
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July this vyear submitted for USAID assistance a list of road
projects needed in the area to be visited).

sources, the studv team
the suggested roads.

Thkroughout the listings from the variou
has assign=d itz perceived priorities t

19]]

O

The higheat priority roads will be marked *+4%, Thoee that appear
economically f=asible but on which only secondary information,
¥, suggesting thev b= wvestudied with more detail but

am's informaticon app=ars strong. In a rew cases, ver

little information was wrovided and the team did not inzpect or
areas: those are marlked b,

ts  were actively instrumental in
the potential projects and theix
a 3 o

]
gathering the data for two o c
rrojects studied for consider-

T
carvices were meritorious. Th
z ]

ation were as fo
(1) &San Juvan, Intibuca, to Graclas, in Lempira
{2) San BRntonio to 3an Joaquin teo Penila Blanca, in Copan
{3) San Miguelito to Dolecres, in Intibuca

(4) Cuapincol across a causeway to a poeotential shrimp farm,
in Choluteca.

(5) San Lorenzo to RAure B2bajo to Chinga, Valle

These five examples clearly indicate the potential for road
influence.

The results

ot the survey study on each of +these are herein
presentad. The format in each case

cover parallel indicators.

re 1 San Juan, Intibne=, 4o Cracias. Lempirs

This road rrojsct would inveolve = Alstance cof akbout 30 kms. and
the constm iom of one major znd twe small bhridgzes.  The area to

ks served nas a  total vorulation  of approximately 5,000, Seven

0
ot r
p-

thousan? are under coultivation and  anathsr 3,000 are
pasturae o1 : zeland. Feysst orea  accounts  ftor soms 1,000
manoanis = almozt everlvy fivided betwsen large and zmall
holdinzs v 40% ezch), with medium land holdings accounting
roy tne balancs of 20%. Lyevailine  farm  prodnecss consist of
cofnee, yand ~arn, snd bears. Sonirce=s orf inc-sme obthey than
aoyiculryrs sve transportstion ara Trade. UJnemplaoyment rate 1s
at arout 1o hetweern the two townz.
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Ezisting fazcilities in the areas of influence include health
centers, primary schools and one secondary school. Some ten
voungsters of the relatively well-to-do families now attend a
superior school. It usually takes six hours for inhabitants to
razch the nearest health center by foot or animal transport, as
alsa for veungsters to reach the nearest high school by the same
means. Transport costs to a health center amounts to L. 15,

+he travel distances indicated in each case. For

he average distance to buy clothes was 29 kms.; to buy

o<
3 0
30

s ple, th

fead. 12 lma.: to buy farm suprli=2s or sell products, 2% kms.;
for ohildren te g0 to a  primary  scheol, 1 km.; to attend a
zuperior school, 0.2 km=.; and to  reach a medical doctor, 43
bms ., The averzge coss of transportation in buving farm suprlies
was L.2, compared to L.le.45 in selling farm products.

Fconomic a@ctivities which can be develeoped or improved if the
road were built include fruit growing; expansion of current crops
such as coffea, potatces, corn, and beans; coffee processing;
batter breed and disease control of livestock; and cheese making.
Tncomes can he increased from cheaper transport costs and from
such activities as increased transport, trade, harvesting of
~offes, and as praviously hinted, dairying for cheese.

2ll the p=cple interviewed indicated that many social benefits
wiil he derived from the road project. Specifically, the road
will famcilitate amccess ncet only te health and medical services
(ecpecially to a good hospital), but also to gocod high schools
fer yvoungs+ters. Tt will promote general communication and social
contact wirh e+her villzges =z=nd towns, and will, in the area of
vecoravnic mobility and incomes. It is also believed that there
wvill b= no construction difficulties beyond nermal project
Aevelopment and implementation. The community will he disposed
ra helping both in  the construction and mainteriance of the road

throuch supply of local materials and manual labor.

{

rkk 2 San Antonio to San Joaguin teo Pefiz Blancz, in Copan
ipvalye the construction of 13 kms. of road and two
Fesidents in +he area to be served number about
+5 7090 manzanas are currently under cultivation,
ae, potatces, cabbages, and onilons. Pasture or
timated =t SO0 manzanas; forest area atbt 180

Bl

~wnersnip  is divided just about equally Letween
11 heldings (40%  each), with the balance of 20%
hl

medium and smal g
melenzing to  large land  holders. The main source of income 1s
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agriculture, supplemented by small trade activities. Unemploy-
ment rate is placed at 30%.

There is at present neo health center or clinic in the area. The
nearest health center is approximately tweo hours away by foot or
animal transport. A primary school does exists. It would also

take two hours by feoot or animal transport for youngsters to go
to the nearest superior education schoecl unless they leave the
area and temporarily live in the +town where the school is

located. Extension services from government agencies are
minimal. Movement in and out of the area is either by foot or
animal transport. The same means are used for rurchasing farm
2nd home supplies (e.g., food clething) and in selling agri-

culture produce.

From the beneficiaries responses, the average distance to travel
from San Joaquin to buy clothes was 15 km=.; to buy foad
supplies, 8.5 kms.; to sell products, 18.% kms.; for children to
go to primary school, 8 kms., and to 7rTeach a medical center
doctor, 24 kms. The average cost of transportation fer both
buying farm supplies and selling farm products is L. 5.40/hundred
pounds .

For those 1living in Pefla Blanca, the corresponding travel
distances were as follows: to buy clothes, and /or foed 13 kms.;
to sell products, also 13 kms.; for children to go to a primary
school, 1.0 km; to attend a superior school, 12 kms.; and to
reach a medical doctor, 30 Jms. The average cost of
transportation for both buying farm supplies and selling farm
produce was L.7 per 100 pounds.

The economi~ benefits which can be derived form the road project
will include more vegetable and fruit growing, expancsion of
~srrent production of coffee, potatoez, cabbage, and onions, and
a little cheese making. Other sources of income likely to be
cenzrated are fruit conservaticn/rreservation and increased
commerce. Social benefits which can be expected will be in the
£rrm of +the establishment of @ health center, more attendance at
beth primary and secondary schools, more individonal and family
participation in community activities, and the formation of more
local committees, including women's groups.

kb 3, San Miguelito te Dolores, Intibuca

Forthwith, it must be stated that Dolores is the only town in the
department not linked by any road to any other center. This
project would  involve the construction of 16 Jlms. of road and

some 2 bridge=, The arsa is sparsely populated at present with

w
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only about 300 residents but is expected to increase considerably
in the near future. BAbout 500 manzanas are under cultivation
and planted to such crops as ccffee, corn, beans, and vegetables.
Forest zrea accounts alse for some 500 manzanas. Land is divided
inteo lawvge holding=s (50%); medium (30%); and small land holdings
(20%) Another source of income other than agriculture and

forest products 1s commerce. The unemplovment rate is about 20%.
Existinz facilities include a health center, a primary school
with grade offerings. Some extension services in agriculture

come  from the RRNM and Visicn Mundial. No youngster at the
present time 1s attending a supericor school, but approximately 10
a yrear would attend 1f transportation is made much easier than
:nd  out of the area 1is mainlv by animal

now, Movement in &
transport oxr on toet. This heolds true alse in the buving of farm
supplies and selling produce.

With regzard to travel distances, the beneficilaries indicated an
average of 48 lms, teo buy clothing and/or food; to sell products,
2% Ims.; for children to a2 primary school, 1.14 kms.; to attend a
superior scheool, 48 kms.; and te reach a medical doctor, also 48
kms The average cost of transport feor farm supplies was

,.12.28, compared to L.5.28 in sellinz farm produce.

Economic benefits which can  be expected from the recad include
increased productiorn and sale of farm produce and lowering of
transport costs. Cattle raising is likely to expand, giving rise
to cheese making as a seource of added income. Social benefits
will bhe in the form of easier access to health facilities,
improved health conditions, more access to educational
cpportunities and more  communication  and contacts with other
towns and villages., No construction difficulties are envisaged
and opeople in  the area will bhe willing to cocperate in the

construction and maintenance of the road through manual labor.
§

1l across Causeway to  Potential Shrimp Farm, in

stal - village and fishing is the main source of
s a great npotentizl for shrimp cultivation
eloped will ke a big boon to village economy.
span only a distance of two kms.,

ic  and commercial  importence for it will link

hat can dzvoted to  shrimp raising with the
tasilits marieting of the product. There are
inhabitants in  the area and unemployment is

obsavrvad, howewvesr, that the abzonce of the road
n iz causing idlen=3s and reducing wor)  for the

MRz tic

inhabitants.
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There is as yet no health center in the area. A primary school
exists and extension services from government agencies are
practically nil. Only three ycungsters from the village attend a
superior school. The data on travel distances distilled from the
interviews with the beneficiaries reveal great loss of time and
cause difficulties. It would take an average distance of 31 kms.
to buy clothes or feod:; to sell products directly (witheut
middlemen) inteo the market 74 kms.: for children te go & primary
school (practically 0 kms.), but teo attend a superior school, 31
kms. (o1 one hour by bus at the cost of two Lempiras); and to
reach a medical doctor, 13 km The average transport costs for
buying supplies is L. 6.75 tha for selling products is L. 19.
Apparently these high transport costs include the necessary
provisions for transporting fish and fish products. The usual
hocans of  transportaticon iz by foot to the road network where a
bus mizh® be available.

The economic penefits which can be derived frem the road
construction include savings in time, energy, and money;
expansion of the shrimp industry; and increase of 1incomes with
its spinoff effects on improving the quality of life in the
community. Transport service for both passengers and cargo 1is
likzely to dewvelop as another source of income for the more
enterprising segment of the village population. Social benefits
expected will include the establishment of a health center,
better =acrcess to  other health installations, and better
opportunities for education in the form of more scheool attendance
both at the primary and superior level. Better housing 1is alsco
anticipat=d. The community is disposed to collaborate in the
construction and maintenance of the road project through manual
labor particularly in filling ur potholes and cleaning the road.
The grocup already purchased the right of way and built a
causeway. The latter is poorly constructed but can serve as the
base for the new road.

*k 5. San Lorenzo to RAure BAbhaijo

~

- Chinga in Valle

This project (the last studied by +*the survey team) involves a

distance of seven kms. and  will zerve appr031mately 520
inharitants. Some 400 man-anas are under cultivaticon in the area
of influence. No pasture land cr rorest existe. Other sources
of income ars salt and shrimp. These two sources are expected to
expand considerzbly in the future., Fifty percent of land in the
area belong to small holders: 0% to medium and 10% to large
land holderz. Unemplovment rate is estimated at 30%.

The =zrez h=z= no health center as vet. A primary school exists;
extension SP” rices from government agencies are nil, Mo
voungster Leg rending a supericr school. Transport and movement

DEVELOPMENT ASSOCIATES, INC.



135

in and out of the area 1is either by animal or on foot. The
interviewe=s indicated ithat for those in Bure Bajo, it would taks

one hour to travel at the average of 7 kms. to buy food and
clothes or te sell products; for children to go to a primary
school, 2.0 km.; to attend a superior schoel, 7 kms.; and to
reach a medical doctor also 7 kms. The cest of transport in

buying farm ox fishing supplies 1is L. &; that for selling
products is L. 3.33.

oy these living in Chinga, the mean distance invelved in buying
acd  and/ox  olothes and in selling products is 21 kms.; for
hildren tc¢ go to a primarvy schecol, 2.75 kms.: to attend a
superior school, 21 kms.: and to reach a mediczal doctor, alse 21
kms. The average transport cost for buyving farm supplies and for
s=1ling products is L. 7.

N ™M '3

Fh

Economic henefits to be gained rom the project include the
raising o»f m2lons as a new crop and expansion f the shrimp and
salt industries, leading to increased employment and income. The
road will facilitate access *to health facilities, as well as te
superior education in San Lorenzo. Some ten youngsters would
attend seceondary education when the road exists. Other social
benefits include more social participation and general
communications with other villages and towns. As in the other
projects ztudied, no ceonstruction difficulties are anticipated.
The community is willing to organi:ze and assist in the
construction and maintenance of the road project through manual
labor.

F

ation on Potential Areas from Other Studiegs

C.

i—l
‘h
‘J

L review of +he documents and files made available to the survey
team also shows potential areas from other studies. One study
stands out. Belen-Gualcho Development Project, an integrated
develcopment. program in Belen (San Marcos de OQOcotepeque) of the
Belen Agricultural Producers Cooperative and Project Global
Village.

Project (3lobal Village (eponsored by Mercy Corps) is a private
Christian organizatlon active in village rgan17=tlons and rural
development. One of its accomplishments is the Yure River Basin
Development Project, an intezrated program, which began in 1984,
continued until 1927 under technical guidance and is now expected
to he self sufficient 1in  three vears time. Under the Yure
project, some 69 kmzs. of road have been constructed and 63 kms.
In

road had been further graded with USAID assistance.
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1. The Belen-Gualcho Development Project

This project is actually a five vyear development program {(vexrvy
much like the Yure River Basin Proiesct), which began in 1986 with
broad geals +o improve the socioceconomic and spiritual well-
being of the pecple, improve community health services, and
develeop the human resources potential of the wvillage and
agricultural leaders in the area. One of the specific geoals is
to hand labor censtruct 23 kms. of penetration roads into the
mountains +o allow access bv ten ton trucks for harvesting fruits
and transport it to the market. Constructicn teams began in mid-
November o~f 1987 with Focd for Work assistance frem the World
Food Prozram. Five kilometers of road have already reen built by
picks and shovels but there is an chstacle, "lack of kudzet funds
for additicnzl fcoods."

[SIE:

iy

On March 14, 19€8, Globhal Village submitted o both the SECOPT
General r of Roads and the Office of Engine=ring, USAID, a
S

T Dffi

recquest for assistance for access roads in the Belen-Gualcho

area. These roads were designated as follows:

¥k . Pelen-Gualche to La Moaga - 8 kms. (South);

LT S telen-Gualchoe to E1 Paralso and Suyvande passing by
Lentago and ending in Copantillo -- 8 kms. (Northeast);
and

XKk Belen-Gualcho to RBRelen, Gualaca, San Sebastian - 14

lms. (Southeast)

The 1rationale for constructing these <roads is contained in a
document summarized in a large table showing for each community
mentioned such details as number of houses, inhabitants,
principal crops and annual production figures, a=z= well as the
presence or absence of such facilities as scheoeols, health
centers, and supply of potable water.

2. IHCAFE Road Program, 1988

Anothexr study of potential areas was submitted in Julv 1988 to
SAID by IHZAFE, requesting funds for the latter's roads program

in the coffee zones of the country. Entitled "Improvement and
Maintenance of FPFoads in Coffee Zeonss," the solicitation presents
in tabulzr form the names of the rrads by department for which
assistance was being sought. The data for each road project
detaile the nzme of the road, muulﬁayallty length in lms., tvre
Af  work needed and  the cost in Lempiras. The reguest covers
ferest =zeones in the Departments  of Canta Barbara, Popdn,
Comayagny, Yoro, Ocoterpeque Lempira, Cortesz, ELl  Paraiso
Intihucd, La Paz, and “1:“Lﬂ”.
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No priority is assigned to these roads since little information
was provided. They should be studi=d, with IHCAFE, to establish
their priority.

3. COHDEFOR List

In a special report. COHDEFOR submitted a list of potential areas
in the Western Regzion for which serious and urgent attention is
being sought. It includes 10 road projects as follows:

kik (1) Cracias to Belen, Lempira, (28 kme.) and from Belen to
San Juan, Intibucad (28 kms.).

¥ (2) La Iguzla - Montaha Verde (12 kms.).

kkk (3)  Copin Ruinas ,as Flore=z - Pinabetal (3C kms.).

¥ (L) Nabarae Copdn - Rldea Pinalito (4 Jms.)

koE (5) Santa Rita Copian - La Retforma (10 kms.).

o (6) Detour Las Lemas - Cabafas Copdén  to join with road to
@an Fernando, Ocotepeque (3 kms.).

¥¥% (7) Detour Tierra Fria - Cabafias Copan (8 kms.) and Tierra
Fria - Santa Rita Copan (6 kms.)

¥ (8) Santa Rita de Copin - La Libertad (12 kms.).

k%% (9) San Nicolas Copién - El Porvenir and E1l Modelo (12
kmz.); and

*ok (10) Gracias - Antigua Planta Eléctrica (8 kms.).

An earlier COHDEFOR memo, dated RAugust 26, 1988, +to USAID
detailed 8 othsr potential projects. Studies on these potential
areas should be available at COHDEFOR.

D. A Special SECOPT - AID List

Te this discussion of information on potential areas from other
studies should be added the SECOPT-AID list of requested
proicets, datsd  Rugust, 1928. This list contains 10 projects
mostly in  Cheoluteca and Valle. Ori September 9, 1988, the
municipality of Yocién, Olancho wrote a letter to the Engineering
Office of USAID requesting inclusion of a road project in anv
road building for Heonduras. The road project would involve a
total of around 65 kms. invelving the areas of:

Kok Yoedn - Rio Atwjn - (Cantzada Galana - DPotrero - Higuerito-
Empalizada - aleules - Ouizcamote - Ocotal del MNaipe-
Cubane - El Nance - Cafada del Nowville - E1 Covel.

The Engireerinz Office <f UIZRID has in addition to these
e s, a file on x t= for road proiscts received from time
i

1 &
me and a  brief socineconcmic study on  soms projects in
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communities 1in other departments of the country. Since

information on all these is 1readily available in USAID, no
further discussion 1s necessary.

E. Other Potentials

Finally, other areas can be gleaned from other sources. On
August 23, 1988, & memorandum from Fondo de Desarrolle Financiero
ta +he Rural Develcopment Office of USAID submitted copi=s of

ifiec requirements for rural roads for five cooperatives,

-
L

¥kt Maya Occidental (La Erntrada, Copdn)

+%  CREHSUL (Cemavagua)

* o Fruta d=1 S0l (Comavagua)

* Cosperativa Cafetalsra Lazo de Yoioa (La F2), and

Akt Cooperativa Cafetalsra Triniteca (Trinidad, Santa Rarbara)

The total reqgquest is estimated at over 278 bms. of new roads and
over 200 of repairs. For these potential projects, the principal
reason is "to improve the high productive potential of coffee,
rice, melon, corn, and cther crops". Details of the requests
including the names of roards are on file at the Rural Development
Office.

F. Shrimp and Salt

Chapter VI detailed some roads that fell within the study and
were perceived as having great potential benefit. The listings
included the following:

San Rernardo Zons

Distance Potential Area

Roads Kms. Hectares
£ X (1) Montecriste - San Bernardo 1 200
x4%  (2) Azacualpa (COPROMISUR) Village
of San Bernardc 2 150
Ak (3) Tierra Hueca Sar Bernardc 9 75
k& (4) Lz Costita (El Fars) San Bernardo 4 100
* (5) Los Pradms del Surx-El Flavéin 10 500
r¥k (&) Oracias a Dios (Lons Prados)-Plavon 7 350
£k (7) Hacienda La Florida- San José 13 250
k%%  (Q) San Bernardo - El Carmen 20 300
¥t (9) Tierra Hueca - Oio de Agua 13 150
ki (10) E1 Tulito - EL Playdn 15 200
Total 94 4,075
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Monjaras Zone

Distance Potential Area

* % (1) Piedra de Agua - Las Pozas -

Las Conchas 18 150
%% (2) Brena Centro - Col. 10 de Mayo -

el Playdn 6 125
¥¥¥ (3) Marineros del Sur - El Guapinol

(COPROMAGURPI ) 3 100
kX¥ 4 )  El Camardn Grupo - El Guapinol 2 L00
¥¥% (5) E1 Ojochal - El Playén 2 350
¥¥*¥ (/) Las Tijeras - Cel. Carbajal Torres -

ElL Playédn b 150
¥+% (7)) La Cuipo - Monjarads - El Playdn 3 400
& (3) Los Micos - EL Playén 6 240
* (9) Las Tijeras - El Zapote L 75

Total 48 1990

Nacaome Zone
* (1) Col. Siempre Unidos -

El Playén 4 50
®kk  (2) El Junquillo - Marcafierro 16 350
k%%  (3) Tola de Gdmez - El Playdn 6 800
¥4k (4) El Naranjo - ARure Abajo 15 700
*x¥ (5) Vecinos del Tambor - E1 Playén 25 300
Y44 (6) E1l Cubulero - Las Playitas 9 1000
*k¥ (7) Los Luises - El Playédn 9 600
KK (8) La Baraja - El Playdn b 260

Total 88 4060

G. Completion of Rural Trails and Access Roads Project

As was pointed cut in Chapter 1II, the access to a very fertile
area. and one that would allow access to still another fast
growing coffes and vegetable area, was left without the necessary
bridze, causing the residents to cross a deep and swift river,
and thaw only in the dry season.

t4% Sepnsentil to Azacualpa, Ocotepcque

Since the approaches were roughed in, and the bridge would be
only abeut 10 meters in length. the cost would be minor. It is
strongly recommended that this subproject be completed. The

stretch onward to La Loma was viewed superficially by the team
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and a few informal interviews were cconducted. The information
suggested that there is a great potential for this extension of
the Sensenti-Rzacualpa reoad.

CDI-PTR documents also provided a listing of road projects for
urgent consideration. A memorandum from the coordinator in the
southern zone, dated BRugust 2&, 1988, 1listed road projects
needing attention in El1  Triunfe, Rlianza, Guapinol. Choluteca,
and San Marcos de Colon.

In closing this chapter, it will be useful, to point out in light
of previous discussion that there is practically no limit to the
number of potential areas. What is needed is a careful study on
a case to case basis to determine priorities and the best use of
available funds.

DEVELOPMENT ASSOCIATES, INC.




141

ANNEX A

ACRONYMS AND ABBREVIATIONS
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ASHONPLAFR

BANELDESR

PANHCAREFE

BCH/BANTE

ECIE

BID

BIRF

CABEI!

CARE

CEDEN

CESAR

cbl - PTR

CODDEFFAGOLY

COHART

COHDEYFOR
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lgency for International Development; Agencia
Internacional para el Desarrollo.
Rsnaciacisn  Hondurena de  Productores de Café;

Honduran Canffe=s Growers Assaciation

Rsoclacion Hondurerna d= Preoductores de Papa;
Hondurarn Azgociation of Potato Growers

sociacion Hondurena de Planificacion Familiar;
Hondurar Asscoclilzation for Family Planning

Fanco Nacicnal de Desarrailo Rgriolar;
Maticnal Banl: for Azricultural Dewvslopment

Fanco Honduren del 2ardé Honduran Bank for Coffee

1 ‘ Honduras: Cantral Bank of
Honduras: Central Rezerve Bank of Hondursas.

[}

See CABRET.
See IDB: vease 1DR.

See IBRD; vease IBRD.

Certral American Bank for Economic Integration;
Banuvo Centroamericano para la Integracidn
Econdmica (BCIE).

Commitvtee on Aid and Relief Ewverywhere

Centro Evangélico de Emergencia; Evangelical

Em=rgency Center

Centro de “alud RFural; Rural Health Center
Centro d= { sanronlle Industrial - Programa de
Teachologia Ru+-al (PTR): Center £ in
Develormsnt - Rural Techologies Program

Comité para la Derensa v Desarrolle de lz Flora vy
1T or T

Fauna del 2alfo d=2 Fonseca: Comm = ~he
Defense and Development nt the blul: and Fauna of
)

the Gulf of Fonseca (
Comicsidn Handure:

ene n
Honduran-Cerman Technical Assistauge Commiss)

Corporacion Heondurena ds Desarrclls Forestza
Honduran Corporation for Ferestry Devel
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CORASUR

LS

DEM

FECOHRA

GOH

IBRD

IHCAFE

INA

INFOP

MARGORS

MODICA

Mz

bIb
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Consolidacion de la Reforma Rgraria en la Regidn
Sur:; Agrarian Reform Consolidation in the Southern
Fegion (Eurcpean Economic Community-Belgium)

Direccion General de Caminos; General Directorate
for Roads

Direccion Geoneral de Mantenimiento; General
Directorate for Maintenance

Federacion de Cooperativa Hondurefia de la Reforma
Agrariz; Honduran Federation of Agrarian Reform
Cooperztiaves

Gevernmant of Honduras; Gobierno de Heonduras

ITnternaticonal Bank tor Reconstruction and
Development; Ranco Internacional para

Deconatru~cisn vy Fomento (BIREF)

Interimerican Development Bank; Bancc
interzmericans para el Desarrcllo (BID)

Internaticonal Executive Secretarial Service
Sayvicin Secretarial Ejecutivo Intrernacional
Instituto Hendurefio del Café; Heonduran Coffee
Institute

Instituto Nacicnal Agrario; National RAgrarian

Institute

Ipstituto Macicnal de Formacién Profesional;
Mationz2l Institute of Professional Training

Kilometros; Kilometers

Land Use and Predactivity:
Jso v Pruductividad de la Tierra

o Marcala-Coascoran (Suizo); Marcala-
.somran Project (Swiss)

Modelo de Desarrecllo Integrade para Comunida-
des Apricolzz (Misidon Técnica Japonesa); Model
for Integrated Develepnient of Agucultural
Communities (Japanese Technical Mission)

: 1.73 acres; 0.7 hectar=as.

L

Ju

Manzanas

Prodiote interno Brute; CGross Domestic Product
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PLANDERO

PRODERO

PVO

RENRRE

ROCAP

FR I

RR II

SECOPT

SECPLAN

SRNN
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Plan de Desarrollo Region Occidente; Western
Region Development Plan

Programa de Desarrollo para la Region de
Occidenta: Western Region Development Program

Private Voluntary Organization; Organizacisn
Privada Voluntaria

Recursos Maturales Renovables; Renewable Natural
Resources

Regicnal Of

fice for Central Rmerica and Panama;
Oficina Fegicnal

para Centro América v Panama.

Rural ‘“'rails anc Decess Roads; Caminos de

Penetracicon y Accesa
Rural Roads II; Caminos Rurales II

Secretaria de Ccmunicaciones, Obras Publicas vy
Transporte; S=zcretariat for Communications, Public
Works, and Transportaticon

Secretaria de Planificacion; Cocordinacion v
Presupuesto; Se2cretarial Tor Planning,
Coordinaticon and Eudget

Secretaria de Recursos Naturales; Secretariat for
Natural Resources (also RRNN)
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