DOCUMENTING RESULTS OF
CDLD INTERVENTIONS
A case study of road construction and
rehabilitation project

COMMUNITY DRIVEN LOCAL DEVELOPMENT PROGRAM
KHYBER PAKHTUNKHWA PAKISTAN

i.

Executive Summary

Rural transport plays a major role not only in the distribution of goods and services, but also in improving the
rural economy, rural productivity, rural resilience and rural empowerment. It further helps to enhance the
livelihood security of the farmers and rural poor, which have a significant impact on socio-economic
transformation. Realizing the importance of the improved rural connectivity and rural-urban linkage, the
construction and rehabilitation of rural link roads was added in priority sectors of the Community Dirven Local
Development (CDLD) policy implementation. As of January 2017, total of 919 road construction and
rehabilitation projects worth over 1280 million PKR were approved by program districts. A total of 105 road
projects have been physically completed out of total 919 approved projects. This study attempts to document
the immediate results of the rural road construction and rehabilitation projects implemented through CDLD.
The study adopted case study approach which is more cost and time effective. A sample size of thirty-six road
construction and rehabilitation projects funded through CDLD were selected. The case studies were conducted
in five program districts i.e. Malakand, Lower Dir, Upper Dir, Swat and Shangala. The methodology was
carefully designed to maximize the use both qualitative and quantitative information required to document
the immediate results. The study mainly used Focus Group Discussion (FGDs) for data collection. Information
collected through FGDs was also triangulated and complemented by conducting Key Informant Interviews
(KIIs) with village shop keepers, transport operators and farmers. In addition, direct observation method was
also applied while collecting the primary data. The environment of the village, using the road for different
purposes, mode of transport, activities of the villagers were close observed during the field visit to
conceptualize general idea about the study area.
The information collected from the study sites clearly reveals the way the road construction and rehabilitation
projects implemented through CBOs have positively influenced the live of the rural communities of the
targeted villages in the five implementation districts. 31% of the villages studied were completely isolated and
connected with the main transport system for the first time while rehabilitation of roads in the remaining 69%
villages, who were accessible by 4WD vehicles only, are also being accessed by all kind of vehicles. People have
started purchasing vehicles after improvement of road infrastructure. An overall average increase of 86% in
availability of vehicles was recorded in studied villages. The information collected on traffic volume clearly
indicates that the frequency of motorized travel has significantly increased since the construction/
improvement of road infrastructure in the targeted villages. An overall average increase of more than 100%
in daily traffic volume was recorded. Improving of road infrastructure has also resulted in decrease of
transportation cost. An overall reduction of 19% was recorded in individual one-way travel cost to access
nearest service hub (tehsil or district) in the studied villages. Similarly, an average 23% reduction in freight
charges of 100 Cubic Feet (ft3) local construction materials was recorded in the villages studied. Village
transport service providers were found happy with the improved road condition as they are now able to save
handsome amount per month due to reduced maintenance and repair costs. The data collected from the
transport operators an overall average reduction of 32% and 37% in the monthly cost for routine repair and
maintenance was recorded in heavy (vehicles mainly used for transportation of goods and materials like mini
trucks, tractor/trolleys etc.) and light vehicles (vehicles mainly used for transportation of passenger like cars,
vegans, small pickups etc.) respectively.
Improvement of road infrastructure have had significant positive contributions to the village economy in each
of the study locations. Apart from improving the production capacities and diversifying existing small
businesses, establishment of new businesses were also recorded after the construction of new and
improvement of existing road infrastructure. On average, establishment of new village shops showed growth
of 63% in the studied village. Majority of the newly established business were small shops supplying groceries
and other household items to the villagers. A couple of shops providing mobile loads were also seen in the
villages. In addition, local shopkeepers confirmed increase in sales volume due to easy and economical
transportation products resulted from improvement of road infrastructure. Apart from establishment of small

businesses/shops, transport was recorded as another important sector creative economic opportunities at
local level. More than 60% of the vehicles purchased are being used for commercial purposes. The vehicles
are mainly used for providing pick drop services to the students, transport of construction/agricultural goods
and general taxi service etc. An average 35000-40000 PKR is being earned by these taxi service providers on
monthly basis, shared by the taxi owners. Another substantial result of the improved accessibility to markets
has been the reduction in travel time to markets after construction of the roads. Average time to reach main
market was reduced by 56% after the construction/improvement of road infrastructure. Significant
contribution of improved infrastructure on commercialization of agriculture was also recorded in some villages
of Swat district (famous for commercial vegetable and fruit production in country). improved road connectivity
has motivated the local people to shift to commercial vegetable production. Construction/improvement of
roads have also connected the existing fruit orchards with the road network.
Improvement in road infrastructure has significantly reduced the traveling time and cost involved in accessing
health services. Overall over half of the time (58%) people used to take to access health services has been
saved after improving road infrastructure through CDLD. Improvement of roads have also contributed in
reduction of transportation costs and an average of 44% reduction in transportation costs as recorded in the
studied villages of five districts. In addition, improvement in attendance of the health officials in hospitals was
also attributed with the improvement of road infrastructure. Same as health, overall time taken to reach
school was reduced on average by 59%. Reduction of 33% of cost of travel to reach school was also recorded
in the five studied districts.
The study documented significant improvement in state citizen working relationship. Community members
were of the view that engagement of CBOs in implementation of projects has played a vital role in bridging
gap between state and community. Furthermore, CDLD modality has allowed the communities to interact with
government departments more frequently. An increase in interaction with the government department was
attributed to the CDLD program by the respondents. Improved working relationship between state and citizen
has also enhanced citizens’ trust in the government.
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1. Background:
1.1 Program Context:
The Community Driven Local Development (CDLD) Policy was established as part of a Financing
Agreement (FA) between the Government of Pakistan (GoP) and the European Commission (EU) in
November 2013. Financed through a Sector Reform Contract - Budget Support to the “Kyber
Pakhtunkhwa District Governance and Community Development Programme” (DGCD - the
‘Programme’). The overall objective of the CDLD Policy is to achieve a sustainable improvement in
the coverage and quality of front-line public service delivery through the active involvement of local
communities. It seeks to improve service delivery; economic growth and local governance, through
the promotion of community driven local development to six Districts in the crisis affected Malakand
Division of Khyber Pakhtunkhwa (KP). In order to achieve the overarching goal, the CDLD Policy
identifies following three specific objectives;
•
•
•

Put in place a fiscal and regulatory framework for CDLD Policy where local communities are in
charge of executing local development/service delivery initiatives;
Build the capacity of the relevant public-sector entities and functionaries at the district level to
operationalise CDLD Policy; and
Provide an enabling environment for Community Based Organisations (CBOs) to access public
funds earmarked for CDLD initiatives.

The CDLD Policy provides a governance framework whereby fiscal resources are decentralised at
District level and made available for small-scale investments to the benefit of Community Based
Organisations, who access funds through a system of call for proposals.
1.2 Road construction and rehabilitation through CDLD:
Rural transport plays a major role not only in the distribution of goods and services, but also in
improving the rural economy, rural productivity, rural resilience and rural empowerment. It further
helps to enhance the livelihood security of the farmers and rural poor, which have a significant impact
on socio-economic transformation. The provision of rural transport infrastructure and services bring
multiple socio-economic benefits to the communities. The improved rural transport and
infrastructure connects the rural community with education, health, markets, administrative and
welfare facilities including provision for employment opportunities. Realizing the importance of the
improved rural connectivity and rural-urban linkage, the construction and rehabilitation of rural link
roads was added in priority sectors of the CDLD policy implementation. As of January 2017, total of
919 road construction and rehabilitation projects worth over 1280 million PKR were approved by
program districts. A total of 105 road projects have been physically completed out of total 919
approved projects.
The project approved by the districts were implemented in remote areas of the program districts
through Community Based Organizations (CBOs). The community-based organizations were also
capacitated to effectively implement the approved projects. This study attempts to document the
immediate results of the rural road construction and rehabilitation projects implemented through
CDLD. The report is joint product of CDLD Policy Implementation Unit (PIU) and Monitoring and
Evaluation division of Technical Assistance (TA) team.

2. Research Methodology
2.1 Study objective and scope:
Overall objective of the study was to assess and document immediate results of road construction and
rehabilitation projects financed Table 1: detail of villages studied and FGDs conducted
through CDLD projects. While
Districts
Number of project studied
Number of FGDs conducted
assessing the result, the study also
Shangla
6
6
investigated problems faced by the
Upper Dir
6
6
rural communities prior to the
Lower Dir
6
6
construction. Specifically, both direct
Malakand
6
6
and indirect results of road
Swat
6
6
construction and rehabilitation were
Total
36
36
documented. The study findings are
Source: Primary data
intended to complement and add
value to existing knowledge and work being undertaken through CDLD policy implementation. Road
construction and rehabilitation indicators covered by the study include;
Transport indicators: These include 1) village connectivity with the main transport road, 2) availability of
vehicles in village, 3) means of transportation, 4) traffic volumes, 5) travel costs, 6) transportation cost of
construction materials and 6) Operation and maintenance costs of vehicles
Economic Indicators: These include qualitative and quantitative measures i.e. 1) local employment creation
(establishment of shops, transport service, 2) access to nearest market, 3) diversification of agriculture
Social Indicators: These include qualitative and quantitative measures such as: 1) access to health services
(time and cost), 2) access to education facilities (time and cost),

2.2 Study approach and methodology:
The study adopted case study approach which is more cost and time effective. A sample size of thirty-six road
construction and rehabilitation projects funded through CDLD were selected. The case studies were conducted
in five program districts i.e. Malakand, Lower Dir, Upper Dir, Swat and Shangala. District Chitral could not be
covered due to closure of road. Due to absence of baseline information on the selected indicators, beforeafter approach was adopted to assess the results of roads construction and rehabilitation on their lives.
Following the approach, the same respondents were asked to share their views on situation before and after
the intervention. Subsequent to finalizing sample size, based on discussion with CDLD District staff and Pool
of Engineers (POEs), suitable projects were identified in the selected districts. Section of project was
undertaken using predefined criteria which mainly concentrated on selection of project that 1) are completed
at least six months before initiation of assessment, 2) have maximum coverage, 3) are in remote and isolated
regions, 4) are in resource poor areas etc.
The methodology was carefully designed to maximize the use both qualitative and quantitative information
required to document the immediate results. The study mainly used Focus Group Discussion (FGDs) for data
collection. Information collected through FGDs was also triangulated and complemented by conducting Key
Informant Interviews (KIIs) with village shop keepers, transport operators and farmers. In addition, direct
observation method was also applied while collecting the primary data. The environment of the village, using
the road for different purposes, mode of transport, activities of the villagers were close observed during the
field visit to conceptualize general idea about the study area.

A list of key data indicators was developed for collection of information. Using To assess the community
response on roads/ bridges projects through FGDs, a discussion checklist was developed covering areas like
access to basic services, economic conditions, economic effects and state citizen trust and engagement. Preand post-situations were assessed and documented.

2.3 Limitations of the Study
Limitation of study included:
i.
ii.
iii.
iv.
v.

Time and financial resource limitations compelled the team to use case study approach rather than
selecting a statistically representative household survey.
Lack of baseline data of the selected projects compelled to use recall method.
Post completion time was too short to conduct in-depth assessment and document results that could
have been emerged after proper utilization and follow of activities by the communities.
Limited or no access to women beneficiaries. A couple of FGDs were conducted with the women
which was not sufficient to document their views.
Weather condition was another factor which affect in the study as more potential project were not
visited due to heavy snow fall and rain in that area.

3. Profile of studied districts
The under study five districts of Malakand Division, including Shangla, Swat, Malakand, Lower Dir and Upper
Dir are mostly hilly area surrounded by high mountain peaks covered with natural forest and down ward
flowing rivers form the glaciers of Himalaya and Karakoram series. The Malakand division of the Khyber
Pakhtunkhwa of Pakistan covers one third of the total area of the Province. Regardless of the natural beauty
of the landscape and plenty of natural resources, the people are living in great agony due to lack of basic
infrastructure in the area. Due to hilly terrane and lack of basic infrastructure mobility in the area is difficult
as well as accessibility to basic service, education, health and local market.
Table 2: Profile of districts studied
SHANGLA
1586
434563 persons
223748 (51.48 %)
210815 (48.51%)
males per 100
females) 106.1
274.0 per Sq. Km
0
434563 (100 %)

DISTRICTS AT A GLANCE
Upper Dir
Lower Dir
3699 Sq. Km
1583 Sq. Km
575852 persons
717649 persons
291582 (50.63 %)
355728 (49.57 %)
284276 (49.36 %)
361921 (50.43 %)
(males per 100
98.3
females) 102.6
155.7 per Sq. Km
453.3 per Sq. Km
22901 (3.98 %)
44335 (6.18 %)
552957 (96.02 %)
673314 (93.82 %)

Average Household
Size

8.1

8.0

Tehsils
Union Councils
Mauzas
Municipal Committees
Town Committees -

05
24
111

2
31
686
1

Area
Population (1998)
Male
Female
Sex Ratio
Population Density
Urban Population Rural Population

9.3
Administrative Units
2
34
922
1

Swat
5337 Sq. Km
1257602 persons
648008 (51.53 %)
609594 (48.47 %)
106.3

Malakand
952 Sq. Km
452291 persons
233556 (51.64 %)
218735 (48.36 %)
106.8

235.6 per Sq. Km
173868 (13.83 %)
1083734 (86.17
%)
8.8

475.1 per Sq. Km
43179 (9.55 %)
409112 (90.45 %)

2
65
215
6

2
28

9.1

1

1

3.1 District Dir Upper:
Upper Dir district consists of DIR and Wari sub divisions with district headquarter at Dir. The district is rugged,
mountainous and bounded on the north and north-west by Chitral district, on the east by Swat district, on the
south by Lower Dir district and on the west by Chitral district and Afghanistan. Dir (princely state) was merged
with Pakistan in 1969 and later declared as a district in 1970. In 1996, it was further bifurcated into Upper and
Lower Dir districts. This district mainly comprises of rural and hilly areas with communities living in scattered
and hilly terranes. Owing to lack of the livelihood opportunity in the areas people are mostly going to other
cities for laborer work. In addition, signification proportion of the population also work abroad in different
gulf and other countries. It is worthy to mention that majority of the women folk are restricted to household
activities with addition to looking after livestock and work in filed along with the male members.

3.2 District Shangala:
is located was previously a subdivision of Swat District, but was upgraded to the status of a district in 1995.
The total area of the district is 1,586 square kilometers. The district is surrounded by District Battagram in the
east, District Swat in the west, District Kohistan in the north and District Buner in the south. Farming is major
income generating activity which largely depends upon rain water and only 2% of the cultivated area depends
on irrigation channels. Popular crops are wheat, maize, and vegetables which are mostly consumed within the
district. Natural resources like precious gem stones, coal and forest play an important role in income
generating activities for the local population.

3.3 District Malakand:
Malakand is about 100 Km from Peshawar and 187 Km from Islamabad. In the past district was also connected
by Nowshera-Dargai railway line, which had been abandoned since long. The districted shares boarders with
Lower Dir in the North, Swat in the North East, Mardan and Charsadda to the South, Mohmand and Bajaur
Agencies to the West. High mountains rich in mineral resources, deposits of chromite iron, china clay and
richer earth surround Malakand. Subsistence agriculture and livestock are the main source of rural livelihoods.
However, a huge number of people are working in the Middle East, Peshawar, Islamabad, Karachi, and other
parts of the country as laborers and are in government and corporate sectors. Negligible portion of the local
women are employed in the education and health professions while majority of the local women are restricted
to raising children and household activities.

3.4 District Swat:
Swat is a former princely state, incorporated into Pakistan in 1969. The district is situated in the north of
Khyber Pakhtunkhwa province at 35° North Latitude and 72° and 30° East Longitude. The district is enclosed
by the sky-high mountains. Chitral and Gilgit are situated in the North, Dir in the West, and Mardan in the
South, while Indus separates it from Hazara in the east. The southern tehsil of Buner was granted the status
of a separate district in 1991. Swat is a mountainous region, located among the foothills of the Hindukush
mountain range. The economy of the district was predominantly based on agriculture and trade. Swat has
most beautiful mountains and valleys that attract large number of tourists from other parts of the country.
Winter sports are also organized on snowcapped mountains.

3.5 District Lower Dir:
District Lower Dir is located in north western part of Khyber Pakhtunkhwa province and is spread over an area
of 1583 square kilometers. Apart from small areas in the south-west, the District is mostly a rugged
mountainous terrain. The District borders with swat District on its east, Afghanistan on its west, Upper Dir &
Chitral on its north & North West and Malakand & Bajour Agency on its south. The district was formed in 1996.
Majority of the local folks are involved in farming as agriculture and livestock raising is the second and third
major income generation activities apart from commercial businesses and government jobs. Considerable
proportion of the local population work in the gulf and middle eastern countries. Same as other parts of KPk,
role of women is mainly restricted to household. Negligible portion of the local women are employed in the
education and health profession. There is very limited number of women involved in the traditional Khall topi
(traditional Cap) making in the vicinity of Khall where we conducted two FGD’s.

4. Immediate Results of Roads’ Projects
This section describes the immediate results of the projects that began to generate soon after the completion
of the road projects. The section also discusses the contribution of these immediate changes towards the
potential long-term impacts resulting from the interventions. The information collected from the study sites
clearly reveals the way the road construction/improvement interventions are positively influencing the live of
the rural communities of the targeted villages in the five implementation districts.

4.1 Connectivity with the road system:
Connectivity of isolated villages with the road system the vital for local development. Once adequately
developed and maintained, rural roads enable and foster rural connectivity vital for accessing economic and
social services, improving rural incomes (on and off farm) and creating business opportunities at local level.
The CBO projects initiated under the Figure 1: Villages connected with the road system through CDLD projects
communication sector through CDLD have
been able to connect the remote and
isolated villages with the district road
system. Out of 32 studied projects,
around 31% sites had no roads linking the
31%
villages to the main road. Prior to the
construction of these new roads, these
villages were completely cut off from the
main transport road. The villagers used to
69%
walk on an unpaved track to reach the
main road to access any transport. The
inhabitants had to mainly rely on animals
(donkeys) for transportation of household
and agricultural goods. Access to the
Not connected
Connected
remaining 69% sites with roads was also
limited to motorcycles and 4WD vehicles Source: Primary data
such as jeeps, pick-ups, and tractortrollies etc. However, after the
In the mountainous villages construction of house was a difficult task due to
construction and improvement of the
lack of connectivity with the road system. It took me three years to construct
roads, the inhabitants of these villages
a small house of three rooms due to the fact that all the construction material
are enjoying all season motorized was brought on donkeys from the main road. Using this means of
connectivity to the main transport road
transportation was not only time consuming, but it but was also quite
expensive as the transportation cost was paid twice. I had to pay 1500 per
and services/market.

day per donkey in addition to other incidental costs. Now after having

Construction and improvement of rural connectivity wit the road system, all kinds of materials are timely and
road infrastructure through CDLD has economically transported through vehicles.
Mr. Ameer Wahid khan
resulted in considerable changes in the
President Islahi CBO
Malkana Munda in Lower Dir
mode of transportation. The villages,
which were only accessible by foot or
4WD vehicles, are now accessible by
almost all kinds of vehicles. After the improvement of road infrastructure, the transportation of household
goods, construction materials and agricultural inputs has shifted from animal to motorized mover service.

4.2 Increase in availability of vehicles in the village
Findings of the study also showed a considerable increase in availability of vehicles in targeted villages. People
have started purchasing and upgrading vehicles for personal and commercial use and the number is increasing
day by day. The road has not only ensured 24/7 transportation service to the local inhabitants but has also
created an income generation Picture 1: Variety of vehicles accessing the villages
opportunity to the local people.
Improvement of road infrastructure
has motivated the people to purchase
vehicles both for domestic and
commercial purposes.
More than 60% of the vehicles
purchased are being used for
commercial purposes, while only 40%
purchases are related to domestic
use, as conveyed by the FGD
participants. The commercial vehicles
are mainly used for providing pick
drop services to the students, transport of construction/agricultural goods and taxi service etc.
Commencement of public transport was also recorded in majority of the villages studied. The respondents
shared that as a result of the new road construction and various public transport vehicles like HiAce, Suzuki
van/pickup are now easily available. Now they can avail this facility with one call. The same transporters who
were once reluctant to visit these villages due to the poor road infrastructure, are very willing to come to the
villages after the construction of
Table 2: increase in availability of vehicles in studied villages
roads.
District

Number of vehicle available

Table2 presents the increase in
Before
After
%age of change
number of vehicles in the studied Shangla
45
118
162
areas. An overall average increase of Upper Dir
60
135
125
86% in availability of vehicles was Lower Dir
113
185
64
recorded in studied villages of five Malakand
75
140
87
program districts, with Shangla at Swat
127
205
61
162%, going from 45 to 118 vehicles Total
420
783
86
and Swat showed the least increase at Source: Primary data
61%, probably as it already had 127
vehicles which is now at 205. Increase in availability of the vehicles has clearly contributed in availability of
transport services in the study areas.

4.3 Increase in traffic volume

Table 3: increase in traffic volume in studied villages

Improved connectivity through the District
construction or rehabilitation of roads
has also resulted in an increase in Shangla
traffic volume in the villages under Upper Dir
study. The villages, which were Lower Dir
isolated or accessible by 4WD vehicles Malakand
only are now being frequently Swat
accessed by all kind of vehicles. The Total
information collected on traffic Source: Primary data
volume clearly indicates that the

Before
105
62
215
124
138
644

Number of Vehicle
After
%age of change
256
144
261
321
365
70
190
53
221
60
1293
101

frequency of motorized travel has significantly increased since the construction/ improvement of road
infrastructure in the targeted villages. An overall average increase of more than 100% in daily traffic volume
was recorded in the five targeted districts (Table3). However, Upper Dir (321%) followed by Shangla (144%)
showed a huge improvement in the frequency of the transport on the roads under study. Even the least
change in frequency at Malakand was considerably high at 53%. From this significant increase in traffic volume,
it can be clearly inferred that with respect to passenger travel, the benefits of road construction/ improvement
are being widely shared by large numbers of people.

4.4 Decreased travel and transportation costs:
Construction and improvement of road infrastructure has not only led to better transport services, but it has
also resulted in decreasing travel costs in studied villages. As per data collected from the field (figure 6), an
overall reduction of 19% was recorded in individual one-way travel cost to access nearest service hub (tehsil
or district) in the studied villages. The greatest reduction in travel cost was recorded in Swat (33%) followed
by Lower Dir (22%). While in the other three districts- Shangala, Dir upper and Malakand the least reduction
in fares was recorded as 14%, 14% and 15% respectively.
Table 4: Decrease in travel and transportation costs in studied villages

District
Shangla
Upper Dir
Lower Dir
Malakand
Swat
Average

Before
80
75
55
40
60
62

Travel Cost
After
%age change
70
-13
Source: Primary data
65
-13
s45
-18
25
-38
45
-25
50
-19

Cost of transportation of construction materials
Before
After
%age change
3000
2400
-20
2500
2000
-20
2200
1700
-23
1500
1100
-27
2300
1700
-26
2300
1780
-23

Source: Primary data

Same as reduction in individual fare, freight charges of local construction materials (crush stones, sand, stones
etc.) have also gone down due to
improvement of road infrastructure in
Construction of PCC road has helped us saving almost 50%. Before the
studied program villages. As per the data construction of PCC road, we used to pay PKR 300 to taxi to reach Khal market
collected from the field, an average 23%
(located at around 500meter distance). Now these fares have gone down by
reduction in freight charges of 100 Cubic almost 50% as now PKR150 is being charged for the same travel by the same
Feet (ft3) local construction materials was vehicles. Similarly, the light truck used to charge PKR2000 for transporting
recorded in the villages studied. The construction material on the same patch of road but now they are charging
about PKR 1200.
reduction in cost ranges from 20% to
Focus group participants
Khall Colony Lower Dir
27%. The highest reduction of 27% was
recorded in Malakand District while in
Shangla and Upper Dir districts the
reduction was as low as 20%. Improved road condition, reduction in maintenance and repair cost and availably
of the vehicles in villages were recorded to be the major factors that resulted in reduction of cost of
transportation. Furthermore, increased competition among transport providers was quoted other major
reason behind reduction of travel and transportation costs.

4.5 Reduced maintenance and repair cost of vehicles:
A significant reduction in maintenance and repair costs was recorded in all the villages studied, thus benefiting
both transport operators and public farmers – the latter by way of reduced fares and rates. The village
transport service providers were found happy with the improved road condition as they are now able to save
handsome amount per month which can have a major influence on their savings, as well as future investments
being productively done.

Table 5: Decrease in cost of maintenance and repair of vehicles

District

Shangla
Upper Dir
Lower Dir
Malakand
Swat
Average

Cost of repair and maintenance of heavy
vehicles (PKR/month)
Before
After
%age change
3000
2200
-27
3500
2500
-29
2200
1500
-32
1800
1200
-33
2500
1500
-40
2600
1720
-32

Cost of repair and maintenance of light vehicles
(PKR/month) heavy vehicles
Before
After
%age change
2000
1300
-35
1800
1200
-33
1200
700
-42
800
500
-38
900
500
-44
1360
800
-37

Source: Primary data

An overall average reduction of 32% and 37% in the monthly cost for routine repair and maintenance was
recorded in heavy (vehicles mainly used for transportation of goods and materials like mini trucks,
tractor/trolleys etc.) and light vehicles (vehicles mainly used for transportation of passenger like cars, vegans,
small pickups etc.) respectively (Table5). With reference to heavy-duty vehicles, highest decrease in repair and
maintenance cost was recorded in Swat (40%), followed by Malakand and Lower Dir with 33% and 32%.
Similarly, regarding light vehicles, Swat showed the most reduction of 44% followed by Lower Dir with 42%.
The least reduction in operational and maintenance cots, 33% was recorded in upper Dir.

4.6 Promotion of local economy
Improvement of road infrastructure have had significant positive contributions to the village economy in each
of the study locations. Connectivity
Table 6: Increase in establishment of new village shops
with road system, improvement in
Number of shops
road infrastructure in targeted District
Before
After
%age of change
villages has provided opportunities
37
71
92
for those who can afford the Shangla
39
56
44
investment to start a small shop in the Upper Dir
Lower
Dir
84
124
48
village, sell the local produce in the
29
47
62
nearby market centers or initiate any Malakand
42
79
88
other economic activity. Apart from Swat
Average
231
377
63
improving the production capacities
and diversifying existing small Source: Primary data
businesses, establishment of new businesses were also recorded after the construction of new and
improvement of existing road infrastructure. Table6 presents the increase in number of local shops after the
construction and improvement of road infrastructure in the studied villages. As per the information presented
in figure, on average, establishment of new village shops showed growth of 63% in the studied village. District
wise comparison of establishment of new shops
shows highest increase of 92% in Shangla followed by
Swat where the increase was recorded as 88%. Upper I used to work as a daily wage labor providing loading/unloading
service to the trucks owners in main market. After the
Dir showed the least increase in establishment of new
construction of road, I lent some money from my family and
village shops i.e. 44%.
friends and bought a Jeep and started running as taxi. As a daily
wage labor, I was earning average 500 PKR per day. Now I have

Majority of the newly established business were my own vehicle and am earning around PKR 1500 each day”.
small shops supplying groceries and other household
Sher Zada
Village Ser Dandia, Shangla District,
items to the villagers. A couple of shops providing
mobile loads were also seen in the villages.
Establishment of vegetable farming nurseries were
also recorded din Lower Dir, after the construction of road projects. Diversification in product sold by the
village shops was recorded in almost all studied villages. A shop selling chicks in a very remote village of Duog

Payeen of Upper Dir district was also found which is not usual in these remote settings. Of those who had a
business prior to the construction or rehabilitation of the road infrastructure, all agreed that that the
improvement of road infrastructure had a positive effect on their business. In addition,
construction/improvement of road infrastructure was acknowledged as a motivational factor for initiating
business by the people who had started business after construction of road.
Apart
from
new Picture 2: Shops construction in village dog payeen Upper Dir after road construction under CDLD
businesses, the road
improvement has also
positively affected the
business
established
prior
to
the
rehabilitation of the
road.
Almost all
shopkeepers attending
FGDs confirmed increase
in sales volume due to
easy and economical
transportation products
resulted
from
improvement of road infrastructure. Reduction in transportation losses and transportation charges was also
confirmed by all participating shop keepers. Furthermore, it was also shared that the benefit of this decrease
has also been shifted to the customers by reducing prices of the items. Discussing the product range, the local
shopkeepers shared that, as the village market is small, it is not possible for the local shopkeepers to bring all
kinds of projects required by the customers.
However, keeping in view the demand and local I was working as a driver on a monthly salary of 8000. Soon after
needs, almost all daily household items are construction of road, I bought my own vehicle and now I am
available in village shops. In case of remote villages earning an average of 25,000-30,000 PKR per month. I am very
happy that I took the decision at right time and am earning
of Shangala, Upper and Lower Dir Districts, apart
reasonable income. The progress I have made is only due to the
from formal shops, the road has also opened doors
road constructed through CDLD otherwise I would have been
for informal businesses. Visits of mobile pickup earning the same income.
shops selling poultry, eggs, fish and fresh
Hanif
Village Parro, Shangla district
vegetables were also recorded in these remote
Picture 3: Types of commercial vehicles operating in the project area

villages. This has especially benefited the poorer segments of the society, as it is cost effective for them.
Apart from establishment of small businesses/shops, transport was recorded as another important sector
creative economic opportunities at local level. As mentioned earlier (section 2), More than 60% of the vehicles
purchased are being used for commercial purposes. The vehicles are mainly used for providing pick drop
services to the students, transport of construction/agricultural goods and general taxi service etc. The people
who are running taxis were found happy with their decision because they are making good money and
supporting their families. An average 35000-40000 PKR is being earned by these taxi service providers on
monthly basis, shared by the taxi owners.
Picture 4: New constructions in studied villages of Swat and Upper Dir

After having been connected to the main market by all kind of vehicles at low cost, construction activities in
the villages have also increased. Several constructions of houses and shops were also witnessed by the survey
teams. Decreased transportation cost of construction materials after the construction of PCC roads was
highlighted as another key reason for this rapid increase in construction activities. The increase in construction
activities has also created job opportunity for the local skilled and unskilled labor workforce of the area at
their door steps. In addition, it was also recorded that better connectivity with main serve hub/markets has
also motivated local people to seek employment opportunities outside the village. It was also recorded that
apart from agriculture, male workforce is mainly involved in daily wage labor and improvement of roads
infrastructure has significantly improved access to daily wage opportunities and number of working days for
them. Daily wage laborer who are the poorest segment of the community now easily and regularly visit nearby
markets for seeking work every day, irrespective of the weather conditions.
Another substantial result of the improved accessibility to markets has been the reduction in travel time to
markets after construction of the Table 7: Decrease in time to reach nearest market
roads. Reduced time not only reduces District
Average time taken to reach nearest market (in Minutes)
cost of transport but also saves
Before
After
% change
precious productive time of the Shangla
65
25
62
farmers. As per the information Upper Dir
56
21
63
collected from the FGDs in five Lower Dir
44
18
59
districts, average time to reach main Malakand
32
14
56
market was reduced by 56% after the
Swat
38
25
34
construction/improvement of road
Total
47
20.6
56
infrastructure. Of the five districts
Source: Primary data
that were studied, Upper Dir and
Shangla were able to save considerable time in terms of access to markets. Upper Dir showed the biggest
saving in travel time i.e. 63% which translates to saving of about 35 minutes in access time for markets, with

Shangla being a close second at 62%. The least improvement was seen in Swat at 34%, which is a saving of just
13 minutes in accessing markets. Overall more than 50% of a change was observed in time accessing markets
due to the new roads.
Agriculture being mainstay of the targeted communities has also been positively affected by the
construction/improvement of road infrastructure. Due to the recent completion of the road construction and
rehabilitation projects, the study only concentrated on immediate contribution of improved road
infrastructure i.e. access to Picture 5: commercial onion production farms in district Swat
market, access to agricultural
inputs, cost of transportation
and changes in cropping
pattern etc. The study did not
investigate long term changes
on production, profits and
incomes etc as it was a bit
early to document due to
recent completion of the
projects.
The improvement of rural
roads
was
unanimously
recognized as a precondition
for the development of agriculture and rural livelihoods in the studied villages. Improved access to and
reduction of cost of agricultural inputs were cited as the major contributions of road improvement in the
studied villages. As per the FGD participants, on average the prices of agricultural inputs have gone down by
15% due to reduction in transportation cost. Significant contribution of improved infrastructure on
commercialization of agriculture was also recorded in some villages of Swat district (famous for commercial
vegetable and fruit production in country). Information collected from the FGD conducted in Swat district
clearly presents an increasing trend of cash crop production. People have started establishing small scale
commercial vegetable farms and nurseries. As per FGD participants, in Swat district, the climatic and market
conditions have always been favorable for commercial vegetable and fruit production. However, due to the
lack of connectivity with the main transport road and market, people were reluctant to establish and/or scale
up vegetable farms. However, improved road connectivity has motivated the local people to shift to
commercial vegetable production. Construction/improvement of roads have also connected the existing fruit
orchards with the road network. Transporting inputs (fertilizers, pesticides, insecticides) to the field and
products to the market has become easy and economical. As per the data collected from field, prior to
construction of road,
Picture 6- Orchards connected with road in Village Akhtar Abad Swat
agricultural inputs were
transported
through
donkeys from the main
road
to
the
orchards/vegetable forms
which was a time
consuming and costly task.
Similarly, the end products
were transported to the
markets in two stages. At
first
stage,
the
fruits/vegetables
were

transported from farm to main transport road using donkeys and then they were shifted to vehicles to
transport to the main market. During this two-stage transportation, almost 20% of the product used to loss.
The respondents have clearly reﬂected the benefits of improved access to markets, perishability of their
produce has reduced to a great extent as now the agricultural produce is transported directly from farm to
nearest market.

4.7 Improved access to health service
Transport plays a critical role in the effective and efficient delivery of health care services. It enables people
to access services and health service providers to reach communities, especially in sparsely populated remote
and isolated areas. One of the major benefits of improved rural roads was recorded to be the ability to better
access to health services (particularly for emergency and maternal care) in all study sites. Lack of proper
transport to ensure timely transfer of patients to the health facilities, particularly in rainy and flood season,
was cited as a major problem by the FGD participants. Transporting patient on local stretcher on shoulders by
male family members was noted as a common practice prior to construction of roads in most of the studied
villages. Use of animal carts and motorcycles were among other means of transportation of patients to the
health facility. The situation was even more difficult in case of pregnant women or injured person who needs
more comfortable and stabilized means of transportation, shared by the FGD participants particularly of the
villages which were completely disconnected due to lack of road infrastructure. Use of health facilities,
particularly by women, in studied villages was recorded to be quite low due the above-mentioned reasons.
However, improvement of road infrastructure through CDLD has resolved the problem of transportation.
Better access to health care services, especially in emergencies, was mentioned as a primary contribution of
the road construction/improvement by FGD participants in all villages of five districts. Villagers particularly
women, who were once reluctant to visit hospital and used to avoid primary health, have started visiting the
basic health services for general health checkup and treatment as well as immunizing the children against
infectious diseases. Almost all the FGD participants agreed that access to health facilities have substantially
improved as now personal as well as private vehicles are available at their door step.
Improvement in road infrastructure Table 8: Decrease in time to reach nearest health facility
has significantly reduced the traveling District
Average time to reach nearest health facility (in Minutes)
time and cost involved in accessing
Before
After
% change
health services. The time saved in Shangla
57
22
61
reaching health facilities do not just Upper Dir
68
23
66
save time but also be lifesaving. The Lower Dir
45
18
60
greatest reduction in time to access a Malakand
30
14
53
health facility was seen in Upper Dir, Swat
36
22
39
where it used to take people 68 Average
47
19.8
58
minutes prior to the construction of Source: Primary data
the new road, and now people can reach nearest facility in 23 minutes showing an overall decrease by 66%.
Swat recorded the least improvement in time saved i.e. 39%, which may be due to the hilly terrain or lack of
services in the vicinity. Overall over Table 9: Decrease in travel cost to reach nearest health facility
half of the time (58%) people used to District
Average travel cost to nearest health facility
take to access health services has
Before
After
% change
been saved after improving road Shangla
500
300
40
infrastructure through CDLD.
Upper Dir
450
250
44
After
improvement
of
road
infrastructure, transportation costs to
access health services were reduced
by an average of 44% in the studied

Lower Dir
Malakand
Swat
Total
Source: Primary data

350
300
350
390

150
200
200
220

57
33
43
44

villages of five districts. Reduction in travel cost ranged between 33% and 57%. Highest reduction of 57% was
recorded in Lower Dir while Malakand district experienced the lowest reduction in travel cost i.e. 33%.
Improvement in attendance of the health officials in hospitals was also attributed with the improvement of
road infrastructure by the participants of the FGDs in all studied villages. Furthermore, as shared the
respondents, now their villages have also been reached by the children immunization teams all year round.

4.8 Improved access to education service
Education is an important element of development and if people are educated, many important issues like
poverty, employment and health do get solved very easily. However, education sector in rural areas has its
own peculiar issues and require different solutions. Like many other rural development issues, in addition to
other socioeconomic issues, poor connectivity was cited as a key hindrance in accessing affordable education
by the FGD participants in all studied villages. In majority of the studied villages, rural primary schools were
found to be within walking distance, but secondary schools were more spaced out, requiring much longer
average journeys by the students. Discussing the connectivity issue, the FGD participants shared that poor
road infrastructure results in longer travel times and high travel cost for the students resulting in high dropout
rates particularly among girls. However, construction/improvement of road has significantly benefitted the
students and teachers as they can reach schools on time. Student now have pick and drop services from their
homes to schools. Discussion with community revealed that connectivity with main transport road has had
positive impact on the girl’s education in the area. People have started sending their girls to the schools located
in nearby villages as it has become easier for them to travel safely through pick and drop service. Several FGD
participants also confirmed the enrollment of their daughters in schools. Some participants also shared that
they have admitted their children in private schools, down town for quality education after the completion of
road construction. Table10 present changes in time taken to reach nearest school, before and after the
construction/improvement of road infrastructure.
The overall time taken to reach school Table 10: Decrease in time to reach nearest school
Average time taken to reach nearest school (in Minutes)
was reduced on average by 59% in the District
Before
After
% change
five studied districts. The biggest
Shangla
45
14
69
change in terms of reduction of time
38
13
66
to reach school was seen in Shangla Upper Dir
34
16
53
where time to reach schools has Lower Dir
Malakand
28
12
57
reduced from 45 minutes to 14
34
19
44
minutes showing an overall decrease Swat
Total
35.8
14.8
59
of at 69%. Time taken to access school
was reduced the least in Swat from 34 Source: Primary data
minutes to 19 minutes, which translates into a reduction of 44%. The improved PCC roads in villages of the
five districts ensure all-season access for teachers to the village. Better roads have shortened their travel
times, and the wider variety of Table 11: Decrease in travel cost to reach nearest school
available transport services means District
Average cost of travel to reach school (in PKR)
that they can stay longer at school.
Before
After
% change
80
60
-25
The construction of the road has also Shangla
45
35
-22
contributed in reduction of cost of Upper Dir
55
30
-45
travel, to access education services, in Lower Dir
Malakand
40
25
-38
local communities of studied villages
50
30
-40
in five program districts. On average, Swat
54
36
-33
costs incurred for transport to school Total
Source:
Primary
data
have reduced by more than 33% and
stand at approximately PKR 36 now (Table11). Lower Dir and Swat reported the greatest change in travel costs

at 45% and 40% simultaneously showing a decrease of PKR 25 and 20 respectively. Upper Dir sowed least
decrease in reduction in travel cost i.e. 22%.

4.9 Other results:
The study documented significant improvement in state citizen working relationship. Community members
were of the view that engagement of CBOs in implementation of projects has played a vital role in bridging
gap between state and community. The respondents now believe that their opinion carries weight and
government is addressing their needs. Furthermore, CDLD modality has allowed the communities to interact
with government departments more frequently. An increase in interaction with the government department
was attributed to the CDLD program by the respondents. Government officials were also found visiting the
project sites. The government’s responsiveness towards the community needs was also highly appreciated by
the community. Improved working relationship between state and citizen has also enhanced citizens’ trust in
the government.
A positive change often associated with the improvement of rural road infrastructure is increased land prices,
resulting from better accessibility between rural and urban areas. As per data collected, there has been an
increase in land price since construction/improvement of projects. The biggest increase in price of land was
recorded in Swat and Malakand where an estimated increase of more than 50% was reported by the FGD
participants. In Lower Dir, the increased in price of land was recorded to range between 30-40%. Upper Dir
and Shangla were the districts with the least increase in price of land with 25% and 30% respectively.
The respondents were also of the view that cohesiveness among them has increased after the construction of
the road. They consider this to be one of the major by-products of CDLD modality. The CBO formation and
social mobilization process has brought people closer and made them realize that their voice is more
effectively heard by concerned departments and officials from the platform of a CBO. The committees were
committed in keeping their CBOs alive and mentioned that they would continue with the same spirit and keep
developing linkages with other development agencies to initiate more development projects in the area by
showcasing this project as a success story.

5.

Conclusion and recommendations

Overall, the analysis shows that Considerable benefits have been generated by road construction and
rehabilitation undertaken through CDLD. Improved rural road connectivity has changed the population’s
choices with respect to modes of transportation, access to social and business services. Following the rural
road intervention, local communities in the studied villages has increasingly began to use public transport and
individual cars. Evidence also indicates that the access to health and education services has improved has
improved to great extent and transportation costs have gone down considerably which is reasonable to
assume that interventions has started generating economic benefits. Further, the effect of a road projects on
accessibility of markets is a critical factor in bringing about changes in the pattern and level of income. The
roads improvement has also started generating positive results in terms of promoting local business and
creating job opportunities for labor workforce. However, regular operation and maintenance (O&M) of these
rural roads is a critical pre-condition for sustaining the positive impact that rural roads can bring to rural
communities. There is a need to strengthen O&M mechanism, devised under CDLD, to ensure long term
sustainably of the interventions. Full community participation and management should be recognized as
important for long-term sustainability of infrastructure investment. The communities should prioritize the
O&M and develop a regular mechanism for collection and management of financial contributions. Minor
maintenance should not often be neglected or ignored. Instead, rehabilitation of roads or reconstruction
should take place immediately after the road has deteriorated.

