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Executive Summary 
The present study analyses rural road construction and its impact on poverty 
reduction in the north of Sofala Province in Mozambique. Clients are the 
Mozambican National Roads Administration (ANE) and the German development 
bank Kreditanstalt für Wiederaufbau (KfW), who have carried out a joint rehabilitation 
and maintenance programme for rural roads since 2004. 

One of the poorest countries in the world, Mozambique faces daunting challenges 
fourteen years after the civil war (1976-1992), not least the rehabilitation of the 
country’s infrastructure. Road networks were almost entirely destroyed in the course 
of the war that lasted sixteen years. Prior to the road construction programme roads 
in Sofala Province, apart from two national highways, consisted primarily of narrow 
sandy tracks, many of which were unsafe due to the presence of landmines or 
impassable during the rainy season. Travelling by bicycle or on foot was arduous, 
and almost impossible by car. The provincial government in Sofala has therefore 
accorded road improvements high priority.     

Within the framework of the joint KfW and ANE programme 653 km of road were 
rehabilitated between 2004 and 2006. Road repairs and the establishment of a 
sustainable maintenance system are the key components of the programme.  

The aim of the study is to empirically research poverty reduction impacts in the 
districts covered by the road construction programme in Sofala Province. Research 
also focuses on the concept design, since the applied methodology and 
corresponding recommendations are to be placed at the disposal of the clients for 
use in future impact assessments dealing with poverty. 

Road construction and poverty reduction  
In recent years the topic of infrastructure has gained significance in the context of the 
Millennium Development Goals discussion, which identified the lack of infrastructure 
as a major constraint on achieving these goals. 

Poverty is a highly complex issue with diverse causes and characteristics, some of 
which are associated with lack of access. The poor have no access, for example, to 
clean water, education or health. Neither do they have the opportunity of participating 
in social and political processes. Roads are a key factor in acquiring this accessibility 
and overcoming poverty. Hence access to good road networks is a basic prerequisite 
for raising the living standards of the poor, particularly in rural areas. 

Establishing the poverty reduction impacts of road construction 
Verifying the impact of poverty reduction measures has gained considerable 
importance in international cooperation in recent years. Up to now, however, most 
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evaluations of road construction programmes have been limited to technical aspects; 
some international organisations have only recently begun to measure further 
impacts with the emphasis on poverty reduction.   

An impact assessment examines the impact of an intervention in relation to the 
achievement of a specific goal. Accordingly this study explores the impacts – here 
understood as changes in the poverty situation of the population in the region under 
review – brought about by the rehabilitation and maintenance of rural roads. These 
can be positive or negative, intentional or unintentional, direct or indirect. 

The problems encountered in analysing the poverty reduction impact of rural road 
construction programmes are similar to those that confront impact assessments in 
general. One method of analysing impacts is to establish the changes that have 
occurred as a result of programme intervention and compare them to the situation at 
the outset. The crux of the matter is that changes cannot always be clearly identified 
as the result of a single intervention. The fact that the perception of change is highly 
subjective, i.e., dependent on the circumstances and interests of the respective 
actors involved, is a further difficulty. Not only is change perceived differently, but 
appreciation of poverty varies according to context and individual perception. This is 
reflected in the international debate on poverty, where the latter is no longer defined 
in a purely monetary sense but as a multidimensional phenomenon.   

It is recommended to use an impact analysis approach that resists beginning with the 
intervention under review and instead initially identifies general changes; in a second 
step the causes can be attributed to the intervention where appropriate. This helps to 
keep an eye on impacts not explicitly associated with the intervention, particularly 
those that are negative and unintentional.  

Furthermore, the time factor involved in carrying out impact assessments is decisive. 
Many impacts do not materialise until several years after implementation of the 
intervention as in, for example, road construction. 

Methodology 
The greatest challenge in carrying out the present study was the appointed time, 
since research was conducted shortly after the conclusion of road works. Many of the 
potential impacts could not be detected at this juncture, so that the primary aim of the 
analysis was to recognise tendencies using a qualitative approach, and to predict 
future impacts.  

Assuming that the perception of change is subjective, the views of diverse actors 
were taken into account and their statements triangulated with relevant qualitative 
and quantitative data. In order to do justice to the subjective perception and 
respective context of poverty, the multidimensional, open definition of poverty used in 
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the Mozambican strategy to combat poverty (PARPA II) formed the basis of the 
impact assessment. Apart from an absence of income, the PARPA definition of 
poverty includes lack of access to education, health, water and sanitary facilities, as 
well as social factors such as isolation, exclusion, lack of influence, and vulnerability. 
To make this definition manageable five dimensions encompassing all aspects of 
poverty were established, namely the economic, ecological, social, political, and 
physical dimensions. Moreover, potential poverty reduction impacts were formulated 
as hypotheses for the individual areas of impact within these dimensions.    

An iterative procedure seemed appropriate in this context. In practice this meant 
exploring previously defined links between cause and effect, and in the course of the 
investigation constant upgrading and extension of anticipated effects. In a further 
step the extent of the impacts to be analysed was defined. Spatially, research was 
limited to the impact at local level as observed in the districts where road works had 
been implemented. Of significance with regard to the time was the fact that the 
impact assessment took place shortly after completion of road rehabilitation. At this 
point it was possible to observe short-term effects only. Statements on long-term 
effects were made in the form of predictions. A retrospective analysis was 
undertaken to examine the short-term effects of road construction.   

Attempts were made at the outset to document local changes as thoroughly as 
possible before going on to identify the specific changes attributed to road 
improvements. Retrospective analysis was combined with a so-called control group 
investigation, i.e., an analysis of the situation in areas where road works had not yet 
been concluded. 

Predictions on the long-term impact were based on observed road use and resultant 
direct benefits. This procedure was completed by the forecasts and expectations of 
diverse actors with regard to the long-term impact of road improvements. 

The data on which the present study is based was collected in more than 330 
interviews with various categories of people covering groups of key persons as well 
as local households. 

The study findings were transmitted back to interview partners and other interested 
parties in several feedback loops, in order to include the perceptions of as many 
actors as possible and triangulate the data. The presentation of the findings was well 
received at district level, where numerous participants remarked that for the first time 
ever they had been informed of the results of an evaluation carried out in their 
districts.  
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Sofala Province  
The roads under review in the impact assessment are situated in the northern part of 
Sofala Province in the districts of Chemba, Caia, Cheringoma, Maringué and 
Gorongosa. As a result of its favourable geographical situation and wealth of natural 
resources the province has considerable economic potential. On the one hand, it acts 
as a bridge between the northern and southern provinces of Mozambique, and at the 
same time forms a key link with its neighbouring states via the harbour city of Beira. 
Beira harbour feeds the inland countries of Zimbabwe, Malawi and Zambia and is 
therefore Mozambique’s most valuable harbour. For many years the affiliation 
particularly to Zimbabwe had vast economic significance. A major trade route, the so-
called Beira corridor, runs right through Sofala Province and represents one of the 
main pillars of development in the country.  

Agriculture is the economic backbone of the population. Apart from various types of 
grain and vegetable grown mainly for subsistence farming, there are some cash 
crops, including cotton and sesame. Corn is the only crop of value for subsistence 
and market production. The harsh climate, which can produce drought in the dry 
season and floods in the rainy season, is a major challenge. Since irrigation systems 
are a rarity, small farmers are heavily dependent on climate conditions.  At the 
scheduled time of the study, the population was in the process of recovering from a 
succession of three dry years.   

Today Sofala’s economy still suffers more than other provinces from the devastation 
of the civil war, which was waged at great length and with grinding intensity in this 
area. Reconstruction of the province after the war was aggravated by the political 
bipolarity of the one-time civil war opponents FRELIMO and RENAMO. Sofala’s 
infrastructure network was almost completely destroyed, with the rural areas 
particularly affected by immense spatial and political isolation. Only recently has the 
state begun to reinvest in infrastructural programmes in the province. The rural road 
construction programme under review in the present study is the largest and most 
comprehensive programme of its kind in Sofala since the civil war. 

The road construction programme 
The rehabilitation of road networks has received a high profile from the provincial 
government in Sofala and is a prerequisite for promoting economic and social 
development. Since 1994, the KfW has been active in various provinces with rural 
road construction programmes. The corresponding national agency responsible is 
the Mozambican Road Construction Authorities, ANE. The initial measures of the 
road construction programme under review in this study began in April 2004 and are 
expected to be completed by the end of 2006. Existing sand and gravel roads and 
tracks are being reconstructed within the framework of the programme, and a 
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sustainable maintenance system introduced. A Zimbabwean company has been 
assigned with the construction works, while routine road maintenance work is to be 
carried out by private Mozambican firms. The employment of local workers is 
envisaged for both road construction and road maintenance, thereby securing 
significant income opportunities in the region. Road maintenance camps are to be 
erected for construction workers involved in maintenance operations, allowing roads 
to be checked regularly and serviced promptly. Based on preventive measures and 
regular inspection, this innovative maintenance system is a more cost-effective 
solution than previous schemes. Furthermore, the employment of local workers 
secures long-term workplaces for the population of the districts. 

The impact of the programme 
The case study of five Sofala Province districts covers positive and negative, as well 
as direct and indirect impacts. The term “direct impact“ refers to impacts that can be 
traced directly to the programme and are primarily linked to road construction. 
Indirect effects, on the other hand, are associated with improved accessibility. In 
accordance with the five poverty dimensions, the following impacts were ascertained 
or predicted: 

Economic dimension: the creation of jobs in road construction and road 
maintenance in a region like Sofala, where wage labour is extremely rare, is of 
crucial importance. The resultant poverty reduction impact is no less significant. 
Money earned by workers in road construction is spent or invested in a variety of 
ways, and is a major incentive for the local economy.   

Improved accessibility is a dynamic injection for agricultural production. The arrival of 
new traders in the districts, and the resultant opportunities to market agricultural 
produce, especially corn and goats, are seen as a key element of an improved 
standard of living. In addition, the specific introduction of new cash crop varieties 
such as sesame leads to a diversification of agricultural production. This is offset by 
the fact that individual producers rarely have negotiating powers and are thus obliged 
to sell their produce at prices laid down by traders. However, as a result of high 
transport costs, the profit margin of the latter remains low. Problems can arise in 
relation to new sales opportunities when people start selling an unusually high 
proportion of their produce. This is particularly the case with corn, where producers 
neglect to store enough for their own consumption and suffer the consequences with 
hunger later on. 

Road improvements benefit the timber industry and the establishment of new 
companies, since timber transport is less difficult and the costs reduced accordingly. 
The fact that more and more entrepreneurs are showing an interest in licences is a 
result of improved access conditions. The creation of lumbering jobs and the 
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payment of company taxes to the community have a positive impact on poverty 
reduction. This could, however, be overshadowed by potentially negative 
environmental consequences in the future.  

There was also evidence of impacts outside of agriculture, particularly in the area of 
trade and small enterprises. New stalls for the sale of basic products spread 
throughout the entire region under review in the course of road rehabilitation. One 
noticeable impact was improved accessibility and the wider availability of 
commodities required for everyday life.   A poverty reduction impact in the direction of 
reduced prices for basic commodities, however, could not be confirmed. As a result 
of rising petrol prices and the highly inadequate transport system, the transport of 
goods is still too costly despite road rehabilitation. As a result the cost of basic 
consumer goods remains high and traders fail to gain a more substantial profit 
margin.   

There are virtually no processing facilities for agricultural products in the districts 
under review, with the exception of some small local flourmills, whose number has 
grown since road construction has gotten under way. Apart from the mills, there are 
several small handicraft enterprises such as carpentry, bicycle, or tailor workshops. 
The road has made access to material easier, and with the increased flow of people 
the circle of potential customers in the region has increased.  

Tourism is an area with investment potential for the private sector, particularly with 
regard to the Gorongosa National Park. Private investments here and in other fields 
of the private sector have been thwarted up to now by the lack of basic infrastructure, 
including electricity, telephone and regular water supplies. Moreover, financial 
institutions are non-existent and several districts are still battling with a “bad 
reputation“ due to the persistence of armed groups in the region, which explains why 
there has been no appreciable involvement of private companies in the region up to 
now.   

Ecological dimension: road construction always implies interference in nature and 
hence ecological consequences. The programme under review, however, deals with 
the rehabilitation of existing roads, which unlike new road construction works 
contains few drawbacks. The worst conceivable ecological problem is increased 
deforestation of large forests in the districts. The difficulty here is with licences that 
are not bound by provisions for reforestation. It should be noted here that Gorongosa 
National Park in the region under review is ecologically a highly sensitive area. Since 
the Park is not fenced, accidents involving animals occasionally occur as a result of 
the new roads. In addition, the opportunity of selling meat to the workers in the 
maintenance camps has led to an increase in poaching in the National Park. 
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Social dimension: The supply of public goods and services in the rural areas of 
Sofala is inadequate. Against this background, building feeder roads as a 
prerequisite to extending the social infrastructure is particularly crucial. Within the 
framework of the present study, however, the presence of new built facilities 
associated with road rehabilitation could not be confirmed either for the field of 
education or the health sector. All of the existing facilities were established before the 
road construction programme was launched. 

In the health sector almost all households interviewed associated road repairs with a 
general improvement in the health situation due to easier access to health services. 
Key persons emphasise an improvement in the range of services offered, such as 
transport of the sick or access to medical treatment and information. A decline in the 
mortality rate of mothers and infants is an immediate impact of these improvements. 
In view of superior services and observed impacts, interviewees predict a constant 
improvement in the general health of the local population. In addition, however, 
several key persons see the danger of an increase in the rate of HIV/AIDS, which 
according to experience spreads where improved roads leads to a higher mobility 
and circulation of people.  

It is generally assumed that education improves with road access. Although this 
hypothesis could not be verified at the time of the present study, there is a 
recognisable tendency towards improvement in the education opportunities of the 
population. With regard to the range of services on offer improvements were 
observed in educational supervision and support. New roads also facilitated supply 
with school material. Better access to secondary schools, which are mostly located at 
a great distance from pupils’ homes, is a further direct impact of road improvements. 
Although there was no evidence of new schools under construction following road 
rehabilitation, it is likely that this will happen since the existence of access roads has 
been stressed as an indispensable precondition for the establishment of public 
services.  

Political dimension: The fact that the civil war in Sofala was so prolonged and so 
fierce led to an extremely difficult post-crisis situation in the province. The present 
study demonstrates that today, fourteen years after the war, several districts are still 
extremely isolated. Improvements to access roads have thus greatly contributed to 
normalising the situation, as they put an end to the isolation of the districts. Access to 
outside information has improved. Whereas previously news reached the districts 
with considerable delay, making participation in the country’s political and social 
processes extremely difficult, people now feel connected to the outside world again. 
Under these new circumstances public and non-governmental services also 
improved and communication between the various administrative units and traditional 
authorities was greatly facilitated. 
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Physical dimension: The quality of roads has noticeably improved since 
construction was carried out, leading to a general alleviation in traffic. The number of 
pedestrians and transport vehicles such as bicycles, cars and trucks is on the 
increase. Bicycles, the most common mode of transport, are of particular 
significance. They are used as individual transport, for the transport of goods, and 
are for the most part accessible to even the poorest section of the population. As a 
result of road improvements the average journey by bicycle takes far less time. 
Despite the general increase in traffic, the volume of cars and trucks on all stretches 
of road remains extremely low, with transport services set up on a bare minimum of 
roads. Daily transport connections exist on only 90 km of the altogether 653 km of 
road. The inadequate transport system is a major constraint on the development and 
extent of poverty reduction impacts. As a result of high prices, the few available 
transport opportunities are not universally accessible. Transport in the area under 
review is more expensive than on similar stretches of road in less remote regions. 
Observation shows that transport on frequently travelled district roads in Sofala tends 
to be cheaper than on those with a lower traffic volume. 

It should be remarked that beyond the impacts observed according to the dimensions 
of poverty, road improvements benefit different population groups in different ways. 
Although a large majority of those interviewed estimated the impact of road repairs 
as positive, the old, the sick and the handicapped benefit to only a minor degree, 
since they rarely frequent the roads or participate in economic activities. Even men 
and women benefit in different ways. Women use roads as often as men but make 
considerably less use of the available means of transport. Accordingly they 
experience relief to a lesser degree in their daily lives. Road construction and road 
maintenance are not activities accessible to women, who merely benefit indirectly 
from their husbands’ income. The situation is quite different in the social sector, 
where women in particular profit from improved access to health care. Pregnant 
women can reach health centres more easily and children’s general health care, 
which is normally the responsibility of women, is less burdensome.  

In the analysis of change it was furthermore observed that impacts vary from one 
district to another. Due to diverging frameworks, such as specific natural conditions 
or political and historical facts, impacts can evolve with greater or lesser intensity. In 
addition, the respective impacts observed are dependent on the time of road repair 
completion. Where repairs on a particular stretch of road were implemented longer 
ago, impacts have more time to materialise than those along roads where repairs 
have just been concluded. Finally, road repairs can produce very diverse effects, 
depending on the function of the road. Feeder roads to densely populated areas, for 
example, can have a stronger local impact than those that simply serve to link one 
district with another. Altogether it can be said that roads per se do not engender 
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has not yet drawn to a close. The study findings will, however, be incorporated into 
the current discussion in Sofala Province.  

The appointed time of the impact assessment plays a major role when it comes to 
methodology. Conducting the assessment shortly after completion of the roads put 
constraints on observing the impacts, and made it necessary to rely to a certain 
extent on predictions. The longer the time between completion of road construction 
and the assessment, the more changes can be observed. However, this is 
counterbalanced by the difficulty to attribute these changes specifically to the 
intervention. With impact assessments carried out shortly after conclusion of the 
programme the problems are of a different nature. Change refers to a brief period 
only and findings can be distorted by critical events such as drought years. On the 
other hand, the early time factor in the present impact assessment allowed control 
groups in areas with ongoing road improvements to be included. When conducting a 
retrospective impact analysis it is advisable to begin with change rather than with the 
intervention under review, so that less obvious, negative or unintentional effects do 
not escape notice.  

Where possible, analysis findings should be transmitted to informants. In this way the 
quality of results can be verified and improved, and at the same time the information 
base of local institutions reinforced. 




