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Preface 

 

This is the Final Report of the study titled Impact Analysis of the Project “Construction of 

Small Bridges/Culverts on Rural Roads (3rd phase) of Ministry of Disaster Management & 

Relief (MoDMR)”.The study was undertaken by BIDS and sponsored by the Ministry of 

Disaster Management and Relief, Government of the People’s Republic of Bangladesh. 

 

Construction of bridges/culverts on rural roads is expected to have direct impacts on 

connectivity with cyclone shelters/growth centers/schools/health facilities, incuding 

transport and agriculture sectors.  While not all aspects related to programme impact could 

be covered within the limited scope, the impact study attempted to identify and analyze all 

major issues involved in management and implementation mechanism of the programme.   

In addition to analysis of secondary sources of information, data was collected from a range 
of organizations and different stakeholders (including policy makers, service providers, 
communities and of course, the beneficiaries of the surrounding villages). An attempt has 
been made to assess the impact of the project on various economic and social sectors, and 
the nature of infrastructural changes occurring in the villages in the project areas focusing 
on the following: 

 Connectivity with cyclone shelters/growth centers/educational institutions/health 
care facilities 

 Improvement in water-logging situation 

 Employment opportunities/labour market participation 

 School enrolment/attendance/utilization of health facilities 

 Empowerment of women ( including the sick and the disabled). 
 

Attempts have also been made to identify bottlenecks and provide insights on the efficiency 

of the implementing ministry and make recommendations in order to draw appropriate 

lessons for further development of the Program and to guide future GoB  interventions in 

the sector.  

We are grateful to those who cooperated at different stages during the conduct of this 

study. We acknowledge our deep appreciation and gratitude to the Ministry of Disaster 

Management and Relief (MoDMR) for sponsoring the study and for providing access to 

required information to undertake the research work.  

We gratefully acknowledge the help received from officials of the Department of Disaster 

Management and Relief at the district (DRRO) and Upazila levels (PIO). While conducting 

field survey, we received valuable assistance from the UNOs, Upazila Parishad/Union 

Parishad Chairmen, and the PIOs. Most important is the time and cooperation (at times 

during odd hours) of the respondents. We are thankful to all of them. 
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We acknowledge our deep appreciation and gratitude to Mr. Mofazzal Hossain Chowdhury 
Maya, Birbikram, MP, the Honorable Minister, Ministry of Disaster Management & Relief 
(MoDMR), for his help and support throughout the period of the study.  

We would like to express our sincere gratitude to Mr. Md. Shah Kamal, Secretary, Ministry 

of Disaster Management and Relief, who helped us in all possible ways, especially for his 

detailed and meticulous comments on the field instruments and survey procedure.  

We remain grateful to the respondents belonging to the government, elected 

representatives, community leaders and beneficiaries/villagers for their cooperation in 

responding to our multifarious questions. Those interviewed were very accommodative with 

their time and resource materials. The respondents, though anonymous here, deserve our 

special appreciation, because without their cooperation the study would not have been 

possible. We would also like to extend our thanks to the members of our field staff 

(investigators, supervisors, and coordinators) for their hard work and sincere efforts in 

collecting the relevant information. 

The findings of the study were initially presented at a workshop/debriefing session held with 

the officials of MoDMR on January 19, 2017. The report has been revised after the 

workshop, and the revision has been greatly helped by the comments and suggestions of 

the workshop participants. We acknowledge the valuable comments provided by the 

MoDMR officials/experts while finalizing the field instruments. 

We owe an enormous debt to all those at the Ministry who provided detailed comments on 

the earlier draft to improve the quality of the report. We are particularly grateful to the 

following: Mr. Satya Brata Saha, Additional Secretary (Relief); Mr. Md. Zakir Hossain Akanda, 

Additional Secretary (Relief); Mr.Tahmid Hasnat Khan, Deputy Secretary (Budget); and 

Mr.Mohammad Manirul Islam, Deputy Secretary (Relief Admin.). 

Last but not the least, our sincere thanks are to Mr. Md. Ismiel Hossain, Joint Secretary 

(Relief), and Ms. Naila Ahmed, Deputy Secretary (Relief-2) for their support and cooperation 

throughout the period of the study.  They helped us in all possible ways, and their input into 

this research is invaluable. 

However, the study team alone is responsible for any remaining errors or omissions. 

  

 

28 February, 2017      Members of the Study  Team    

                                                                                                               BIDS               
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Executive Summary 

 
01. Background 

In the year 1984, the Government of Bangladesh spelled out its new rural development 

strategy. The main focus was on the development of physical infrastructure involving rural 

roads with bridges/culverts. The expectation was that the development of physical 

infrastructure would stimulate growth and diversification of the rural economy in general. 

02. Conceptual Issues 

Development of agriculture and non-farm activities or small businesses is inextricably linked 

with the state of transport infrastructure. As an imperative part of infrastructure 

development, the Department of Disaster Management has been implementing its 

bridge/culvert program throughout the country. Starting in the year 1998, the program so 

far constructed 4928 small bridges and culverts (to the maximum length of 12 meters) in 61 

plain districts in phases linking disconnected roads.  

 Rural roads with no gaps though let unhindered traffic movements, block smooth flow of 

water from one side to the other, which is likely to cause water logging and thus flooding.  

This may cause damage to monsoon crops. On the other hand, if the roads are constructed 

with gaps to let level flow of water, movements of traffic are interrupted. In such situations, 

flow of water may cause soil erosion in order to make room in gaps for larger flows. Bridges/ 

culverts provide connecting links by filling in gaps between disconnected portions of a road 

to facilitate uninterrupted movements of traffic along the road as well as to keep smooth 

flow of water.  

Thus construction of bridges/culverts on rural roads is expected to have direct impacts on 

connectivity with cyclone shelters/growth centers/schools/health facilities incuding transport 

and agriculture sectors. Traffic movements are likely to be increased and employment 

greater than before. Increase in traffic movements makes transportation of inputs and 

goods, and traveling of people easier and cheaper. All these are likely to have measurable 

indirect impacts on different economic and social activities; but the benefits to be accrued 

depend on the efficiency in construction at every stage beginning from site selection to the 

final stage.  

03. Objectives  

The principal objectives of the study are: (i) to assess the impact of the project on various 

economic and social sectors, and (ii) to provide insights on the efficiency of the implementing 

ministry and make recommendations in order to draw appropriate lessons for further 

development of the Program and to guide future GoB  interventions in the sector.  

The main emphasis has been to assess the impact of the project “construction of small 
bridges/culverts”  in improving the quality of life of the people through improvement in the 
disaster risk reduction as reflected by increased connectivity with growth centres/flood 
shelters, reduction in the problem of water-logging, and  the resulting improvement in 



 
 

vi 
 

income (wage, output, employment) and increased access to schooling, market and health 
care facilities. 

 In particular, an attempt has been made to review and document the achievements, 
effectiveness, and efficiency of the project to assess:  

(i) The extent to which the stated objectives of the project have been achieved in 
improving connectivity with cyclone shelters/growth centres/schools/health 
centres etc. 

(ii) The impact of the project at different levels: 

-impact at thehousehold level; 

-impact at the community level;  

-social perceptions on the projects. 

 

(iii) The efficiency of the ministry in the implementation of the project: 

-To discuss with implementing actors at district and upazila level, to get their 

views on its successes, challenges and scope for further improvements. 

 

(iv) To provide insights, draw appropriate lessons, and make policy recommendations 

for further development. 

 

An attempt has also been made to assess the nature of economic and infrastructural 
changes occurring in the villages in the project areas focusing on the following: 

 Connectivity with cyclone shelters/growth centers/educational institutions/health 
care facilities 

 Improvement in water-logging situation 

 Income sources 

 Employment opportunities/labour market participation 

 School enrolment/attendance/drop-outs 

 Access to health care 

 Empowerment of women ( including the sick and the disabled). 
 

04. Data Source and Methodology 

A critical aspect of the study is the selection of districts and upazilas, so that they are 

representative of the universe and provide a good data base.  

At the first stage, a total of 20 districts were purposively selected in consultation with the 

professionals/officials of M/O DMR and based on the following criteria: several districts 

vulnerable to frequent cyclonic storm/tidal bore were selected from the coastal belt (i.e. 

Bhola, Patuakhali, Cox’s bazaar, Bagerhat, Satkhira), the second set of districts were selected 

from flood prone/river erosion areas (Kurigram, Lalmonirhat, Gaibandha, Sirajgonj), another 

set of districts were selected which are affected by water logging for a significant part of the 

year i.e. Char/ Haor areas (Sunamgonj, Kishoregonj, Natore, Noakhali, Habigonj), while 
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another set of districts were selected which are not vulnerable to or affected by 

flooding/river erosion/water logging etc, like: Sherpur, Jamalpur, Nawgaon, etc . 

At the second stage, from each sample district, two upazilas were selected purposively i.e. a 

total of 40 upazilas from the 20 sample districts.  

At the third stage, from each sample upazila, two to three roads having M/O DMR 

culverts/bridges constructed during the three year period 2012-13 to 2014-15 were selected 

randomly. Finally, from each upazila 40 beneficiaries representing different sections of the 

community comprising farmers, traders, day labourers, housewives etc. were selected for 

interview. 

05. Data Collection Instruments 

The study employed a two-track methodology: 

The first track consisted of analysis of secondary data as given below: 

 Government documents/reports; 

 Project documents/reports. 
 

The second track consisted of primary data collection- both qualitative and quantitative 

information was obtained. A range of tools were employed including questionnaire survey 

with beneficiaries of adjacent villages/community groups, FGD with community leaders, and 

key informant interviews with service providers.  

Information was gathered through administering five sets of interview schedules: (i) 

Schedule for DRRO; (ii) Schedule for PIO; (iii) Schedule for Upazila Chairman; (iv) FGD 

Guidelines Schedule; (v) Household Schedule. 

Questionnaire Survey 

A community level survey was carried out in villages around the selected roads in the sample 

upazilas/areas. From each upazila, villagers representing different sections of the community 

comprising farmers, traders, day labourers, housewives were interviewed through a semi-

structured questionnaire. A total of 40 respondents were interviewed from each upazila 

which gave a total of 1600 respondents from 40 sample upazilas. 

06. Focus Group Discussion (FGD) and KII 

In addition to indepth survey with villagers, information was obtained through Focus Group 

Discussion (FGD) with community leaders. A total of 40 FGDs were conducted -one in each 

sample upazila. Under the FGD with community groups, local level leaders/influential 

persons including journalists/lawyers, school teachers, NGO workers, UP member/Chairman 

etc were assembled to discuus various issues including problems and outcomes of 

road/bridge/culverts.  

Several Key Informant Interviews were conducted with service providers at the district and 

upazila level,including the DRRO, Upazila Parishad Chairman and the Project Implementation 
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Officer (PIO). A total of 97 KIIs were conducted at different levels (DRRO-19, Upazila 

Chairman-38, PIO-40)-emphasis was given for identification of existing gaps and lapses, 

including how the program can be further improved and strengthened. 

Ten teams, each consisting of 2 field interviewers and 1 field supervisor, were deployed to 

administer the interview schedules for collecting data. The data collection was completed in 

3 weeks during August to September 2016. 

07 Limitations 

Ideally, this type of impact study should have included both ‘before-after’ and ‘with-without’ 

comparisons. However, establishing meaningful control groups presents particular 

challenges when construction of small bridges/culverts on rural roads has become 

ubiquitous, almost everywhere in rural areas. It is extremely difficult to select a genuinely 

comparable control group. This remains problematic even when more advanced statistical 

techniques are employed. For this reason, we have used the ‘before-after’ comparison for 

the present analysis. This is a limitation of the study.  

However, instead of relying only on quantitative data, we have used the mixed method 

approach of quantitative and qualitative instruments. Qualitative data (FGD, KII) can point 

towards intangible outcomes such as empowerment that are not easily captured through 

quantitative indicators. This type of data can also serve to bring out beneficiary judgment 

on the significance of construction of small bridges/culverts on rural roads within the larger 

dynamics of the household and the community. Such judgments may be missed out in 

quantitative outcome indicators. In view of this, we have given more emphasis on qualitative 

data. 

The study team strongly believes that significant information relating to the critical issues of 

concern under the present evaluation has been gathered through—questionnaire survey, KII 

and FGD. Information thus obtained is expected to bring out diverse views and useful 

pointers relating to the study objectives and to draw important conclusions and useful 

lessons.  

A major limitation while covering different field areas was the fact that it took unusually 

long time in getting the relevant information from some of the locations. There were some 

unexpected delays in initiating the field work which were beyond the control of the study 

team.  

Logistically, the study was managed excellently with whole hearted cooperation from the 

Ministry of Disaster Management and Relief and other relevant agencies and individual 

stakeholders. The honorable Secretary, MoDMR, helped us in all possible ways for smooth 

conduct of the study related activities. 
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Key Findings 

08 Household Characteristics 

Out of the 1600 respondents who were interviewed, a arge proportion of them (40.3%) are 

either illiterate or  can read and write only without any formal schoolin. A quarter of them 

have education up to primary level, around one fifth (18.4%)have education between 6th-9th 

grade, and only 14% of respondents have education  10th grade and above. 

Nearly 6 per cent of the survey households are absolutely landless-having no land at all, not 
even homestead land. One-third (33 per cent) of the respondents are near landless owning 
up to 10 decimals, 25 per cent are marginally landless owning between 10-50 decimals. 
Taken together, 64 percent of the sample households are functionally landless with 
landholding size not exceeding 50 decimals. Around a quarter ( 28.4 per cent) of the 
households fall within the category of middle landed class in the context of Bangladesh, 
having ownership of 50-250 decimals, while only 8 per cent belong to rich peasant class 
owning more than 250 decimals. 

The distribution by occupational category shows that around a quarter of the respondents 

(22.6%) have farming/agriculture as the main occupation, while another quarter (24.0%) 

depend on wage labour either in agriculture (16.1%) or non-agriculture (7.9%) as their main 

source of earning.  

The other occupational category shows a heterogeneous mix of work activities–

rickshaw/van pulling, transport worker (12.7 %), petty trading/small business (10.8 %), self-

employed (6.7%), service (5.8 %), and so forth.  

Overall, 828 or 51.75% households have secondary occupation. Among the secondary 

occupations, agriculture (40.9%) dominates the scene, followed by assorted type of work and 

successively by agricultural laboring (12.7%). Predomonance of agriculture as the secondary 

occupation is the reflection of landlessness of households. 

09  Overall Impact of the Project  

Evaluation results based on perceptions of the respondents show that the project has been 
successful in improving connectivity with important places/locations, increasing their coping 
capacity, including resilience/self confidence. Connectivity with flood/cyclone shelter and 
growth centers has become easier and more convenient, and mobility of women/children, 
the sick and the disabled has increased significantly. 

In addition, due to construction of bridges/culverts people are getting additional and 
incremental employment opportunities and higher agricultural production. Scope of poultry 
and fish cultivation has been increased, including the scope to set-up/initiate new business 
enterprises. Access to schools and health facilities has become easier, resulting in time and 
cost savings. 

A vast majority of the respondents maintain that construction of bridge/culvert has 
contributed significantly or moderately in increasing their coping capacity, resilience/self 
confidence, employment opportunity for women, including increases in wages/income. All 
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these positive changes have favourable impact on food security, school attendance, 
utilization of health facilities, including cyclone/disaster shelters.  

According to study participants, the greatest and most sustainable gains from construction of 

bridges/culverts have come not only from employment generation or poverty alleviation 

because of the project,  but from the roads themselves through improvement in connectivity 

with different strategic locations including flood/cyclone shelters, improvement in water-

logging problem/ disaster risk reduction. The evidence from FGD, field observation, and 

structured interview shows that the landless and marginal farmers including women, 

children, the sick and the disabled  receive a larger share of the benefits from the project.   

Small bridges/culverts constructed under this project have stimulated both agricultural and 

off-farm employment. Transportation infrastructure provides access to markets, administrative 

centers, financial services, and basic human services. According to opinion of FGD 

participants,  construction of small bridges/culverts on roads has led to improvement in 

connectivity,  including reduction in travel times and transport costs. They have brought about 

lower input costs for major crops and increased use of new farm technology (including 

high- yielding varieties, chemical fertilizers, and irrigation equipment) leading to higher 

agricultural production and producer surpluses. All of these changes contribute to 

increased household incomes. The evaluation team’s interviews with both land-owning 

farmers and those engaged in off-farm employment including traders, service holders, 

students, and parents of children confirm that rural people themselves believe that 

construction of small bridges/culverts on roads have yielded significant benefits in the form 

of improved connectivity, better access to social institutions, and increased 

incomes/employment. 

In addition, bridges and culverts constructed under the project have contributed to 

increased access to family-planning and health services as well as primary schools. By 

reducing the costs to parents of sending their children to school, the project has led to 

increased primary school enrollmen/attendance, especially for girls.  

The project can achieve two objectives simultaneously, both short-term transportation 

benefits and long-term socio-economic development through improved connectivity, if 

implemented efficiently. In practice, both the objectives have been reasonably achieved as 

emerged from household survey, field observation  and FGDs with community leaders and 

civil society members. 

Collected information and their analysis suggest that the project “construction of  small 

bridges/culverts” has been reasonably successful in achieving its objectives. The largest and 

the most sustainable gains have come from the roads themselves  i.e. through improved 

connectivity, disaster risk reduction, increased resilience/coping capacity/trust,  and self-

reliance,  including the benefits from employment generation/increased incomes. 
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 10 Impact on Transport Sector/Changes in Transport Mode 

Bridges/culverts on rural roads improve connectivity by filling in the gaps stuck between 

broken portions of roads. Effect or immediate impact of this is expected to be heavily on 

passenger and freight traffic. Bridges/culverts make it trouble-free, uninterrupted and 

smooth plying of different types of vehicle and thus ease travelling of people and transport 

of goods, which bring about changes in transport modes. The improvement in connectivity 

facilitates new entrants of transport vehicles. 

Instead of traveling on foot and using slow moving cart (bullock/buffalo) along the roads, 

people are now using different mechanized transport vehicles. After construction of the 

bridges/culverts, travelling on foot has reduced by 61.64 per cent, transporting goods by cart 

has decreased by over 90 per cent. As expected, plying of fast moving vehicles such as motor 

cycle, bus/truck, baby taxi and tempo, Nasimon/karimon has increased amazingly. Plying of 

motor cycle, mostly for carrying passengers, has increased by about 278 per cent, bus/truck 

by over 1,876 per cent, baby taxi by nearly 189 per cent, tempo by about 179 per cent, and 

rickshaw/van by 127 per cent.  

As all roads are not bitumen-surfaced or of all weather condition, plying of vehicles varies 

depending on the season. Running of vehicles is reduced in the rainy season even after 

construction of bridges/culverts. This is primarily because all roads are not bitumen-

surfaced, which do not allow vehicles to move when there are rains in this season. 

Use of Road and Passenger Time Savings 

Information on changes in road use and cost savings due to construction of the 

bridges/culverts was gathered at the household level. Over 87 per cent of the respondents 

reported that the use of program roads has increased significantly after construction of the 

bridges/culverts; 11 per cent reported for moderate increase and less than 2 per cent for 

insignificant increase.  

On the average, household members can save up to 25-33 per cent of their travel time. 

Nevertheless, it may be mentioned that the average time savings for travel to these places 

varies from only 8 minutes to 21 minutes. 

11. Impact on Agriculture Sector 

 Developments of transportation networks resulting from the construction of 

bridges/culverts on the rural roads are expected to boast various sectors of the rural 

economy. The rural economy is likely to be enhanced in the course of diversifying as well as 

intensifying agricultural production, expanding small business, diversifying occupation, 

enhancing employment and wages and thus changing the livelihood patterns.  

Improvements in rural transportation networks play an important role in ensuring 

availability of agricultural inputs and have important implications on the prices of inputs 

thus affecting agricultural production. As the demand for inputs is mostly price elastic in 

nature, development in transportation is likely to result in more intensive use of these inputs 
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and adoption of improved technology. Another important channel through which agriculture 

gets benefitted is by moving towards more efficient combination of outputs made possible 

by easier access to markets. 

Among the total of 1,600 respondents, 708 are found to have agriculture as the primary or 

secondary occupation. More than 90 per cent of the farm households reported that the 

utilization of shallow tube well, power tiller, threshing machine and husking machine 

(movable) has increased, whether small or moderate or large. However, it appears that the 

utilization of tractor and power pump has increased to a lesser extent. There may be 

limitations in the use of these two technologies from other sides. As the plot size of majority 

of the farmers is small, the utilization of tractor in tilling the plots may be disadvantageous 

as well as cost ineffective. On the other hand, the limited availability of surface water in 

certain areas may limit the use of power pumps. 

The use of power tiller has gained fabulous popularity among farmers of Bangladesh. By this 

time, power tiller has almost fully replaced traditional bullock tilling. Besides, a recent 

development in this sector is the common use of mechanized threshing and husking. The 

farmers get door to door services of power tillers, threshers and small husking machines. 

Improvements in rural road networks with bridges/culverts have significant contribution to 

the movements of these implements and their easy availability at farmers’ points.  

All these supplies and services have reduced the cost of production in agriculture. 

Improvements in transportation have eased product marketing. Besides, bridges/culverts 

have direct impact on water logging. Nearly 80 per cent of the farm households are reported 

to have reaped benefits in terms of water logging. 

The cost reduction, availability of technology, improvements in marketing and the reduction 

of water logging have contributed to increase in agricultural diversification and production. 

Production of most selected crops has gained low, medium or high degree of increase after 

construction of bridges/culverts. Again, farmers have shifted to certain new high returned 

crops (maize, wheat) replacing low returned Aus paddy, as the access of the farmers to 

required inputs and technology and markets for those products have increased after 

construction of bridges/culverts. 

12. Impact on Small Business 

Qualitative information was gathered in the FGDs on the degree of rise in various small 

businesses within the catchment area of the program roads. The selected small businesses 

included: poultry and livestock rearing, pisciculture, tea stall, rice mills and brick fields, etc. 

The group discussions suggest that there has been moderate to large increase in some of the 

small businesses.  

However, there have been limited increases in the case of brick fields, rice mills and 

pisciculture. Establishment of brick fields and rice mills needs large investment which may be 

difficult for many people to acquire. On the other hand, the lesser increase in pisciculture 

may have been owing to unavailability of additional/adequate water bodies in the vicinity.  
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There have been large increases in grocery stores and tea stalls which need small 

investments. Moreover, the increase in these two businesses may have been demand driven 

because of increase in income and mobility of people resulting from infrastructure 

developments. During leisure time, especially in the afternoon and evening times, rural 

people spend their time mostly in gossip meetings in the roadside tea stalls-where they have 

discussion on many things-starting from local level factional politics to national/party 

politics. 

13. Occupational Changes 

Along with diversification of economic activities, occupational changes have also occurred as 

a result of infrastructure development. Agriculture and agricultural laboring as the primary 

and secondary occupations have declined while transport pulling and service activities as 

occupations have increased greatly.  Thus shifting of occupations has taken place after 

construction of bridges/culverts. Though small business has increased, it has increased more 

as a secondary occupation than as primary occupation. Small business as the primary 

occupation has increased by 5.52 percent while as the secondary occupation it has increased 

by 12.8 percent.Transport work as the primary occupation has increased by 14.6 per cent 

and that as a secondary occupation by 14.2 per cent. This is obvious because the immediate 

impacts of construction of roads and bridges/ culverts are on the transport sector.  Various 

service activities have gained importance as both the primary (increased by 9.47 percent) 

and secondary occupations (increased by 37.7 percent). Another noticeable fact is that 

before construction of bridges/culverts, 854 households (53.37 percent) out of the total of 

1,600 had certain secondary occupation; but after construction, the number of households 

having secondary occupation has dropped somewhat to 841 (i.e. 52.56 perc1 

14 . Labor Supply and Wages 

Ease in mobility facilitates females to participate in work force. Moreover, it encourages 

laborers to move from low wage villages to high wage villages, especially when the 

transportation cost is more than compensated for by the difference in wage rates between 

the village of origin and the village of destination. This may well raise or lower wage rates in 

the program villages depending on the supply and demand for labor. As there have been 

increases in economic activities in the survey villages, the demand for labor and hence the 

wage rates might have increased. Female participation in work has also increased after 

infrastructure development through construction of bridges/culverts. 

Evidence from FGD suggests that female participation in workforce, labor supply and wage 

rates, all have increased. 

15. Household Income  

Diversification of occupation and increase of economic activities resulting from construction 

of bridges/culverts have contributed to to increased income. The average household income 

at constant prices of the base year (before construction) is found to have increased by 11 per 

cent. However, at current prices the increase has been much larger (29.87 percent). The 
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highest growth is found to have occurred in the livestock/poultry sector (42.69%) followed by 

internal remittance (23.36%), service sector (17.05%), all other assorted activities (12.48%), 

transport operation (11.19%) and small business (11.17%). 

16. Household Food Situation 

The observed growth of income is expected to improve the food situation of households. The 

situation for all households is not the same. Some households suffer from food deficit for the 

entire year, some for a particular time of the year, some have no food deficit, while some 

other households have surplus food.  

During the survey, the respondents were asked to categorize themselves in terms of 

deficit/self-sufficient vis-à-vis the household’s perception of its food consumption needs. Five 

categories of food deficit are used:  

 Always in deficit (Having year round food deficit-12 months); 

 Chronically in deficit (having food deficit for more than 6 months a year); 

 Frequently in deficit (having food deficit for 3 to 6 months a year); 

 Occasionally in deficit (having food deficit for less than 3 months a year); and  

 Self-sufficient in food (breakeven), and 

 Food surplus. 

 
‘Always in deficit’households are those which suffer from food insecurity throughout the 

year.Chronic deficit households are households which cannot meet consumption needs for 

most of the time in the year; frequently deficit households can do so during some months of 

the year, while occasional deficit households can do so for most of the months (up to 9 

months in a year). Break-even households are those who consider themselves to be self-

sufficient in food, that is, these are the households having food security throughout the year.  

The results show that the proportion of deficit households in every category has decreased 

largely while that of the self-sufficient and surplus households has increased. Substantial 

increase has taken place in the case of the self-sufficient (27.54%) and surplus category 

households (134.48%).  

17. Loan and Savings of Households 

The average household loan has risen by 13.68 per cent over the years. This is possibly 

because of the increase in investment demands as facilitated by the enhanced access to 

financial institutions like NGOs and banks as a result of improvements in transportation 

network. The average household savings have also increased by 40.72 per cent. This may be 

due to increase in household income made possible by better economic opportunities due to 

construction of bridges/culverts and thereby improving transportation networks.                              

18. Impact on Land Prices 

Land is such a scarce resource in Bangladesh that its price goes on increasing continuously. 

But the prices of all lands do not change equally. Given the limited or fixed supply, the prices 

of different categories of land depend upon its different utilizations. Lands utilized for 
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commercial or housing purposes bring higher average price than the average price of 

agricultural land. It is found that the average price of remote land used for agriculture has 

increased by 43.50 per cent while that of the roadside land by 159.21 per cent. The 

difference between the two prices may be attributable to the construction of 

bridges/culverts. As the communication system has improved due to the construction, the 

roadside lands have become high valued for commercial and housing uses.  

19. Social Impact 

Growth of Social Institutions 

Improved transportation system is expected to facilitate growth of some other social 

infrastructures like educational institutions, health facilities, and disaster/cyclone shelters. In 

the villages in the survey areas, these institutions have grown after construction of 

bridges/culverts. Based on FGDs, it is found that in 37.5 per cent of the survey villages, there 

has been growth of health centers, the growth of NGO offices has been in 32.2 per cent 

villages, while the corresponding figure for bank branch and schools is 21.9 per cent and 20 

per cent respectively. 

 Access to Education and Health Care  

Access to education and health services is likely to improve after construction of 

bridges/culverts. This may occur for two reasons: first, for the growth/emergence of these 

facilities in the catchment area and second, for easy accessibility, both resulting from the 

development of road networks. The relevant information has been collected from household 

level interviews. Positive increase in the availing of both education and the health services 

has been reported almost universally. An overwhelming majority of respondents (more than 

95 percent) maintain that access to educational institutions and health facilities has 

increased with positive impact on school attendance/enrollment and health status. 

It has been found that construction of bridge has contributed to better access to health care, 

especially for mothers and children. In addition, access to skilled provider/quality care and 

opportunity for receiving health service timely has increased. 

20. Efficiency of the Implementing Agency 

The efficiency of the implementing agency or of the concerned ministry can be assessed by 

indicators like: site selection, construction standard, efficiency in utilization of funds, timely 

completion of construction work, and so on. The data shows an increasing trend in 

construction and budget allocation. The efficiency of the ministry in carrying out the job is 

reflected through this increasing trend of fund utilization. 

In the 40 sample upazilas, a total of 272 bridges and 61 culverts were constructed during July 

2012 to June 2015. However, there was an increasing trend in the number of 

bridges/culverts constructed in the sample upazilas over the period. For example, the 

number of bridges constructed in the 40 upazilas was 79 in 2012-13, which increased to 91 in 
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2013-14 (i.e 15% increase), which further increased to 102 in 2014-15 (29% increase over 

2012-13). Similar increasing trend was also observed in case of construction of culverts.  

Again, allocations per bridge/culvert also show an increasing trend during the same period. 

Per bridge allocation was Tk 21,44,811 in 2012-13, which increased to Tk 25,30,300 during 

2014-15 (i.e. 18% increase). Simlarly, per culvert allocation increased by 28 percent during 

the same period, from Tk 17,59,185 in 2012-13 to Tk 22,55,967 during 2014-15. This implies 

an increasing trend both in the number of bridges/culverts and also in average amount spent 

per bridge/culvert. 

21. Problems of Monitoring and Supervision 

At the upazila level, a pivotal role in implementing the project is played by the Project 

Implementation Officer (PIO), while the Honourable Member of the Parliament (MP) is the 

key decision maker in selecting the locations/roads for construction of Bridge/culvert.  

The following are the summary findings from KIIs conducted with the Upazila Chairman, 

Project Implementation Officer (PIO) from 40 sample Upazilas and District Relief and 

Rehabilitation Officer (DRRO) : 

Preparing the preliminary/Final list 

 Project Implementation Officer physically visits the project sites before preparing the 
preliminary list.  

 The  preliminary list is submitted to the Upazila Development and Implementation 
Committee, where Honourable MP is the Advisor, PIO is the Member Secretary.  

 The final list is prepared on the advice of the Honourable MP.  
 Apparently no problem in finalizing the list. However, in a few cases, the MP might 

influence the decision.  
 Contractor is selected following the PPR. 

 
There are, however, several technical, organizational, programming, and institutional 

problems that limit the potential benefits of the program as emerged from interviews with 

key informants. The PIO does not have adequate time or requisite manpower for proper 

monitoring and supervision, a fact that limits their technical strength. In addition, 

implementing organizations especially at the upazila level are inadequately staffed. The 

capacity within the government to ensure compliance with program standards is weak. The 

ability to monitor program implementation and the capacity to oversee project works under 

the program is also lacking. 

 

Sometimes upazila level officials cannot afford the time to monitor and supervise projects 

because they are too preoccupied with other administrative functions. The project 

implementation officer (PIO), whose main responsibility is the supervision of works 

performed under different safety net programs (FFW, TR, VGF etc) including the construction 

of small bridge/culvert project, most of the time he cannot afford to visit the projects on a 

regular basis. Thus, very often it becomes difficult to ensure whether contractors are 
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following the guidelines while preparing the mixture with cement, sand and BFS/cobble 

stones in the right proportion ( 1:2:4) during project implementation. As a result, there is 

considerable scope for malpractice and substandard work. 

Supervision and Monitoring of Construction: 

 The PIO is supposed to visit the project site during: (i) layout plan, (ii) after soil 

removal, (iii), during cement-concrete base, (iv) at the time of rod binding, (v) top-

slab binding, and (v) finally at the time of  casting.  

 The PIO must be present at the time of: lay out plan, rod binding, and casting  for 

supervision of the structural layout, and whether various tests are performed (OMC, 

slump test  etc.). This is needed to check whether the mechanisms followed ensures 

the quality of work, and whether nature of bridge casting work is done  following 

prescribed guidelines/ design;  

 One PIO said, “Not a single case was there where OMC test was performed. Slump 

test also not done always-out of three bridges, slump test was done only in one 

case.”In most cases, this is more or less the scenario. This happens mainly because 

even if the PIO has all the intentions to physically visit the project site, because of 

manpower shortage he can hardly afford to do so. 

 Most of the PIOs who were interviewed opined that in order to be able to supervise 

and monitor works related to the project, they need additional human resource. At 

least one more Sub-assistant Engineer, and one Accountant cum Head Assistant 

would be needed at the PIO office in addition to the existing staff. 

22. Strengths of the Project 

 Road communication has saved local people’s time, energy, and costs. Travel 

between places like flood/cyclone shelters, growth centres, health facilities, 

educational institutions has become more comfortable, requiring less time because of 

better connectivity.. 

 Previously, due to bad communication and transportation, local farmers were 

compelled to sell their agricultural products such as vegetables, fruits, paddy, 

potatoes, etc. to the middle men and they could not get fair price. But now the 

farmers can sell their products at a fair /competitive price directly by themselves. 

 Transportation of products like fishes, poultry, dairy, fruits, vegetables, paddy, rice, 

wheat, oil seeds has been improved, facilitating easier and quicker transportation to 

distance places in hats and bazaars. 

 Due to improved communication network, the local people have better avenues of 

income and employment at local level. Even they can explore jobs and business 

outside their locality. 
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 Currently many local people are engaged in transport work either as driver, helper, 

conductor, or rickshaw/van puller, etc. 

 Many local women especially the poor, vulnerable and destitute women are engaged 

as daily labors in paddy field, manufacturing units, tailoring, sewing caps and 

embroidery. 

 Villagers now can move to distant places and explore better jobs due to improved 

communication. As a result the poor people are gradually becoming self reliant and 

self-sustained. 

 Social network has been created and impacted positively especially for women, 

children, elderly, and the disabled.The project has contributed to empowertment of 

women, people who are sick and disabled. 

 Many local investors invested in services, especially in establishing tea stalls, grocery 

shops. In addition, there have been new branches of NGO office, clinics, schools like 

kindergarten, etc. 

 Price of homestead lands, farm lands, wet lands and high land (industrial plot) has 

gone up 

23. Weaknesses of the Project: 

 Lack of financial provision for repairs and maintenance impacted the project 

negatively. 

 Drawing and design framework was not followed properly in a few cases. 

 Problem created due to implementation of construction works by sub-contractor, 

led to poor quality and delays in completion of work in a few cases. 

 Site selections in a few cases were done without sufficient justification and 

consultation with local level community. This was due to elite capture and political 

pressure.  

 In few cases, the approach roads are not constructed properly, which interrupted the 

smooth network of transportation and communication. 

 Improvement of the communication network has contributed to dust pollution, noise 

pollution to a moderate extent. 

 The project has impacted the agricultural land negatively due to losses of farm lands.  

More lands are being used for business, trade and commerce, and habitat for human 

settlement. 

24. Policy Recommendations 

 Repair and maintenances of the bridge along with approach road is the prime 

concern. Appropriate measures should be taken by the Ministry/concerned authority 
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to construct the approach roads properly (widen the roads at least at the entry of 

bridges/culverts) and ensure timely repair and maintenance of the bridges for better 

communication and transportation. It is not only the constructed bridge/culvert alone 

the road condition needs to be operational also so that there is uninterrupted 

communication and transportation network. While conducting the fieldwork, it has 

been found that at a few distance there is a mud road linked with the rural road 

connecting the bridge/culvert, and during the rainy season this portion of the road 

becomes virtually unusable. People living in the area face difficulty in commuting and 

using the bridge/culvert. Measures need to be taken for immediate repair of the road 

so that there is sustainable communication and transportation network. 

 Financial support should be ensured as lack of funds for repair and maintenance 

impacted the work negatively. Participatory bridge management committee needs to 

be formed with the representatives of all segments of local people so that villagers 

can participate in maintenance work of the bridge with their own labor.  

 Normally contract is awarded  as per the PPR among the bidders who are already 

enlisted with the concerned agency. But it has been found that in a few instances 

there is a tendency to get the work done through sub-contracting (by a sub-

agent/new firm). The sub-contractor may not have adequate experience and 

manpower to carry out the work efficiently. In such cases, there is a potential risk of 

poor quality of construction and substandard work. This tendency of sub-contracting 

should be strongly discouraged and construction work should be completed by the 

same firm who has been awarded the contract. 

 Effective monitoring mechanism needs to be ensured so that the sustainability of the 

bridge/culvert can be ensured. Supervision needs to be ensured on quality of 

materials, guiding the mason man, investigating the appropriateness of the tasks 

during construction as per design, status of mixing materials properly. 

 MoDMR manpower strength needs to be enhanced. We strongly feel that a new 

position of Sub-Assistant Engineer should be created to assist the PIO on all related 

supervision tasks. Similarly, a position of Accountant cum Head assistant (something 

similar to that) should be created for smooth conduct of activities at the PIO office. 

 At least 100  positions of PIO are lying vacant at the upazila level. Measures should be 
taken to fill up the vacant positions of PIO on an urgent basis. 
 

 Presently, the maximum length of the bridge is 12 metres or 40 feet. But there is need 

for flexibility in this regard. Depending on the location and size of the canal or open 

place where the bridge/culvert will be constructed, the future project and 

construction work should have the provision of longer structure (up to 50 feet), if 

needed. Because of this ceiling imposed on length, some of the bridges constructed 
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were less than that of optimal size, which might create problems in the future, and 

may not be sustainable. 

 Since the PIO remains extremely busy with plethora of responsibilities, it is not 

possible for him to supervise and monitor the construction work in a regular and 

efficient manner. It is recommended that some sort of Quality Control Cell/ Project 

Implementation Committee may be formed at the village/union level (comprising 

representatives from elected members of UP and community leaders) for regular 

monitoring of the construction (bridges and culverts) works. This will ensure effective 

supervision and monitoring of the work with quality assurance as specified in the 

work order.  

 Local people have no idea or information about construction of bridge/culvert 

regarding the design, time frame, and budget allocation, etc. So, proactive disclosure 

is needed. Union Parishad representatives/community groups should be actively 

involved in the entire process- from site selection to monitoring and supervision of 

works. 

25. Conclusion:  

The project has achieved its targeted impacts on social, economic and allied developmental 
contexts. Findings of the present study suggest that in the locations/areas where bridges 
and culverts have been constructed, tremendous benefits have been accrued by the 
community in the form of improved connectivity along with DDR (disaster risk reduction).  

The project was implemented all over the country with the aim to improve connectivity to 
important places like flood/cyclone shelters, growth centres, schools, health facilities, etc. 
and to increase agricultural production through improvement of communication system for 
easy and timely movement of agricultural inputs and products. The DDM under the Ministry 
of Disaster Management and Relief has been implementing the construction works of 
bridges and culverts of length not exceeding 12 metre long under the project titled 
"Construction of small bridges/culverts” for establishing communication network and 
improved connectivity.  

The project can achieve two objectives simultaneously, both short-term transportation 

benefits and long-term socio-economic development, if implemented efficiently. In practice, 

both the objectives have been reasonably achieved as emerged from household survey, field 

observation  and FGDs with community leaders and civil society members. 

Collected information and their analysis suggest that the project “construction of  small 

bridges/culverts” has reasonably achieved its objectives. The greatest and most sustainable 

gains have come not only from employment generation/increased incomes, but from the 

roads themselves  i.e. through multiple impacts: improved connectivity, disaster risk 

reduction, increased resilience, coping capacity, trust,  and self-reliance. 

Over the years, huge amount of resources have been spent to build bridges and culverts that 

are needed to improve connectivity, reduce disaster risk, protect the environment and ensure 
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that the roads could withstand floods. A larger number of people in the surrounding villages 

including the poor, women and children are receiving benefits from the better quality roads, 

due to the construction of small bridges/culverts, in the following way: 

 Improved connectivity with cyclone shelters/growth centres/health 

facilities/educational institutions; 

 Increased resilience, coping capacity, self confidence; 

 Improvement in water-logging situation; 

 Marketing of agricultural products in a better way; 

 Increase in productivity; 

 Expansion of agro based industries in the project areas; 

 Increase in employment opportunities, both long &  short term; 

 Increased school attendance/utilization of health facilities; 

 Empowerment of women, the sick and the disabled. 
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Section 1 

Introduction and Objectives 
 
1.1 Introduction and Overview 

Adequate infrastructural support is a pre-requisite for accelerated economic development. 

Infrastructure comprises all those activities and facilities which help to sustain the growth in 

production and income generation in the rest of the economy, rather than production and 

income generation within the infrastructure locations themselves. The World Development 

Report (1994) which focuses on infrastructure for development brought out a strong 

positive relationship between the level of GDP and infrastructure stock per capita. Good 

infrastructure helps in raising productivity and lowering the unit cost in the production 

activities of the economy. The pay-off from better infrastructure services go beyond 

reducing technical inefficiencies and financial losses (Gowda and Mamatha, 1997). 

In a developing economy like Bangladesh, infrastructure facilities are generally weak and 

inadequate. Many people and areas do not have access to even minimal infrastructure 

services. Definitions of infrastructure vary widely from physical, economic and social 

infrastructure. Impact of infrastructure has been traditionally linked to education, health, 

social and recreational support and partly to environmental concerns (Haynes, 1991). This 

human capital perspective is augmented by a direct orientation to the welfare of human 

resources and its consequences, which is assumed to increase labor productivity. Economic 

infrastructure is also viewed as a complement to productivity. 

Bangladesh is a riverine country with a population of more than 160 million. The country has 

more than 85,000 villages most of which are de-linked by rivers and tributaries. The major 

rivers like the Padma, the Meghna, the Jamuna and their tributaries have wide network. 

Only 9% of the villages have pucca roads with necessary bridges/culverts. But due to lack of 

required bridges/culverts, people from remote and isolated rural areas do not get adequate 

communication facilities for carrying and marketing their products and utilizing education 

facilities for their children.  

The major items of infrastructure include: irrigation, power, roads/transport, 

communication, education, health, etc. Within these major heads, there are sub-items of 

rural infrastructure which have direct bearing on agricultural development. For example, it 

is not only the total power availability in the area, but equally important is its access to the 

villages and then to agriculture. Similarly, source of irrigation is equally important as the 

irrigation itself. The major sub-items of infrastructure include: (i) proportion of villages 

electrified; (ii) percentage of power used in agriculture; (iii) percentage of irrigated area; (iv) 

intensity of tubewells; (v) density of rural roads; (vi) intensity of transport vehicles; (vii) 

fertilizer sale depot; (viii) rural credit as reflected by intensity of rural commercial banks; (ix) 

rural health as reflected by intensity of beds in rural hospital; (x) intensity of wholesale 
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markets; (xi) storage facilities; (xii) intensity of agricultural extension workers; and (xiii) 

agricultural research/scientist. 

The availability and quality of reliable economic infrastructure appear to influence economic 

productivity and social welfare in at least two basic ways. 

1. Direct contribution to output (augmenting the productivity of private inputs): 

infrastructure as an intermediate public good takes part directly or indirectly in 

production processes. For example, transport and communications networks and 

energy can be distinguished as intermediate public goods with a direct effect on 

productive activities. 

2. Enhances a region's amenities and influence location decision of private industry. 

Infrastructure offers incentives to individuals and firms when they consider 

establishing their residence or locating a business or industry. 

At the village level, the effect of infrastructure development through construction of Bridges 

and Culverts may be seen specifically through: 

 Reduced costs of production: infrastructure thereby affects profitability, through 

increased levels of output, income, and employment. 

 Structural impacts on demand and supply: infrastructure contributes to 

diversification of the economy - in rural areas, for example, by facilitating growth of 

alternative employment and consumption possibilities. 

Infrastructure developments, such as improved transport through construction of 

bridges/culverts, which reduce workers' time spent on non-productive activities, or which 

improve health status (e.g., through better access to health facilities, clean water and 

sanitation), raise the economic returns to labour. By the same token, the lack of affordable 

access to adequate infrastructure is a key factor determining the nature and persistence of 

poverty. Thus, rural roads-infrastructure contributes to economic development both by 

increasing productivity, enhancing employment and by providing amenities which enhance 

the quality of life. 

1.2 Rural Roads/Transport Infrastructure, Agricultural Growth and Employment 

Transport infrastructure has supported the growth of agricultural and non-farm activities in 

China, Indonesia, and Taiwan (China) while lack of road and energy facilities have 

constrained off-farm activities in some African countries (Yusuf and Kumar, 1996). Roads are 

necessary for the development of the markets, which induce farmers to intensify cultivation, 

diversify crop mix and pursue non-farm activities. Research shows that road density is 

significant in explaining the growth of agricultural output in India; location of manufacturing 

activities was strongly influenced by telephone connections and nearness to a highway in 
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Indonesia; and rural manufacturing could grow in Taiwan because of the extensive network 

of roads constructed in earlier stages to support cash crop agriculture and later to buttress 

the growth of manufacturing in the western part of the Island.  

Several studies in Bangladesh have also found similar evidence. One study has shown that 

in areas where transport facilities are developed, poverty decreased by 8 percent and 

extreme poverty by 6.2 per cent. Conversely, where transport facilities are less developed, 

extreme poverty increased by 5 percent over the same period. Another study found that 

households in Bangladeshi villages with physical infrastructure (such as roads) in 

conjunction with directly productive infrastructure (such as irrigation canals and flood-

protection embankments) have incomes more than 60 percent higher than those without 

such infrastructure (Ahmed and Hossain 1990). 

A study conducted by the International Food Policy Research Institute (IFPRI) and 

Bangladesh Institute of Development Studies (BIDS) on Development Impact Rural 

Infrastructure in Bangladesh indicate that “infrastructure development endowment caused 

household income to raise by 33%, income from agriculture increases about 24% that from 

livestock and fisheries about 78% that from wages almost doubles, but income from 

business and industries only raises by 17%. Income distribution shows that the landless and 

marginal farmers gain a larger share of the increase from crop, wages, livestock and 

fisheries. Above facts reconfirm that overall development of rural Bangladesh depends on 

development of rural infrastructure.” 

An expanding road system generates vehicular traffic which has spin-offs in increasing the 

demand for repairs, manufactured spare parts and other services. Recent experience in East 

Asia has highlighted the contribution of telecommunication facilities for rural producers 

needing information on prices and markets, domestic or foreign. Without adequate 

telecommunication facilities, it is difficult to respond quickly to market opportunities, 

organize logistics and meet the time schedules of foreign buyers. 

An attempt at explaining changes in agricultural output on variables proxying transport 

infrastructure, rural electrification, human capital availability, credit supply and irrigation 

facility shows that agricultural output is significantly associated with density of paved roads 

and the number of bank branches. Past research has also emphasized the large benefits to 

rural economy from all weather roads. Apart from the benefits mentioned before, it is 

expected that construction and maintenance of roads, culverts and bridges, which are labor 

intensive in nature, will also create additional gainful employment. Further, a better 

transport system can help trigger farm mechanization and diversification into cash crops. In 

turn, both these can reinforce backward linkages from infrastructure building (Yusuf and 

Kumar, 1996). 
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Rural infrastructure - power, all weather link roads to every village, transport, storage 

including cold storage, communication, processing and packaging of rural products for 

domestic and measure of poverty reduction. This emphasis is necessary to reach the 

required growth in agriculture and rural industries but also to generate larger employment. 

1.3 Background of the MODMR Project “ConstructionSmall Bridges/Culverts on Rural 

Roads (3rd phase)  

As more than four-fifths of the population of Bangladesh lives in rural areas, the overall 

development of the country centers on the growth of the rural economy. Until the 

beginning of the 1990’s, rural development was envisaged primarily in terms of agricultural 

growth, which centered on the increase in crop production with provision of seed-fertilizer 

and irrigation technologies. The strategy initially stimulated agricultural growth-- but the 

growth was not sustainable nor was it strong enough to make a dent on the prevalent level 

of rural poverty. Since the early 1980s, agricultural growth began to slow down with 

declining trend in factor productivity. Bearing this in mind, diversifying agriculture, raising 

productivity, increasing cropping intensity and developing non-farm activities appeared as 

more appropriate rural development strategies. 

In 1984, the Government of Bangladesh spelled out its new rural development strategy. The 

main focus was on the development of physical infrastructure involving rural roads with 

bridges/culverts, markets, storage facilities, electricity, irrigation and so on. The expectation 

was that the development of infrastructure would stimulate growth and diversification of 

the rural economy in general and that of agriculture in particular. 

Development of agriculture and rural non-farm activities or small businesses is inextricably 

linked with the state of transport infrastructure in the rural areas. As an imperative part of 

infrastructure development, the Department of Disaster Management has been 

implementing its bridge/culvert program throughout the country. Starting in the year 1998, 

the project constructed  small bridges and culverts to the maximum length of 12 meters in 

61 plain districts in phases, linking the disconnected roads earlier constructed under Food 

for Works Program.   

The distribution of nearly 60 % of agricultural products in Bangladesh is dependent on land 

routes. But most of the rural roads are unpaved and thus become impassable especially 

during the rainy season due to lack of bridges/culverts. In the light of this situation, the 

(MoDMR) Project “Construction of small bridges/Culverts on the Rural Roads (3rd phase) is a 

major step to improve rural transportation by constructing bridges and culverts. This is an 

important rural-infrastructure development programme of GoB, being implemented by the 

Department of Disaster Management, under the Ministry of Disaster Management and 

Relief. The project is highly relevant in terms of its impact and necessity. Basically, this 

project is the extension of 1st and 2nd phase projects. 
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 Bridges/Culverts project is an important rural infra-structural development programme in 

Bangladesh. The same programmes taken up earlier by Department of Disaster 

Management /CARE/WFP throughout the country have linked disconnected roads which 

were constructed under Food for Work Programme.  

The project (3rd phase) is completed, and a total number of 4928 Bridges and Culverts have 

been constructed during the project duration (July 2012 to June 2015) covering 61 districts 

and 459 Upazilas in the plain land. 

After completion of the project there is a need to assess the impact of the project in 

improving connectivity through better road (due to construction of bridges/culverts) and 

marketing infrastructure and the resulting improvement in the the quality of life of the 

people and reduction of poverty through increases in income, wage, output, employment 

including increased access to schooling, health facilities and better connectivity with 

disaster/cyclone shelters, etc.  

1.3.1 The Envisaged Impact of Rural Transport and Trade Infrastructure Development 

through construction of Bridges and Culverts 

Development of rural roads (and markets) through construction of Bridges/ Culverts is 

expected to have wide ranging impacts on the village economy as well as on the 

households. By facilitating better transportation and lowering transportation cost, road 

improvement opens up opportunities for new employment and income generating activities 

and diversification of rural livelihoods. Availability and lower cost of inputs and easier access 

to markets and technology may lead to intensification and expansion of existing production 

activities. At the disaggregate level the envisaged impact of road and market development 

on various production sub-sectors may be stated as below: 

 Transport Sector: Increased volume of traffic, freight and passenger on the improved 

road,changes in the modal mix and freight composition, lowering of transport 

charges resulting in user cost savings, and changes in the pattern of ownership in the 

transport sector; 

 Trade Sector: Growth of the trading sector in terms of spatial spread of markets, 

increased number of shops and vendors in the existing markets leading to higher 

turnover and toll collection, changes in the composition of goods and services 

traded, and changes in the prices of goods and services.. 

 Agriculture and other Production Sectors: Intensification of factor use, e.g. through 

higher cropping intensity in agriculture, higher capacity utilization in processing 

activity etc, improved input use and transition to improved technology e.g. with 

regard to the use of fertilizer and irrigation in agriculture, and switching over to 
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mechanized technology in processing activity, increased volume of output, changes 

in the output mix, and rise in the level of productivity; 

 Institutional Service Sector: Major components of this sector are (a) health and 

family planning facilities, (b) educational institutions, (c) financial institutions, (d) 

extension services, and (e) NGOs and CBOs. Apart from the likely impact of increase 

in the number of these institutions, both the volume and quality of service are likely 

to go up as a result of improvements in roads and transportation. In the case 

educational institutions, favorable effects are expected with respect to the level of 

enrollment, attendance and dropouts. 

Road and market development are also expected to bring about favourable changes at the 

household level with respect to various assets holding that influence critically the pattern of 

livelihood in the village economy. In response to improved incentives, economic 

participation rate at the household level is likely to increase and the incidence of out 

migration may also go down. The level, sources and structure of employment may undergo 

changes with implications for household income. Improved employment and income 

earning opportunities coupled with better access to economic and social infrastructure will 

lead to increase in household savings, investment and asset ownership. Changes in land, 

labour, human capital and physical asset holdings are expected to have favourable impact 

on the livelihood situation of the households. 

Road and market development is expected to stimulate consumption by improving the 

availability of various consumption goods and services and lowering their prices. 

Consumption is also likely to get a fillip from increased income. Improved road also 

facilitates access to various economic and institutional infrastructure including schools, 

health centers, NGOs, banks, extension service etc. As a result of the construction of 

Bridges/Culverts and consequent improvement in the rural road infrastructure, along with 

the exogenous changes in the village economy and the endogenous changes in the 

household’s asset holdings together, are likely to contribute towards reduction in human 

poverty in the rural areas. 

1.4 Conceptual Issues  

Rural roads with no bridge/culvert, though allow uninterrupted traffic movements, obstruct 

smooth flow of water from one side to the other, which is likely to cause water logging and 

flooding.  This may cause serious damage to monsoon crops. On the other hand, if the roads 

are constructed with gaps to let level flow of water, movements of traffic are interrupted or 

even hindered. In such situations, of course, flow of water may cause soil erosion in order to 

make room in the gaps for larger flows. Thus bridges/culverts provide connecting links by 

filling-in gaps between disconnected portions of a road and facilitate/make possible 

uninterrupted movements of traffic along the road as well as to keep normal flow of water.  
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Thus construction of bridges/culverts on rural roads is expected to have direct impacts on 

connectivity, communication and agriculture sector. Traffic movements are likely to be 

increased and employment higher than before. Increase in traffic movements makes travels 

of people and transportation of inputs and goods much easier and cheaper. All these are 

likely to have measurable indirect impacts on various economic and social sectors; but the 

benefits to be accrued are depended on the efficiency in construction at every stage 

beginning from site selection to the final stage.   

Indirect impacts on agriculture and other production sectors through impact on transport 

sector may include intensification of factor use in agriculture, higher capacity utilization in 

processing activities, improved input use and transition to improved technology, for 

example, with regard to the use of fertilizer and irrigation in agriculture and switching over 

to mechanized technology in processing activity, increase volume of output, changes in the 

output mix, and rise in the level of productivity. Easier and cheaper movements open up 

opportunities for innovative employment/income generating activities and diversification of                                                                                                                                                                            

rural livelihoods. Ready availability of inputs at lower costs and easier access to technology 

and market may lead to intensification and expansion of existing production activities.    

Bridges and culverts on the rural roads are also expected to bring about favorable changes 

at the household level with regard to various asset holdings that influence critically the 

pattern of livelihood in the village economy. In response to improved incentives, economic 

participation at the household level is likely to increase and the incidence of out migration 

may also go down. The level, sources and structure of employment may undergo changes 

with implications for household income. Improved employment and income earning 

opportunities coupled with better access to economic and social infrastructure leads to 

increase in household savings, investment and asset ownership. All these changes are 

expected to have favorable impact on the livelihood situation of the household members as 

a result of improved connectivity with cyclone shelters/growth centers/social institutions. 

1.5  Objectives of the Study 

The principal objectives of the study are: (i) to assess the impact of the project on various 

economic and social sectors, and (ii) to provide insights on the efficiency of the 

implementing ministry and make recommendations in order to draw appropriate lessons. 

In particular, an attempt has been made to review and document the achievements, 

effectiveness, and efficiency of the project to assess:  

(i) The extent to which the stated objectives of the project have been achieved in 

improving connectivity with cyclone shelters/growth centres/schools/health 

centres etc. 
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(ii)  The impact of the project at different levels: 

 -impact at thehousehold level; 

-impact at the community level;  

 -social perceptions on the projects. 
 

(iii)  The efficiency of the ministry in the implementation of the project: 

-To discuss with implementing actors at district and upazila level, to get their 

views on its successes, challenges and scope for further improvements. 
 

(iv) To draw appropriate lessons for further development of the program and 

suggest some crucial policy recommendations; 
 

(v) To provide insights, draw appropriate lessons, and make policy 

recommendations for further development. 

 

1.5.1 Study Focus 
 

Development of rural roads (and markets) through construction of Bridges and Culverts is 

expected to have wide ranging impacts on the village economy as well as on the rural 

households. Our main emphasis in the present study has been to see: how far the project 

has been successful in increasing connectivity with strategic locations like: cyclone shelters/ 

growth centres/schools/health facilities etc and empowerment of women, the sick and the 

disabled?  

By facilitating better transportation and lowering transportation cost, road improvement 

through construction of Bridges and Culverts also opens up opportunities for new 

employment and income generating activities and diversification of rural livelihoods. 

Availability and lower cost of inputs and easier access to markets and technology lead to 

intensification and expansion of existing production activities.  

An attempt has also been made to assess the nature of economic and infrastructural 

changes occurring in the villages in the project areas focusing on the following: 

 Connectivity with cyclone shelters/growth centers/educational institutions/health 

care facilities 

 Agricultural production/land productivity 

 Income sources 

 Employment opportunities/labour market participation 

 Access to electricity and irrigation facilities 

 Use of fertilizer and agricultural chemicals 

 School enrolment/attendance/drop-outs 

 Access to health care 

 Empowerment of women ( including the sick and the disabled). 
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It is expected that the present study will shed light on the impact of the project in improving 

connectivity, enhancing the quality of life of the people and the resulting improvement in 

the reduction of poverty as reflected by increases in income, wage, output, employment 

including increased access to schooling, market and health care facilities, agricultural 

production/land productivity. 

 

1.6 Organization of the Report 

The report includes eight sections. The introductory section starts with an overview and  

background statement, specifies the objectives and the conceptual issues.  Issues in 

methodology, overview of the sample districts/upazilas and limitations of the study are 

described in Section 2. Socio-economic characteristics of sample population are presented 

in Section 3.  The major findings of the study are depicted in sections 4 to 6: The impact on 

transport sector is discussed in Section 4, while the economic and social impacts are 

presented in Section 5 and Section 6 respectively.  Section 7 deals with aspects related to 

the efficiency of implementing agency. Lastly, Section 8 starts with a discussion on major 

issues, summarises the major findings including strengths and weaknesses, provides with a 

set of recommendations, and terminated with a brief conclusion. 
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Section 2 

Data and Methodology 
 
2.  Issues in Impact Assessment 

The methodological literature on impact assessment is a burgeoning one but at its heart lie 

the search for two core answers: i) does a given intervention make a difference? And, ii) 

what explains the observed impacts? Two approaches dominate the discourse, one focused 

on counterfactual assessment using control groups etc. and the other emphasizing heuristic 

or theory-based evaluation. Each of these has their merits and their limitations with 

differing emphasis on evidence and explanation. 

2.1 Key Issues in Assessing Outcomes 

There are three levels at which the impact of construction of small bridges/culverts on rural 

roads, as given primarily by their objectives, has to be examined: 

(i) Firstly, perceptions of the villagers/community groups themselves on program 

impact; 

(ii)   Secondly, changes in various indicators of household/individual welfare because of 

construction of small bridges/culverts on rural roads; 

(iii) Thirdly, assessing how much of the observed changes in household/individual 

indicators is due to program impact by comparing the present situation with that 

before the initiation of the project i.e. the 'before and after comparison'. 

These approaches aim to offer a  thoroughgoing evaluation of performance juxtaposing 

several perspectives but it is important to be cautious about the nature of the evidence 

here. The questions of identification and attribution remain pertinent and causation is 

difficult to assess. However, while recognizing these limitations, the Study Team is confident 

that the conclusions are reasonably robust. Rather than over-reliance on any one evidence, 

the effort has been towards constructing a meaningful analytical narrative utilizing all the 

evidential angles and juxtaposing these against grass-root perceptions. 

An important concern in impact assessment is the issue of non-sampling errors which can 

arise from three sources: i) weaknesses in the research design in terms of conceptual errors 

and inappropriate queries, ii) investigator's failure to communicate with the respondents, 

and iii) respondent's unwillingness or inability to provide required information. It is possible 

to narrow down the margin of non-sampling errors by anticipating likely problems in each of 

the above areas and then trying to overcome them as best as possible through use of 

multiple methodologies.  
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Questions on program impact on connectivity, empowerment mobility, for example, rarely 

elicit robust answers in structured questionnaires. But in the relative anonymity of focus 

group discussions, respondents appear much more willing to share the relevant experiential 

realities. The present study was particularly careful to engage with these social imperatives 

in order to build familiarity with the field sites, to identify key issues to be examined, 

respondent identification and field documents pertaining to program implementation, 

intensive training of field research teams on the conceptual scope of the research, and the 

mixed-method approach of quantitative and qualitative instruments. 

There are a number of conceptual and methodological challenges researchers face in 

carrying out a meaningful analysis of the impact of projects like the present one i.e 

construction of small bridges/culverts on rural roads. Several dimensions can beidentified: 

2.1.1 Relevance of Perceptions 

The distinction between perceptions and quantitative outcomes is an important one in 

arriving at a meaningful assessment of both specific and general impact of the project 

“construction of small bridges/culverts on rural roads”. Perception data can point towards 

intangible outcomes such as empowerment that are not easily captured through 

quantitative indicators. Perceptions data can also serve to bring out beneficiary judgment 

on the significance of the project (construction of small bridges/culverts on rural roads) 

within the larger dynamics of the household and the community. Such judgments may be 

missed out in quantitative outcome indicators. Perceptions are also useful to bring out 

information on sensitive aspects such as corruption/inefficiency on which beneficiaries are 

often reluctant to provide individual answers in questionnaire format. 

2.1.2 The problem of Attribution 

A second concern is about attribution. Surveys often bring many types of changes in the 

status of beneficiary households/communities. How far are such changes attributable to a 

particular program? This problem of attribution is a familiar one in assessment exercises and 

is bound up with the specification of a counter factual. Use of control groups is the accepted 

methodological device to narrow down this problem of attribution. However, establishing 

meaningful control groups presents particular challenges in this case, when construction of 

small bridges/culverts on rural roads has become ubiquitous, especially in poverty-prone 

localities. It is extremely difficult to select a genuinely comparable control group. This 

remains problematic even when more advanced statistical techniques are employed. For 

this reason, we have used the ‘before-after’ comparison for the present analysis. 

No assessment of construction of small bridges/culverts programs will be complete without 

examination of the overall system. This would call for an exercise that focuses on some key 

aspects of the system as a whole. The key concerns that need to be addressed as part of 

such an overall assessment are: 
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2.1.3 The Assessment Gap 

Independent and comprehensive assessments on impact of construction of small 

bridges/culverts on rural roads have been relatively limited. Most of these focus mainly on 

process issues i.e. coverage, cost, and selection bias, rather than on outcomes. Such a 

situation is not limited to Bangladesh. With this knowledge gap on outcomes in mind, a key 

objective of the present study has been a comprehensive field assessment of the project 

“construction of small bridges/culverts on rural roads” being implemented by the Ministry 

of Disaster Management and Relief. 

2.2 Methodology of the Study 

2.2.1 Sample Selection 

A critical aspect of the study is the selection of districts and upazilas, so that they are 

representative of the universe and provide a good data base.  

Though Bangladesh is a small country in size, it is not homogeneous. There are plain land, 

hilly areas, coastal belts, char and haor areas, etc. Some of the districts are affected by 

Aila/Sidre (vulnerable to frequent cyclone/tidal bore), some are flood prone and frequently 

affected by river erosion, while some districts have problems of water logging for a 

significant part of the year. 

At the first stage, a total of 20 districts were purposively selected in consultation with the 

professionals/officials of M/O DMR and based on the following criteria: several districts 

vulnerable to frequent cyclonic storm/tidal bore were selected from the coastal belt (i.e. 

Bhola, Patuakhali, Cox’s bazaar, Bagerhat, Satkhira), the second set of districts were selected 

from flood prone/river erosion areas (Kurigram, Lalmonirhat, Gaibandha, Sirajgonj), another 

set of districts were selected which are affected by water logging for a significant part of the 

year i.e. Char/ Haor areas (Sunamgonj, Kishoregonj, Natore, Noakhali, Habigonj), while 

another set of districts were selected which are not vulnerable to or affected by 

flooding/river erosion/water logging etc, like: Sherpur, Jamalpur, Nawgaon, etc . 

At the second stage, from each sample district, two upazilas were selected purposively i.e. a 

total of 40 upazilas from the 20 sample districts.  

At the third stage, from each sample upazila, two to three roads having M/O DMR 

culverts/bridges constructed during the three year period 2012-13 to 2014-15 were selected 

randomly. Finally, from each upazila 40 beneficiaries representing different sections of the 

community comprising farmers, traders, day labourers, housewives etc. were selected for 

interview. 

In selecting the sample of bridges/culverts in the selected upazilas, expert consultations 

were sought from the PIO. Again, a household sample was drawn from the catchment area 
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of bridges/culverts and the relevant road.The list of the sample districts with nature of 

disaster proneness are presented in Table-2.1, while the list of selected upazilas with the 

number of respondents interviewed are presented in Table-2.2. 

Information was collected through administering five sets of schedules. The first and the 

second sets, which contained questions on different aspects of implementation of the 

project at district and upazila levels, were for interviewing the DRRO and the PIO 

respectively. The third set was for Focus Group Discussion (FGD) to obtain community level 

information. The fourth set was administered to interview the upazila chairman. And the 

fifth schedule was administered at each household to gather household level information. 

The schedules are: 

1. Key Informant Interview Schedule for DRRO 

2. Key Informant Interview Schedule for PIO 

3. Key Informant Interview for Upazila Chairman 

4. FGD (Focus Group Discussion) Guideline Schedule 

5. Household Survey Schedule 

 

2.3  Data Collection Instruments 

The study employed a two-track methodology: 

The first track consisted of analysis of secondary data as given below: 

 Government documents/reports; 

 Project documents/reports. 

 

The second track consisted of primary data collection- both qualitative and quantitative 

information was obtained. A range of tools were employed including questionnaire survey 

with beneficiaries of adjacent villages/community groups, FGD with community leaders, and 

key informant interviews with service providers at the district and Upazila level (DRRO,PIO, 

Upazila chairman).  

 

2.3.1 Questionnaire Survey 

A community level survey was carried out in villages around the selected roads in the 

sample upazilas/areas. From each upazila, villagers representing different sections of the 

community comprising farmers, traders, day labourers, housewives were interviewed 

through a semi-structured questionnaire. A total of 40 respondents were interviewed from 

each upazila which gave a total of 1600 respondents from 40 upazilas. 
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Information was obtained to see the impact of the project in: 

 Improving connectivity (with cyclone shelters/growthcenters, schools and hospitals, 

etc.) 

 raising employment opportunities 

 decreasing transportation costs 

 increasing household income 

 contributing to overall social development through increased 

-      school enrollment/attendance 

-      health care utilization. 
 

2.3.2 Focus Group Discussion (FGD) and KII 

 

In addition to indepth survey with villagers, information was obtained through Focus Group 

Discussion (FGD) with community leaders. A total of 40 FGDs were conducted -one in each 

sample upazila. 

Under the FGD with community groups, local level leaders/influential people including 

journalists/lawyers, school teachers, NGO workers, UP member/Chairman etc were 

assembled together to discuss about various issues related to construction of 

bridges/culverts with major emphasis on the following: 

(i) What are the type of benefits from construction of bridges/culverts?  

(ii) Whether project interventions (upazila-wise or location wise) covered the most 

deserving areas/locations, and what are the factors responsible for 

inefficiency/lack of transparency at the point of construction? 

(iii) What are the factors responsibile for (in)efficient performance of the project, as 

well as the steps needed for making the process efficient and sustainable? 

Several Key Informant Interviews were conducted with service providers at the district and 

upazila level,including the DRRO,Upazila Parishad Chairman and the Project Implementation 

Officer (PIO). A total of 97 KIIs were conducted at different levels (DRRO-19, Upazila 

Chairman-38, PIO-40)-emphasis was given for identification of existing gaps and lapses, 

including how the program can be further improved and strengthened. 

Ten teams each consisting of 2 field investigators and 1 field supervisor were deployed in 

the field to collect relevant information through questionnaire survey, KII and FGD. The data 

collection was completed in 3 weeks during August-September 2016. 
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2.4  Problems faced and Limitations of the Study 

Ideally, this type of impact study should have included both ‘before-after’ and ‘with-

without’ comparisons. However, establishing meaningful control groups presents particular 

challenges when construction of small bridges/culverts on rural roads has become 

ubiquitous, almost everywhere in rural areas. It is extremely difficult to select a genuinely 

comparable control group. This remains problematic even when more advanced statistical 

techniques are employed. For this reason, we have used the ‘before-after’ comparison for 

the present analysis. This is a limitation of the study.  

However, instead of relying only on quantitative data, we have used the mixed method 

approach of quantitative and qualitative instruments. Qualitative data (FGD, KII) can point 

towards intangible outcomes such as empowerment that are not easily captured through 

quantitative indicators. This type of data can also serve to bring out beneficiary judgment 

on the significance of construction of small bridges/culverts on rural roads within the larger 

dynamics of the household and the community. Such judgments may be missed out in 

quantitative outcome indicators. In view of this, we have given more emphasis on 

qualitative data. 

While conducting the research, field investigators faced a number of problems. The study 

thus is afflicted with a number of limitations. A few of these critical limitations are noted in 

the following: 

 

Remoteness of some sample areas: It was often difficult on the part of the field 

investigators to contact the villagers/ respondents, especially in Char/haor lands and other 

in accessible areas in the districts of Sunamgonj, Kishoregonj, Patuakhali, Bhola, and 

SatKhira. Some of the villages were so isolated that there is no way of communication 

except boat/narrow paths/motor cycle.  

 

Time Constraints: In conducting the study, the research team faced time constraints in 

doing such intensive research. A major limitation while covering different field areas was the 

fact that it took unusually long time in getting the relevant information from some of the 

locations.  

 

Despite these limitations, the study team strongly believes that significant information 

relating to the critical issues of concern under the present evaluation has been gathered 

through—questionnaire survey, KII and FGD. Information thus obtained is expected to bring 

out diverse views and useful pointers relating to the study objectives and to draw important 

conclusions and useful lessons.  

Logistically, the study was managed excellently with whole hearted cooperation from the 

Ministry of Disaster Management and Relief and other relevant agencies and individual 
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stakeholders. The honorable Secretary, MoDMR, helped us in all possible ways for smooth 

conduct of the study related activities. 

2.5  Sample Districts and Upazilas 

List of districts and upazilas covered by the present study is presented in Tables 2.1 and 

Table 2.2 respectively.  

Table-2.1 

List of Selected Districts 

Name of  
Division 

Name of 
District 

Type of Disaster Occurring 

Dhaka  Manikganj Riverside flood and soil erosion 
 Kishoreganj Flash flood 
 Shariatpur Riverside soil erosion 
Chittagang  Chittagang Cyclones with tidal bore and flash flood 
 Cox’s Bazar Cyclones with tidal bore and flash flood 
 Noakhali Cyclones with tidal bore 
Rajshahi Natore Presence of haors/beels 
 Naogaon No such disaster 
 Sirajganj Riverside flood and soil erosion 
Khulna Satkshira Cyclones with tidal bore 
 Bagerhat Cyclones with tidal bore 
Barisal Patuakhali Cyclones with tidal bore 
 Bhola Cyclones with tidal bore and soil erosion 
Sylhet Hobiganj Presence of haors/beels 
 Sunamganj Presence of haors/beels 
Rangpur Gaibandha Riverside flood and soil erosion 
 Kurigram Riverside flood and soil erosion 
 Lalmonirhat Riverside flood and soil erosion 
Mymensingh Jamalpur Riverside flood and soil erosion 
 Sherpur No such disaster 
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Table-2.2 

List of Sample Upazilas with Number of Respondents 
 

Name of District Name of Upazila   No. of 
Respondents 
interviewed 

Manikganj Shibalaya 
  

40 
 Harirampur 

  
40 

Shariatpur Dhamudda 
  

40 
 Vedarganj 

  
40 

Kishoreganj Karimganj 
  

40 
 Katiadi 

  
40 

Chittagang Anwara 
  

40 
 Banshkhali 

  
40 

Cox’s Bazar Cox’s Bazar 
  

40 
 Chokoria 

  
40 

Noakhali Subornachar 
  

40 
 Sonaimuri 

  
40 

Natore Natore 
  

40 
 Singra 

  
40 

Naogaon Porsha 
  

40 
 Shapahar 

  
40 

Sirajganj Raiganj 
  

40 

 Ullapara 
  

40 
Satkshira Shyamnagar 

  
40 

 Kaliganj 
  

40 
Bagerhat Mollahat 

  
40 

 FaKakirhat 
  

40 
Patuakhali Galachipa 

Kalapara                                                                     
  

40 
40 

Bhola Burhanuddin 
  

40 
 Tajumuddin 

  
40 

Hobiganj Baniachang 
  

40 
 Chunarughat 

  
40 

Sunamganj Jamalganj   40 
 Bishwambarpur 

  
40 

Gaibandha Govindaganj 
  

40 
 Saghata 

  
40 

Kurigram Ulipur 
  

40 
 Rajarhat 

  
40 

Lalmonirhat Kaliganj 
  

40 
 Hatibandha 

  
40 

Jamalpur Islampur 
  

40 
 Melandah 

  
40 

Shepur Nakhla 
  

40 
 Nalitabari 

  
40 

20 40 
  

1,600 
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Section 3 

Socio Economic Characteristics of Respondents 

 
3.1 Salient Characteristics  

This section describes the socio-economic characteristics of the study population. Table 3.1 

gives gender wise distribution of respondents. Out of 1600 respondents interviewed, an 

overwhelming majority of 1343 respondents (83.94 percent) were males and the remaining 257 

respondents (i.e. 16.06 percent) were females.   

Table 3.1: Distribution of Respondents by Gender 

Distribution by gender 

Gender of Respondent 

Male Female Overall 

n % n % N % 

Overall 1343 83.94 257 16.06 1600 100.0 

 
Findings from Table 3.2 suggest that both the male and female respondents have similar 

demographic characteristics in terms of age composition and household size. The average 

age of the male respondents was 40.7 years compared with 36.1 years for the the female 

respondents. The average landholding of male responding households was higher compared 

to the landholding size of females (80.08 decimals vs. 59.42 decimals). Similarly, the average 

monthly household income of males (Tk. 12,373) was 27 percent higher than that of females 

(Tk. 9,745).But in terms outstanding loans, the households of male respondents were more 

loan dependent compared with that of females as reflected through the outstanding loan 

size of both categories of households. The data show that the outstanding loan of males 

(with loan size of Tk. 28,335) was 15 percent higher than that of female households (with 

outstanding loan of Tk. 24,564). However, the average savings of male respondent 

households (Tk 11,344) was almost 25 percent smaller than that of female respondent 

households (Tk 14,231). 

Table 3.2: Salient Characteristics of Respondents: By Gender 

Category Male (n=1343) Female (n=257) All (N=1600) 

Averages 

Age of respondents  40.71 36.09 39.97 

Land holding size (in 
decimals) 

84.08 59.42 80.11 

Monthly household 
income 

12,373 9,745 11,951 

Outstanding  loan  28,335 24,564 27,729 

Amount of Savings 11,334 14,231 11,800 

 
3.2  Distributionby Age 

Age-wise distribution by gender is presented in Table 3.3. The data shows that a vast majority 
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of the male respondents were adults in their peak productive years, equally distributed in 

the three age groups: 20-30 years (26.36 percent of respondents), 31-40 years (26.95 

percent of respondents),  and 41-50 years (26.21 percent of respondents). Around 15 

percent were in the age group 51-60 years, while only 5 percent were aged above 60 years.  

However, distribution of females by age were somewhat different than males, a higher 

proportion of females belong to younger age groups compared to their male counterparts. 

Table 3.3: Distribution of Respondents by Age Group: by Gender  
 

Age Group (in years) 

                             Respondent Type 

Male (n=1343) Female (n=257) 
Overall 
(N=1600) 

N % N % N % 

20-30 354 26.36 102 39.69 456 28.5 

31-40 362 26.95 82 31.91 444 27.75 

41-50 352 26.21 52 20.23 404 25.25 

51-60 206 15.34 19 7.39 225 14.06 

60+ 69 5.14 2 0.78 71 4.44 

Mean age (years) 40.71 36.09 39.97 

 
Among the female respondents interviewed, two-fifths (39.69 percent) were aged 20-30 

years, about a third (31.91 percent) belonged to 31-40 year age group, another fifth (20.23 

percent) belonged to 41-50 years, 7.39 percent were in the age group 51-60 years, and less 

than 1 percent were aged above 60 years.  

3.3 Distribution by Size of Land Owned 

Land is at the centre of rural lives in Bangladesh. It has inherent value and it creates value. A 

plot of land can provide a household with physical, financial and nutritional security, and 

provide a laborer with a source of wage. Therefore, land is the basis for identity and status 

within the rural community. Based on its uses, land can be disaggregated into two 

categories. One is cultivable land, which is usually used for producing different crops and 

the other is homestead land, which is used mainly for housing and shelter purposes. Here 

we have considered total owned land including homestead and cultivable land. 

Table 3.4 shows the distribution of respondents by size of land owned. For the male 

respondents, it appears that 4.91 per cent of the respondent households have no land at all, 

not even homestead land, and another one- third (32.54 percent) of the households own 

land up to 10 decimals. About a quarter (24.57 percent) own land between 11 to 50 

decimals, slightly more than a quarter (29.34 percent) own land ranging between .51-2.50 

acres, while only 8 percent own land above 2.50 acres. 

The situation with respect to landholding is even worse for the female responding 

households. The distribution of landholdings (Table 3.4) for the overall sample suggests that 
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an overwhelming majority (63.63 percent) of the respondents belonged to the functionally 

landless category (owning up to half an acre of land), while an insignificant proportion of the 

households had holdings of more than 2.50 acres. On an average, the mean land holdings of 

male responding household is 84.08 decimals compared to 59.42 decimals for their female 

counterparts. A highly skewed distribution of land, as is evident, aggravates the situation of 

widespread poverty, malnutrition and disease in the countryside. Because, a majority of the 

landless and marginal households are under extreme poverty and they mainly depend on 

casual/wage labour for their survival.  

Table 3.4: Distribution of Respondents by Landholding Size: Total Land 
 

Landholding Size (in decimals) 

Respondents by gender 

Male Female Overall 

N % N % N % 

TotalLand 

00 66 4.91 25 9.73 91 5.69 

01-10 437 32.54 88 34.24 525 32.81 

11-50 330 24.57 72 28.02 402 25.13 

51-249 394 29.34 60 23.35 454 28.38 

250+ 116 8.64 12 4.67 128 8.00 

Total 1,343 100 257 100 1600 100 

Mean land holdings (decimals) 84.08 59.42 80.11 

 
3.4 Distribution by Level of Education 

Table 3.5 gives the distribution by educational status of respondents by gender. In terms of 

literacy and education, a vast majority of the respondents are either illiterate without any 

formal schooling, or have completed elementary education with less than 5 years of 

schooling. The level of education is negatively correlated with the level of poverty. From the 

table it is seen that there is no major difference in the literacy level of male and female 

respondents. Around two three-fifths (40.28 percent males and 42.41 percent females) of 

the respondents were either illiterate or can read and write only without any formal 

schooling. Again, about a quarter (27.33 percent males and 25.29 percent females) of the 

respondents had education up to primary level (1-5 years), about a fifth had secondary level 

education (6-9 years of schooling), while only one-tenth had education between 10th  to 12th 

grade (SSC/HSC). Only an insignificant proportion (3 percent) had education up to 

degree/Masters level. 
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Table 3.5: Distribution of Respondents by Level of Education: by Gender 
 

Educational Level 

Respondent by Gender 

Male Female Overall 

N % N % N % 

Illiterate 439 32.69 89 34.63 528 33.00 

Can read and write 102 7.59 20 7.78 122 7.63 

Primary (1-5) 367 27.33 65 25.29 432 27.00 

Class 6-9 completed 247 18.39 48 18.68 295 18.44 

SSC completed 93 6.92 17 6.61 110 6.88 

HSC completed 50 3.72 10 3.89 60 3.75 

Degree 27 2.01 4 1.56 31 1.94 

Masters 18 1.34 4 1.56 22 1.38 

Overall 1,343 100.00 257 100.00 1,600 100.00 

 

3.5  Distribution by Occupation Category 

Rural households are likely to have farming or agricultural wage labor as major source of 

earning. This is particularly true for all regions of Bangladesh. The distribution of male 

respondents by occupational status (Table 3.6) shows that a quarter of the respondents 

(26.81 percent) have farming/agriculture as the main occupation, while another quarter of 

respondents (26.51 percent) depend on wage labour either in agriculture (18.69 percent) or 

non-agriculture (7.82 percent) as their main source of earning. The other occupational 

category shows a heterogeneous mix of work activities–rickshaw/van pulling, transport 

worker (14.37 percent), petty trading/small business (11.47 percent), self-employed (6.92 

percent), service (6.03 percent), and so forth.  

The distribution of the females by their occupation is quite different compared to their male 

counterparts. For example, an overwhelming proportion of female respondents reported 

them as housewives- 72.76 percent. The proportion belonging to other occupation category 

consists of: agricultural/non-agricultural wage labour (7.39 percent), self-employed (5.45 

percent), salaried job/service (4.67 percent), petty trading (2.33 percent), etc. 

The occupational distribution of male respondents as depicted in Table 2.6 shows that the 

proportion having farming/agriculture as the main occupation is much lower than found in 

previous surveys in Bangladesh. This might be explained by the fact that since a significant 

proportion of the households are functionally landless (more than 60 percent) having land 

not exceedind 50 decimals, most of them are expected to be engaged in wage labour either 

in agriculture or as non-farm wage labour. Many of landless workers face high risk of being 

without work from time to time. 
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Table 3.6: Distribution of Respondents by Occupation: By Gender (%) 

Occupation Male (n=1343) Female(n=257) Overall(N=1600) 

Agriculture/farming 26.81 0.39 22.6 

Casual labour (Agriculture) 18.69 2.33 16.1 

Casual labour (Non-agriculture) 7.82 5.06 7.9 

Transport worker 14.37 0.39 12.7 

Small business/petty trading 11.47 2.33 10.8 

Business 3.57 - 3.0 

Service/salaried job 6.03 4.67 5.8 

Self-employed 6.92 5.45 6.7 

Poultry/livestock rearing 0.52 1.56 0.7 

Cottage industry/handicraft 0.15 1.17 0.3 

Fish culture 2.16 1.56 2.1 

Housewife 0.0 72.76 11.9 

Others 1.49 2.33 1.4 

 
3.6 Characteristics of Households 

As already mentioned, a total of 1600 households have been covered by the survey.  The 

distribution of the respondents by landownership and primary and secondary occupations 

are presented in Table 3.7. As the table shows, 5.7 per cent of the households are absolutely 

landless,  one-third (32.8 per cent) are near landless owning up to 10 decimals, one-fourth 

(25.1 per cent) are marginally landless owning 10-50 decimals. Around a quarter ( 28.4 per 

cent) of the households fall within the category of middle landed class in the context of 

Bangladesh, having ownership of 50-250 decimals, while only 8 per cent belong to rich 

peasant class owning more than 250 decimals. 

Assorted type of work is the primary occupation of a quarter (24.2%) of the respondents. 

The next important primary occupation is agriculture (22.6%) and successively followed by 

agricultural wage laboring (16.1%) and transport (12.7%). Overall, 828 or 51.75% households 

have secondary occupation. Among the secondary occupations, agriculture (40.9%) 

dominates the scene, closely followed by assorted type of work (28.9%), and agricultural 

wage labour (12.7%). Predominance of agriculture as the secondary occupation is the 

reflection of landlessness  among  rural households. 
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Table-3.7: Distribution of respondents by Selected 
Socioeconomic Characteristics 

 

Characteristics No. of Households % Distribution 

A. Landownership 

No land 91 5.7 

 0  - 10     decimals 525 32.8 

10  - 50    decimals 402 25.1 

50 – 250 decimals 454 28.4 

      250 +      decimals 128 8.0 

Overall 1,600 100.0 

B. Primary Occupation 

Agriculture 361 22.6 

Agriculture labor 257 16.1 

Non-agriculture labor 126 7.9 

Transport worker 204 12.7 

Small business 172 10.8 

Service 93 5.8 

All others 387 24.2 

Overall 1,600 100.0 

A. Secondary Occupation 

Agriculture 339 40.9 

Agriculture labor 105 12.7 

Non-agriculture labor 74 8.9 

Transport worker 16 1.9 

Small business 44 5.3 

Service 11 1.3 

Assorted type work 239 28.9 

Overall 828 100.0 

Source: Sample Survey. 
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Section 4 

Impact on Transport Sector 
 

4.1 Changes in Transport Mode 
 

 

Bridges/culverts on rural roads improve connectivity by filling in the gaps stuck between 

broken portions of roads. The effect or immediate impact of this is expected to be heavily 

on passenger and freight traffic. Bridges/culverts make it trouble-free, uninterrupted and 

smooth plying of different types of vehicle and thus ease travelling of people and transport 

of goods, which bring about changes in transport mode. The improvement in connectivity 

due to construction of bridges/culverts facilitates new entrants of transport vehicles. 

 
 

Table-4.1: Changes in Mode of Transport along Sample Roads 
 

Mode Number of Respondents Answering ‘Yes’ % Change 

Before After 

Walking 1,130 434 (-) 61.60 
Cart 76 40 (-) 47.37 
Rickshaw/van 169 384 127.45 
Tempo/Auto  94 262 178.72 
Baby Taxi 71 205 188.73 
Bus/truck 3 59 1,866.67 
Motor cycle 57 216 278.95 

Total 1,600 1,600 - 

Source: Household Survey. 
 
 

The respondents were asked to report their main means of traveling along the project roads 

both before and after the construction of bridges/culverts. The results are presented in 

Table 4.1. As the table shows, after construction, different transport vehicles have replaced 

travel on foot and or by slow moving cart (bullock/buffalo) along the roads. After 

construction of bridges/culverts, travelling on foot has reduced by 61.64 per cent. Traveling 

and/or transporting goods by cart have decreased by over 47 percent. As expected, the 

plying of fast moving vehicles such as motor cycle, bus/truck, baby taxi and tempo increased 

astoundingly. The plying motor cycle, which mostly carry passengers, has increased by about 

279 percent, bus/truck by over 1,867 percent, baby taxi by nearly 189 per cent, tempo by 

about 179 per cent, and rickshaw/van by over 127 per cent. All these are likely to have 

substantial cost savings as well as ease in travels and transportation of goods, which are 

likely to have measurable social and economic impacts. 
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Table-4.2: Transport Mode on the Roads: Dry Season 

Transport Mode Before: % of Respondent After: % of Respondent 

Always Sometimes Not  
at All 

Always Sometim
es 

Not  
at All 

Bullock Cart 5.0 7.5 87.5 20.0 7.5 72.5 
Rickshaw/Van 2.5 25.0 72.5 70.0 22.5 7.5 
Motor Cycle 17.5 22.5 60.0 72.5 17.5 10.0 
Tempo/Auto 0.0 12.5 87.5 60.0 17.5 22.5 
Bus/Truck 5.0 7.5 87.5 17.5 12.5 70.0 

Source: FGD. 
 
 

Nonetheless, as all roads are not bitumen-surfaced or of all weather state, plying of vehicles 

varies by season. Information was collected through FGD on the extent of traffic in dry 

season and rainy season. The results are presented in Table 4.2 and Table 4.3 respectively. 

As the figures in the tables indicate, all time plying of vehicles increased after construction 

of bridges/culverts in both dry season and rainy season. However, it may also be mentioned 

that running of vehicles is reduced in the rainy season even after construction of the 

bridges/culverts. This is primarily because all roads are not bituminous surfaced which do 

not allow vehicles to move when there is rains in this season. 

Table-4.3: Transport Mode on the Roads: Rainy Season 
 

Transport Media Before: % of Respondent After: % of Respondent 

Always Sometimes Not  
 at All 

Always Sometim
es 

Not  
at All 

Bullock Cart 0.0 2.5 97.5 12.5 12.5 75.0 
Rickshaw/Van 0.0 2.5 97.5 55.0 15.0 30.0 
Motor Cycle 0.0 17.5 82.5 55.0 10.0 35.0 
Tempo/Auto  2.5 15.00 82.5 45.0 15.0 40.0 
Bus/Truck 0.0 2.5 97.5 15.0 7.5 77.5 

Source: FGD. 
 
4.2 Impact on the use of Road and Time Savings 

Information on changes in road use and cost saving due to construction of the 

bridges/culverts was gathered at the household level. More than four-fifths     (87 per cent) 

of the respondents reported that the use of program roads increased significantly after 

construction of bridges/culverts; 11 per cent reported for moderate increase and less than 2 

per cent mentioned insignificant increase (Table 4.4).  

Table-4.4: Changes in Road Use 
 

Attribute of Road Use  No. of Cases % Distribution 

Significantly increased  1,377 87.3 
Moderately  increased  174 11.0 
Marginally increased  27 1.7 

Source: Household Survey. 
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Information was also obtained on saving of travel time to certain frequently visited places 

using the program roads for both before and after construction of bridge/culverts.  The 

results are presented in Table 4.5. As the table shows, the household members save on 

average 25-33 per cent of their travel time. However, it may be mentioned that the average 

saving of time to travel to these places varies from only 8 minutes to 21 minutes. 

Figure: 4.1:Changes in Road Use 
 

 
 

 
Table-4.5: Saving of Travel Time to Visit Selected Places 

 

Place of Visit Travel Time (Minutes) % Time Saving 

Before  After  

Nearest High School 32 23 28.13 
Nearest College 53 37 30.19 
Nearest Community Clinic 32 24 25.00 
Union Health Center 41 29 29.27 
Nearest Hospital 62 43 30.65 
Union Parishad Office 44 31 29.55 
Upazila Parishad Office 68 47 30.88 
Nearest Market Place 30 20 33.33 
Upazila Agriculture Office 69 49 29.00 

Source: Household Survey 
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Section 5 

Economic Impact 
 

5.1 Impact on Agriculture Sector 

Development of transportation networks resulting from the construction of bridges/culverts 

on the rural roads are expected to boast various sectors of the rural economy. The rural 

economy is likely to be enhanced in the course of diversifying as well as intensifying 

agricultural production, expanding small business, diversifying occupation, enhancing 

employment and wages and thus changing the livelihood patterns.  

The importance of bridge/culverts on rural roads in augmenting production of the dominant 

agricultural sector has many dimensions which exert through different channels. Rural roads 

with bridges/culverts form a key component of ‘social overhead capital’ that plays a critical 

role in market expansion and in division of labor, inadequate provision of which greatly 

hinders the effective functioning of agricultural and other forms of production activities. 

 Improvements in rural transportation networks play an important role in ensuring 

availability of agricultural inputs and have important implications on the prices of inputs 

thus affecting agricultural production. As the demand for inputs is mostly price elastic in 

nature, development in transportation is likely to result in more intensive use of these 

inputs and adoption of improved technology. Another important channel through which 

agriculture gets benefit is by moving towards more efficient combination of outputs made 

possible by easier access to markets. 

Qualitative information was collected from farm households in the survey areas. Among the 

total of 1,600 survey households, 708 are reported to have agriculture as the primary or 

secondary occupation. Their perceptions/ views about the changes in input use in 

agriculture are reported in Table 5.1. 

As the table indicates, a large majority of the respondents reported that after construction 

of bridges/culverts, there have been positive changes in the adoption of modern technology 

in irrigation (power pumps and shallow tube well), tilling (tractor, power tiller), threshing 

(threshing machine) and husking (husking machine) have taken place.  A vast majority of the 

respondents reported that the utilization of shallow tube well, power tiller, threshing 

machine and husking machine (movable) has increased either significantly (reported by 23-

32%), or moderately (40-43%), or marginally (17-26%). Only an insignificant proportion 

reported that there has been no change at all.  

Nevertheless, it appears that the utilization of tractor and power pump has increased to a 

lesser extent. There may be limitations in the use of these two technologies from other 

sides. As the plot size of majority of the farmers is small, the use of tractor in tilling the plots 
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may not be feasible or cost effective. On the other hand, the limited availability of surface 

water in certain areas may limit the use of power pump. 

The utilization of power tiller in agriculture has gained fabulous popularity among farmers 

throughout Bangladesh. By now, power tiller has almost fully replaced traditional bullock 

tilling. Besides, a recent development in this sector is the common use of mechanized 

threshing and husking. The farmers get door to door services of power tillers, threshers and 

small husking machines. Improvements in rural road networks with bridges/culverts have 

significant contribution to the movements of these implements and their easy availability at 

farmers’ points.  

Table-5.1: Changes in the Use of Agricultural Implements 
 

Implements Total No. 
of Cases 

% Distribution of Cases 

Large 
Increase 

Moderate 
Increase 

Small 
Increase 

No Change 

Power pump 708 12.4 36.4 25.8 25.4 
Shallow tube well 708 23.1 43.2 25.8 7.9 
Tractor 708 14.3 32.1 23.3 30.4 
Power tiller 708 31.9 42.8 17.0 8.3 
Threshing machine 708 27.2 46.2 18.4 8.3 
Husking machine 708 27.9 40.2 23.1 8.9 

Source: Household Survey. 
 

All these supplies and services are expected to reduce cost of production in agriculture. 

Besides, improvements in transportation network are expected to ease marketing of 

products. Bridges/culverts also have positive impact on input use and water logging. The 

relevant data are presented in Table 5.2. The figures in the table clearly reveal the expected 

results. From one-third to one-half of the respondents reported about significant benefits 

with respect to production cost, input use, marketing of products and water logging.The 

proportion who reported moderate benefit ranges between 38 to 45 percent. Only an 

insignificant proportion of respondents maintain having no benefit at all. However, 20 per 

cent of the respondents reported that water logging problem has not been changed. 

Figure 5.1: Changes in the Use of Agricultural Implements 
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Table-5.2: Benefits of Bridge/Culverts in Agriculture 
 

Items Total No. 
of Cases 

% Distribution of Cases 

Significant 
Benefits 

Moderate 
Benefits 

Small 
Benefits 

No Benefit 

Production Cost  708 35.9 44.8 15.8 3.5 
Input use 708 48.5 41.0 9.8 0.9 
Marketing 708 45.9 47.2 5.1 1.8 
Water logging 708 35.6 37.7 6.6 20.1 

Source: Household Survey. 
 

Figure 5.2: Benefits of Bridge/Culverts in Agriculture 
 

 
 
 
The cost reduction, availability of technology, improvements in marketing and the reduction 

of water logging may contribute to increase in agricultural diversification and production. All 

these results are clearly reflected in the figures in Table 5.3. As the table shows, the 

production of most selected crops has experienced low, medium or high degree of increase 

as a result of construction of bridges/culverts. However, the cases of reduction in 

production rather than increase are limited to paddy, especially Aus paddy. This is possibly 

because farmers have shifted to certain other high returned crop varieties replacing low 

returned Aus paddy, as the access of the farmers to required inputs and technology and 

markets for those products have increased after construction of bridges/culverts. 
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Table-5.3: Changes in Crop Production 
 

Crop Total 
No. of 
Cases 

Changes in Productivity 

Large 
Increase 

Moderate 
Increase 

Small 
Increase 

No 
Increase 

Reduction 

Aus Paddy 56 4.9 41.1 35.7 12.5 5.4 
Amon Paddy 479 16.3 55.3 23.4 3.1 0.6 
Boro Paddy 530 18.2 59.4 17.2 3.6 1.1 
Wheat 56 35.3 35.7 19.6 7.1 - 
Maize 46 40.0 47.8 6.5 - - 
Jute 110 16.1 63.6 15.5 3.6 - 
Potato 114 28.6 45.6 14.9 9.7 - 

          Source: Household Survey. 
 

5.2 Impact on Small Business 

Qualitative information was gathered in the FGDs on the degree of increase in various small 

businesses within the catchment area of the program roads. The type of small businesses in 

the survey areas included: poultry and livestock rearing, pisciculture, tea stall, rice mills, 

brick fields, etc. The group discussion findings as presented in Table 5.4 suggest that there 

has been moderate to significant increase in some small businesses like tea stall, grocery 

shop, followed by poultry and livestock rearing. 

However, there have been somewhat limited increases in the case of brick fields, rice mills 

and pisciculture. Establishment of brick fields and rice mills needs large investment which 

many people may not be able to acquire. On the other hand, the lesser increase in 

pisciculture may have been due to unavailability of additional water bodies in the vicinity.  

There have been large increases in grocery stores and tea stalls which need small 

investments. Moreover, the increase in these two businesses may have been demand driven 

because of increase in income and mobility of the people resulting from infrastructure 

developments. In leisure time, especially in the afternoon and evening times, rural people 

are found to have gossip meetings in the roadside tea stalls, where they talk about many 

things- from local level factional politics to national politics. 

Table-5.4: Changes in Small Business in the Sample Upazilas 
 

Business Total 
No. of 
Cases 

% Distribution of Cases 

Large 
Increase 

Moderate 
Increase 

No  
Change 

Poultry Rearing  37 24.3 56.8 18.9 
Livestock Rearing 39 20.5 66.7 12.8 
Pisciculture 39 18.0 41.0 41.0 
Grocery Shop 40 45.0 50.0 5.0 
Tea Stall 40 47.5 47.5 5.0 
Rice Mills 32 9.4 43.8 46.9 
Brick Field 32 0.0 21.9 78.1 

Source: FGD. 
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Figure 5.3: Changes in Small Business 
 

 
 
 

5.3 Impact on Occupational Changes 

Because of diversification of economic activities in the rural areas resulting from 

infrastructure development, changes in occupational pattern of local people may occur. The 

relevant data are presented in Table 5.5 and Table 5.6. The findings indicate that agriculture 

and agricultural laboring as the primary and secondary occupations have declined while 

transport work (rickshaw-van pulling), small businesses and service related activities have 

increased. Thus shifting of occupations has taken place after construction of 

bridges/culverts. Though small business has increased, as found earlier (Table 5.4), it has 

increased more as a secondary occupation than as primary occupation. Small business as 

the primary occupation has increased by 5.52 percent while as the secondary occupation it 

has gained more importance reported by 12.82 percent.Transport work as primary 

occupation has increased by 14.61 per cent and that as secondary occupation by 14.29 per 

cent. This is obvious because the immediate impacts of construction of bridges/ culverts are 

on the transport sector.  Various service activities have gained importance as both primary 

(increased by 9.41 percent) and secondary occupations (increased by 37.5 percent). Another 

noticeable fact is that before construction of bridges/culverts, 854 respondents (53.37 

percent) out of the total of 1,600 had some kind of secondary occupation; but after the 

project, the number of respondents having secondary occupation has somewhat dropped to 

828 (i.e. 51.75 percent) (Table 5.6). 
 

Table-5.5 Changes in Primary Occupation:Before and After 
 

Occupation Category Before (no.) After (no.) Changes (%) 

Agriculture/farming 360 361 - 

Casual labour (Agriculture) 260 257 (-) 1.15 

Casual labour (Non-agriculture) 119 126 5.88 

Transport worker 178 204 14.61 

Small business/petty trading 163 172 5.52 

Service/salaried job 85 93 9.41 

All others 435 387 (-) 11.03 

Overall 1600 1600 - 
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Table-5.6: Changes in Secondary Occupation:Before and After 
 

Occupation Category Before (no.) After (no.) Changes (%) 

Agriculture/farming 351 339 (-) 3.42 

Casual labour (Agriculture) 107 105 (-) 1.87 

Casual labour (Non-agriculture) 70 74 5.71 

Transport worker 14 16 14.29 

Small business/petty trading 39 44 12.82 

Service/salaried job 8 11 37.50 

All others 265 239 (-) 9.81 

Overall 854 828 (-) 3.04 

Source: Household Survey. 

5.4 Impact on Labor Supply and Wages 

Ease in mobility due to construction of bridges/culverts is likely to increase female 

participation in workforce, affect labor supply and raise or lower wage rates. Ease in 

transport facilitates laborers to move from low wage villages to high wage villages when the 

transportation cost is more than compensated for by the difference in wage rates between 

the village of origin and the village of destination. This may well raise or lower wage rates in 

the program villages depending on the supply and demand for labor. As there have ben 

increases in economic activities in the survey villages, the demand for labor and hence the 

wage rates might have increased. 

Table-5.7: Changes in Female Participation, Labor Supply and Wages 
 

Particular Total No. of 
Cases 

% Respondent 

Large 
Increase 

Moderate 
Increase 

No  
Change 

Female Participation  39 18.0 69.2 12.8 
Labor Supply 39 35.9 51.3 12.8 
Wages 40 55.0 40.0 5.0 

    Source: FGD. 
 
During FGDs information was collected on these aspects. These are presented in Table 5.7, 

which shows that female participation in workforce, labor supply and wage rates, all have 

increased. 

5.5 Impact on Household Income 

Diversification of occupation and increase of economic activity, (as evident from earlier 

section), is expected to augment household income. The results of yearly household income 

of the initial year and the year after constructions are presented in Table 5.8. To compare in 

terms of real income, the income data of the survey year are converted to constant prices of 

the initial or base year. As the table shows, the average household income at constant 
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prices of the base year is found to have increased by 11 per cent. However, at current prices 

the increase has been much larger (29.87 percent). The highest growth is found to have 

occurred in the livestock/poultry sector (42.69%) followed by internal remittance (23.36%), 

service sector (17.05%), all other assorted activities (12.48%), transport operation (11.19%), 

and small business (11.17%). 

Table-5.8: Changes in Yearly Household Income 
 

Income Head Yearly Income/Household (Taka)  

Before  After  % Change 
at 
Constant 
Price 

% Change 
at 
Current 
Price 

Current 
Price 

Constant 
Price 

Crop production 24,734 31,697 27,091 9.53 28.15 

Agri & Non-agri Wage 25,398 31,713 27,105 6.72 24.86 

Livestock/Poultry  3,305 5,518 4,716 42.69 66.95 

Pisciculture 6,623 8,359 7,144 7.87 26.21 

Small Business 17,175 22,341 19,094 11.17 30.07 

Transport Operation 11,835 15,396 13,159 11.19 30.08 

Service 9,494 13,002 11,113 17.05 36.94 

Foreign Remittance 5,308 6,319 54,000 1.73 19.04 

Internal Remittance 3,536 5,103 4,362 23.36 44.31 

All other Activities 3,014 3,966 3,390 12.48 31.58 

Total Income 110,422 143,414 1,22576 11.00 29.87 

  Source: Household Survey. 
 
5.6 Impact on Household Food Situation 

The observed growth of income is expected to improve the food situation of households. 

The situation for all households is not equal. Some households suffer from food deficit for 

the entire year, some for a particular portion of the year, some have no food deficit, while 

some other households have surplus food.  

Self-evaluation by respondents 

During the survey, the respondents were asked to categorize themselves in terms of 

deficit/self-sufficient vis-à-vis the household’s perception of its food consumption needs. 

Five categories of food deficit are used:  

1 Always in deficit (Having year round food deficit-12 months); 

2 Chronically in deficit (having food deficit for more than 6 months a year); 

3 Frequently in deficit (having food deficit for 3 to 6 months a year); 

4 Occasionally in deficit (having food deficit for less than 3 months a year); and  

5 Self-sufficient in food (breakeven), and 

6 Food surplus. 
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‘Always in deficit’ households are those which suffer from food insecurity throughout the 

year.Chronic deficit households are households which cannot meet consumption needs for 

most of the time in the year; frequently deficit households can do so during some months of 

the year, while occasional deficit households can do so for most of the months (up to 9 

months in a year). Break-even households are those who consider themselves to be self-

sufficient in food, that is, these are the households having food security throughout the 

year. The results are presented in Table 5.9. 

 

As the table shows, the proportion of every category of deficit households has decreased 

largely while that of the no-deficit or self-sufficient households and surplus households has 

increased. The substantial increase has taken place in the case of the surplus households (by 

134.48 per cent).  

Table-5.9: Changes in Household Food Situation 
 

Food Situation Number of Households % Change of 
Household Before After 

No. Per cent No. Per cent 

Deficit in the whole year 39 2.44 21 1.31 (-) 46.15 
Deficit above six months 52 3.25 26 1.63 (-) 50.00 
Deficit for 4-6 months 201 12.56 68 4.25 (-) 66.17 
Deficit for 1-3 months 453 28.31 273 17.06 (-) 39.74 
No food deficit 737 46.06 940 58.75 27.54 
Food Surplus 118 7.38 272 17.00 134.48 
All households 1,600 100.00 1,600 100.00 - 

    Source: Household Survey. 
 
5.7 Impact on Loans and Savings of Households 

Improved transportation system is likely to facilitate better access to financial institutions 

like NGOs and banks. Demand for credit may also be augmented for bigger investments in 

various economic activities, especially transport and small businesses, which are already 

found to have greater than before. On the other hand, as household income has risen, 

savings may also increase. 

The survey data as presented in Table 5.10 show that the average loan size per household 

has increased by 13.68 per cent and savings by 40.72 per cent. 

Table-5.10: Changes in Household Loan and Savings 
 

Loan/ 
Savings 

No. of Households % Change Average/Household % Change 

Before After Before After 

Loan 667 823 23.39 47,422 53,909 13.68 
Savings 495 791 65.86 16,961 23,868 40.72 

    Source: Household Survey. 
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5.8 Impact on Land Prices 

Land is such a scarce resource in Bangladesh and as such its price goes on increasing 

dramatically. But the prices of all types of land do not change equally. Given the limited or 

fixed supply, the prices of different categories of land depend upon its location and 

utilization. Lands utilized for commercial or housing purposes bring higher average price 

than the average price of agricultural land. During the FGD, the participants were asked to 

report the average price of both roadside and remote lands within the catchment area of 

the roads on which bridges/culverts were constructed. The results are presented in Table 

5.11. 

The findings show that the average price of remote land used for agriculture/cultivation has 

increased by 43.50 per cent while that of the roadside land by 159.21 per cent. The 

difference between the two prices may be attributed to construction of bridges/culverts. As 

the communication system has improved due to the construction, the roadside lands have 

become high valued for commercial use and or housing purposes.  

Table-5.11: Changes in Land Prices 
 

Land Type Price/Decimal (taka) 

Before 
Construction 

After 
Construction 

% Change 

Roadside Land 18,459 47,848 159.21 
Remote Land 12,422 17,825 43.50 

Source: FGD. 
 

5.9 Perceptions of Respondents about Impact of the project 

The respondents were asked about their opinion regarding extent of changes occurred in 

different areas/aspects. It is evident from the data that the respondents agreed on a fairly 

solid evidence of program impact on different aspects of their lives. Evaluation results based 

on perceptions of the respondents show that the project has been successful in improving 

connectivity with important places/locations. Connectivity with cyclone shelter/growth 

centers has become much easier and convenient, water-logging problem has improved 

enormously, and mobility of women/children, the sick and the disabled has increased 

significantly. 

In addition, due to construction of bridges/culverts they are getting additional and 

incremental employment opportunities and higher agricultural production. Scope of poultry 

and fish cultivation has been increased, including the scope to set-up/initiate new business. 

Access to schools and health facilities has increased and become easier and more 

convenient.  

Respondents were also asked whether their movement to different places has increased 

due to the project. An overwhelming majority (87.26%) of respondents stated that their 
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movement has increased significantly after construction of bridge/culvert, about a tenth 

(11.03%) mentioned that there has been moderate increase, while only an insignificant 

proportion are of the opinion that there has been little increase in this respect (Table 5.13). 

Table 5.14 summarises the respondents’ opinion about changes that have occurred in 

different socio-economic indicators after bridge/culvert construction. A vast majority of the 

respondents maintain that construction of bridge/culvert has contributed significantly or 

moderately in increasing their coping capacity, resilience/self confidence, employment 

opportunity for women, and increases in food security/ wages/income. All these positive 

changes have favourable impact on disaster risk reduction, school attendance, utilization of 

health facilities, including connectivity with cyclone/flood shelters.  

Table 5.12: Nature of Changes Occurred in different indicators due to the Project: 

Perceptions of Respondents 

 

Indicators 

Extent of change (%)  (N=1600) 

Significantly 
improved 

Moderately 
improved 

Little 
improvement 

No 
change 

Connectivity with cyclone 
shelter/growth centers 44.88 36.81 14.75 3.56 

Mobility of women/children/the 
sick/disabled 45.63 29.75 23.63 1.00 

Travel/Transport facility for 
people 81.19 17.19 1.06 0.56 

Transport/carrying  of goods and 
services 71.94 23.81 3.50 0.75 

Employment opportunity  30.63 29.75 36.88 2.75 

Agricultural production 44.13 36.81 7.06 12.00 

Access to educational institutions  78.63 18.94 1.63 0.81 

Access to health facilities/ 
qualified provider 36.88 45.63 14.75 2.75 

Marketing of daily essential 
commodities/ agricultural 
products 44.56 44.88 7.69 2.88 

Scope of poultry firming 14.88 31.37 33.13 20.63 

Scope of fish cultivation 20.50 33.75 23.63 22.13 

Scope of business 27.00 42.44 27.69 2.88 

Water-logging problem in the 
locality 40.63 22.94 12.00 24.44 

Others 25.00 25.00 0.00 50.00 

   Source: Household Survey 
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Table 5.13: Frequency of Movement after Construction Bridge/culvert  
 

Extent of Change 
Status  (N=1578) 

N % 

Significant increase 1,377 87.26 

Moderate increase 174 11.03 

Little increase 27 1.71 

Total 1,578 100.00 

      Source: Household Survey 
 
 

Table 5.14:Degree of Changes Occurred in socio-economic indicators due to the Project: 
Perceptions of Respondents 

Indicators 

Degree of changes  (N=1600) 

Significantly 
improved 

Moderately 
improved 

Little 
improvement 

No 
change Total 

Resilience/trust/ 
confidence 44.75 36.25 16.19 2.81 100.00 

Coping capacity 47.00 36.88 12.00 4.12 100.00 

Self reliance 31.19 46.19 21.38 1.25 100.00 

Alternative income 
source/earning 27.25 38.88 29.56 4.31 100.00 

Employment opportunity 
for women  16.06 31.94 37.31 14.69 100.00 

Increased demand for 
labour/ increased wages  46.88 44.75 7.25 1.13 100.00 

Disaster Risk Reduction 32.94 34.75 13.75 18.56 100.00 

School 
enrollment/attendance 18.81 36.25 23.50 21.44 100.00 

Utilization of health 
facilities 38.50 25.69 16.19 19.63 100.00 

Use of cyclone/flood  
shelters 37.50 23.50 37.50 1.50 100.00 

Others 37.50 12.50 0.00 50.00 100.00 

Source: Household Survey 
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Section 6 

Social Impact 
 

6.1 Impact on the Growth of Social Institutions 

Improved transportation system is expected to facilitate growth of some other social 

infrastructures like educational institutions and health centers. In some villages in the 

survey areas, these institutions have grown after construction of bridges/culverts. Based on 

FGDs, it is found that in 37.5 per cent of the survey villages, there has been growth of health 

centers, NGO offices have been newly established in 32.2 per cent villages. The 

corresponding figure for bank branch and schools is 21.9 per cent and 20 per cent 

respectively (Table 6.1). 

Table-6.1: Changes in Social Infrastructure 
 

Infrastructure Type Total No. of 
Reported Cases 

% Distribution of Cases 

Increased No Change 

Bank Branch 32 21.9 78.1 
NGO Office 31 32.2 67.7 
School 35 20.0 80.0 
Health Center 32 37.5 62.5 

    Source: FGD. 

 
6.2 Impact on Access to Services of Social Institutions 

Access to education and health services is likely to improve after construction of 

bridges/culverts. This may occur for two reasons: first, for the growth/emergence of these 

facilities in the catchment area and second, for easy accessibility, both resulting from the 

development of road networks. The relevant information has been collected from 

household level interviews.Positive increase in the availing of both education and the health 

services has been reported almost universally (Table 6.2). An overwhelming majority of 

respondents (more than 95 percent) maintain that access to educational institutions and 

health facilities has increased with positive impact on school attendance/enrollment and 

health status. 

Table-6.2: Changes in the Access to Social Services 

Services Total No. of 
Respondents 

% Distribution of Respondents 

Increased No change 

Education 1,600 99.19 0.81 
Health Care 1,600 97.25 2.75 
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The respondents were also asked about their perceptions regarding the impact on the 

education sector after bridge/culvert construction. The findings indicate that school 

attendance rate has increased, enrollment of girl students has increased, including 

aspirations for higher education. 

Table 6.3: Respondents’ Opinion about the Impact of the Project on Enrollment/School 
attendance 

 

Indicators 

Status of change (N=1600) 

Yes No Total 

N % No % N % 

More children going to school 1583 98.94 17 1.06 1600 100 

Increased attendance rate of 
students 1584 99.00 16 1.00 1600 100 

Increased passing rate of 
students 1545 96.56 55 3.44 1600 100 

Decreased dropout rate of 
students 1506 94.13 94 5.88 1600 100 

Increased enrollment of girl 
students  1559 97.44 41 2.56 1600 100 

Aspiration for higher education 1514 94.63 86 5.38 1600 100 

Time savings 1575 98.44 25 1.56 1600 100 

Cost savings 1343 83.94 257 16.06 1600 100 

Easier mobility/convenient 
transport 1580 98.75 20 1.25 1600 100 

Source: Household Survey 
 

Information obtained regarding the opinion of the respondents about the impact of 

bridge/culvert on status of health care. It is found that construction of bridge has 

contributed to better access to health care, especially for mothers and children. In addition, 

access to skilled provider/quality care , and opportunity for receiving health service timely 

has increased. 

Table 6.4: Respondents’ opinion about the impact of the Project  
on health care/use of health services 

 

Indicators 

Degree of change  (N=1600) 

Significantly 
improved 

Moderately 
improved 

Little 
improvement 

No 
change Total 

Access to health centre/facility 57.31 37.50 4.94 0.25 100.00 

Access to mother and child 
health (MCH) care 51.63 40.56 7.31 0.50 100.00 

Opportunity for receiving 
health care on time 44.50 45.69 8.81 1.00 100.00 

Access to skilled 
provider/quality care 33.25 43.88 20.13 2.75 100.00 

Source: Household Survey 
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Section 7 

Efficiency of the Implementing Agency 

 

7.1 Construction in the Last three Years 

The efficiency of the implementing agency or of the concerned ministry may be understood 

by several indicators: site selection, construction standard, efficiency in utilization of funds, 

timely completion of construction work, and so on in building bridges/culverts. A number of 

factors may influence the above efficiency indicators. This section takes up to thrash out the 

efficiency of the authority in relation to the construction of bridges/culverts and the factors 

that are likely to influence the efficiency. However, due to paucity of reliable information, 

the discussion will be very limited.  

In connection with the discussion on efficiency, it is pertinent to have a look at the number 

of bridges/culverts constructed during the preceding three years (July 2012 to June 2015). 

Table 7.1 presents the relevant statistics. In the selected 40 upazilas, 272 bridges/culverts 

were constructed during the period. The table shows an increasing trend in construction 

and budget allocation. The efficiency of the ministry in carrying out the job is reflected 

through this increasing trend of fund utilization. 

Table-7.1: Bridge/Culverts Constructed in Last Three Years 

Year Bridges Culverts 

 No. of 

Bridges 

Total Allocation 

(Taka) 

Allocation 

Per Bridge 

No. of 

Culverts 

Total 

Allocation 

(Taka) 

Allocation 

Per Culvert 

2012-13 79 16,94,40,058 21,44,811 18 3,16,65,323 17,59,185 

2013-14 91 20,55,74,158 22,59,057 19 4,18,98,233 22,05,170 

2014-15 102 25,80,90,608 25,30,300 24 5,41,43,204 22,55,967 

Over all 272 63,31,04,126 23,27,591 61 12,77,06,761 20,93,553 

Source: PIOs of concerned upazilas. 

In the sample 40 upazilas, a total of 272 bridges and 61 culverts were constructed during 

July 2012 to June 2015. On an average, the cost of construction per bridge was Tk. 

23,27,591 compared to  the average cost of Tk 20,93,553 per culvert. However, there was 

an increasing trend in the number of bridges/culverts constructed in the sample upazilas 

over the years. For example, the number of bridge constructed in the sample upazilas was 

79 in 2012-13, which increased to 91 in 2013-14 (15% increase), and it further increased to 

102 in 2014-15 (29% increase). Similar increasing trend was also observed in the case of 
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construction of culverts. In the year 2012-13, the number of culverts constructed was 18, 

which increased to 26 in the year 2014-15 (33% increase). 

Again, allocation per bridge/culvert also shows an increasing trend. The allocation per 

bridge was Tk 21,44,811 in 2012-13. The allocation was raised to Tk 25,30,300 in 2014-15 

(18% increase). Similarly, per culvert allocation increased by 28 percent, from Tk 17,59,185 

in 2012-13 to Tk 22,55,967 in 2014-15. This implies an increasing trend both in the number 

of bridges/ culverts and in average amount spent per bridge/culvert. 

7.2 Delays in Completion of Construction 

Delays in construction of the undertaken bridges/culverts are an important indicator of the 

efficiency of the authority. Information regarding the delays has been gathered from the 

DRRO of the respective districts. Out of the 19 DRRO, only one DRRO reported that there 

was delay in construction. The reasons for the delays are presented in Table 7.2. 

Table-7.2: Reasons for Delays in Construction of Bridges/Culverts 

Reasons Total No. 

of Cases 

% Distribution of Cases 

Yes No N. A. 

Delays in releasing money 19 5.3 57.9 36.8 

Delays in appointing contractor 19 5.3 57.9 36.8 

Land related complications 19 0.0 42.1 57.9 

Engineering faults 19 5.3 57.9 36.8 

All others 19 5.3 52.6 42.1 

    Source: DRRO of the concerned district. 

7.3 Implementation Procedure for the Construction of Small bridges/culverts 

 
At the upazila level, a pivotal role in implementing the project is played by the Project 

Implementation Officer (PIO), while the honorable Member of the Parliament (MP) is the 

key decision maker in selecting the locations/roads for construction of Bridges/culverts.  

7.4. Preparing the preliminary/Final list 

The following steps are generally followed in the operation process for Construction of small 

bridges/culverts: 

1. Letter is sent to the Project Implementation Officer (PIO) of each Upazila for 

obtaining list of projects from  Chairman of each Union under the upazila. 

2. The PIO asks each of the Union Parishad Chairman to prepare list of projects for 

construction of bridges/culverts. The Chairmen of each Union Parishad (UP) submits 

the preliminary list of bridges/culverts to the PIO. 
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3. On receipt of the list of bridges/culverts from the UP Chairmen, the PIO physically 

visits the project sites before submitting the preliminary list to the Upazila Project 

Development and Implementation Committee. 
 

4. The Upazila Project Development and Implementation Committee is headed by the 

Honourable MP (as adviser). The main responsibility of the Upazila Development and 

Implementation Committee includes: to approve the list of projects  submitted by UP 

chairman, and sending the list to the Department of Disaster Management and Relief 

(DDMR) with a copy to the DC/DRRO. 
 

5. Apparently no problem in finalizing the list. However, in a few cases, there are 
instances when the MP has his own priority list to influence the decision regarding 
list of projects.  

It is clear from the above that a number of committees are in place at different levels for the 

preparation and finlization of list of Projects. But the most important tier is the 5-member 

Upazila Development and Implementation  Committee where the Honourable MP is the 

Adviser, representative of Upazila Public Health Engineering Department, LGED, and Water 

Development Board are members, while the Project Implementation Officer (PIO) acts as 

the Member Secretary. Another tier is at the union level, i.e the UP chairman who identifies 

and prepares the preliminary list of project to be undertaken in his/her union. 

The PIO conducts pre-survey and feasibility study of the projects included in the list and 

places them at the meeting of Upazila Project Development and Implementation  

Committee for its approval. The list of approved projects (with hydraulic data)  are sent to 

the Directorate. Department of Disaster Management finalizes projects/schemes for each 

upazila and calls for tender for Construction of small bridges/culverts. The contractor is 

selected as per the guidelines in the PPR. 

The project activities under the Construction of small bridges/culverts must be completed 

within 75 days after receiving work order. The payment is made in two installments- the first 

installment is paid within one week of work order, while the second installment is paid after 

satisfactory completion of work within the stipulated time.  

 
7.5.Major Findings from KIIs and FGDs 

In depth interviews were conducted with the Upazila Chairman and 

Project Implementation Officer (PIO) from 40 sample Upazilas and District Relief and 

Rehabilitation Officer (DRRO) from 20 Districts. A total of 97 KIIs were conducted. In 

addition, a total of 40 FGDs were conducted with community leaders-one each in each of 

the sample upazils. The following are the summary findings from KIIs/FGDs: 

Construction of small bridges/culverts started with the twin objective of providing connectivity with 

economic/social institutions for uninterrupted movements of people and diversification of the rural 
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economy. The present impact study carried out in different regions of the country presents a 

clear picture of success in achieving the stated objectives. Construction of small bridges/culverts 

project has succeeded in creating road network in the country with better connectivity with cyclone 

shelters/growth centres, including educational and health institutions and has also increased 

earning and employment opportunities. 
 

Again, before construction of bridges/culverts, there was water logging leading to inundation 

and floods; but now floods are rare. The roads connecting the bridges and culverts 

sometimes did not have proper drainage system for which rain water caused temporary 

water logging or minor floods, this situation has improved after the implementation of the 

project.  

 

7.5.1  Problems  in  Planning  and  Implementation  
 
There are, however, several technical, organizational, programming, and institutional 

problems that limit the potential benefits of the program as emerged from interviews with 

key informants. The PIO does not have adequate time or requisite manpower for proper 

monitoring and supervision, a fact that limits their technical strength. In addition, 

implementing organizations, especially at the upazila level, are inadequately staffed. The 

capacity within the government to ensure compliance with program standards is weak. The 

ability to monitor program implementation and the capacity to oversee project works under 

the program is also lacking. 

Sometimes upazila level officials cannot afford the time to monitor and supervise projects 

because they are too preoccupied with other administrative functions. The project 

implementation officer (PIO), whose main function is to supervise works performed under 

different safety net programs (FFW, TR, VGF etc) including the construction of small 

bridge/culvert project, can not afford to visit the projects on a regular basis. Thus, very often 

it becomes difficult to ensure whether contractors are following the guidelines while 

preparing the mixture of cement, sand and BFS/cobble stones in the right proportion (1:2:4) 

during construction. As a result, there is considerable scope for malpractice and 

substandard work. 

An important aspect that came up in informal discussions and was also mentioned by FGD 

participants is the tendency of involving sub-contractors. This happens in cases when the 

contractor is engaged in construction of several project works or wants to get the work done by 

sub-contractors. However, this tendency of using sub-contractor may cause delay, can 

overburden the PIO, and compromise on quality.  
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Community/people's involvement in identifying project useful for the village/locality seems to be 

lacking at the planning stage. Further, when project work is on-going, no local level committee is 

formed. Such committees may be given the responsibility of day to day monitoring of project- 

whether work is being done as per original proposal.  Regular monitoring by upazila staff is 

missing, and mostly done by PIO with occasional visit to the project site. The absence of 

such committees means that the involvement of people in operation and maintenance become 

difficult. These go against the spirit of decentralization and citizens’ involvement.  

 

7.5.2 Supervision and monitoring of Construction 

 The PIO is supposed to visit the project site during: (i) layout plan, (ii) after soil 

removal, (iii), during preparation of cement-concrete base, (iv) at the time of rod 

binding, (v) top-slab binding, and (v) finally, at the time of  casting.  

 The PIO must be present at the time of: lay out plan, rod binding, and casting  for 

supervision of the structural layout, to ensure whether various tests are performed 

(OMC, slump test  etc.). This is needed to verify whether the mechanisms followed 

ensures the quality of construction work, and whether casting work is done  

following prescribed guidelines/ design;  

 One PIO said, “Not a single case was there where OMC test was performed. Slump 

test also not done always-out of three bridges, slump test was done only in one 

case.”In most cases, this is more or less the scenario. This happens mainly because 

even if the PIO has all the intentions to physically visit the project site, due to 

manpower shortage he can hardly afford to do so. 

 Most of the PIOs who were interviwed opined that in order to be able to supervise 

and monitor works related to the project, they need additional human resource. At 

least one more Sub-Assistant Engineer, and one Accountant cum Head Assistant 

would be needed at the PIO office in addition to the existing staff. 

 
7.5.3 Other Issues 

Several issues emerged during key informant interviews. The governance issues are: lack of 

coordination in Upazila administration, irregular holding of the monthly meetings, lack of 

seriousness in project preparation, inadequate monitoring of ongoing projects, and 

overburdening of the PIO with plethora of responsibilities. 

For future effectiveness and sustainability of the project, adequate attention needs to be 

given to the following:  
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(i). In some cases, approach roads on both sides of the bridge need to be 

widened. Defective approach road in some cases are causing problems in the use 

of bridge and the road; hence timely repair of the roads by both DDM and also by 

the local people will certainly enhance the prospects and sustainability of the 

benefits accrued due to the project. 

 

(ii). Appropriate repair and maintenance works need to be carried out regularly, 

and for this they have asked for increased funds, and to organize local 

supervision of the infrastructures and form local committees for the purpose. 

 

(iii). Repair and maintenance of the road is the prime concern and if this is 

ascertained, the road condition will remain operational ensuring existence of 

good communication network/system.  Most frequent problem identified is the 

shortage of manpower. Increased manpower will facilitate regular supervision 

and monitoring of project work will ensure quality of construction and 

sustainability of the project. 

7.6  Major issues that emerged during FGDs 

The following issues emerged during FGD with community groups, CSOs and local level 

representatives: 

(i). Planning for works is invariably done at the upazila level. There is hardly any people's 

participation while planning for works at the village/union level. To adhere to the spirit of 

decentralization, the involvement of people in projects identification, day to day monitoring 

of projects works should be given due consideration. Coordination in planning and 

implementation of project is needed. 

(ii). Most of the FGD participants are of the opinion that there are no major deviations 

indicating failure of targeting in terms of location. However, monitoring procedure 

need to be strengthened to ensure that project work is done as per original proposal, 

and construction is done as per project guideline. The union/ward level community 

leaders should be involved in planning, implementation and monitoring. Information on 

type of project (bridge/culvert), duration of work, budget allocations/cost incurred should 

be compulsorily put on the sign board near the project site during as well as after the 

completion of project works.   
 

(iii). Depending on the location where the bridge/culvert will be constructed, there is 

need for removal of the ceiling of 12 metres , so that it is flexible (not limited to maximum 

of 12 metres). The maximum length should be extended up to 50 feet, for the 

purpose of making it useful and sustainable for the local people. The size should 
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expand or contract as per need depending on locations and geographic characteristics. This 

will improve connectivity, and transportation on a sustained basis and also reduce costs 

and time.  

(iv). Given the objective of improved connectivity with cyclone shelters/growth centers/social 

institutions through construction of bridges/culverts and enhancing the earning 

opportunity for the village people, the length of bridge/culvert and budget provision 

should be flexible depending on the location and optimum length.  
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Section 8 

Discussion on Major Issues, Recommendations 

and Conclusion 

 

8.1 General Issues in assessing the Impact of the Project 

Construction of small bridges/culverts on rural roads is the key to raising living standards in 

poor rural areas. Rural roads including construction of small bridges/culverts on rural roads 

have been extensively championed as poverty alleviation instruments by the World Bank 

and donor institutions (Walle, 2008). By reducing transport costs, construction of small 

bridges/culverts on rural roads are expected to generate market activity, affect input and 

output prices, and foster economic linkages that enhance agricultural production, alter land 

use, crop intensity and other production decisions, stimulate off-farm diversification and 

other income-earning opportunities, and encourage migration. In addition, by facilitating 

access to social service facilities, better roads due to construction of small bridges/culverts 

enhance social outcomes.  

There are enormous difficulties inherent in estimating the magnitude of the effects 

attributable to infrastructure development through construction of small bridges/culverts. 

Problems arise due to the endogeneity of infrastructural development through construction 

of small bridges/culverts and the many other factors that are at work (Binswanger et al., 

1993; Jalan and Ravallion, 1998). Not allowing for initial conditions ─ both time -invariant 

and time-varying ─ and the way in which construction of small bridges/culverts is allocated 

to specific regions will tend to bias impact estimates, often downwards in poor areas.  

8.2 Derived and conditional benefits 

It may be mentioned here that the nature of investment for construction of small 

bridges/culverts differ from other policy investments. The first distinguishing characteristic 

of construction of small bridges/culverts on roads is that their prospective benefits ─ 

whether positive or negative ─ are derived and conditional. One does not obtain utility 

directly from the construction of small bridges/culverts on roads, but indirectly via the 

access to opportunities for extra consumption that it allows. The nature and extent of 

impacts are also likely to be heavily dependent on interactions with other investments, 

other social and physical infrastructure, and the geographical, community and household 

characteristics of where they are located.  

Again, the project “construction of small bridges/culverts”was implemented on small local 

roads or even paths and tracks in rural areas and they typically link up villages with other 
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villages, growth centres/markets (hat/bazrs) or with the road network and are expected to 

have local impacts of different types.  

For a new road to enhance mobility, people must have access to different means of 

transport (e.g. Rickshaw,CNG, buses, taxis,) along the road where small bridges/culverts 

were constructed. For the road to have impacts on social sector outcomes there must be 

functioning health and education facilities in its vicinity. In the absence of such 

complementary factors, improved roads through construction of small bridges/culverts may 

simply facilitate and hasten population out migration. That still constitutes a benefit as it 

generates new opportunities but it is a qualitatively different benefit and not (typically) the 

intended one from construction of small bridges/culverts on roads (Walle, 2008). 

8.2.1 Multiple Outcomes 

Construction of small bridges/culverts on roads and road networks are widely expected to 

have geographically dispersed effects on numerous outcome variables. An improved rural 

road through construction of small bridges/culverts could conceivably have community-

wide impacts on livelihoods and socio-economic development through various linkages that 

extend beyond the community the road network links up.  

There can be numerous outcome variables. How many outcome variables an impact analysis 

focuses on depends in large part on the objectives of the evaluation, in the context of the 

project objectives. 

In the present analysis, the focus has been on a few key set of indicators more directly 

linked to project objectives even if these are not final welfare outcomes. These include 

market development, agricultural productivity enhancement, increased earning 

opportunity/poverty reduction, and schooling and/or health outcome improvements. These 

indicators can be measured at household or community level or both. 

Adequate focus has been given on impacts on villagers’ time allocation and travel behavior, 

and potential time and transport cost savings. The degree to which local market prices of 

inputs and outputs change in the project areas as well as in neighboring areas has been of 

particular interest. These may all be considered outcome variables in their own right but 

they can also be of considerable use in understanding other outcomes including broader 

welfare measures.  

How changes in access affect the daily activities and mobility behavior of individual 

beneficiaries eventually also has bearing on more general socio-economic local area 

development. Migration-related outcomes are another case in point. Similarly, how access 

improvements affect the type and frequency of traffic along the road has implications for 

what other factors will be affected and how; how prices of inputs and outputs are changing 
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may help in understanding how markets and trade patterns are developing, as well as 

potential externalities of the project. 

 

 8.3 Impact of the Program  

For development of agriculture and over all socio-economic development of the country, 

Government has placed priority for development of roads, bridge culverts and markets. The 

improved communication network, improved marketing facilities and ensuring fair prices to 

the producers enhances buying capacity of the rural poor which improve the quality of 

lifestyle and socio -economic condition of the rural people. 

 Directly or indirectly self employment has been generated in this project through 

construction of infrastructure. 

 The project has generated direct employment opportunities for the rural poor 

through construction and maintenance of the project activities. 

 Employment opportunities were created for women during construction period as 

daily labor. 

 Values of property increased and consequently revenue generation through 

collection and through trade license fee the amount of income was increased. 

 There is no significant environment pollution as a result of implementation of the 

Project. Moreover, with the construction of bridges, the environment has improved. 

In Bangladesh, construction of small bridges/culverts is undertaken to improve rural roads, critical 

for human transporting including that of agricultural inputs (such as fertilizer and seeds) and 

marketing the harvest. Construction of small bridges/culverts o n  r u r a l  roads has also 

improved access to social services (including family planning, health care, and education). 

They also have helped alleviate poverty (by stimulating both farm and 

nonfarm employment). 

The construction of small bridges/culverts on rural roads facilitated irrigation canals, improved 

water logging and also flood control. Even though construction of small bridges/culverts roads 

appear to have been built primarily as an instrument of short-term transportation need 

rather than to meet a long-term employment generation, poverty alleviation; it became 

clear during FGDs that construction of small bridges/culverts on rural roads in most cases h a v e  

made significant c o n t r i b u t i o n  i n  economic, social or environmental sense. The 

construction of small bridges/culverts on rural roads program and the road network it has 

established have helped reduce poverty, improve earning opportunity and food consumption, 

increased access to health care and education.  
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The project “construction of small bridges/culverts on rural roads” through providing seasonal 

employment to landless laborers, also contributed to the development of an extensive rural 

road net-work. A vast majority of the country’s rural roads have been rehabilitated through 

the program, and thousands of bridges and culverts have been constructed. Since the 

beginning of project, hundreds of kilometers of rural roads have been upgraded annually.  

It emerged during the FGDs with community leaders and members of civil society that 

construction of small bridges/culverts on rural roads program program has contributed in the 

areas of: 1) developing much of the country’s rural road network and improving 

connectivity with strategic locations; 2) providing short-term and long-term employment;  

3) increasing both agricultural and off-farm incomes; 4) leveraging policy reforms that gave 

production incentives to, and improved the incomes of: farmers, traders, wage labourers, 

transport workers; and 5) creating enabling environment that has led to major productivity 

gains. 

8.3.1 Impact on Poverty alleviation/disaster risk reduction 

According to the study participants, the greatest and most sustainable gains from construction of 

bridges/culverts have come not from employment generation or poverty alleviation because of 

the project  but from the roads themselves through improvement in connectivity with different 

strategic locations including cyclone/flood shelters, improvement in water logging situation, 

and consequent improvement in disaster risk reduction. The evidence from FGD, field 

observation, and structured interview shows that the landless and marginal farmers 

including women, children, the sick and the disabled  have received a larger share of the 

benefits from the project. Above facts reconfirm that overall development of rural 

Bangladesh depends on development of rural infrastructure. 

Projects completed under construction of small bridges/culverts have stimulated both 

agricultural and off-farm employment. Transportation infrastructure provides access to 

markets, administrative centers, financial services, and basic human services. Villages with 

better-than-average access saw production levels 30 to 40 percent higher than villages 

with worse-than-average access. Similarly, income per acre for field crops, 20 percent higher; 

household income, 20 percent higher; wages of landless laborers, 36 percent higher; and 

number of female workers, 135 percent higher (Ahmed and Hossain 1990).  

According to opinion of FGD participants, construction of small bridges /culverts on roads 

has led to improvement in connectivity,  including reduction in travel times and transport 

costs. They have brought about lower input costs for major crops and increased the use of 

new farm technology (including high- yielding varieties, chemical fertilizers, and irrigation 

equipment). And they have increased agricultural production and producer 

surpluses. All of these advances contribute to increased household incomes. The 

evaluation team’s interviews with both land-owning farmers and those engaged in off-farm 

employment confirm that rural people themselves believe that construction of small 
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bridges/culverts on roads have yielded significant benefits in the form of better 

connectivity, and increased incomes/employment. 

In addition, bridges and culverts constructed under the project have contributed to 

increased access to family-planning and health services as well as primary schools. By 

reducing the costs to parents of sending their children to school, the project has 

contributed to increased primary school enrollment, especially for girls.  

8.4 Major Findings from Focus Group Discussions (FGDs) 

A total of 40 FGDs were conducted from 40 upazilas Each FGD comprised of 12-15 

participants including: males, females, community leaders, teachers, businessmen, religious 

leaders, field workers, representative of local government at union level etc. The FGDs also 

inquired about the quality, use, effectiveness and benefits of bridges/culverts. Such benefits 

accrued in-terms of communication, agricultural productions, marketability of products, 

enhancing school and health center attendance, and creating job opportunities etc. 

(improving standard of living of the catchments population).Following findings can be made 

from FGDs: 

 Connectivity with cyclone shelters/growth centers/social institutions has improved. 

Improved communication and transportation network has helped people in the 

catchment areas in many ways.  

 The project has made significant contribution in economic, social or environmental 

sense and helped improving the overall socio-economic condition of village people in 

a diversified way. The construction of small bridges/culverts on rural roads facilitated 

irrigation canals, improved water logging and also flood control.  There has been 

remarkable improvement of water logging situation in most cases. 

 There is easy and smooth availability of agricultural inputs like seeds, pesticides, 

fertilizers, harvesting machines, power tillers and tractors, irrigation equipments etc 

after construction of bridge/culvert. 

 Mobility and movement of local people is easier and more convenient. 

 Improved/ better market network for agricultural goods and products. 

 Easier for students, especially female students to attend school. 

 Whole sellers directly purchase agro. products from local villages and ensure fair 

price of locally produced goods. 

 Better  marketing facilities for products requiring less time. 

 Better access to health care and family planning services. 
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 Increased enrollment and better educational attainment.  

 Before the construction of bridge/culvert, the poor were employed at local level with 

nominal wages and their mobility and movement was greatly restricted, but after 

the project, as the road communication and network has improved substantially, 

they can move freely and move beyond their locality and pursue higher wages and 

varied kinds of employment. 

 Due to improved communication network, some local and external investors have 

come forward to invest in projects like poultry, and fisheries created more income 

and employment for local unemployed and potential labor force including females. 

 The village people can afford to easily reach the Upazilla headquarters, district court, 

hospital, schools/madrasa /college, markets and towns. 

 Road communication has saved local people’s time, energy and efficiency and 

people are becoming more efficient and travel between places are now more 

comfortable. 

8.5  Short term Employment versus Development  

Most FGD participants are of the opinion that construction of small/bridges/ culverts 

program can achieve two objectives simultaneously, both short-term transportation benefit 

and long-term socio-economic and development, if implemented efficiently. In 

practice, both the objectives/ targets have been reasonably achieved as emerged during 

FGDs with community leaders and civil society members. 

Over the years, huge amount resources have been spent to build bridges and culverts that 

are needed to improve connectivity, protect the environment and ensure that the roads 

could withstand floods. A larger number of people in the surrounding villages including the 

poor, women, children, the sick and disabled are receiving benefits from the better quality 

roads, due to the construction of small bridges/culverts, in the following way: 

i. Improved connectivity with important places like cyclone shelters/growth      
centers/social institutions; 

ii. Improvement in water logging situation; 

iii. Marketing of agricultural products in a better way; 

iv. Expansion of agro based industries and increase in productivity; 

v. Improvement in the situation of DRR (disaster risk reduction); 

vi. Easy access to banks/extension services. 

vii. Increased  school enrollment and use of health care facilities. 
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In a few cases, bridges/culverts were poorly designed. Bridges and culverts were not 

installed to permit natural drainage, some of the roads washed out during the annual floods, 

and others caused environmental damage.  

People's involvement in identifying works/projects, seems to be lacking at the planning 

stage. Further, when project work is on-going, no committee of local level people is formed. 

Such committees, if given the responsibility of day to day monitoring of project work, will 

improve transparency especially with respect to whether work is being done following 

stipulated guidelines and as per original proposal.  However, monitoring is mostly done by 

the PIO, with occasional visits to the project site, which is not at the desired level.Thus, the 

participation of different stakeholders and civil society is necessary not only as an essential 

component to ensure transparency but also to ensure effective implementation of the  

programs. 

According to the FGDs with community leaders, the project has been successful in creating 

improved connectivity and effective road network. The program also generates indirect 

benefits for the people living in areas in which the schemes are undertaken. Indirect 

benefits under include: improved production in the agriculture sector, which benefits both 

producers and consumers; enhances marketing opportunities, as a result of construction 

and or road rehabilitation; improved transportation making it easier to go to markets, 

health centres and educational institutions; and reduced physical damage of crops and loss 

of property and human lives as a result of structures that hold back floods. The direct and 

indirect benefits are significant. Over the long term, these accomplishments represent 

increased resilience/confidence, coping capacity, disaster risk reduction, faster rate of 

economic growth, contributing to food security at both the household and national levels. 

8.6  Strengths of the Project 

 Road communication has saved local people’s time, energy, and costs. Travel 

between places like cyclone/flood shelters, growth centres, health facilities, 

educational institutions has become more comfortable, requiring less time because 

of better connectivity. 

 Previously, due to bad communication and transportation, local farmers were 

compelled to sell their agricultural products such as vegetables, fruits, paddy, 

potatoes, etc. to the middle men and they could not get fair price. But now the 

farmers can sell their products at a fair /competitive price directly by themselves. 

 Transportation of products like fishes, poultry, dairy, fruits, vegetables, paddy, rice, 

wheat, oil seeds has improved, facilitating easier and quicker transportation to 

distance places in hats and bazaars. 
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 Due to improved communication network, the local people have better avenues of 

income and employment at local level. Even they can explore jobs and business 

outside their locality. 

 Currently many local people are engaged in transport work either as driver, helper, 

conductor, or rickshaw/van puller, etc. 

 Many local women especially the poor, vulnerable and destitute women are engaged 

as daily labors in paddy field, manufacturing units, tailoring, sewing caps and 

embroidery. 

 Villagers now can move to distant places and explore better jobs due to improved 

communication. As a result the poor people are gradually becoming self reliant and 

self-sustained. 

 Social network has been created and impacted positively especially for women, 

children, elderly, and the disabled.The project has contributed to empowertment of 

women, people who are sick and disabled. 

 Many local investors invested in services, especially in establishing tea stalls, grocery 

shops. In addition, there have been new branches of NGO office, clinics, schools like 

kindergarten, etc. 

 Price of homestead lands, farm lands, wet lands and high land (industrial plot) has 

gone up. 

 Improved communication and transportation network has connected the local 

people/ villagers to safe shelters, growth centers, and has facilitated disaster risk 

reduction, with scope for earning more income and engaging in better jobs. 

It may be mentioned here that Bangladesh is one of the disaster prone countries of the 

world, with limited resources. Sustainable development is not possible without the 

integration of disaster mitigation programms. Bangladesh is striving hard to establish a 

comprehensive disaster management system from national down to community level to 

mitigate the adverse effects of disasters. The GoB is well aware of the limitations and 

the vulnerability of the country to natural disaster and has been making continuous 

efforts to make Bangladesh a safer place in the world in the 21st century. The existing 

system of disaster management includes various activities with emphasis on major 

aspects like mitigation /prevention, preparedness, response and recovery. Disaster 

management has become an important event in the process of sustainable 

development. Linkage with ongoing development programs and participation from the 

community in planning and implementing the programs will improve both the disaster 

risk reduction and coping capacity. 
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The protection of human lives and properties is one of the prime responsibilities during 

disaster. An effective transport system plays a key role in rescuing/transporting people 

to safer places. The availability of good road network is the precondition for smooth 

transport/movement of people during disaster, especially for women, children, the sick, 

and the disabled. With the construction of bridges/culverts, it becomes easier for the 

vulnerable segments of the population to save their lives, or move to safe shelter and 

transfer their belongings/valuables to safer place. The project “construction of 

bridges/culverts” improves quality of life people and facilitates easy/quick movement 

during natural calamities like flood, cyclone, etc. It also mitigates the sufferings of the 

people, especially, women/children, the sick, the disabled, and other vulnerable groups 

who can move to safe shelters during floods, cyclones, and other disasters. The project 

has made significant contribution by ensuring uninterrupted communication system in 

rural areas, and facilitating easy mobility of women, children, the sick, and the disabled. 

 

8.7  Weaknesses of the Project 

 Lack of financial provision for repairs and maintenance impacted the project 

negatively. 

 Drawing and design framework was not followed properly in a few cases. 

 Problem created due to implementation of construction works by sub-contractor, 

led to poor quality and delays in completion of work in a few cases. 

 Site selections in a few cases were done without sufficient justification and 

consultation with local level community. This was due to elite capture and political 

pressure.  

 In few cases, the approach roads are not constructed properly, which interrupted 

the smooth network of transportation and communication. 

 The project has impacted the agricultural land negatively due to losses of farm lands.  

More lands are being used for business, trade and commerce, and habitat for human 

settlement. 

 In a few cases, improvement of the communication network has contributed to dust 

pollution, noise pollution to a moderate extent. 
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8.7.1 Not-so-effective committees  

      The construction of bridge/culvert project involves different committees at different levels 

to oversee the implementation, although the project implementation officer  (PIO) is mainly 

responsible for it. These committees, especially the Upazila Project Development and 

Implementation committee, are yet to be efficiently functional.  

      The evidence suggests that in most cases, on the basis of suggestion of the Honourable MP, 

the PIO prepares the priority list of projects for sending it to the Directorate (DDM).  

Planning for works is invariably done at the upazila level. There is hardly any people's 

participation while planning for works at the village/union level. To adhere to the spirit of 

decentralization, the involvement of people in projects identification, and day to day 

monitoring of projects works should be given due consideration.  

Most of the FGD participants are of the opinion that there are no major deviations 

indicating failure of targeting in terms of location. However, monitoring procedure needs to 

be strengthened to ensure that project work is done as per approved guidelines, and 

bridge/culvert is constructed ensuring quality.  

 The union/ward level community should be involved in planning, implementation 

and monitoring of project work.  

 Information on type of project (bridge/culvert), duration of work, budget allocations 

should be clearly put on the sign board near the project during as well as after the 

completion of project works.  

 Participatory bridge management committee needs to be formed with the 

representatives of all segments of local people so that villagers have the sense of 

ownership and participate in maintenance work when needed. However, 

decentralization is not an unmixed blessing. It might also create  other problems. 

8.8  Policy Recommendations 

 Repair and maintenances of the bridge along with approach road is the prime 

concern. Appropriate measures should be taken by the Ministry/concerned authority 

to construct the approach roads properly (widen the roads at least at the entry of 

bridges/culverts) and ensure timely repair and maintenance of the bridges/culverts 

for better communication and transportation. It is not only the constructed 

bridge/culvert that needs to be operational,  the road condition also needs to be 

operational, so that there is uninterrupted communication and transportation 

network. During fieldwork it has been found that at a few distance there is a mud 

road linked with the rural road connecting the bridge/culvert, and during the rainy 
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season this portion of the road becomes virtually unusable. People living in the area 

face difficulty in commuting and using the bridge/culvert. Measures need to be 

taken for immediate repair of the road so that there is sustainable communication 

and transportation network. 

 Financial support should be ensured as lack of funds for repair and maintenance 

impacted the work negatively. Participatory bridge management committee may be 

formed with the representatives of all segments of local people so that villagers can 

participate in maintenance work of the bridge with their own labor.  

 Normally contract is awarded through lottery among the bidders who are already 

enlisted with the concerned agency. But it has been found that in several instances 

the particular firm who has been awarded the contract, does not do the construction 

themselves. Rather, they get the work done through sub-contracting by a sub-

agent/new firm. The sub-contractor may not have adequate experience and 

manpower to carry out the work efficiently. In such cases, there is potential risk of 

poor quality of construction and substandard work. The practice of sub-contracting 

should be stopped and penalty clause should be introduced in the contract 

agreement in this regard. 

 Effective monitoring mechanism needs to be ensured so that the sustainability of the 

bridge/culvert can be ensured. Supervision needs to be ensured on quality of 

materials, guiding the mason man, investigating the appropriateness of the tasks 

during construction as per design, status of mixing materials properly. 

 Presently, the maximum length of the bridge is 12 metres or 40 feet. But there is 

need for flexibility in this regard. Depending on the location and size of the canal or 

open place where the bridge/culvert will be constructed, the future project and 

construction work should have the provision of longer structure (up to 50 feet), if 

needed. Because of this ceiling imposed on length, some of the bridges constructed 

were less than that of optimal size, which might create problems in the future, and 

may not be sustainable. 

 Since the PIO remains extremely busy with plethora of responsibilities, it is not 

possible for him to supervise and monitor the construction work in a regular and 

efficient manner. It is recommended that some sort of Quality Control Cell/ Project 

Implementation Committee may be formed at the village/union level(with 

representatives from elected members of UP and the community leaders) for regular 

monitoring of the construction (bridges and culverts) works. This will ensure 

effective supervision and monitoring of the work with quality assurance as specified 

in the work order.  

 Local people have no idea or information about construction of bridge/culvert 

regarding the design, time period, and budget allocation, etc. So, proactive 

disclosure is needed. Union Parishad representatives/community groups should be 
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actively involved in the entire process- from site selection to monitoring and 

supervision of works. 

8.8.1 Recommendations related to governance 

 Several changes, both short-term and long-run, are proposed for better 

implementation of the project. The short-term changes include the need to: (i) 

provide additional human and financial resources to PIO’s office to match the 

increase in workload; (ii) ensure greater transparency through better monitoring and 

supervision.  

 We strongly feel that a new position of sub-assistant engineer should be created to 

assist the PIO on all related supervision task. Similarly, a position of Accountant cum 

Head assistant (something like that) should be created for smooth conduct of 

activities at the PIO office. 

 

 Presently, at least 100  positions of PIO are lying vacant at the upazila level. Measures 

should be taken to fill up the vacant positions of PIO on an urgent basis. 

 Besides other institutional aspects like improved governance through clearer rules 

and enhanced transparency, clarity and accessibility of rules and procedures should 

be adopted. Program rules are currently quite generic and many people at the field 

level are unaware of the rules and procedures. The study therefore proposes rules 

and procedures followed in construction works to be publicly available at the lowest 

levels. 

 In order to ensure accountability in project implementation, participation of local 

bodies (or representatives of beneficiaries) at the stages of scheme selection and 

implementation should be strengthened.  

 Although there is a need for improvement in the quality of leadership in program 

implementation, the need is more pressing and urgent at the local level. Here, the 

improvement must start from planning, and should go to implementation, down to 

monitoring and evaluation. It must encompass all local officials, individuals and 

agencies involved in program. This is the keyword to guarantee efficient and 

effective program implementation. 

 Policy makers including the MPs should follow the implementation guidelines and 

minimize political influence in project selection and implementation. 
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8.9    Conclusion  

The project “ construction of small Bridges/culverts” has achieved its targeted impacts on 
social, economic and allied developmental contexts. Findings of the present study suggest 
that in the locations/areas where bridges and culverts have been constructed, tremendous 
benefits have been accrued by the community in the form of improved connectivity along 
with DDR (disaster risk reduction).  

The project was implemented all over the country with the aim to improve connectivity to 
important places like flood/cyclone shelters, growth centres, schools, health facilities, etc. 
and to increase agricultural production through improvement of communication system for 
easy and timely movement of agricultural inputs and products. The DDM under the Ministry 
of Disaster Management and Relief has been implementing the construction works of 
bridges and culverts of length not exceeding 12 metre long under the project titled 
"Construction of small bridges/culverts” for establishing communication network and 
improved connectivity.  

The project can achieve two objectives simultaneously, both short-term transportation 

benefits and long-term socio-economic development, if implemented efficiently. In practice, 

both the objectives have been reasonably achieved as emerged from household survey, field 

observation  and FGDs with community leaders and civil society members. 

Collected information and their analysis suggest that the project “construction of  small 

bridges/culverts” has reasonably achieved its objectives. The greatest and most sustainable 

gains have come not only from employment generation/increased incomes, but from the 

roads themselves  i.e. through multiple impacts: improved connectivity, disaster risk 

reduction, increased resilience, coping capacity, trust,  and self-reliance. 

Over the years, huge amount of resources have been spent to build bridges and culverts that 

are needed to improve connectivity, reduce disaster risk, protect the environment and ensure 

that the roads could withstand floods. A larger number of people in the surrounding villages 

including the poor, women and children are receiving benefits from the better quality roads, 

due to the construction of small bridges/culverts, in the following way: 

 Improved connectivity with cyclone shelters/growth centres/health 

facilities/educational institutions; 

 Increased resilience, coping capacity, self confidence; 

 Improvement in water-logging situation; 

 Marketing of agricultural products in a better way; 

 Increase in productivity; 

 Expansion of agro based industries in the project areas; 

 Increase in employment opportunities, both long &  short term; 

 Increased school attendance/utilization of health facilities; 

 Empowerment of women, the sick and the disabled.
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Appendix A 
Few Photographs  

 

Photograph- o1: Tulatuli Bazar Bridge, Baliatuli Union, Kala Para Upazila, Patuakhali District 

Photograph- 02: Jamuna Khal Bridge, Bhurulia Union, Shyamnagar Upazila, Satkhira District 
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Photograph- 03:  Anandipur-Kachihata Connected Road Bridge, Joyag Union, Sonaimuri Upazila, Noakhali 

District. 

Photograph- 04:  Connected Road Bridge, Dhulashwr Union, Kalapara Upazila, Patuakhali District. 
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Photograph- 05:  Shibakhal Bridge,  Chambol Unio, Banchkhali Upazila, Chittagong District. 
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Photograph- o6: Harukandi - Tantrakhola Bridge, Harukandi Union, Harirampur Upazila, Manikgonj 

District. 
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Photograph-07: Transport doesn’t movement on the bridge due to unparallel approach road- 

Shreebari- Ullapara Bridge, Ullapara, Sirajgonj. 

 

 

 
 

Photograph-08: The approach in both sides of the bridge are damaged due to poor quality of 
construction and lack of maintenance mechanism- Lichy Bazar Bridge, Horirampur, Manikgonj. 
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Photograph-09: A sample bridge (Juni Kalsa Bridge, Mohadebpur Union, Shibaloya, Manikgonj) which 

construction level is very high. There is no movement of Rickshaw due to high level of approaches of bridge. 

 

 
Photograph-10: Purbodamudda Culvert at Damudda, Shariatpur. Since  there is no approach  

road it does not serve the purpose  for which it was built. 

 
 
 
 
 
 
 
 



 
 

8 
 

 
  

 

Photograph-11: The reeling in the both sides of the bridge is being destroyed due to use of poor 
quality materials (rod, cement, sand, cobblestone…)- Tulakuri Bridge, Patnitola, Naogaon.  

 
 
 

 

Photograph- 12: A part of consultation- during FGD at Tulakuri Union Parishad, Patnitola Upazila, 

Naogaon District 


